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ABSTRACT

THR SOCIAL STRUCTURE OF CREWS OF BRITISH DRY CARGO. MERCHANT SHIPS:

A Study of the Organization and Environment of an Occupation

This study, undertaken from 1967 to 1969, was of the crews of 28
British merchant ships. All told, 824 seafarers were interviewed, and
basic sociographic data were obtained which were then applied to an
analysis of the effects of the organization and social environment of
seafaring as an occupation.

The theoretical basis for the study was taken from the work of
Burns and Stalker (1961) and Lawrence and Lorsch (1967, 1969). The
concern was with the analysis of the organizational variables of ship-
board life in relation to the attitudes and expectations of the seafarers.
To isolate the organizational variables, matched pairs of shipping com-
panies were chosen by size, type of trgding pattern, and ownership. Bach
company had also been ranked by seafarers in terms of preference as an
.employer, and e;ch pair had a company that was preferred and one that was
not. Six companies took part in the study.

It was found that the preferred company in each pair was Qelatively
organismic in comparison with the other company, and that companies with
moderately certain market environments were less bureaucratic than
companies with very certain or very uncertain market environments. The
conclusion reached was that where there was a high level of integration of
organizational subsystems, seafarers had a high level of perceived job
satisfaction. The major factor in this integration was the ability to
innovate within the work role of the individual seafarer and thus to
create a sense of self-determination of the operation of the ship by the

members of the shipboard community.
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INTRODUCTION

"You don't want to go wasting your time studying
me or any other man here . . . .we're nothing
special."l

This remark by the bosun of a bulk carrier was similar to many made
by seafarers of all ranks and ag?a during the course of this study. If
the seafarer considers his octcupation to be a nermal way of life, it is
still an unusual one in the workaday world. His place of work is mobile,
like the places of work of lorry drivers and railwaymen,z but it is also
his homé. Unlike these other mobile occupations, there are many workers
of differing status on each merchant ship, so the mobile home an& place
of work also have communal characteristics.

In embarking on a sociological study of seafarers on board ship, all
these factors have to be considered. Traditional studies of the workplace
tend to confine themselves to the period of time spent at work3 and do
not place this within either a community, leisure, or familial context.
Yet to understand the segfarer, it is necessary to introduce material from
all these areas and to draw in concepts from organizational sociology,
since the seafarer's workplace cannot be separated from the rest of his‘
life on board ship. In fact, the only studies akin to a study of seafaring
are those of hospitals, armies, and isolated conmunities.4 The ship is
similar to these other organizations in that it has been termed a "total
institution" by Goffman, but whilst this is one perspective on life
aboard ship, it does not fully describe the linkages between the seafarer

and the community of landsmen.

1Research Notebook 19, Interview with Bosun, Ship "Y.™

2p.G. Hollowell (1968); G. Salaman (1970).

3. Lupton (1963).

“B. Goffman (1961); V. Aubert (1969); M. Janowitz (1960).




In a study of the social structure ;f ships® crews, these areas of
interest are 1mpoztant, but so is a knowledge of the seafarer., Little
extant literature on the.séqiology of the merchant seaman was available
when this study was formulated. To provide an analytical base for the
research, sociographic data on seafarers and their community life afloat
and ashore had to be gatheréd.

The sécond thread of.the study was concerned with the consequence
of an industrial organization also being a community, or loosely, a total
.institution. The aftempt has been to articulate the role structure of
the ship and to study the inter-role strains and tensions that arise in
organizations with similar forms of technology, hierarchy, and social
roles but with different enviromments in relation to their parent organi=-
zation and to the market,

As will be shown in detail later, the sample chosen was of three
pairs of shipping companies grouped for different size, trading patterns,
and organizational structure. In addition, the companies were chosen for
_their position at the poles of a popular/unpopular continuum as ranked by
seafarers currently serving in the Merchant Navy. The threads of the
study, then, are (1) Who goes to sea? Why? and for how long? (2) What
sort of organizational structure exists_on a thp, and ‘how does it affect
the development of a social community? and'(a) How do the first and

second groups of variables reiate to the concept of the contengency theory?

The Organization of the Research and an Introduction to the Merchant Navy
In 1968-69, 99,128 seafarers were gegistered in the United Kingdom.’

Of these men, 43,597 were officers and apprentices, and 50,024 were

ratings. The remaining 5,104 were seafarers who occupied "hotel™ jobs on

SThe number of seafarers are compiled from British Shipping Federation
and Registrar General of Shipping data by the author and are those for
31 March, 1969,




passenger liners or were medical staff, We are not concerned with this
residual group of seafarers in this study because their occupational
training is such that they are only transients at sea, and their work is
peripheral to the task of operating a ship., In addition to these sea-
farers from the United Kingdom, 'a further 27,000 men of other nationali-
tieﬁ are employed on British ships, primarily as ratings. The study does
not include any men from this latter group.

- Rochdale has estimated that the gross capital stock of the shipping
industry was, in 1968, roughly equivalent to that of the iron and steel
industry or to that of the paper, printing, and publishing induatries.6
In 1968, Rochdale pointed out that the investment in the shipping
industry, an estimated £240 million in new ships and equipment, was 15%
of the gross fixed investment by Britisﬁ mnnufacturing'industries.7
Although seafarers represented only 0.45% of the total working population
of the United Kingdom in March, 1971, their importance to the national
economy is much greater, since they are the key to the operation of
allied industries such as ports, transport, international banking, and
trade and commerce generally. The rate of investment reflects tﬁis
importance, and consequently, the shipping industry has a great impact
on the economy of the country.

The Merchant Navy was composed of 1,881 deep-sea ships in 1968.8
Of these ships, 407 were tankers and 129 were passenger vessels, It
was decided to limit the study to vessels engaged in the dry-~cargo
trades, excluding the six container ships in operation, and moreover, to
limit the study to foreign-going ships. This gave-a population of 1,185

ships which represented 63% of the total number of British ships and

6
Rochdale (1970), para. 135; Viscount Rochdale was Chairman of the
Committee of_Inquiry into Shipping, set up in 1967 by the Board of Trade
to review the organization and structure of the British shipping industry.

7 tbid.

8
Vessels over 500 GR.T. Rochdale (1970), Table 3.2. All percentages
are rounded to whole numbers,




50% of gross registered tonnage (GR.L). Of this sample population, 717
ships, or 60%, were cargo~liners, and 468 were general~purpose tramps or
bulk carriers. The ca_rgo'-liners represented 38% of the number of -shi;.is
in the total population and 29% of the G.R.T. General-purpose trasips and
bulk-carriers represented 25$ of the number of ships in the total popula-
tion and 22% of the G.R.T.

The reasons for excluding tankers, passenger liners, and ;:oast-al
vessels were three-fold. The population had to be reduced to a size that
was manageable and to a population with relatively few extraneous
variables., . If the sample-had been drawn from the whole population, it
ﬁould have been difficult to control for factors such as the different
technologies of tdnkers and pissgnger liners or to control for the
different fo_rms of company ownership.

Secondly, the author had served in cargo vessels for some time and
had a knowledge of these vessels which simplified the interpretation of
data gathered. Pinélly, much research was being undertaken in 1967-68 on
behalf of the tanker companies by firms of management consultants and, to
a lesser extent, by the Tavistock Institute for Human R-elations. As
tankers are a small sub-sample, it appeared that they had reached research
saturation, a view confirmed by conversations with tanker officers in

1970.9 Passenger ships were ruled out for the same reason and also because

9This point was also made with respect to the dry-cargo sample by a
letter concerning the research project and the research for the Rochdale
Committee from a personnel manager. for a cargo-liner company, dated 15 May,
1969, to the author on the completion of the project: "Not only have you
boarded some of our ships, but representatives CS-:I,cJ of Gallup Poll working
on behalf of Lord Rochdale®s Committee, Representatives of the Tavistock
Institute, working on behalf of the N.M.B., have interviewed our men, we
have retained a Psychologist to advise on our selecting procedures, and he
also has been fairly active on our ships, and.on top of this we havé had
the N.M.B. Ratings' Hours Bnquiry and very shortly I expect the Officers?
Hours BEnquiry . .  quite frankly our officers and ratings have had a
real bellyful of interviews and surveys and questionnaires over the last
few months, and I would be very reluctant indeed to submit them to any more,"




the preponderance of catering staff in the crews made them unrepresenw
tative of the Merchant Navy as a whole,

Because of the system of signing on a vessel for one voyage at a
time, seafarers in the Merchant Navy may sail on a tanker one voyage,

a cargo~liner the next voyage, and then on a ttaﬁp, or passenger liner,
or cargo-liner, unless they opt to stay with a company or a ship. Since
the ratings do not normally stay with a company (only 28% of :afings
have a Company Service Contract (C.S.C.)),10 we can say that the sample
of ratings used in the study is similar to that obtained through a

~ random sample of the total population of British ratings.

