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ABSTRACT 

The ISM Code and the STCW 95 Convention can without doubt Ье considered some 
of the most important IMO instruments that contributes to "safe, secure and efficient 
shipping on clean oceans". 

The two instruments are fundamental in the sense that they have а perceptiЬle link 
to quality assurance (QA). Maritime Administrations (MarAd.), shipping departments, 
maritime education and training (МЕТ) institutions, shipping companies and ports etc. 
ascertain puЬlic assurance of efficient and safe ship-operation Ьу opening their doors 
allowing an external audit. 

It has been realized that national administrations are given less room for individual 
interpretations on vital issues in IMO instruments. This is an important step towards 
harmonization of standards and commercial activities within shipping. With an op
erational guarantee, e.g. an international QA award, the question remains if the ISM 
Code is an instrument that has got its deserved backup from relevant training of those 
made to use the Code. 

Indirectly, the port state control function is made to assure that the МЕТ institu
tions do their job i.e. that the end-products from the МЕТ institutions know how to use 
knowledge and show professional skills; а ship seaworthy and safely manned. 

Today, it is time to ask oneself if the STCW 95 really pass on relevant and needed 
knowledge and skill to seafarers and assures the shipowners (hereinafter owner) that 
the ship will not Ье detained due to their employee's substandard education. What sub
jects in the curricula should Ье, or has been, rewritten in order to make the ISM Code 
а real success and useful to the industry? Is it proven that ship casualties are reduced 
with the introduction of the ISM Code? Have ship detentions and deficiencies onboard 
been reduced because of improved knowledge and skills among ratings and officers? 
Does cargo arrive intact and on time? 

This paper is aiming at vital safety issues that still are not adequately addressed in 
the STCW 95 but important in order to make the ISM Code successful. 
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The industry is expecting a dialogue with MET,and also that METnot only follows
the easiest flow of the stream by no more than fulfilling required minimumknowledge
and skills demanded by the lawmakers. Hence, the MET is required to play a more
proactive role in the shaping of maritime education.

The views expressed in this paper are those of the author only and do not represent
in anyway that of World Maritime University (WMU).

i. Introduction

Five years have passed since the application of the ISM Code for all cargo ships >
500 grt. The Revised STCW74 (STCW 95) entered into force ten years ago. By now,
with ships being ISM certified there should be a well wished safety culture implemented
amongall seafarers and all owners. With STCW95 a pragmatic worldwide harmonised
METprogrammeshould be achieved. Are these statements/shoulds reasonable? Is this
even a possible accomplishment? Did the industry with IMO and other organisations
makeshipping what it ought to be with the ISM Code and STCW95?

In more than 2000 years the industry has tried to make the consignees happy. In
just about 60 years, since IMO/IMCO started, the industry has improved ship standards,
crewconditions and minimized illegal discharges, groundings and collisions etc. The
questions are forwarded bearing in mind that these efforts ultimately should lead to a
happy consignee.

This paper will not give a full answer to these questions but merely identify what the
METhas to do to help the ISM Code to be the tool needed for qualityshipping. Quality
shipping is in itself a disputable expression. The word quality has become abuzzword.
Whynotjust express a wish to have a successful transport effort i.e. cargo arriving on
time (JIT) and intact; a happy consignee or consignor, with GOOD shipping. Good is
a well knownword. The owners still have a lot to do to be able to say to their custom-
ers: Trust me.The reason for mesaying this is that as long as we agree that there is no
process better than training and teaching to change and strengthen the human beings
regarding motivation, dedication, attitude, knowledge and skill etc. we simply have to
dedicate ourselves to teaching and training. Everybody should be trained, not only the
middle management but also the top managers. If training is properly done it will be
an eye opener to better safety standards; less pollution, less accidents and incidents,
happier crew and cargo being transported in style.

Again, the crucial question is: Do the STCWteach and train becoming Masters, of-
ficers and ratings to be able to perform according to ISM Code requirements?
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2. What §'s in the ISM Code Require STCWAction?

