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Presentation at St. Petersburg Seminar from 12 to 13 October 2005

“Substandard Shipping – Solution Through Partnership. Marine Environment Safety Management”

[Introduction]

Honourable hosts, distinguished delegates, Ladies and Gentlemen.

It is a great honour and tremendous privilege to attend this seminar, and I am grateful that I have once again been given the opportunity to address this audience. 

I also wish to extend my gratitude to you, Mr Reshetov, for giving me the chance to revisit and enjoy the beauty of this captivating “Northern capital” of Russia. 

Today’s theme is “Solution through partnership - marine environment safety management”, and I commend our hosts for dedicating this year’s seminar to such an important topic.

The key word in this regard is partnership. A good partnership is like a good marriage. It requires dedication, commitment and hard work. Partnership at all levels is a precondition for not only marine environment safety management, but also for other safety issues and security. 

Much has been achieved in recent years. In general, sea transport is safe, secure, environmentally friendly transport, on which global trade and economic growth are based to the benefit of us all. Let us not forget this overall picture, when we address weaknesses and look at things to be done.

In my presentation today, I will address some of the key partnerships with regard to protection of our seas and oceans.

[National, regional and international partnership – by authorities]

Protecting our environment is perhaps one of the greatest challenges we face these years. It demands long run and sustainable solutions. And it requires management, which is in itself a significant undertaking.

Management of our environment easily becomes a question of muddling through. A plurality of interests – which diverge in geographical scope, political influence and focus area – have to agree on the targets to be met, when and how, and the strategies with which to achieve these targets. 

This tendency to muddling through takes place at the national and regional level, and in particular at the international level, where many more interests are represented and the geographical diversity is greater. 

The solution to this tendency is partnership.

One example of attempting to manage the diversity of national and regional interests and enter into a partnership is a recent initiative from the EU Commission. The EU Commission has encouraged national governments, industry, and non-governmental organisations in the EU to contribute to a maritime policy for the EU – a joint vision for our seas and oceans. A green paper on a holistic maritime policy with a blue mission.

I understand that this green paper will attempt to address almost every marine and maritime aspect. How this horizontal initiative will “partner up” with international rules and legislation remains to be seen, but it is crucial that shipping continues to be recognised as a global industry in need of global rules and global management. So far we welcome the initiative. We see it as an outstanding opportunity to address a variety of problems according to their merits and to make sure that the means and ends are applied accordingly.

An example of the opposite of good partnership is when national governments fail to live up to their end of the partnership bargain. That happens when they do not ratify the international conventions, which they themselves have agreed to adopt in the IMO.

It is poor partnership by national governments towards the IMO and quality shipping. Poor national management of an international convention leads in turn to poor performance of the IMO and weakens its ability to bring about international rules that are applied globally. This void may encourage national and regional action and discourage, perhaps even on a broader scale, support for international management and partnership with the IMO. 

That is a development that we do not wish to see – and it is why Denmark places strong emphasis on implementation, ratification and effective enforcement of international conventions. 

[Partnership between ships and coastal States /Incidents in the Great Belt]

Partnership is not only a question of authorities at different levels co-operating about the same goals and agreeing on the measures to reach these goals. 

Partnership also pertains to co-operation between on the one hand shipowners, their ships and crew and on the other hand the authorities – in particular coastal state authorities of countries which are exposed to the risk of pollution from ships.

Partnership between shipowners, the ships and their crew and coastal States involves – like all other good partnerships – respect, responsibility and compromise. A bit of giving and taking and understanding of different perspectives is necessary.

Regrettably, there are still too many shipowners that do not take their responsibility seriously and only have scant regard for the situation of coastal States. There are still too many ships that exploit the principle of freedom of the sea to the very limit. This behaviour is the reason why many today question whether this principle should continue to be upheld.

One example of no respect for the concerns of coastal States is provided by the ships that choose not to follow the IMO recommendations on navigation through the entrances to the Baltic Sea. The recommendation pertains to the use of pilots and will in the main alleviate the challenges of navigation in the Baltic Straits. – I should add that ships flying the Russian flag generally do follow the IMO recommendation.

It is difficult to navigate through the Baltic Straits. The negligence of the IMO recommendation has led to a high number of groundings and collisions in the Great Belt and thus increased the risk of oil pollution and damage to the marine environment.

