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Editorial

This issue dedicates itself to publishing selected research papers of the highly successful
‘International Maritime Research Confluence’ (IMRC 2020) organized by IIRE at Mumbai on
13% and 14® February 2020 at the IRS (Indian Register of Shipping) Auditorium.

Truly a pioneering attempt in the country to address maritime research and bring together the
industry, academia and government, the Symposium addressed the following six major areas
of the maritime domain in its 6 sessions over two days:

Towards Blue Economy; Human Resources Development & Management; Data Analytics;
Ship Operations; Ports & Logistics; and Technological Advancements.

The presentations, deliberations and interaction were within the framework of Sustainable
Development goals established by the United Nations as a 2030 agenda, and the aim was to
strategize the growth of the shipping sector, particularly in the India context, in a sustainable
way.

This attracted the participation of professionals and academicians from all sectors of the
industry: Ship Owners, Ship Yards, Investors and Decision Makers, Port and Terminal
Authorities, Ship Managers, HSSEQ Professionals, Designers and Engineers, Individual
Researchers and Authors, Academic Establishments, Equipment and Machinery
Manufacturers, Manning and Crewing Agencies, Classification Societies and Maritime
Authorities.

The students and scholars participated through poster presentations.

This issue carries one paper each of presenters from Singapore, Bangladesh, Hong Kong and
India respectively and the students section has 3 papers based on which poster presentations

L

were made.
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A ‘-‘
Dr. (Capt.) S. Bhardwaj fics, fui, femmi
PhD (Denmark and UK),
Resident Director and Principal,
MASSA Maritime Academy, Chennai.
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TACKLING CHALLENGES IN COMMERCIAL SHIPPING THROUGH
TECHNOLOGY

Punit Oza

Abstract

Three major challenges are shaping the future of commercial shipping today. One, the family owned companies
are moving to professional management thereby allowing the chartering professionals to move into a deal-making
role, which was usually reserved for the family members in the company. Two, the old-school mentoring and
training is nearly non-existent with knowledge gaps existing in senior professionals and lack of patience in the
younger professionals entering the industry. Three, information was the key reason why deals were made in past
but today the data is universally available and the key to deal-making is the ability to analyse the data in order to
extract value for both the shipping company as well the customer. This paper aims to explore how we can leverage
technology to confront these challenges. Technology can reskill the chartering professionals with deal-making
skills such as negotiation techniques and insight selling. Video and Virtual Reality tools can build sustainable and
flexible training modules which can fill in knowledge gaps, while engaging the younger professionals in an
interactive manner. A knowledge vault will also be created in the process, helping future generations and securing
the experiential knowledge of senior experts. A customized analytics program for the chartering professionals can
raise awareness of the value of data among the professionals and provide historical trends and analysis in order to
drive more data-driven decision making rather than gut feel based, which is not sustainable. It is also clear that
while quite a few tasks can be automated, the relationship-based model of deal making will ensure that people are
right at the centre of any successful shipping company.

Key words: Digital Transformation, Process Re-engineering, Data analytics, Commercial Shipping. Today,
Transformation is a buzz word doing the rounds in all companies and sectors around the globe and the maritime
sector is very much in the middle of this wave as well. The starting point is to determine what are the main pillars
which support a transforming organisation.

1. THREE PILLARS SUPPORTING A TRANSFORMING ORGANISATION:

The first pillar 1s Sustainability. As an organisation transforms itself, it needs sustainable
processes and systems which are dynamic and rise above the individual users. The processes
and systems will live on well beyond the users and need to stand that test of longevity and
adaptability. The second pillar is Transparency. As they say, “what you see is what you get”.
It 1s important to establish clear and transparent processes and systems, which will help the
entire organisation recognise the strengths, weaknesses and gaps within the organisation. The
final pillar 1s Profitability. Eventually the organisation needs to remain profitable to survive
and grow. There are many ways you can gauge the efficiency and results of a transformative
process and system but eventually it will be profitability - the ability to contribute to the bottom

line - as the final straw on the camel’s back.



2. KEY TRENDS IN COMMERCIAL SHIPPING:

In order to truly transform, we must address the fundamental question - why transform? Things
are going well right now so why change it? These are natural questions and the ones that any
management team should be asking. The answers lead us to identifying the key trends in

commercial shipping.