With the implementation of the ISM Code follows an extensive change in safety
managementand QA.What is all this about?

The Code has an objective to provide for safe practises in ship operation and con-
tinuously improve safety managementskills. A number of functional requirements can
be identified in the Safety Management System (SMS). Twoof them are: 1) procedures
for reporting accidents and 2) procedures for reporting to emergencies. These two
functions represent two very important elements to improve safety. Logically, with the
fast technical development of today each individual has to have a continuous training
programmein the agenda. To have asafe ship it requires an understanding of: 1) proper
maintenance and 2) regular supervision or inspections. The two functions represent
an additional two issues that very much concern the owners and that give the MET
additional resp onsibility.

To be able to movecargo it arriving intact and on time to the unloading port nor-
mally requires very good knowledge in:
1) Loading and unloading procedures
2) Lashing of cargo to the ship and lashing of cargo in containers
3) Ship's stability
4) Cargo care during the voyage
5) Properties and behaviour of different cargoes.

Aboverepresents subjects that describe the essence of being in shipping. If these issues
are not understood those who are set to master these issues should be seen as a big dis-
grace to the industry. The P&I Clubs can tell how muchthey pay in compensation for cargo
damages; the amounts are enormous.For manyyears about 30% of all compensations are
due to cargo being badly treated in ports and during transport. The International Union of
Marine Insurance (IUMI) reports a raising evolution in paid claims in a macro perspective
(Seltmann, 2006). This is understood, if not directly then indirectly in the ISM Code, to be
far from good. Knowledge in cargo care gives benefits to the consignees, the owners' reputa-
tion, profoundly to safety and pollution prevention and ultimately to you as a consumer.

In order to professionally master a ship and to look after its cargo risk identification is
needed. The risk is evident i.e. to learn to recognise risk and prepare for emergencies and
exercise good safety management skills are very important in modern shipping. Insurers
have voiced concern at the risks. The number of reported incidents involving tankers
has increased with 64% in 2006. The fire-explosion category represents a substantial
increase. The cargo is not travelling comfortably. INTERTANKOhas established a human
element in shipping committee to find out howto combat this problem.

The SMS contains instructions and procedures to ensure safety and environment
protection. To instruct is a MET concern. Are such instructions really part of the cur-
ricula of today's worldwide MET?
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It is now six years since de Bievre (2001) reported, after the meeting of the Interna-
tional Maritime Universities (IAMU) in Kobe (AGA2), that the MET institutions often
are said to be too remote for the real world. It is 27 years since the first Rector ofWMU,
Solve Arvedson2, at an international STCW meeting in Malmo November 1980, spoke
about the need of bridging the gaps between the ships and the MET institutions. Still in
2007 these appeals are relevant.

The ISM Code, §3.3, demand resources and support to enable the designated per-
son (DP) to do thejob he/she is assigned to. Training is needed forthe DP to optimise
resources available and to be able to manage the SMS. §6.3, §6.4 and §6.5 require
familiarisation, understanding and training; a direct link to MET activities and obli-
gations.

These two regulatory cornerstones are IMO's drive to focus on the human element
because at the end of the day these activities very much are reliant on people. The ISM
Code should offer a pathway to genuine uniformity of operating practices and place
moreemphasis on training. All IMO instruments should have a section on howusers of
the instruments (codes, conventions, regulations etc.) can be educated in the respective
instrument. The format for such education could be a wider use ofIMO model courses.
The IMDG Code has an appeal to training of people involved in handling dangerous
goods; § 1.3. The industry needs more of this type of training suggestions in concurrent
IMO instruments and the ISM Code requirements will be met.

2. MET INSTITUTIONS AND GOVERNMENTS HAVE

TO CREATE A MARITIME SAFETY CULTURE?

What METcan do is to create a safety culture and change seafarers' attitude to be
quality minded and take care of cargo and property in the interest of ship- and cargo
owners.Implant a teamwork spirit where everybody onboard should realise that they
are in the same boat with the same objective - i.e. to have a happy consignee. MET
institutions will not be able to survive with an ivory tower mentality; neither to be
dogmatic but to be pragmatic and proactive.