For the officers?® sample the position is slightly different in that
73% of officers have & C.S.C., and officers tend to remain with a company,
as promotion is by virtue of seniority. Since the majority of dry=cargo
shipping companies have little or no interest in the carriage of liquids
in quantity, the lack of men from tanker companies may constitute a bias.
However, on comparing the sociographic profiles of officers in the
present study with officers serving on tankers, no significant difference
in socioeconomic background or in attitudes can be found. The sample
drawn in this study, therefore, can be considered as being representative
of British seafarers.

The sample was selected for the following purposes. Before a study
could be made of attitudes to work of the seafarer and the social
structure of a ship, it was necessary go find out who went to sea,
what his socioeconomic background was, and how long he stayed at sea.

Whether different management practices played a part in shaping the

1oFrom B.S.F, and R.G.S. data; the percentages are for 31 March,
1971,




seafarer®s self-image and social behaviour, and whefher there was an
influence by physical factors such as the voyage patter 11 and length of

time away were also essential questions.

It was decided that the sampling woiuld be by ship, as this would
provide a proportionate sampling of officers and ratings. In other
words a ship was selected and the crew of that vessel formed the sample
population. In orde¥ to have a statiséically viable ;nmple, it was
decided that at least 25 ships would be inélﬁdéd. The sample finally
consisted of 28 ships.

_ The next problem was to select the ships in the sample and to
balance them .in terms of the needs of the overall sample. To this end
it was decided to organize the companies in dry-cargo shipping by size
and by principal trades. The resultant table was somewhat cumbersome,
for although there are only ten large companies in the United Xingdom
that share the major portion kSO%) of the cargo~liner trades, some 95
shipping companies are in the dry-cargo, tramp, and bulk trades,
excluding companies operating two or fewer ships in their own account.
Consequently, the dry=cargo shipping complﬁies were diviqed into three
groups by defining and matching the characteristics of the companies by
size, trade, type of run,and form of ownership., Two companies were
selected from each group,

Ownership of the ca?go-liner groups was in the hands of shareholders,
with a management directly responsible for administering each of the
group of companies, and with separate boards_dealihg wity the subsidiaries.
From these groups one subsidiary company was chosen to match with similar

subsidiaries in the other groups.

11By "yoyage pattern” we mean the origin and destination of voyages
and the routes taken; if the pattern was "regular"™, the ship normally
operated on a schedule,




Table 1. Character of companies from which sample was selected.
No. of No. of
Group Companies Ships Trades Company Characteristics
A 10 more Cargo~- Member company of
than liners a shipping group.
30 Traditional trades.
Member of shipping
conference(s).
Regular runs,
B 12 10 to General- Between 25% and 50% of
30 purpose vessels on long-term
' tramps charter; thus, regular
and bulk runs. Balance of vesselsg
carriers on short-term charter;
irregular runs,
Cc 9 less General- Most of vessels on
than purpose short-term charter.
10 tramps Family firms,
and bulk Irregular runs,
carriers

The medium-sized companies in Group B had composite management

structures.

Unlike the majority of cargo-liner groups, there was a

strong family interest in the majority of these firms, but shares

were also on the open market.

Typically, these firms managed vessels

for the account of other companies, and five of these firms built and

operated ships for specific long-term charters.

Unlike the cargo-liner

companies?® regular voyage patterns, the medium-sized companies in

Group B operated a mixture of regular voyage patterns and irregular,

"tramping"” voyage patterns,

The smll companies in Group C were typically family-owned and

managed.

The vessels were operated mainly on short-term charter, and

consequently, there were considerable differences in voyage patterns.




In order to obtain a proportional sample of ships, at least ten ships
of the tramp/bulk-carrier type and fifteen ships of the cargo-liner type
were selected. Actually, there were twelve ships of the former type,
sixteen of the latter, and aﬁ additional five cargo-liners with British
officers and non-~Buropean crews in the sample. It was decided to choose
two companiés from each of the three groups and to select four ships
from Group C (tﬁat is, two from each company); six ships from Group B
(in the final sample, eight ships); and fifteen ships from GrbupfA (eight
ships from each company, making sixteen ships from this group in the
final sapple).12

The companies were picked by asking a random sample of seafarers to
select with which company in each group they would most like to .sail,
and with which they would least like to sail. Pifty seafarers were invited
to do this.in South Shields and seventy-fivg ip Liverpobl. A high degree
of agreement was found in their assessments, and the six companies
selected were then contacted and asked to participate in the project.

All the cbmpanies invited to take part agreed to do so, as did the
National Union of Seamen (N.U.S.) and the Merchant Navy and Airline
Officers® Association (M.N.A.O.A.). We had anticipated some problems
in assembling the sample, and it was gratifying that these did not arise.
However, because of the promét agreement to cooperate, the project went
ahead sooner than anticipated, The pilot survey was underﬁaken in
January, 1968, and the main survey in the summer and autumn of 1968.

The only element of non-cooperation was an initial refusal to

participate by the British Shipping Pederation (B.S.F.). Following a

len additional five ships owned by cdmpany_AX, a subsidiary of

company AA with British officers and non~British crews were .used in the
pilot study.




second approach to the B.S.F, in March, 1968, full cooperation was
secured, It should be noted that the fullest cooperation was given by
all persons contacted both ashore and afloat, and this study was only

possible because of this help,

Table 2, Allocation and designations of companies and ships.

Group Company Number of Ships
in Sample
A AA
AB 8 (!lzll*)
B BA
BB 4
C CA 2 (wymx)
CB 2 )
Pilot X 1 (xm)
Survey
n AX Sk

*Ships "X,® "¥" and "Z" were vessels on which
research voyages were undertaken,

**Ships with British officers and non-
Buropean crews.

The ships included in the study were selected at random from the
fleets of the companies participating in the project. Where, in two
cases, a vessel was on a long voyage and would not return to the
UK. or the continent during the survey period, replacements were
selected at random from the fleets. Thus, the sample was stratified
by company and selected at random for ships. This latter point is

important because there was no possibility of a company placing a
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"show" ship forward for survey purposes. It would appear that this was a
weakness of the sampling of the Cnllup Organization in their survey for
thé Rochdale Committee.13

The sample of 28 ships were visited at either the beginning or end
of a voyage in twenty cases (ten at the beginning of the voyage, and ten
on_the completion of the voyage), and a quest#onnaire was given to all
crew members, A queétionnaite survey was used (se; Appendix 1) which
contained 59 items and took about forty minutes for a man to complete;
The instruments were'a&ministered to groups of.about five men at a time
with the author nearby to answer questions and to note reactions to the
items, There was a response rate of 81% to these questionnaires. Six
cargo-liners were also visited during coasting voyages and the questionw~
naire adminis?ered at about mid-point in these four-week voyages. A
further five ships from Company AA with Brifish officers and non-iutopean
crews were also visited dﬁring coasting voyages and the officers inter=
viewed,

The last two ships, a cargo-linerl4 and a bulk-carrier,ls were used
more extensively, as the author was permitted to make a voyage in each as
a "working' supernumary in order to experience work as a rating in the
deck, engine room, ;nd cater§ng departments, Several survey techniques
were used on these two Qessels. The queetionnairéa were completed during

the voyage; twelve crew members on each ship kept a diary of their daily

13Private communication from the training officer of a tanker company,
dated 18 February, 1970: "I feel that, because of the hasty way Gallup
organized the research, some of the firms were able to play a fiddle by
telling them Eallua that the ships Eith probla would not be on
schedules suitable for contacts. I know that the " " was in port at
a time when Gallup were there, and the owners had told Gallup that there
wouldn*t be a ship around then®,

14Ship 14 zll .

ISShip myn




activities; participant-observation techniques were used; a social
network analysis was carried out; and finally, informal interviews were
conducted with as many crew members as possible,

The questionnaires and techniques were tested on a coastal bulk-
cartier.16 Although such vessels were excluded from the sample, the

master of this ship read of the project in the Merchant Navy Journal

(Spring, 1968) and telephoned the author, asking that his ship and crew

be allowed to take part. This was agreed and proved extremely useful.
The author made two coasting voyages on this vessel, one as an observer
and one as Second Mate, and the friendly criticisms, comments, and help
provided by the master and crew of this ship were invaluable.

In addition to the research on the ships, 108 interviews were
conducted with persons connected with the industry in éxecutive,
administrative, or training posts (see Table 3). These interviews
followed an "outline" questionnaire (see Appendix 1) and lasted between
forty minutes ;nd two hours., Again, much interest in the project and
help were readily given.

The final strands of the survey were those of ascertaining the
backgrounds of boys entering the Merchant Navy and an assessment of
time actually spent at sea. The former set of data was collected
from boys applying for entry to the Merchant Navy, and the author was
allowed to 8it in on applicants® interviews with B,S.PF. personnel and
training officers and to assess the records of apprentices joining the
companies in the samples.. Purther data werecollected during three
visits to schools during career days.