Since 1997 we have witnessed in the Great Belt alone as many as 46 groundings, 13 collisions between ships and two collisions with the Great Belt Bridge. All but two of the 46 ships involved in groundings sailed under the flag of a third country other than Denmark and Russia. 

It is a fact that groundings in the Great Belt are in the main caused by navigational errors. 

It is also a fact that none of the 46 ships that grounded had a pilot on board. Some were not covered by the IMO recommendation, but would evidently still have benefited from the assistance of a pilot.

It is furthermore a fact that it is very expensive for a ship to ground and not be able to continue its journey merely for want of saving a pilot fee. 

To illustrate this, allow me again to draw on the experiences from the Great Belt. 

Recently, a new double-hulled oil tanker grounded. The ship did not have a pilot on board. There was no oil pollution, but the ship still had to be lightered to be set afloat and examined to ensure that it was safe for the ship to continue its journey – to the shipyard. The ship was out of commission for 35 days. 

The total expenses and losses would probably amount to $2,830,000. And this incident did not even include oil pollution. In comparison, a pilot to facilitate navigation all the way through the Danish waters would cost $7,500 for the ship in question. This is indeed bad business and bad partnership. 

In a broader perspective it is also bad business because of the intangible, but no less serious injury that accidents bring to the image of the company and industry as a whole. 

It is bad partnership – not just between ships and the coastal States, but also between these ships and shipping industry. 

In a worst case scenario, one grim accident is all that it would take for the image of the shipping industry to suffer and the international framework to falter – an international framework on which international shipping depends upon to facilitate trade and transport. Even though most politicians do want sensible rules and good framework conditions for the shipping industry, public pressure can lead to unnecessary and superfluous burdens for quality minded shipowners, who do comply with all the rules.

Freedom of the sea and the right of innocent passage demands a true partnership between coastal states and ships. A partnership where this freedom is not abused.

The coastal State has on its part also responsibilities to ensure safe, secure, and environmentally friendly shipping. Adequate aids for navigation should obviously be provided, but also efficient means to combat acts of piracy and armed robbery are necessary to make coastal States serious partners for ships transiting their waters and visiting their ports.

[Human element]
Yet another partnership is between shipowners and seafarers.

Ten years ago, we talked a lot about the human element, but we did not waltz the talk. We have since then issued technical regulations with tremendous impact on the industry, but still we have not reached our goal. There is more to quality shipping than clean certificates.

I believe that it is now necessary to revitalise focus on the human aspect of management, and redouble our efforts to bring about a fundamental change of attitude in significant parts of the shipping industry. 

We have to focus on the importance of the people and their attitudes in relation to rules and recommendations, as well as their attitudes towards creating and enhancing a true safety culture. After all, it is the seafarers, with sufficient backing from the owner, who in their daily life must give effect to the rules and recommendations set out by authorities.

It is through education, training and the daily work that seafarers develop a core commitment to safer ships and cleaner oceans.

This requires partnership between the shipowner and the seafarer. 

In partnership you have a responsibility towards each other. However, there are still shipowners who do not wish to “partner up” with seafarers. 

These shipowners hire seafarers to perform a certain job for a given period of time, without taking responsibility in earnest for their education and training.

These shipowners do not contribute to maintaining a supply of qualified, safety conscious seafarers, on which quality based and efficient sea transport of the future is based. Some seem even to have forgotten chapter 6 of the ISM Code on resources and personnel.

We need more shipowners to be quality partners, because we need to maintain maritime competences, to attract skilled young people to the maritime profession, and to develop a safety culture among seafarers.

The way forward to building a better partnership between shipowners and seafarers is for all shipowners to take responsibility for seafarers in a manner similar to that which is done for employees in the land based maritime industry and contribute to their proper education and training. 

[Conclusion]

We must build better partnerships. Partnership entails responsibility and co-operation between all parties involved. The shipping industry should – as should authorities –build on partnership. It may be that money makes the world go around, but true partnerships based on quality between all relevant parties will certainly make the shipping world go around and as a more safe, secure and environmentally friendly industry – and after all that is also good business in the long run.

Thank you for your attention.
Annex I

Facts about the groundings
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