If MET, by itself, do not change attitude it might loose the public funding that they
today are very dependent on. The METrescue might comewhen shipping companies
start to realise that an investment in seafarers' training becomes an urgent issue be-
cause of the ISM Code. With this realisation might follow an industry ownoperated
METwhere the MarAds merely have a supervisory role not taking an active role in

It was during this STCWmeeting that the Secretary General of IMO Mr C.P. Srivastava asked the
delegates if they wished to have an institution where the IMO instruments better could be promul-
gated to increase safety at sea and pollution prevention. A voting resulted in an omnibus support
which later became WMU.Solve Arvedson passed away late December 2006; remembered in a
world forgetting.
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what happens between the four walls of the classroom. This solution would not be very
encouraging for METinstitutions.

Toget someevidence if crew has improved in knowledge and skills, since the intro-
duction of the ISM Code, one could study the annual reports from the different MOU
areas. Assuming that the MOUdeficiency categories "SOLAS related operational defi-
ciencies" and "ISM deficiencies" can represent crew quality the following can be noted
limiting the study to the Paris MOU:

SOLAS related operational deficiencies
2002 report: from 2000 - 2002... a steady increase (20%).
2005 report: from 2002 - 2005... steadily increased (24%).

In table 1 the ratio of deficiencies to inspections is shown. Ratio is a better compar-
ing tool than % because the number of inspections per year varies.

Table 1. Ratio of deficiencies.
^ ^ ^ ^ ^ ^ H ! R atio  o f  d e ficie n c ie s  to  in sp e ctio n s  x  1 0 0

Y e  a r 2 0 0 0 2 0 0 1 2 0 0 2 2 0 0 3 2 0 0 4 2 0 0 5

S O L A S  re la te d  o p e ratio n a l  d eficie n cies 6 ,2 0 6 ,8 0 6 ,8 5 14 ,l l l l ,6 2 9 ,8 5

IS M  re lated  d efic ie n cie s 5 ,0 0 6 ,6 0 1 6 ,2 4 1  7 ,4 3 1 3 ,7 5 1 3 ,8 0

With intervals the different secretariats have campaigns oncertain controls and this
could be misleading wheninterpreting the figures. Thejump from2002-2003 (SOLAS)
and 2001-2003 (ISM) is explained by this. ISM inspections have been improved, opera-
tional controls, and PSC inspectors have been trained and becomemoreexperienced.
Detentions havedecreased. SOLASrelated items have becomemorecomplicated. Any
deficiency could be registered as an ISM deficiency; a matter of an inspector's subjective
decision. Although, the conclusion could be that the disappointments are explained by
anincrease of minor deficiencies. Though, any deficiency is an indication of negligence.
Taking a helicopter view of the situation the industry and the authorities cannot be
happywith this development. The METmusttalk about the ideas ofPSC and ship op-
eration practices not to give the ship any negative ISM notifications.

Because of lack of confidence in standards of competencyit prompts ownersto de-
velop their ownstandards. Teekay and NYK(both tanker operators) have established
their owncompetencylevels certified by DNV.If this continues wherewill the link be
betweenSTCWand ISM? Also governmentsneed to take an interest in shipping.

To matchthe ISM the STCWshould seriously consider and pay attention to below
subjects (a-g) :

a) Computerliteracy
Oneserious concernis seafarers understanding of computers.The reason for such

additional knowledge is seafarers' workand leisure time in an isolated environment.
Onboard, resources are limited and communicationis costly (Patraiko, 2001). IT train-
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ing should be emphasised in the curricula. With the ISM Code comes higher responsi-
bility where computer literacy is necessary. Many ISM Code objectives are controlled
electronically. Therefore, continuous education and training is needed to maintain
skills in the operation of computer hardware and software. Computer systems are used
to managethe SMS system. With the need and demand of quality assurance comethe
requirements to keep operational and managerial records in order to be able to verify
that you do what you say that you do. Auditors need to see these verifications in order
to revalidate a given QA award.