The assessment of time spent at sea was much more laborious,

The Registrar General of Shipping has the records of entry and leaving

16 Ship 'x»,

11



12

Rank of Persons

Director (3), Personnel and Training
(8), Catering, Marine and Engineer

" Supts. (3), R and D (1)

Director (1), Personnel and Training
(7), Marine and Bngineer Supts. (4)

Director (2), Personnel and Training
(5), Marine Supts. (2)

Director (1), Personnel and Training
(3), Marine and Engineer Supts, (4)

Director (3), Personnel and Training
(3), Marine and Engineer Supts. (2)

Director (1), Personnel and Training
(3), Bngineer Supt. (2)

Principal (3), Lectufer (3)
Principal (4), Lecturer (8)
Principal (1), Lecturer (2)
Asst. General Secretary (1), Research

Officer (2), District Secretary (2)

General Secretary (1), Research .
Officer (1), District Secretary (3)

Manager (1), Training Officer (6),
Regional Manager (4), Registrar (7)

Table 3. Interviews carried out.-
No, of
Organization Interviews
AA 15
AB 12
BA 9 .
BB 8
CA 8
CB 6
Nautical 6
Colleges
National Sea 12
Training School
Liverpool Catering 3
College
National Union S5
of Seamen
M.N.A.O.A, 5
BOSOF./MQN.B. 18
Seafarers Rdue 1

cation Service

Director

the sea for all ratings and officers; however, the data are dependent

upon the seafarer?s reportiné that he is leaving to either the Mercantile

Marine Office or to the Merchant Navy BEstablishment office in his home

port. If he does not do this when he decides to go ashore, his record

1

e e,
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of sea service continues until the M,N.B. issu;s a notification that the
man has not reported and can be assumed to have left the sea. Depending
on the pressure of work at M.N.B. offices, this notification may be
issued any time three months after the man failed to report. In some
cases the time elapsed may be as much as two years, PFor this reason
the statistics for the number of seafarers gaigfully employed in the
shipping industry may have an error factor of between 800 and 1500 men
at.any one time because only 53% of seafarers report that they are
leaving the sea.17

One of the reasons behind the failure to report is that the seafarer
must surrender all his documents to the M.M.0., and he hesitates to do this
on the grounds that he may wish to return to sea and will have to repeat
the official, lengthy procedures again. The seafarer also finds it easy
to obtain a new income-tax code number from his shore employers under
the emergency~code regulations, and thus, there is no compulsion, in his
view, for completing a bureaucratic procedure.

To overcome this drawback, an anulfsis was made of the records of -
seafarers who had entered the industry in 1949, 1954, 1959, and 1964,
and had since left. These re.co:ds were sampled from the files of the
Liverpool and the South Shields M,N.B, offices, and it was possible to
assess not only length of time in the shipping industry bd# also
typical voyage patterns and career patterns. Unfortunately, since the
sample was taken, a fivewyear rule has been imposed on "dead" files by
the M.N.B,, and consequently, many of the earlier files have been
destroyed. '

The total sample was 2,065 records (20% sample) and was divided

between Liverpool and South Shields on the basis of 1,440 to 625 records,

17Aslesanent of "failed to report" notations on records sample of
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thereby being proportional to the number of seamen registered at each port
between 1949 and 1969, In each case a 20% sample was taken on a random
basis; that is, a record card was selected at random for each sample year
and every fifth card abstracted.

The samples, therefore, consisted of (1) questionnaires administered

- to the crews of twenty-eight ships, and to the officers of five non-

Buropean crewed ships, yielding useable responses from 455 ratings and
369 officers, of whom 52 officers were from ships of the AX series;
(2) the records of 2,065 seafarers who entered the industry in 1949,
1954, 1959, or 1964, and had since left; (3) research voyages on two
ships; and (4) 108 interviews with non-seafaring employees of shipping

companies, unions, and educational institutions,

Table 4. Summary of sample of ships?® crews.

Ratings:
Bngine

Deck Catering Room Ships* N
Potential Sample N ' 288 184 120 28
Actual Sample N 243 140 _ 72 - 28
Acéual Sample as %' 84% 82% 60% 100%
of Potential Sample '
Officers:

Deck Bngineer Other Ships* N
Potenéial Sample N . 179 217 66 33
Actual Sample.N 158 189 “22 33
Actual Sample as % 86% 87% 33% '100%
- of Potential Sample ‘




CHAPTRR 1

THE OPERATION OF SHIPS

Introduction

A ship is many things., It is a highly complei piece of machinery,
subject to the full force of the elements; a self-~contained cbmnunityj
an efficient means of moving cargo from one part of the world to another;
an investment; a means of employment; an instrument of national policy,
and many more beside. Sailors are traditionally male, and shibs are
considered to be female, and the complex relationship between man and
ship carries all the implicatiohs,weight, and doubts of a love affair.
This aspect of seafaring has captured the imagination of novelists from
Mel;ille to deHartog, from Monsarrat to Roberts., This relationship also
captures the imagination of young men and boys, as we shall see in
Chapter IV. In our present analysis, however, we are interested in the
ship as an object, primarily an economic object, and as a workplace with

a structure of roles,

Bconomics of Ship Operation

A bulk-carrier of 15,000 tons deadweight cost £1.5 million to build
in 1968.1 Under the building subsidy scheme a sh;ponner could obtain
rebates and allowances on.the vessel which were then paid off during the
course of the vessel'; lifetime. The schemes offered an incentive to

"buy British" and at the same time provided relatively inexpensive ships

1
Journal , 14/9/68, p. 5.
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for the owners. Buying a ship is much like buying a house on a mortgage
plan except that loans and depreciation costs must normally be 1iqpidq§ed
within fifteen years, _The more sophisticated a ship is, the narrower a
band of trades she can serve economically. To use a container ship for
bulk grain cargoes, for example, would be sheer lunacy at the present
freight rates. To operate the 15,000-ton bulkecarrier, the owner would
_nee& to find in the region of £700 per day in earniﬁgs to break even.2

The apportiomment is shown in Table 1.l.

Table 1.1. Percentage breakdown of the cost of
operating a 15,000~ton bulk-carrier !
in 1968.* }
& |
Management 5
Crew costs 22
Depreciation and loan payments 20
Fuel 17
Repairs, maintenance and surveys 14 ‘
Insurance 10
Port charges 7
Other voyage costs S5
*Compiled from data given in interviews by directors
of companies BB, CA, and CB.3

The owner of a'bulk-carrier, therefore, must sgek cargoes which
will give him a return of at least £700 per day in order to break even
over a long period. Added to his dziiy charges, the owner yal the
additional costs of waiting for cargo, steaming to a port to load the
cargo, and the probable delay between discharging one cargo and locating

the next. This would mean that the charge for the carriage of, say, bulk

2Rcsearch Notebook 1, Interview with Director, Compauy CA.

3C. O'Loughlin (1967), especially ch. 10, and R.M. Elden (1962),
p. 80, offer similar breakdowns of costs. ' Elden uses different headings,
but if averaged out and reapportioned, there is only a slight difference
(not significant at 0,01 "t" gest).




grain from Buenos Aires to Hull with ten days® loading and discharging
time would be a minimum of £1.60 per ton. Grain, of course, is a
seasonal trade, as are the majority of the tramp and bulke-carriage
trades,

A bulk-carrier of 10,000 tons may work the Burope-Great Lakes trade
in the summer and early autumn, carrying cargoes of ferro-manganese ore
_ for the blast furnaces at Detroit or Chicago and returning with grain
from Port Arthur or Duluth. When the winter.comes and the St. Lawrence
and the Great Lakes are blocked with ice, then this ship will trade
between Buropean and South American ports, carryiﬂg bulk cargoes or, if
possible, she will trade only in Buropean waters, bringing cargoes for -
transshipment to ports that larger bulk-carriers cannot reach,

The éhipowher then has to juggle the following factors in his
decisions fegarding his ship: the daily cost of operating the bulk-
carrier; the whereabouts of cargoes; the time of year. He must attempt
to find suitable trades in which the vessel will not be damaged; for
example, a vessel should not be placed on North Atlantic voyages in
winter. In his calculations the cost of a crew for this type of ship
is quite high and is the only cost which he can manipulate easily.
Through reductions in oﬁertime, for instance, he is able to reduce his
wages bill. On a simple ship with little cargoegquipment, a feduction
in manpower may be possible, thus lowering his overhead by cutting back
on wage costs, accommodation, and victualling costs, but his repair bill
might be increased should maintenance have to be done ashore. The
Board of Trade lays down minimum manning requirements for British ships,

and the owner is obliged to comply with them.
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The cargo-liner trades are more complex. The bulk-carrier and the

-

tramp carry cargoes anywhere in the world, and ?hgse are of a humog?nfops
nature; that is, the entire cargo will be grain or iron ore. The cnréQ;
liner, however, operates a fixed service between-specif?ed ports, transe
porting any cargo that is offered. On her voyage from the United
Kingdom, Ship "2", a cargo~liner, carried packages of machine tools,
uncrated cars and tractors, twenty-five ;aravans, two hundred tons of
Scotch whiskey, a similar amount of gin, a large shipmgnt of Cgoyn perby
and Wedgwood china, several hundred sacks of mail, and tyelve hundred
tons of other assorted items. These were consigned for five_ports, at
each of which cargo was loaded for the return to the Unitedixinggqm.
Consequently, some shipments were travelling longer distances tha;
others, occupying different quantities of space for_the same weight,

and having different values per unit.