One, Family owned shipping companies are undergoing a “sea change” (pun intended). When
we look at companies such as MSC, Maersk, PCL and even Klaveness - these family owned
companies are moving towards professional managers taking over the running of the company.
In the past, the shipping companies were dominated by the family members controlling the
company and they were in effect the “deal-makers” and the chartering managers in these
companies were essentially doing the backend jobs - running voyage estimates and negotiating
the contracts. This has meant that the knowledge of systems and processes has become the
benchmark of expertise for chartering professionals - an end. As the companies have become
more professionalized and the technology is now quickly taking over these systems and
processes, these chartering managers are expected to take over the task of deal-making. This
will also mean that a whole new set of skills need to be imparted to these professional managers.
This 1s one of the key reasons why digital transformation is essential - to unlock the true

potential of the chartering professionals.

Two, the old school way of teaching and passing knowledge from seniors to the youngsters
through mentoring does not exist. The intent to mentor is missing and, in some cases, so is the
knowledge, especially in those senior personnel who came into the industry in the heady years
0f 2003 to 2008, when the market was on fire. These senior managers never got trained, due to
no fault of their own, in the basic concepts of shipping and that means they are not able to pass
on any “knowledge” to the younger generation. In addition, the younger generation is much

more impatient and prefer to learn through technology rather than the old school methods.

Three, gone are the days when information was key to getting a deal done. Today, data is the
new “oil”, but it is becoming more and more democratized. Nearly all of us have access to the
same data. The power of data and the impact of its objectivity is unparalleled. However, the
key 1is not data itself but the way we analyse it. It will be analytics that will set you apart and

get the deal done. Gut feel and memory were usually behind decisions taken but they are limited



in scope, extremely subjective in nature and linked to an individual. Data Analytics allows us
to make objective and data-driven decisions, although the task of making that decision still lies

with humans.

3. ACTIONS TO CAPITALIZE ON THE KEY TRENDS:

It 1s important to remember that technology 1s not the end point but only an enabler which

allows you to get to the end point - which is to solve real pain points.

First action is that the process must start from the top. The vision of digital transformation must
be laid down by the top management and communicated in clear terms to the entire
organization and possibly written into one of the broad goals of the company. The digital
transformation must be brought into the organization in the same fashion as traffic from two
lanes merge into one in an expressway. The main elements of this merging of lanes are setting
of traffic rules (Chief Executive Officer - CEO - sets these rules), the cars themselves (Chief
Digital Officer - CDO - provides these technology vehicles and products) and finally the drivers
who are driving these cars (Chief Human Resource Innovators - CHRO - ensures that the
personnel using these products are adequately skilled). Thus CEO, CDO and CHRO must

combine their energies to build this vision and implement it.

Second action is to get the buy-in from existing staff. Not only are the existing staff a reservoir
of knowledge and experience, they are also, most likely, the biggest revenue earners in the
team. They need to be on board. Their obvious questions are - why do I need to transform? I
know my business well and am making good money for the company, so why change? Am I
making my own job redundant? Over the years, knowledge and proficiency in systems &
contracts was considered an end. This must change. It is important to use technology to
standardize and automate processes and at the same time, re-skill employees with skills such
as Insight Selling, Marketing and Negotiation Skills in order to turn process experts into
dealmakers. This will unlock their true value and get their crucial buy-in in the transformation

Process.

Third action is to attract young talent and more importantly retain them. The younger
generation are looking for colleagues that they enjoy working with and a sense of purpose.

Digital transformation ticks both these boxes. The Digital transformation journey is as exciting



as a treasure hunt. You have been given the destination and a set of clues and it is up to you to
solve the riddles and reach the treasure. When you make this an exciting process and involve
the younger talent, they will simply love this process. Often, the younger talent is not given
credit for their ideas and in some cases, not even given a voice on the table. This must change.
The young talent are digital natives with very little baggage from past and that should be a
positive attribute to bring about Digital Transformation. A key use of technology with the
existing staff is to vault their knowledge by creating videos and presentations on various topics
of expertise and disseminating them across the organization. Remember to give them full credit
to them, which i1s obviously well deserved and will motivate them even more. This
technological tool will also help bridge the knowledge gap of seniors as they are unlikely to
acknowledge the gap publicly and learn the basic concepts along with other colleagues but
learning those concepts on their own phone or laptop i1s quite acceptable. These tools also

ensure buy-in from the younger talent.