The inability to effectively use computer-based applications will contribute to com-
mercial losses. It should therefore be in owners' interest to assure that the crew has
knowledge in information technology (IT) and electronic data exchange (EDI). With
the fast development of EDI/IT in shipping retraining programmes are needed. Retrain-
ing could be done at a METinstitution or, with some doubt, onboard ships. Certainly it
would be an additional welcomed work for MET.The income should be used to upgrade
METequipment and to give participating METteachers an added income or incentive
to an already low MET salary.

IT may not be written into the STCWbut it is there in practice. If it is the MET's role
and government's role to support owners and seafarers then training should be deliv-
ered. Amoreextensive training, than normally given today, should be cared for.

Agrowing problem onboard is the increase of e-mails arriving to the ships computer.
Masters need to be trained on howto select what is important in a world exaggerating
dissemination. In practice it is shown that the Master does not need all information sent
to the ship. Instead of looking after his SMS, time is spent on reading inappropriate e-
mails. Dragging it to it's extreme such flow of information hampers the safety onboard.
Wehave an e-mail paradox that needs to be tackled before the industry will encounter
e-mail accidents.

Give, in particular the officers, additional theoretical knowledge in functions of the
computer because it will assist the OOWin solving various problems in cargo handling,
navigation and ships manoeuvring etc. Give elderly officers the same training because
they might be reluctant to seek advice from a junior officer or a person from another
culture than himself. The complexity in electronic based equipment should be under-
stood not to be an easy understanding.

b) Duties of Designated Persons (DP), surveyors and Auditors
The METshould be proactive and contribute more in the training of auditors and

DP duties. Even if it is not prescribed but indirectly a necessity in the ISM all gradu-
ates from a METinstitution should have a genuine education in how to meet an audit
team. Seafarers need to be trained on how to answer interviews and how to support
the audit-team. Auditing in the maritime industry is a fairly new activity that requires
special training. It should not be the Class Societies training program training its own
auditors. It should, in the name of harmonization, be the training program set by the
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International Register of Certified Auditors (IRCA). Class Societies should do surveys.
Auditing is not surveying. The ISM philosophy is based on checking objectives against
the company's documented procedures and nothing else.

In order to make the ISM Code more effective also flag state surveyors and port
state inspectors should cometo school. They should cometo the METinstitution to get
a teacher mind. A successful implementation of flag state surveys and port state controls
(PSC) requires the performers to be corrective and not have a dictatorial attitude to
what is wrong and what is correct. The surveyor/inspector/officer/controller should
tell the ships crew what could be a better practice or procedure and then kindly have
the crew to implement this. Explain the practical, safety, environmental, economical
and last the regulatory requirements and other benefits of doing it as the crewjust has
been told. This is quality shipping! An oil major's vetting examination is different in the
sense that it is a process that offers a clearance if the ship is accepted or not accepted to
carry out a specific transport according to a shipper's requirement/standard.

c) Lecturers' standard
METshould urge owners to allow METteachers with intervals to work onboard

ships to keep their officer of the watch (OOW) licence. Normally, a typical teacher at a
METinstitution has seafaring experience. This typical teacher also has lost his licence
because he/she has not been to sea with intervals as required to keep a valid licence. An
efficient teacher needs to keep up to date with development in the industry. The best
wayto do this is to observe and take active part in modern industry practises. An excel-
lent example of such practice can be seen within Chinese MET.The EUCIPMET project
showed a remarkable number of teachers still having a valid OOWlicense. This policy
should be introduced and be a worldwide METteacher requirement. It is far from the
situation in EU MET.Teachers: Sign on! Owners: open navigation-bridges and engine-
roomsfor teachers and you will get value for your training budget and less worries to
risk your ships to be detained because of crew substandard education. Governments
should allocate funds to MET to be used to subscribe to maritime journals, magazines
etc. This is also a way for teachers to update themselves.