- The problem here i8 to fix a rate that will F?ve a return on the
‘capital and cost of operation imvested whilst taking into account all
the other factors. The bulk-carrier ;gfegred to spent 240 dgys a year
at sea, moving from one port to another with cargo. Almost the reve¥se
is true of a cargow-liner, and port and gargo-gquipment charges are much
higher. Goss has calculated that the costs of operating a cargo-liner

are much higher in terms of overheads than those of the bqlk-cuzriet.4

Table 1.2. Percentage breakdown of the cost of
operating an 8,000~ton cargo-~liner
in 1967.*
X
Management 5
Crew costs 12
Depreciation and loan payments 24
Fuel . 5
Maintenance, repairs and surveys 6
Insurance ' 10
Port charges 34
Other voyage costs 4
*Compiled from information given by directors of
companies AA and AB, This assessment of costs
is similar to that cited by Goss.

4R.O. Goss,.cited in Rochdale (}970), para. 342,
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The proportion allocated to human costs is relatively small, and
economies in crew size, given the complexity of cargo-handling and
cargo~care equipment, are also small scale., The chronic overmanning of
cargo-liners in the 1940%s and 1950%s due to antiquated design is almost
a thing of the past now, and crews have stabilized at about forty-five
men, whilst the simple technology and the homogeneous cargo shipments
of the tramp or bulk-carrier permit average crews of thirty-six men in
the sample.

Bven with the larger number of men, the crew costs of the cargo-
liner are a significantly lower percentage of the total cost. The cost
per day of a cargo-liner operation in 1968 was estimated to be £1,060 by
a director of one of the larger cargo-liner groups.s Freight rates are
complex and frequently illogical in that rule-of-thumb methods of “what
the traffic will bear™ are coupled with inducemients for continued custom
and surcharges for ports which e;petience delays. This pdtchwo;k of
rates is occasionally altered, but the companies tend to adjust them on
a once-and-for~all basis in terms of their costs,

To provide a hedge against undercutting by competitors and to
stabilize their trading patterns, cargo-liner groups, as will be
mentioned in Chapter II, join cargo~ or freight-conferences. Conferences
fix the freight rates between ports on the basis of distance and type of
cargo. The rate fixed for a type of cargo is derived from either the
cost of handling and caring for that kind of cargo which requires
special handling -- for example, refrigerated cargo or small parcels
of bulk liquids -- or a rate fixed on the ratio of value to weight or

size with a higher rate given to the cargo with the higher ratio.6

sResearch Notebook 2, Interview with Director, Company AB.

6For a full discussion of freight rate policies, see C. OtLoughlin
(1967), especially ch. 11; Committee on the Merchant Marine and Fishw~
eries (1961); Rochdale (1970), paras. 411-412,
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Thus, the problem is that on cargo=liners it is difficult to
apportion the voyage costs to any.part of the.cargo carried, so voyage
costs and freight rates are examined in view of the overall service. In
order to maintain the flow of cargo necessary for.providing service, the
cargo-liné;'qompany will join.with other companies to form a conference
that will set economic fréight rates and give.discounts or rebates ‘to
regular shippers and ensure a faii distriﬂution of .cargo between what
would otherwise be competitors,

The management.of the ship by the crew is little affected by the
considerations of the profits or losses made by the .ship. In the .majority
of cases (62%) the officers (Sample N = 369) and ratings .(Sample N = 455)
interviewed had no idea of the .current trading position of their company,
and only one of the ratings had seen a company balance sheet., In the
majogity of cases, ships® officers were only told the costs of wprk done
on the ghip, if they were told anything. In fact, of senior officers
(N = 21) interviewed in the sample, nearly three~quarters (74%) received
no information at all from the owners concerning the trading position of
the ship as a regular managerial resource. As we have seen, the cargo
handled in cargo-liners is difficult to apportion to costs, and of the
cargo-liners in the .sample, only one -was receiving all the relevant
costing information .as an "experiment™. Amongst the bulk-carriers, five

ships out of the twelve regularly received information,

The Structure of Shipping Companies

The structure of the companies involved related directly to the
availability of inferqation and thus to the efficient operation of the
ship. The company .structure of the small tramp and bulk-carriage firms
was identical to that .of ‘the liner company within a group. (See .Chart 1,1,

next page.)
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All shipping companies have operations, finance, ﬁnd marketing
"subsystems" or functional units. In the tramp company CA, for example,
each of the directors controlled one of the subsystems .and oversaw the
work’ being carried out. The personnel director also handled the problems
of ships? stores, and the two superintendents were equally familiar with

deck or engine~room work. The size of .the organization was such that

.spheres of influence could not be defined, and consequently, the ships

reflected this approach by being organized in a relatively informal manner-.
They were capabie of innovating when necessary at the request of. the shore
management, but they were also able.to set in train innovations on the
ship which were then transmitted to the shore staff,

A8 we shall see, company CA had the best employment records of the
companies sampled. The cargo-liner company, AA, had the various functions
listed in Chart 1.1, .but like ali the other cargo-liner companies, was in
the process of changing its trading during the period of research and
diversifying its non-liner trades. The company was organized Qith a
strictly bureaucratic hierarchy and had formaligéd rules and procedures
codified in the "Company®s Regulations™, This structuré extended to the
ships with explicit rules for the conduct of officersdand ratings,
covering all activities including the correct way to raise and lower an
ensign,

Company AB was similar in many respects, and its reputation was
based on its good turnout of cargo. However, when an gttempt was
initiully made to diversify operations and reorganize company AB, the
lack of informal communication between departments (or "empires™ as they
were known yithin the company) other than at the top resulted in the
administration®s sabotaginé many of the chaﬁges. The next series of
changes in 1966~67 went through smoothly in the head office_bhf were

marked by an increased turnover amongst officers and ratings because




they had not been informed other than by a mimeographed circular sent to
the master of each ship. This turnover increased as the changes ashore

cut across the ships® regulations which had been amended slightly,

The Structure of Ships® Crews

The structure of the ship®s crew ia shown in Chart 1.2, and it will
be seen immediately that no man has exactly the same rank or status as
another, In the lower ranks the gradations are extremely fine, and
statu;, experience, and ability count in determining the degree of power
held, The éutpose behind this structure is to ensure a hierarchy of
command in case of accident or illness. In case of emergency such as
shipwreck, command would pass from the master through the mates and then
to the chief engineer and engineer officers, Promotion to master can
Bnly be via the mates, and although the chief engineer probably has the
most complex and wellwqualified job on the ship, he and the otﬂer
engineers are always a half-step beﬁind their opposite numbers amongst

the mates in the hierarchy.7

Deck Officers

Mates and master have either completed a navigating apprenticeship
or have sailed for a minimum of four years as a deck rating before they
take the lowest certificate of competency, that of Second Mate. Further
periods of qualifying seatime as a mate are required before the First
Mate?s Certificate and then the Master®s Certificate examinations can be
taken. An average mate should take his master®s certificate between the

ages of 25 and 27 years; thus his training will have taken between eight

7 .
S.A. Richardson (1956); V. Aubert and O. Acner (1958).
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and ten years to complete. A further certificate, that of Extra-Master,
which is considered to be the equivalent to a degree by the Departmenf
of Bducation and Science, can be taken, but the certificate is not
normally needed at sea unless the man wishes to take a job as @ surveyor
or as a lecturer in a school of navigation or is seeking to move to the
management of the company ashore as a marine superintendent,

| The master of a ship is literally "master under God". The Merchgnt
Shipping Acts give him many of the legal powers reserved to a justice of
the peace ashore, and under the Acts, he has the ultimate responsibility
for the ship. The master is the contractual employer of the crew and is
solel; accountable for their safety and their actions, If, for example,
oil should accidentally be discharged overboard at any time, the master
is the person prosecuted if legal action is brought.