Final action is to equip the organisation with the power of Data Analytics. This will actually
involve Data Literacy (ensuring that each employee is aware of the power of data and thereby
entering it more responsibly), Data Access (so that each employee can see how powerful data
1s helping his job and also enabling him or her to contribute better) and finally Data Tools (to
visualise the data in order to capture insights and therefore drive decision making). These three
elements will combine to create Data Democracy, which will ensure that the organisation truly

moves towards data analytics in an efficient and purposeful manner.

4. TORVALD KLAVENESS - SPECIFIC BUT GENERIC EXAMPLES:

While the above lays out the conceptual clarity, it is best to give a few examples to link them
up with real world. At Klaveness, we are already on our way to transforming the organisation
from within and I was quite fortunate to start that process by heading the Processes, Systems

and Competence (PSC) team.

We have adopted the PSI approach to transformation. The first stage is Problem Identification
followed by Solution Development and finally there is Implementation and Follow up. The
problem identification stage involves identifying specific problems/challenges faced by
charterers and operators, such as inefficiencies (time wasted), quality issues, any issues which

limit decision making and has high degree of complexity. It is important to prioritize these by



impact of problem and the feasibility of being able to solve it. The solution development stage
involves developing solutions for problem in cooperation with end-users, IT and other relevant
stakeholders. Solutions can be standardization/change of process, implementing new/changing
systems, efc. The key is to start by putting together a prototype or “minimum viable
product/solution” and adjust based on feedback from end-users. The most important part is the
implementation and follow up. This involves ensuring implementation of new solutions in
cooperation with IT and other stakeholders, follow-up on usage/adherence, measure impact of
solution (i.e. has it solved the problem?) and thereafter further adjust solutions based on

feedback from end-users.

In order to re-skill and up-skill the employees - young and new - we believe in training from
within. We were keen to build flexible & customized training modules, creating ownership in
the process & ensuring monitoring use of training modules, thereby focusing the energies of
the leaders on those team members who were lagging. These modules ensured vaulting the
knowledge in one technological arena and have the added advantage of ensuring the training
material is current and dynamic. Finally, the technological modules ensure that proper
motivation and incentives can be provided to the staff. The in-house online training resource is

aptly named “Klaveness Academy”

We also realised quickly that collaboration within the organisation must become more
contextual. Emails are long and usually contain multiple issues and subject matters. As we go
back to search these old emails, it is usually impossible to extract the context. Further emails
are essentially a static platform, which means that any updates need to be resent and circulated
by fresh emails, thereby overloading the staff with messages with too much content. We
believed that we needed to replace emails (especially internal communication) with a platform
1deally suited to capture knowledge, learnings, documents, standard formats in one place which
could be centrally updated and automatically disseminated. We have thus successfully replaced
all internal communications and replaced this with the MS Teams platform. We also ensured
that we created visualisation tools to share the data insights across the entire organization using
MS Power BI. These dashboards solved one key issue - it created a single version of truth and
one source of data for all. This has produced much more efficient and streamlined discussions
and captured comments and insights from multiple sources in one place, thereby positively
influencing decision making. Over and above this, it also helps democratizing the data and

motivating analytical reasoning within the organization.



S. KEY TAKEAWAYS TO A SUCCESSFUL TRANSFORMATION:

Combining the generic trends and actions outlined above with our experience in Klaveness, we

can outline some key takeaways as listed below.

A

=R

-

Transformation is not an option but a necessity!

Data is NOT the key - Data Analytics 1s!

Eliminate insecurity among senior talent through re-skilling and motivate younger
talent by providing them a voice & a purpose.

Technology is your friend - use it in difficult times to solve problems.

Transform from within and then move outside to focus on customers.

Use the Problem/Solution/Implementation Approach.

Seeing is believing - Aim for a few small wins to reaffirm belief.

Vision set out by CEO and executed by CDO & CHRO.