There is a need for a MET teacher's' competency standard. Knowledge and skills
are passed on beyond conception making one wonder if the endproduct from the MET
institutions worldwide possibly could be of the same standard. Train the trainer pro-
grammesare meant to harmonise the MET.The WMUMET-courseaims to foster teach-
ers to adapt a harmonised approach to teaching and training.

Consistency with verifications is a must in future safety and environment thinking
in shipping and also in MET.Performance-related benchmarks would help to reach the
quality we all wish. MET managers (rectors, presidents etc.) should hurry to obtain
an ISO 9000 series recognition in order to assure themselves and owners that what is
delivered in MET is up to standard.
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A study of the Kongsberg's Ship Simulator Reference no 1/07 is used to see who
have invested in simulators and when during the period 2000-2006 (Kongsberg has
only been taken as an example to get a tendency on the issue). The study aims to see if
METhas done training efforts after the implementation of the ISM Code.

Table 2. Ships bridge simulators.

Ships bridge simulators, sold per year

25
20

15
10

5

1

III!
2000 2001 2002 2003 2004 2005 2006

Ships bridge simulators, sold per continent

Asia S.America N.America Africa Europe

Table 2 shows the purchase of Ship Handling Simulators, i.e. not upgrades and
specialised simulators, the following is noted:

Manysimulators, sold in 2006, have landed in Asia. In 2000 Asian METinstitutions
bought 45% of the simulators sold by Kongsberg. Asia and Europe dominate the market.

Table 3 shows that the number of sold Cargo handling simulators in 2006 mainly
went to Asia (6/9). Everyyear, in the period, MET institutions in Asia have bought most
cargo handling simulators. Asia clearly dominates the market.

If the figures in table 3 can be considered significant for a total purchasing of ship's
bridge and cargo handling simulators in the world then Asian METis very well equipped.
Logically, this has a positive impact on the education as such.

Table 3. Cargo handling simulators.

Cargo handling simulators, sold per year

2000 2001 2002 2003 2004 2005 2006

Cargo hand ling simu lators, sold per continent

S Amenca NAmei Europe

If the simulator operating teachers also understand simulator advantages it looks good
for the future. It should guarantee improved safety? The willingness to change and adapt
is apparently there. Lack of training equipment inhibits progress (Muirhead, 1998; Horck,
2006).

The income from e.g. mandatory upgrading courses, short courses, professional
development courses etc. should be used to upgrade and modernise existing education
facilities including the library. Former METstudents should not be puzzled, at an ISM
inspection, by not being familiar with onboard equipment.

d) Training in the English language and communication in general
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The training and also the assessment procedure for application of Standard Ma-
rine Communication Phrases must be taken seriously into the METcurricula. Without
proper communication skills safety is on stake. Not enough words can underline the
necessity for such competence amongseafarers all categories.

Alert dedicated its issue no. 14, May 2007, completely on effective communica-
tion. With "Can shipping people communicate?" (Horck, 2004) and "Communica-
tion skills are vital to safe ship operations" (Horck, 2005) and other similar articles
flourish in the maritime press, Different authors, have alerted the industry on a
challenge that has become a problem. Recent two accidents attest this statement.
Communication constraints have been the major reason for the grounding of the
Singapore flagged MS Crimson Mars on 1 May 2007 (Communication problems...,
2007) and the sinking of MS Queen of the North on 22 March 2006 (Dysfunctional
relations..., 2007).

That the issue is a problem is clear from the TankerManagement and Self-assessment,
a bestpractise guide for ship operators (TMSA). In Element 3 it is written "... ability to
communicate in a commonlanguage..." (OCIMF, 2004, p.12). To safely evacuate a
ship in distress is impossible "if no commonmeansof communication has been estab-
lished" (Short, 2006, p.2). MET has to assure better communication competency and
ISM must better control communication skills. The requirement to control crews com-
munication ability is expressed in the ISM Code § 6.7.