These responsibilities and powers are compatible with the days
before wireless telegraphy but ate,-nouadays, usually encroached upon by
the instructions from the shipping company, for the master is, in reality,
the manager of an industrial transport undertaking that goes to sea.
Like other managers the main part of his job is paperwork -~ that is,
wages, accounts, cargo documents, and so on -- and the rest of his time
is spent supervising and advising his subordinates. Only in special
circumstances does he take charge of work situations that are normally
delegated to others,

The Mate, or Chief Officer or First Mate, is the deputy manager and
head of the deck department. He is usually a watch-keeping officer in
cargo ships (the 4-8 watch) and supervises the work of the other mates
and seamen, Generally, he holds a Master®s Certificate and is in charge
of the care and maintenance of cargo equipment and the hull and super-

structure as well as loading and discharging the ship's cargo. The Mate




26

gives the deck ratings their instructions through the Bosun and looks after
their ﬁell—being. Like the master he has a great deal of paperwork, and
this combined with his watch-keeping and supervisory work amounts to a
working day of 13 hours on average on the cargo~liner and 114 hours on
the tramps and bulk-carriers, where the cargo work-is simpler.

The Second Mate is ordinarily the man responsible for the navigating
equipﬁent and aids, and ensures that éharts, etc;, are prepared for each

sea passage, He will usually hold at least a Pirst Mate's Certificate,

and if sailing with a large company, probably a Master®s Certificate.

He assists the Mate with cargo calculations, and with the help of the

Third Mate, supervises the actual stowage and discharge of cargo whilst
the ship is in port. At sea the Second Mate usually keeps the 12-4 watch.

The Third Mate normally keeps the 8-12 watch at sea and assists the
Mate and Second Mate with their work. In addition, he is responsible for
maintaining, testing, and checking all life-saving and fire equipment. By
law, only a master, Mate, and Second Mate must be carried; therefore, it
is generally recognized that the Third Mate keeps what would otherwise be
the master?s watch in a three-watch system. The Third Mate customarily
has at least a Second Matets Cerfificate, and if with a cargo=liner
company which carries PFourth Mates, probably a First Mate®s Certificate.
Tramp ships and bulk~carriers rarely have more than three mates, as the
cargo requirements render them unnecessary. Because of a shortage of
certificated mates during the research period, Ship "B" was unable to
obtain a Third Mate, so a final-year apprentice sailed as uncertificated
Third Mate, and his watch-keeping was done under the active supervision
of the master,

The Fourth Mate (or Extra-Third Mate) is carried by some cargo-liner
companies. The purpose of having an extra mate on board is to relieve

the Mate of some of his routine watch~keeping duties and to provide an




additional man to assist with loading and discharging the ship?®s cargo.
Company AA saw the Fourth Mate as an

o «» o«Officer who has completed his training, but has not

had any real experience of watch-keeping or of cargo

work as an officer. We think that it®*s a good thing to

have a chance to gain this experience before becoming a

Third Mate with full responsibilities, It®s also a

useful way of traininﬁ men from other companies in our

methods of operation.

The apprentices enter the industry from school and pursue courses
leading to a Second Mate?s Certificate in a variety of ways. On the ship
an apprentice works as a trainee officer, undertaking tasks that in theory
will provide him with practical experience of seamanship and a knowledge
of the skills and duties of a mate.9 In practice this is not usually the
case, Apprentices are available for work in all manner of ways on the
ship. Prequently the work they do is to supplement that of the seamen
and to provide the touches of smartness traditionally required on board
ship such as polishing btass.lo Little instruction is given to them, and
on only four of the twenty-eight ships in the sample was any purposive
interest taken in their training by the ships® officers. The apprentice
is in a no-man®s land between ratings and officers. He is expected to
behave like an officer but is rarely accepted as one and does menial work

that the crew are often loath to do.11

Bngineer Officers

The Chief Bngineer is head of the engineering department on the ship.

Bxcept for the radio equipment, he is responsible for the maintenance and

8R.esearch Notebook 3, Interview with Director, AA Company.

9R.ochdale (1970), para. 893; Pearson (1967), péra. 21.

10Research Notebook 19; Cadets® Diaries Nos. 3, 4, 6, 7, 8, 10, 11,
12, 13, 14, 15,

11Research Notebook 3, p. 6.
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operation of all the propulsion and auxiliary machinery and sometimes the
radar and direction-finding equipment. The Chief Engineer will hold a
First Class Certificate of Competency as an engineer in either steam or
motor shipg, or a combined steam/motor ship certificate. The Chief
Engineer, like the master, does not usually keep watches but supervises
the work of the department and will assist with major repairs,

In some companies the Chief Bngineer is directly responsiblé to, and
reports to the company through, the master. In other companies the Chief
Engineer reports to the company engineer superintendent but is stili
responsible to the master. In two of the companies in the sampie, AB and
CA, the former system of control took place, while in one company, BB, the
latter was the method of reporting. In other companies the former method
was required, but the activities of the engineer superintendents effec-
tively bypassed this by non-consultation with the master and by issuing
instructions directly to the Chief Engineer. Again like the master, the
Chief Bngineer is primarily concerned with administrative tasks.

The Second Bngineer is a watch~keeper on the 4-8 watch and is in
charge of the day-to—dqy.operation and maintenance of the engine ;oom
and deck machinery. He will hold a Second Class Bngineer®'s Certificate,
although in cases of shortage of qualified engineers, the Board of Trade
may grant a dispensation to an unqualified engineer for a voyage. The
Second Engineer of ship ¥Y™ had such a dispensation. The ma jor pprtion
of the Second Bngineér's time is taken up with allocating and supervising
the work done by the other engineer officers and by the engine~room
ratings. The Second Engineer, 1ige the Mate, instructs the rafingq, and
they repor; back t§ him; The other engineer officers havgllittle direct
control over the activities of the ratings except when they are assigned

to work with them on a specific task.
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The Third BEngineer does not usually have a Board of Trade certificate,
but the major companies have said that they would like to see all Third
Bngineers with a Second Class Bngineer's Certificate.lz The Third
BEngineer keeps the 12~4 watch, and in a ship that does not carry an
electrician, will undertake the responsibility for the ship?s electrical
equipment. The same applies to ships that do not carry a refrigeration
engineé:. Blectricians and refrigerator engineers have approximately
the same status and rank as the Third PBngineer, but because of their
specializations, work as day workers and are on call for any emergency
that may occur outside normal working hours or for special circumstances
such as docking.

The Fourth Bngineer is uncertificated and keeps the 8-12 watch. He
will have been at sea for at least a year before becoming a watchwkeeper
and will usually be promoted by the company from junior engineer.

The junior engineers carried by a ship vary in number. On all the
ships in the sample'there was at least one junior, and the maximum found
was three, The tramp and bulkecarriers usually had one or two junior
engineers whilst the cargo-liners had two or three. Their methods of
working were varied. On two ships the juniors kept night watches and
then turned to as day workers; on fourteen ships they were watch-
keepers, and on the remaining twelve, they were day workers only., It
should be noted that any or all of the engineer officers were called
upon when work had to be done, and frequently in port they would all
work together on major pieceé of maintenance,

The majority of engineers are recruited from men who have served

apprenticeships in heavy fitting or mechanical engineering in shore

12Research Notebook 3, Interview with BEngineer Superintendent,
Company AA. Research Notebook 2, Interview with Engineer Superintendent,
Company AB, '
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industry. In our sample, 87% of the engineérs (N = 189) entered from
industry in this way.l3 The remaining engineers had served their apprens
ticeship at sea, but unlike the navigating apprentices, had worked with
the officers throughout their training on board ship. As we shall see,
this latter form of training. creates fewer role tensionsin the engineér

officer than training in the traditional way.

The Catering Department

The Catering Officer, or Chief Steward as he is known on the majority
of ships, is the only officer who reaches that status solely after serving .
as a rating. The Chief Steward is head of the catering department and
may have been either a steward or a cook as a rating. He will normally
hold a ship?'s Cook®s Certificafe and may have attended catering manage-
ment courses offered by the Liverpool Nautical College or the National
Sea Training Schools.

The Chief Steward is responsible for catering for the entire crew
and for the cleanliness of the officers® accommodation and public rooms;
for the organization of ship*s food, linen, and catering stores; and on
many ships, for the ship*s bonded stores of alcohol and tobacco. He may
also run a small "slop chest" from which the seafarer can purchase items
like toothpaste, razor blades, working gloves, and so forth, which may
be on the company?®s account or on his own. The Chief Steward®s role in
his own department is overall supervision, including the planning of
menus and the administrative paperwork. He does not usually assist with
any of the work except in emergencies. |

The Second Steward supervises the work of the stewards, and on cargo=

ships is a working supervisor. He will work in the pantry making up the

13Rnchda1e (1970) notes that "some 80% of engineer officers are

recruited'from industry; para. 912,
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orders relayed by the stewards, or he may take part in the service
himself, He will also assist with cleaning the accommodation., He
allocates work amongst the other ratings, of whom fhere will probably
be two assistant stewards and one or two catering boys.