Step by step approach is good enough but these steps must move the company in the

right direction.

6. CONCLUSION:

I truly believe that technology is a great leveller. Eventually, we will move towards

standardization and more of the shipping products will become “homogenous” in nature. The

only differentiating factor will be the people and the service they are giving to their customers.

All things being equal, the team that offers a better service and value to their customers will

win and the focus will move back to adding value to the customer. However, for all other things

to be equal, the companies need to also catch up on digital transformation and technology.

Thus, it is essential to embrace this for all companies. Remaining static in an ever-changing

world in nothing short of suicide.
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IMPLEMENTATION OF CONTROLLING THE PRIVATE
RECRUITMENT AND PLACEMENT SERVICES UNDER MLC 2006: A
CASE STUDY OF BANGLADESH.

Sabbir Mahmood

Abstract

In 2006, the ILO adopted the MLC, 2006 a comprehensive framework convention which codifies the human,
labour and social rights of seafarers, through unifying the legal regime of labour law and international maritime
law. The success story of the MLC, 2006 will be written only after effective implementation of the convention at
a national level and will be tested by the experience of more than 1.6 million seafarers working on board plying
the world’s ocean.

The manning agencies and recruiting companies played a vital role to supply the seafarer for maritime industry
and stabilize the maritime labour market. However, without an effective control and supervision system. it is very
likely for seafarers to be exploited by some greedy manning agents. Therefore, Regulation 1.4 of title 1 of MLC
2006 provides legislative framework to prevent the exploitation by regulating the recruitment and placement
service providers. The implementation of regulation 1.4, including its standard and guidelines are most critical in
the convention, as they envisage multi directional activities and various forms of state responsibilities.

The ultimate goal of the provision is to ensure efficient, adequate and accountable system for finding employment
by seafarers without any charge, harassment or exploitation. Research shows that, the charging to seafarer for
employment and many other irregularities are still going on in many developing countries, though they are
signatory to the convention. The quantitative analysis of the study helps to find out the seafarer’s situation of the
employment and dealing of RPS. We further conducted qualitative survey and desk study of the existing laws and
institutions of Bangladesh to find out the capability of competent authority to implement the Regulation 1.4 of
MLC 2006. Finally, we have identified the gaps and make recommendations on an approach that could be taken
by Bangladesh to ensure successful implementation of regulation 1.4 of MLC.

Key Words: Seafarer, Recruitment, Control, Accountable, Charge. License.

1. INTRODUCTION:

Maritime transport is the backbone of world trade, which carries about 90 per cent of the cargo
through 50,732 ships (UNCTAD, 2018), crewed by 1.6 million seafarers (BIMCO-ICS, 2015),
those are tolerating unique pressures and risks in their work place. International Labour
Organization (ILO) is working to prevent the exploitation of seafarers, confirming decent
working environment and establish labour rights. ILO adopted the Maritime Labour
Convention, 2006 (MLC, 2006) on 23 February 2006 on an almost unanimous basis which is
popularly lauded as the *fourth pillar’ of international maritime law as well as “bill of rights for

seafarers’ (Moira L. McConnell ef al, 2011).



However, the success of the MLC, 2006 is dependent to large extent on effective national
implementation of the convention, particularly by flag State, port state and labour supplying
state. Ultimately, its success will be truly tested by the experience of seafarers working on
board, plying the world’s ocean. The job market of seafarers is open and competitive, as such
the ship-owners are interested to recruit the seafarers from various sources. The manning
agencies and recruiting companies played a vital role to supply the seafarer for maritime
industry and stabilize the maritime labour market (Zhang, 2016). However, without an effective
control and supervision system, it is very likely for seafarers to be exploited by some greedy
manning agents. Therefore, Regulation 1.4 of title 1 of MLC 2006 provides legislative
framework to prevent the exploitation by regulating the recruitment and placement service

providers.