3. What Can the Owners Do to Meet the ISM?

With the ISM Code the owners have been assigned additional responsibility. To
burden them also to take care of the MET is absolutely absurd. The governments must
also take their responsibility if they wish to have a maritime industry in the country.

Ownersshould, free of charge, assist in the classrooms and pass on the latest in
the industry. It should be in the owners' owninterest because they are the one to use
the MET endproduct. Owners should take a genuine interest in institution activities.
Cooperate and be active in METboard meetings.

Return to use cargo ships that are servicing as a platform for schooling. The owners
have to be more cooperative and allow students to do on-the-job training in a sandwich
type of programme. The GermanownerHapag Lloyd has recently taken up the old idea
of having a cargo ship equipped with cabins for apprentices/cadets (German owner...,
2006; Horck, 2006). Other owners must do the same in order to get the crew that they
cantrust handling their ships.

Analternative for countries that wish to have a strong merchant is to have a training
ship dedicated to education. Sweden will have such a ship available for 15 students in
the autumn 2007; MS Atlantic Carrier (Klart med..., 2007).
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It is a company's managementrole to built up and support the safety attitude on-
board. But it is not enough to tell, it also has to be shown by senior officers and officials.
Sagen (2002, p. 12) wrote that "it should be contagious like a disease". It then becomes
the MET commitment to assure that graduants have this attitude and that officers set
a good example onboard.

The owners should increase crew motivation, invest in human beings and realise
that no machine can replace the human being. The bad image that the maritime in-
dustry has been marked with has to be washed away.A wayto do this is to accept a
recruitment of an adequate number of ordinary unexceptional people to serve onboard
(Mottram, 2000). A strive for decentralization gives the crew anopportunity to run the
ship on ownbest-cost consciousness and ownhigh safety level. Let them show their
ability to use their qualifications and experience. Not only the transportation revenue
will increase and operational costs decrease but safety will be an every person's heartfelt
concern.

4. To Bridge the Gaps

To link the gap between ship and shore is being increasingly important, figure 1. Not
only for the ship's increasing demand for operational communication but also because
of crew's need for social communication.

Bridge the gap between ships and MET institutions
The Swedish ownerWallenius Wilhelmsen has decided to install a broadband service

based on the C-band VSAT Sealink System to meet this ambition (Swedes settle..., 2007).

«TI O«
CODES AND

SHIPS PRAISE oTHf R IWTR0«/»T5

Figure 1. Bridge the gap (Arvedson, 1980)

To bridge the gaps (Arvedson, 1980) means, not only between players ashore but
foremost between ships and MET institutions. Seafarers must get information faster.
Not only rules and regulations but also findings from casualty investigations, P&I Club
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reports etc. must be passed on to the actors that wish to do their duties well. One has to
be transparent so wecan learn from each other. To bridge the gaps means to allow staff
to be systematically updated not only through mandatory and supplementary courses
but a general update on findings in the industry. It is the owner's responsibility to make
roomfor refreshing and updating staff/crew (Horck, 2001).

Another bridge, important to build, is a closer linkbetween the METand the MarAd.
If MET does not receive the IMO instruments the message will not be passed on to the
seafarers; an ISM problem will follow.

5. What Can Be Done in the Future to
Harmonise the STCW and the ISM?

IMO is undertaking a review of the ISM Code and the STCW Convention where
possible shortcomings might be addressed. Probably, these are long term projects. The
industry needs immediate solutions. A quick way out is a proactive MET.

Let us assume that the STCW95 is clear in its objective to cover what the ISM Code
requires. But what should be covered in future maritime training to be in step with
today's quick evolution in the industry? Seven years ago Mottram (2000) suggested
the following improvements : 1) communication, 2) teamwork and 3) training systems.
These topics are still relevant. I would like to add the importance of taking METto a 4)
better worldwide METharmonisation and 5) introduce the subject cultural sensitivity
into the curricula.

a) Training again
A positive environment protection attitude should be intensified among all seafar-

ers. This would not only be a step in widening the scope for MET students but also an
introduction to safeguard the future of STCW 95.