An Assistant Steward does the housework and serves the meals on
board ship. He will "look after" the cabins of five or six officers as
well as a proportion of the public rooms and alleyways. He works mostly |
on his own and meets both officers and other ratings during the course
of the day., His tasks take him to all parts of the ship*s accommodation,
and he has relatively clean work, protected from the weather. In addition
to cleaning the officers® cabins, he also waits on table at mealtimes and
prepares morning coffee and tea, afternoon tea, and at the time of the
study, a supper tray for the night watch., This routine has changed
somewhat, and the snacks are now made either by the officers themselves
in specially equipped pantries or by the catering boys,

The Catering Boy does the remaining housework. If he is attached
to the steward®s side of the department, he will scrub and help serve
meals. He will probably learn his job by being given the Chief and
Second Stewards® cabins to clean and will keep the mess room scrubbed
and tidy. If a Catering Boy is attached to the galley, he will work
for the cook, cleaning, washing pots and pans, preparing vegetables,
and other unskilled tasks that arise in the preparation of food for
thrity or forty men three times a day.

The Chief Cook is thought by.many to be the most important person

4

on the ship.!? "If the ship's got a good Doc {}ooi] then the crowd

[sailors] are happy. But if he can®t cook, then I*ve got p::obls."15

14y. Aubert and O. Arner (1958), pp. 206-207; Pearson (1967),

para. 210,

1
SResearch Notebook 4, Interview with Bosun, Company BA.
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He is the holder of a Board of Trade certificate in cookery, and training
is provided for the certificate at the National Sea Training Schools and

at some technical colleges whose courses are approved by the Board of Trade.
16

. The certificate requirements were laid down in 1906. The courses are

open to any catering rating wifh twelve ménths' sea experience of work
in the galley and are in two parts, the second being taken after a
fhrther twelve months® sea experience as an assistant or second cook.
For ratings entering the industry from shore employment, two years®
experience in catering establishments is required.

The Act of 1906 stipulates that every British ship engaged in the
deep-sea trades and with a gross tonnage of more than one thousand tons
should carry a certificated ship®s cook, so the need for the proper prepa=
ration of food on board ship hag been recognized for some time. The Chief
Cook must be able to bake as well as prepare three hot meals a day. His
galley is usually electrically equipped with stoves, hot presses, and so
on, but on some ships the stoves are still coal-fired or oilw~burning.
The cook?!s working day begins at 5:30 a.m. most of the time; he will
have breaks betwen 8:30 and 10:00 a.m, and between 1:00 and 4:00 p.m.,
and will finish w6tk about 6:30. If he is baking during the day, he
will work through one of the rest periods or begin the daylat 4:00 a.m.

On the cargo-liners, a Second Cook was carried who usually did not
have the second part of his Cook®s Certificate, and he understudied the
cook, helping with the preparation of raw vegetables as well as with the
cooking itself, If he had a Cook*s Certificate, he usually baked bread
and made cakes and puddings. On the tramp ships and bulk-carriers in
the éample, the Second Cook was an assistant cook and often did the work

of a galley boy as well,

16Section 27, Merchant Shipping Act, 1906.
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The Galley Boy washes all the cooking utensils, cleans the galley,
prepares raw vegetables, and generally assists with the dirty work. Some=
times he works in the galley because he is not considered to have the
"presence™ required of a catering boy in the steward®s department, where
neatness, tidiness, and a good appearance are considered essentia1.17
Usually, however, he is given opportunities to work in the galley or in

the steward?’s department, and at the age of 17 or 18 decides in which he

will make his career. Both branches of catering have opportunities for

promotion to Chief Steward.

The Deck Ratings

The Boatswain, or Bosun, is the senior deck rating on the ship.
He must hold an A.B.'s certificate, be twenty years of age or older, and
have had more than four years® sea service on deck.18 The Bosun is
promoted to his rating by the company in the case of the cargo-liner
firms, or the company or Mate in the other dry-cargo trades. As we
shall see, the cargo-liner companies attract older men by virtue of
their regular runs and, consequently, are able to provide a career
structure of a limited scope. The promotion is on the basis of merit,
and the Bosun assumes the role of foreman of the deck ratings; therefore,
he is usually on day work.

The Bosun®s Mate, orLamptrimmer, is a rating carried on some cargo-
liners who asists the Bosun and acts as storekeeper for the deck depart-

ment. Only eight ships in the sample carried men of this rating, and

they all belonged to company AA. Like a Bosun, the Lamptrimmer is a day

17Research Notebook 2, Interview with Catering Superintendent,

Company AA, and Research Notebook 4, Interview with Personnel Manager,
Company BA.

18Board of Trade Notice M 489, para. 9 (a).
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worker, and the rank affords an intermediate step on the career ladder,
His industrial role is akin to that of chargehand.

An A.B,, or able seaman, is the mature deck worker, He must hold an
A.B.*s certificate issued by the Board of Trade and a lifeboatmant®s certif-
icafe, have served three years at sea, and be over the age of 21.19 The
A.B. will have served in all the junior ratings under normal circumstances
and is qualified to do all the work that is done by the deck department.
As a result, he can either keep watches as a helmsman or lookout, or work
on deck maintenance as a day worker. Although he considers himself skilled,
his everyday work is of a semi-skilled nature as much of the "sailor's |
work" that was cuétomary is now done ashore and vefy little splicing, for
instan;e, is done on board ship. o

Considered by the Board of Trade as a mature worker, an Efficient
Deck Hand (B.D.H.) is a deck rating who does not hold a lifeboatman®s
certificate, has insufficient seatime to qualify as an A.B,, or is not
old enough to qualify as an A.B. The B,D.H, is at least 18 years old
and has twelve months* seatime before he sits the examination for the
A.B.'s certificate.ao After he has obtained it, he receives an adult
rating?s pay and is treated for the purposes of manning the ships as
an A,B. by the Boafd of Trade. His role is similar to that of the A.B.

Junior Ordinary Seamen and Senior Ordinary §eamen are ratings who
have had varying degrees of sea service.21 A J.O.S._has spent at least
nine months at sea'on ship®s articles and is over 16} years of age, whilst

an S.0.S. is at least 174 years old and has been‘seagoing for a minimum

19Statutory Instrument 1962, No. 579; Board of Trade Notice M 489,
paragraph 9 (b).

2080ard of Trade Notice M 489, paragraph 9 (c).

21Ibid., paras. 9 (d) and (e).




of eighteen months, These boys do not keep watches but serve as day
workers. If a deck boy is carried, then they do not normally have to
keep the alleyways and bathrooms clean in the crew accoﬁmodation.
Their work on the ship is mainly unskilled, and they are trained by
working with the A.B.'s and the B.D.H.‘'s,

A Deck Boy is a boy who has served at sea for less than nine
months,22 and the Peggy, as he is commonly known, does the chores of
keeping the accommodation clean (but not the seamen®s cabins), fetching
food from the galley, and washing up in the mess room after meals., 1In
addition, he works on deck but is not given jobs that would be done by
a certificated fating until he has had some experience.

In the deck department there must be A.,B.'s or EB.D.H.*s, but the
other ratings need not be carriedes In fact, on three of the tramp ships
and four of the bulk~carriers in the sample, no boy rat;ngs or lamp-
trimmers were carried. The'manning for British foreign-going vessels is
prescribed in Board of Trade Notice M 489, and because of the similarity
of size of the cargo-liners and the tramps in the sample, their minimum

crews were all a bosun and seven A.B.'s. The cargo~liners had an average

35

deck crew of 11.8 men, whilst the tramps had an average deck crew of 8,4 .

men, The bulk-carriers were all between 25,000 and 40,000 tons gross,
and had a minimum manning of a bosun and nine A.B.%s. The average

complement was 10.4 men.

The Bngine-Room Rntingg

The engine-room ratings are generally recruited after they have
passed their eighteenth birthday and are given a short three-week

training course at the National Sea Training School at Liverpool.

22Ibid., para. 9 (f).
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Thereafter, little or no training is given the ratings, and theymove up

a very short career ladder on merit alone. At least one-engine-room

rating is on each watch, and one day worker is usually on board as well,
The rating is described by the work he does. A fireman tends the

boilers on a steam ship; a greaser or wiper greases and cleans the engine

on a motor ship. A donke;mhn tends auxiliary boilers on ships which have

them. The most common grading was that of donkey-greaser; that is, a

greaser who also looked after an auxiliary boiler used for supplying sﬁeam

to deck machinery, heating systems in fuel tanks, and the accommodation.
The day worker might be called just that, or if there was a career
structure, he might be known as the storekeeper. All the work done by
engine-room ratings in the sample was semi-~ or unskilled, and the skilled
maintenance work was carried out by the engineer officers.

One ship in the sample carried an engine-room hand who was a boy
under 18 who performed unskilled work on a day-work basis and had -
attended a short pre~sea course at Leith Nautical College. The average
complement of engine-room ratings in the sample was 4.2, and no significant

difference appeared between types of ship or in the pattern of trading.