The implementation of regulation 1.4, including its standard and guidelines are most critical in
the convention, as they envisage multi directional activities and various forms of state
responsibilities. In Bangladesh, the seafarer’s number is very small, and the job market is
limited. As such, the risk to exploit the seafarer prior employment is high. Therefore, it is timely
to carry out a study analysing the existing institutions, legal regime, policy, customary practice
in seafarer’s employment market to identify the critical issues in relation to the recruitment and
placement of seafarer in national and foreign ships. The purpose of the study is also to identify
gaps and make recommendations on possible solutions and approaches that could be taken to
ensure successful implementation of Regulation 1.4 of MLC, 2006, so that the seafarer may
have access to an efficient, adequate and accountable system for finding employment on board

ship, without any kind of harassment and financial burden.

2. REGULATION 1.4 RECRUITMENT AND PLACEMENT:

The seafarers found the regulation very important, as they are concern about the exploitation
through the largely unregulated middle person services. The MLC provides the right of access
to an efficient, adequate and accountable system for finding employment on board ship without
charging to the seafarer. The convention specifically prohibits any kind of fees or charges,
directly or indirectly from seafarers for employment other than the cost of medical certificate,
seafarer’s book, passport or similar travel document, excluding the cost of visas, which must
be borne by the ship-owner. The seafarer has the right of free access to the information of

employment and right to appear for any job without any barrier for which he is qualified. The



seafarer has the right to complain any unfairness or wrongful acts against RPS and solution of

those issues.

The provision of MLC does not impose obligation on member state to have private RPS,
through providing phrase where and if while regulating the private RPS (Moira L. McConnell
et al, 2011). It is also equally clear that regulation 1.4 does not require that ship-owners to use
such service but rather that, if the service used that must be certified, licensed or regulated in
accordance with the convention. The provisions are directed at discouraging ship-owners from
using private RPS that are not regulated, especially for the case where seafarers are from the

country that do not ratify the MLC,2006.

The responsibility to implement the provisions are mainly on labour supplying state, which is
unique in MLC,2006, in comparison with any other maritime convention. A key strategic point
1s that, the flag state and labour state responsibilities at the shipboard level is not explicitly set
out in regulation 1.4. The guidelines of ILO provides suggestion, to check the national websites
of the competent authority regarding the licensing or regulating of RPS (ILO, 2012). The use
of certified, licensed or regulated private RPS by Ship-owners is also included in the list set
out in Appendices A-5-I and A-5-III of the MLL.C,2006, which is subject to verification during
flag state and port state inspection. The guidelines suggested checking through interviewing
the crew in private that they have not paid a fee or have been informed of their rights or the

RPS does not operate a blacklist.

3. IMPLEMENTATION OF REGULATION 1.4 IN BANGLADESH:

Bangladesh 1s a maritime State and Bangladeshi seafarers’ have a long-standing role in the
world’s seafaring workforce. There are about 4000 ratings and 8000 officers enlisted in
Government shipping office and out of which at present, about 2000 rating and 4000 officers
are engaged in national and foreign flagships. The two government operated institutions and
seven private maritime training institutes for training and education of officers, crew are the
entry point and home ground for producing seafarers for international market. According to the
Department of Shipping (DoS) record, there are sixty licensed private manning agents in
Bangladesh, working to arrange employment of seafarers for national and foreign flag vessels.

The Shipping Office of Chittagong is responsible for monitoring and control the employment,

10



engagement and discharge of seafarer in accordance with national and international laws under

the supervision of DoS, Dhaka.

Bangladesh as a labour supplying state provides mandatory provision to have approved license
1ssued by Department of shipping through specific procedure to engage any seamen. The
Seamen Recruiting Agents License Rules 2005 (SRAL Rules), widened the scope of work of
RPS, providing that, the licensee will perform the duties to engage seamen in both Bangladeshi
and foreign ships, which was earlier applicable for foreign vessel only. The law imposes
imprisonment for maximum six months period or fine not exceeding ten thousand taka or both
for violation of that provision. The Bangladesh legislation prohibits the receiving of any money
or security from seafarer without the prior approval of the Government. The law also provides
obligation to the RPS to submit the return of any amount of money received from the seafarer,

which has been approved by the DoS during renewal of license.