Mottram (ibid.) summarises from the EU MASSOP study that the shipping compa-
nies realise as a 2nd important factor in ship management to have more staff training
on familiarisation. This is not a surprise because additional responsibilities have been
laid on owners to make sure everything is in compliance. The important question is if
the owners should take care of this training on their owncost and with ownresources
rather than turn to MET professionals. To conduct familiarization training is an excel-
lent opportunity for METto shoulder. It would give the already low paid teachers an
opportunity to earn a bit extra. Ship-targeted computer softwares are made and giving
crew,in advance, a possibility to be familiarized with the ship they are going to sign on.
In three dimensions it is possible to locate safety equipment and an interactive can check
if the operator can handle it. The control of such training is a MET mission; no doubt.

Of course, training at the workplace is conceptualised by interactive e-commu-
nication or distance learning. It is a method that will make continuous professional
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development feasible in a very cost-effective way. In 2003 Videotel launched a training
package for ship safety officers. The course includes an assessment element that also
covers ISM Code responsibilities. It is a both practical and cost-effective alternative
to produce a safety officer. Since the Videotel programme was launched students in
excess of 1500 have taken up the portfolio not including the number of seafarers that
have followed the course from videos provided to the ships. Perhaps the days of the
charismatic teacher have become less important? No, never!

b) Cultural diversity and attitude
What METhas to do in order to make the ISM successful is to make the students

realise that safety is a matter of teamwork. Tobe successful when practising teamwork
it is paramount that the members can talk to each other in a language understood by
all. In addition it is also essential that there are no cultural barriers for full understand-
ing of messages and orders. Courses must be conducted to learn the students about
the existence of such obstacles. Studies have been carried out on the pros and cons
of mixed crews and conclusions are both negative and positive (Horck, 2005, 2006).
In the future, lack of cultural awareness and the negative and afraid liking attitude
to diversity perhaps will be a problem, if not already a problem, also in the owner's
boardrooms, surveyors' inspectors' and controllers' contact with crew and within MET
institutions. Workforce mobility has become fundamental in shipping. To manage, a
companywith manydifferent cultures is complex. In addition seafarers usually cannot
choose their fellow workers i.e. it will be more difficult to manage people onboard than
ashore. Apparently, multicultural awareness training is required to be able to manage
this challenge.

Whenonboard teamwork is practised a MET emphasis must be on subjects like be-
haviourism, fatigue and cultural understandings. Ownerscannot afford to have delays
and misunderstandings because crewdo not understand each other. Failure of crew to
follow correct procedures and to speakwith a professional language is becoming major
factors for accidents. The MS BowMariner accident is a good example of this.

Fromnowon,METinstitutions must emphasise their efforts to change becoming
seafarers' mentality to safety. Teaching is to change people's behaviour and attitude to
certain phenomena linked to the knowledge and skill they need according to mandatory
and national METrequirements. Teachers, and of course rectors, should not be afraid
of doing so. Contrary, show what good seamanship is by your owngood example and
most important: be proactive!

METshould foster students self-motivation to acquire knowledge and skill and in-
clude subjects like professional work ethics, teamwork and leadership. All are subjects
that in one way or another will have an impact on quality shipping.

The Maritime and Coastguard Agency (MCA) recently issued a booklet named Lead-
ing for Safety. The booklet has a heading "Be sensitive to different cultures" (MCA,
2006, p.18). The mere fact that the subject appears is an added argument to urgently
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introduce cultural awareness in the MET curricula (Horck, 2006). The content should
not be a surface introduction but to go in depth.

Crewfatigue is many times referred to as the reason for casualties. Wecannot teach
people to workwithout rest. What owners, MarAds and perhaps IMO can do is to review
manning levels and the ISM Code would be easier to comply with.

c) Technology
Training is without any doubt a proactive approach to safety. If looking to the future,

changes will be necessary as ships are differently built and designed.
The question is if training is catching up with the change in technology. There are

indications that high technology is a contributing factor to casualties. Crewget sort of hyp-
notised by all the fancy equipment onboard; gadgets. Wealso knowthat a little knowledge
is dangerous. Therefore, training must embrace also abnormal situations. The ability of
understanding equipment limitations and awareness of distraction factors must be more
considered as important issues in future MET.It is imperative that an emphasis is placed
on the man-machine interface remembering that everything should be user friendly.