Thg Operating Structure of the Ship

The working structure of the ship is thus divided into departmental
units and into operational and maintenance units. The latter is the
division between watch-keeping and day work; The deck ratings at sea

and out of confined waters do not normally keep a daytime watch on the

bridge but work on deck at maintenance duties. Bridge watches for ratings are

composed of lookout duties, as all the ships in the sample had automatic
steering, and a rating was only placed at the wheel during very rough
weather, in confined waters such as the Straits of Dover, or on entering

or leaving port,
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Table 1.3 (a). Operational structure of a ship®s crew
in the open sea (minimum manning).*

Day Night

Deck

Officers 3 3

Ratings 6 6
Engine Room

Officers 5 5

Ratings 3 3
Radio Officer** 1 1

Table 1.3(b). Maintenance structure of a ship's crew
in the open sea (minimum manning).*

w Peck
Officers
Ratings

(XY™

Bngine Room
Officers
Ratings

Radio Officer**

[y

Day Night
0
0
0
0
0

*Derived from observations on ships "Y' and "2,

**Only one radio officer is carried and his work is
spread out across sixteen hours of the day of
which he will work eight hours.

Because of the four time scales in use on a ship at sea and the
three time scales in use in port, the working structure is fragmented to
a greater degree than the structure shown in Table 1.3. Besides the day
of the watch-keeper who works four hours on watch followed by eight hours
free time, and the day of the day worker which is similar ‘to that of an
industrial worker ashore, there are the time scales of the catering
staff and the Radio Officer, both of whom work a fragmented day (see

Table 1.4).
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Table 1.4, The organizational structure of a ship at sea (minimum
manning): Specimen day with no overtime.

Catering Radio No. of Men
Time Deck Dept. Bngine Room Dept. Officer Working+
12 noon }Second Mate Third Bngr,. Chief Steward
2 Watchkeepers|Jr. Bngr.** 2 Cooks 17
(A.B.)* Watchkeeper 4 Stewards and] On Watch
2 Day Workers (D/Gr.) Boys 1330 _Jr
(A.B.& Bosn)|Day Worker - 1400
| 9
1600 -
Mate Second Engr, |Chief Steward
2 Watchkeepers|Jr. Bngre.** 2 Cooks
(A.BJ)* Watchkeeper |4 Stewards ana| O° Watch 14
(D/Gr.) Boys
1800
6
2000
Third Mate Fourth Engr.
2 Watchkeepers |[Watchkeeper On Watch 6
(A.B.) m/er) | - Wateh
2200
5
midnight
|[Second Mate Third Bngr.
P Watchkeepers [Jr. Bngr.,** 6
(A.Bl ) I‘I:chkeeper
; (D/Gr.)
6
0400
Mate Second BEngr. :
Watchkeepers [Jr. Engr.,** 6
(A.B,)* Watchkeeper
(»/Gre.) 0600
i CS, 2 Cooks, 13
i 4 Stewards and | .
A Hoys__
3 ird Mate fourth Bngr. |CS, 2 Cooks, . ,
q > Watchkeepers Watchkeeper 4 Stewards and ' _
! (A.B.)* (o/Gr.) Boys  goad O en |
i Day Workers y Worker 11 —
: ‘ ¢A.B. & Bosun) TGS, 2 Cooks, 1000 TR
e 4 Stewards and 15
] .
poon | Boys .
‘ *During the hours of daylight in fine weather, these watchkeepers
" will be engaged in maintenance work,
" **On some ships in the sample, there were no watch-keeping juniors;
o instead the junior engineers do day work.
H +Number of men working during at least half the time period.
i -
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The effect of the combination of these four time scales is to
reduce the opportunities for primary groupings to evolve. This is
further diminished, particularly in the engine room, by the amount of
overtime worked by the crew. Given the mechanistic hierarchy of roles
that we discussed earlier, major problems of coordinating the work force
arise on board ship., The officers keep watch at traditional times for _
each rank, and mates and engineers far corresponding ranks; for example,
Third Mate and Fourfh BEngineer in their departmental hierarchies work
during the same spans. The ratings, however, switch watch-keeping
periods usually at the end of the week in order to give each man an
equal share of overtime and broken sleep.

We turn our attention now to the factors which affect the
efficient working of the ship.

The efficient working of the ship is hindered by those systems
which derive from the twenty-four~hours-a=day operation of the vessel,
The superQisory and planning staff in the operating departments, the
Mate, and the Second Bnéineer each keep an operational watch period, and
consequently, their supervision of other maintenance and operations work
must take place in their free time, as must all administrative work. It
is impossible, f;r example, for the Mate to comply yith Rule 29 (the
"Catch~22" of seafaring) of the "Regulations for the Prevention of
Collision at Sea"™ if he is doing any work unconnected with the safe navi-

23

gation of the ship during his watch, If the Mate is to complete his

23"Regu1ations for the Prevention of Collision at Sea™, S.I, = 1965~
1565, HoM.S.0., Rule 29: ™"Nothing in these Rules shall exonerate any
vessel, or the owner, master or crew thereof, from the consequences of
any neglect to carry lights or signals, or of any neglect to keep a
proper look out, or of .the neglect of any precaution which may be
required by the ordinary practice of seamen, or by the .special circum-
stances of the case".
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work load, he frequently finds it necessary to ignore the provisions of
the regulation and take some of his paperwork on the bridge whilst he is
on watch, This means that he does not give his full attention to the

requirements of keeping'a proper lookout.

The Bfficient Wbrkiqgrof the Ship

There is, then, a three-dimensional field of demands which the seaw
farer, particularly at the supervisor and foreman level, must take into
account in every working day. These demands of the operating environment
are internal, external, and uncontrollable factors of ship operations.

The external are the safety regulations, outlined previously, and other

government requirements for the operating of ships.24
Table 1.5, Factors affecting the efficient working of a ship.
Internal Factors Bxternal Factors Uncontrollable
Ractors
Multiple time Govermment regu- Weather
scales lations
Mixture of opera- Company demands Machinery
tions and main- (including failure
tenance respon- market demand)
sibilities and
manpower _
Economic needs of Unions and Shipping Accidents
seafarers Federation
Social needs of Dependency on shore -
seafarers industries for
services

This field of demands also includes those of the company, since company

policy determines the way in which ships are operated:

24 .

Whilst at sea there are no safety regulations such as the Factory
Acts to protect the seafarers, All the regulations are for the safety of
the ship with the exception of regulations concerning lifesaving appliances.
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Frequently we have to do things that aren®t safe or
we would lose our jobs. For instance, the marine
supes. expects me to dock on the morning tide on
Monday, and will have ordered pilots, tugs, and
gangs for us. Now if a fog comes down Or we run
into a lot of rain in the Channel by law25 1?11
have to slow down, and that will make me miss the
tide, The marine super. couldn®t give a damn if

I lose my ticket (certificate] if I don't slow

down, hets only interested in not wasting money

by cancelling gangs and tugs and what have you.
Further constraints are placed by the unions and the British Shipping
Federation, but these are oblique constraints.

The field of internal demands lies within the ship itself. Bquip~-
ment has to be overhauled, and hull and machinery maintenance must be
carried out if it is to operate sucqessfully. In addition to these two
fields of demands, the ship is affected by uncontrollable factors upon
its crew such as the weather, machinery failure, or accidents to men or
to the ship.

Frequently, the days of bad weather affecting work at sea are
assumed to have passed.27 Although the weather might affect the organi-
zation of jobs, it is argued that plenty of inside work can be undertaken,
While a well-found ship has a good chance of survival in even the worst
weather, losses occur regularly in spite of this.28 Yet the greatest
loss of efficiency is due to the physical strain of working on a platform
which is constantly moving in any sort of sea. During the heavy weather

in the research voyages, it was noted that officers and ratings were

25"R.egulat:l.ons for the Prevention of Collisjon at Sea", Rules 16

and 29,

26Rcsearch Notebook 8, Interview with Master, Ship "2".