Bangladesh has a unique legal framework to protect the seafarers from stranding. The private
RPS must deposit security of 5,00,000/ Taka to the competent authority, which will be handled
according to the law. The Government may forfeit the security money if the RPS acts
fraudulently or provide false document. The forfeited money may be utilized to compensate
the seafarer for his unpaid wages or repatriation or for any welfare of the seafarer. Bangladesh
legislation provides responsibility to the licensee to arrange repatriation if any seafarer stranded
in foreign port. The private RPS in Bangladesh is responsible to confirm the payment of wages
in current month to the seafarer or to his nominated person. If any seafarer become sick or
injured or died the RPS shall arrange for repatriation, payment or treatment as applicable. The
private RPS shall try to resolve any dispute or problem regarding wages or condition of
employment in consultation with Shipping Master. However, the Bangladesh legislation does
not explicitly address the responsibility of competent authority to closely supervise and control
the RPS, but the requirement of renewal of the license after every 2 years and mandatory audit
by competent authority provides the mechanism to monitor and control the activities of private
RPS. The complaint handling procedure and punishment for any wrongful act is also unique in
Bangladesh. According to law, the competent authority may suspend license for three months
upon receipt any complain considering the nature of complain. The competent authority may

withdraw the license if the private RPS found guilty of following acts:
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If violate any law, rules or condition of license

ST

Found negligent or incapable to perform the duties

(o]

If failed to preserve all business document for last three years
d. Ifrefused to submit the business document to the authority

e. If provide any false document in favor of any person

4. EFFECTIVENESS OF IMPLEMENTATION OF REGULATION 1.4:

Despite the regulation 1.4 and enforcement criteria, the cost free recruitment service is not
realistic in the current maritime labour market of many countries (Dragomir Cristina, Utureanu
Simona). One of the study of Romanian manning agency revealed that, “there are crewing
agencies in Romania that unjustifiably demands return airfare, seafarer’s book or
administrative fees, at least at the moment of initial registration of seafarer in the agency’s
database. (Dragomir Cristina, Utureanu Simona)” The situation of Bangladesh is similar to
China as both countries national legislation permits all kind of charges subject to approval and

as long as they are publicized, which is below than international standard (Zhang, 2016).

A quantitative survey was conducted to find current problems among 105 participants through
Google form. All the respondents were seafarers and most of them were junior engineers, junior
officers and trainees working in different shipping companies in operation level. From the
study, it has been revealed that, about 58 percent participant paid money to get the employment
prior joining the ship, among which less than 1000 USD is 11% and more than 3000 USD is
15%.

Percentage of seafarer paid money for Job

No fees paid ® Less than 1000 USD ™ 1000-2000 USD m 2000-3000 USD = More than 3000 USD

Figure 1: Charges/Fees incurred by seafarer for employment
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From the survey, we have found that, despite the violation of MLC by private RPS by taking
fees or money for providing employment on board, the cadets, and junior officers are not
willing to report the incident to the competent authority. The major two reasons of non-
disclosure of the facts of paying money are threat from the manning agent and avoidance of

complicacy, which is about 31 and 22 percent respectively.

Reasons of non-dsiclosure of violation of MLC
35 31
30
25 22
20 15 14
15 11
10 2
5 -
0
Afraid of Avoidance of  Not effective Afraid of Weakness in Less support
becoming complicacy  punishment to power of maintaining from seafarer's
blacklisted manning agent manning agent confidentiality union
earlier in
similar case
® Reason

Figure 2: Reasons of non-disclosure regarding violation of MLC by private RPS

From the qualitative survey, we have found that, the shipping office or Department of Shipping
or even the seafarers’ union are unwilling to take any action against manning agent without
written complain, though there are plenty records and incidents of charging the seafarer for
employment. It has been found that, some investigation has been done against few manning
agents for forgery or violation of national law, yet the license has not been suspended.
According to the paragraph 6 of regulation 1.4 the RPS should be closely supervised and
controlled by competent authority, but no legal provision is available in this regard, except
renewal of license in every two years. The convention provides the obligation on competent
authority more than only issuing license or certificate to the RPS. The member state has the
flexibility to adopt laws and mechanism for close monitoring of the process. The member state
should ensure that the RPS established within its territory is conducting the business through

verifiable operational practices. Transparency and clearly publicizing the cost may reduce the
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exploitation of seafarer by RPS. The national law may provide mechanism to publish the
demand or requirement of seafarer’s job in conspicuous places like DoS’s or shipping Master’s
office or in on line media, so that the activities of the RPS and employment of seafarers may

be monitored in transparent and progressive way.