If noting is done it will take safety to the back seat and the OOWwill continue to
be morefocused on the instrumentation than looking out of the windows. For instance,
if the overburden of understanding radar screen markers is not reduced the world will
soon experience icon or sign accidents.

METneeds better safety-training facilities for crew's regular safety training and
better update on the handling and maintenance of safety equipments carried onboard.
It has been shown that there is less time during service to do update training. It is too
hazardous to perform on a ship in service. An example of this is the launching and home
taking of a free fall lifeboat. It is too a dangerous exercise to do onboard. Let METdo it
with their training facilities ! Practical training is the only way to learn to react properly.
People solve problems by knowledge, experience and behaviour. The experience should
be obtained through realistic exercises. Real exercises (contrary to simulations) can be
risky. Therefore, it is important that the instructors are properly trained to instruct in
risky environments and with real equipment.

To achieve good training is the financing of a variety of equipment needed at the
METinstitutions. Seafarers need to be trained on different e.g. lifesaving equipments.
Techniques on howto operate different equipment needs to be taught and taught again.
Crewhas difficulties to be familiar with operation manuals, company manuals and
equipment manuals. The language in these manuals should also be improved to better
and faster understanding. Like in the QA manuals the language should be talkative to
the reader, not cryptic and certainly not commanding. Animprovement on these issues
will reflect on a better ISM.

IMO should develop newmandatory training requirements because of all the new
and more complicated equipment that is installed on a modern ship. Professionals are
in need of greater support to manage their work.
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Use the humanbeing and its brain instead of introducing a lot of gadgets to help/as-
sist in handling a ship. The human should not be over exhibited with instrumentation.
It is not that difficult to take a ship from port A to port B.

d) Cargo care
Insurers are very concerned about the still very high claims paid each year. One

can blame the current boom in shipping but also a growing shortage of trained and
experienced personnel (Total losses...., 2007). To be trained on handling cargo must
be a prime emphasis in the future. The reason for being in shipping is to movecargo. If
this is done better ISM related issues automatically will be better.

Conclusion

To bridge the gap is still a very relevant issue in the shipping industry. Some care-
taking MarAds and METinstitutions have been bridging with success but a lot is still
to be done. Solve Arvedson was very foreseeing in his speech in 1980. The WMUaca-
demic programme is bridging gaps between shipping stakeholders and users of IMO
instruments. WMUis also bridging cooperative relationships between people who have
devoted themselves to shipping.

All training should be in everybody's interest. To have this important statement
properly planted in everybody's mind. The cure is to cry out loud that it is a matter of
having the right training attitude and hope that it enters in the companies' manage-
ment culture.

Fromthis paper one can see that several years ago manydifferent writers have
madetheir views knownon the core issue of this paper. The hot discussion is if any of
these foresights have resulted in any regulatory changes by MarAds and IMO in order to
be ahead of developments in the industry. Readings from reputable maritime journals,
casualty investigations etc. indicate the opposite. Some deficiencies are repeated year
after year. If so, MET should be proactive and on owninitiative educate to meet future
needs of the industry. MET should not wait for the lawmakers to tell them what to do.

Other IMO instruments contributing to safer shipping and cleaner oceans should be
thoroughly discussed in parallel with STCWsubjects in order to have the latter properly
implemented. STCW95 is directly dependent onthe capacity of the METinstitutions to
extend their courses to industry requirements as well as students' requirements above
the minimumrequirements according to STCW95. This statement cannot be empha-
sised enough.

If governments adopted the IMO resolution A. 890 (21) that sets out guidelines on
Principles of Safe Manning as mandatory and owners managementdemonstrated more
commitmentto safety it would improve PSC statistics.
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