The emphasis i1s given on adequate machinery and procedures for the investigation of
complaints concerning the activities of seafarer recruitment and placement services in
accordance with paragraph 7 of regulation 1.4. The convention preferred the committee for
investigation, incorporating ship-owners and seafarer’s representatives. In Bangladesh, the
Government normally form committee consisting of officers from various department, without
any specific obligation to keep ship-owner and seafarer’s representative. There are no specific
guidelines in convention on smooth procedure to lodge a complaint, so that the seafarer is fear
free and will not be blacklisted by the manning agents. The competent authority may take into
cognizance of any secret reporting without exposing the name of person concern and

investigate the issue.

The guidelines though not mandatory but very important to achieve the purpose of the
convention. The arrangement for the collection and analysis of all relevant information on the
maritime labour market, including the current and prospective supply of seafarer will assist to
determine the production of appropriate number of seafarer, which will protect the ship-owner

and seafarer both from over supply and over demand.

S. RECOMMENDATIONS:

1. The existing national law for controlling recruiting and placement services, SRAL rules
to be updated in compliance with the provision of MLC 2006. Especially the provision
of approval and declaration of money received by RPS is contradictory to the MLC,
which should be explicitly mentioned that, no fees or charges should be incurred on
seafarers for the employment. The law should provide financial and penal punishment

for the violation of such rules, including suspension and withdrawal of license.

2. There should be a complaint box in DoS’s office, Shipping Master’s office and all other
offices of Maritime Administration including seafarers’ union, which should be opened

and handled by a committee comprising members from competent authority, ship-

14



owners and seafarers’ representative. The online and social media platform also may
be utilized to receive the complaints from seafarer. The confidentiality should be strictly
maintained by the committee, which should be mentioned in the national law. A
complaint register should be maintained, with follow up of each complain. The
committee should take into cognizance of the unnamed complain and make

investigation.

The effective implementation of closely supervision and controlling by competent
authority should be developed. The various reporting mechanism such as the list of
principals, monthly reporting of seafarers employed by manning agents, submission of
standard SEA, etc. should be introduced. At present, the RPS license is valid for two

years in Bangladesh, which may be reduced to one year for better close supervision.

The grading system may be introduced to categorise the performance of RPS, following
some standard procedure, which will be helpful for ship-owners and seafarers to receive
the service. If any investigation is under process against any RPS that may be reflected

in DoS’s web site including suspension of any manning agent.

The competent authority of labour supplying state may develop the communication
with flag state to ensure that the ship-owners or representative of ship-owners from that
flag state 1s not making any undue pressure on manning agents of labour supplying state
to impose fees or charge directly or indirectly on seafarer. The mutual agreement among

both countries may mitigate the problem.

The port state control has less opportunity to involve in checking the implementation
of the regulation 1.4. The seafarer may be instructed to submit the copy of license and
other documents of RPS to prove the compliance of the regulation, which may be

verified by the port state control.

The labour supplying state should enhance the investigation capacity as required by the
paragraph 7 of the regulation 1.4 through implementing adequate machinery and
procedures to handle the complaints against RPS, involving the representative of ship-

owners and seafarers.
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6. CONCLUSION:

The Maritime Labour Convention 2006 is undoubtedly a milestone to establish the seafarer’s
right on board and ashore and unique to support the seafarers even prior employment.
Regulation 1.4 provides the measures to ensure the seafarer an efficient and well-regulated
recruitment and placement system. From the above study, it has been revealed that, without the
integration and broader involvement of competent authority, ship-owner, seafarer, unions and
RPS provider the elimination of harassment and financial burden of seafarer prior joining ship
is not possible. The effective implementation of regulation 1.4 of MLC, 2006, especially the
close supervision, monitoring, and control of RPS and investigating the complaint is mandatory

to provide efficient, adequate and accountable employment system to seafarer.
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Abstract

The United Kingdom's registered trading fleet was the 18th largest in the world (by deadweight) in 2018, just
below the Indian registered fleet. However. London was second on the International Shipping Centre
Development Index for a few years before it fell to third place in