27See, for example, the Observer, 6 April, 1969, p. 2; the Times,

5 July, 1969, Pe 4.

28The Times, 18 January, 1969, p. S; Bvening Chronicle, 23 January,

1969, p. 1; ibid., 3 Pebruary, 1969, p. 1; Journal, 12 March, 1969, p. 3;
ibid., 17 March, 1969, p. 1; the Times, 24 March, 1969, p. 4, are examples
of cargo ships sunk or badly damaged in heavy weather in the first three
months of 1969. :
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tired or irritable, and the amount of time resting or sleeping inc:eased.29

Bfficiency in the sense of the economical use of men and materials
to achieve a given goal as quickly as possible is thus a mirage on board
ship, The mechanistic system of organization can cope with the demands
of the three fields outlined, but it cannot deal with them efficiently.
Maintenance can be planned, but four days of bad weather or a.deyisiqn by
a cargo supervisor during the loading of the cargo can delay the imple-~
mentation of maintenance schemes, and these are prone to be neglected.
Small wonder, then, as Ramsay has documented and as we have noted with
ship "Z", that seafarers tend to do the work they think will please the
company®s management when the ship is inspected.ao

This situation is fﬁtther compounded by the frequent turnover of
crews. With the exception of those men who are on company contracts,
ratings do not have a continuity of service with a ship or even a company
and are contracted for on a voyage basis. Only 16% of the sample as a
whole returned to a ship after one voyage, and only 7% served on a ship
for a third voyage. The majority of bosuns, chief cooks, carpenters, and

second stewards were on company service contracts, and are not included in

- the percentages above. Allowing for company service contracts, 23% of

ratings returned to the ship for a second voyage, 16% for a third voyage,
9% for a fourth, and 3% for a fifth. A significant difference was evident

in the returns for cargo-liners and tramps/bulk-carriers.

zgneseazch Notebooks 4, 5, 10, 11, 12,

305ee R.A. Ramsay (1966), pp. 94=95.
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Table 1.6. Percentage of ratings returning to ships
for successive voyage.%

] Tramps/Bulk
All Ships Cargo=Linems Carriers

% % %

First voyage 100 100 100
Second voyage 23 36%% 11%%
Third voyage 16 25%% 8k
PFourth voyage 9 13%x 4%

Fifth or more
voyages 3 3 3
N = 455 239 . 216
r*s.d. at 0.01 level ("t“ test)

*Table compiled fram interview data,

Because of this constant chapging of crews, there was a period of
about two weeks at the beginning of the voyage during which the ratings
had to learn about the ship and the functioning of its equipment.

It's always the bloody same. We get a new crowdl
each voyage, and I have to work the ship with the
kids app:entices]because they Ehe crew| don't
know where anything is or how to use it. The 31
kids are willing but they can*t do a mant®s job.

This was particulxly true of the tramps and bulk-carriers, but the cargo-=
liners also suffered a loss of efficiency in the early days of the voyage.

We get a good crowd @éck ratingsj together and they’
learn the ropes, and then we dock after three months,
and the next trip the Bosun and me have to start
traifiing a new bunch. If I can keep the older men,
you know give them extra overtime or good jobs to
make them come back, I will, 32

31Research Notebook 2, Conversation with Bosun, Ship "y“.

32Research Notebook 24, Interview with Mate of cargo-liner company
AB.
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The main consideration, then, is to maintain the status quo on the
ship. The work may possibly be pressed ahead, but on the whole, the
officers? concern is to satisfy the demands previously cited and to avoid
creating further tensions by innovating. It is, to quote a second mate,

e « obloody depressing to work for two trips with a go=-

ahead mate, and then have him replaced by a man who only
thinks of his promotion and not the ship. SOmetimss it

makes you want to cry to see all that work wasted.

Bfficiency is also hindered by out-of~date working methods. As a
ship has a working life of between fifteen and twenty-five years, a wide
range of equipment and technical systems are in existence. Moreover, the
smaller companies, mainly in the tramp and bulk-carriage trades, do not
have the capital resources to adopt innovations that are not already well
proven, 80 a time lag of some thirty years frequently results between the
introduction of types of equipment and their wholesale adoption.

Ramsay has diacussed this point and has attributed it to the con~
servatism of shipowners.34 However, in this 1nstancé the conservatism
reflects the availability of capital for innovation amongst smaller firms,
Management patterns in the small companies?® development stage are aggresw=
sive and seek to maximise returns, but the technical systems of their
ships mirror the lack of capital at the time of building, since the
small company is unable to command .the credit facilities available to
the large or medium-sized shipping companies.

We build a new ship every three years and each time we
have to decide where to obtain our money, and what we
can afford to put into the ship, besides the usual *
questions of size and trade. Because we have to count
our pennies we are at the mercy of the shipbuilder and

the bank, and I fancy that our next ship.[} 26,000~ton
bulk-carr1e€] will cost more to build than the one Jjust

3aconversation with a second mate, cargo-liner company (Liverpool),
March, 1970. :

34R.A. Ramsay (1966), pp. 144-153,




ordered by P & O although they are similar.
The shipyard knows that P & O will place another
30 orders before we repeat one, and consequently
we are at a disddvantage.33
Cranes on cargo-liners have been proven to be time~ and labour-
saving since the interwar years, but a major movement to utilize cranes
did not come about in the Merchant Navy until the late 1950%s with the
"Bulimba" class of ships ordered by the Bgitish India Line., Company AA
did not adopt cranes as standard fittings on its fleet of cargo-liners
until 1964, whilst company AB employed them slightly earlier, The cargo
derricks used before were cumbersome to handle and required constant
trimming and adjustment, resulting in delays to cargo work during normal
operations, This placed a heavy work load on the deck ratings, although
an initial saving in building costs was achieved by the owners.
Seafarers are an international work force and are able to compare
conditions of work on their own ship with those on other British ships
or foreign-flag vessels. This comparison was made by the crew of ship
"B", which was rigged with a pair of derricks at each hatch in the

tfaditional waya

We was fools to have ever sailed on a manky bastard

like this one. We'd have done better to have gotten

that Pacific job ~~ all hydraulics there and the

crowd don?t even touch them. The Mate pushes a

button and they open and close automatic.36

Out-of-date equipment is a major problem for the shipowner who must

expend capital on installation and maintenance, for the ship?s officer
who manages work groups using this equipment, and for the rating®s
effort bargain with the owner and the officer. Out-dated machinery is

relatively labour-intensive, but scales of manning are based upon

automatic steering and warning devices. Although these instruments

35Research Notebook 1, Interview with Director, Company CA.

36Research Notebook 2, Discussion with A.B.%s, Ship "Y*, It should

be noted, however, that older equipment gave the deck crew an opportunity
to use and demonstrate their skills.
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reduce the work loads somewhat, the work load of an old cargo-liner
fitted with these devices is a much greater one than on a modern cCargo-
liner with recent equipment.

Cargo=liner companies which are larger than the average tramp
company can afford to experiment with equipment, and consequently, have
a light;r work load on their more modern liners than the tramp companies*®
moderﬁ ships. Thus, they are able to recruit and keep ratings more
easily than the small companies. The regularity of their voyage pattexmns
and the emergence of a career structure in the larger firms are also

factors,.

Man Management on Ships

Management techniques on cargo=-liners have changed little compared
to those on tankers and bulk-carriers, In situations where a steady
supply of labour comes forward because of the attractions of relatively
"easy" work conditions, good run, and secure prospects, the labour force
has an incentive to conform to traditional patterns of.management, and
the company has no incentive to change them.

Such a situation existed prior to 1960. Since then, the labour
force has declined below the level at which "plum™ jobs are scarce, and
the late 1960%s found shipping companies which had prided themselves on
their reputation in earlier days in the position of advertising for
ratings and officers, and recruiting ratings from the Merchant Navy
Bstablishment (M,N.E.) on a regular basis for each ship, The "easy-
going" patterns of management on bulk-carriers and tramp ships attracted

men to them, as did the higher overtime levels:




Why did I sign up for this heap? Well, she's got
Geordie [&yneside mates for one thing, and they®re
not snotty bastards like them London and Scouser
(Liverpool] liner mates. . .her gear's simple
enough so we won®t be mucking about with fancy
stuff, and the overtime®s good on this run
(Glasgow-Great Lakes-Glasgow). . <How do I know
about the overtime? Well I just bin and asked

the Bosun haven®t I?7,.You can*t afford to sign

on blind these days.

The -liner companies both utilized similar working techniques of
planned maintenange, but supervision was left to the Bosun., During the
research voyages and visitsto the ships, there'was not one occasion on
the cargo liners when a mate lent a hand with a task other than to
summon extra seamen., On the tramps and bulk-carriers the mates worked
alongside the men and took pride in being able to do a rating's work as
well as the rating could.

On ship "2", a cargowliner, the following incident took place:

The deck ratings and the author were sitting in the crew®s mess room
after a morning spent rigging hatch equipment and loading stores in a
port. The stores had arrived at 11:00 and loading was completed at
13:30; as a result, our meal which had been left on the mess tables by
the galley staff when they finished serving at 13:00 was lukewarm and
congealed, and we were eating reluctantly,

The junior apprentice came into the room without knocking and said
that four of us were needed immediately for cargo-watching (guarding
against pilferage) in three hatches. An A.B. told the apprentice to do
the job himself. About a minute later the Second Mate entered, again
without knocking, and asked why no one was down a hatch. The Bosun told
him that the crew had just finished the stores and were now, obviously,
eating their dinner an hour-and-a-half late. He added that he could not

spare men for cargo-watching that afternoon as he had to clean two

37RESearch Notebook 8, Interview with E.D.H., Company BB.
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hatches to be ready for loading next morning and more stores were
arriving later than afternoon, so he suggested that the - apprentice, who
had had the previous day off, and the Radio Officer could watch cargo for
the afternoon. After some argument the Bosun and the Second Mate went to
see the Mate for a decision, The outcome was that we worked as watchmen
that afternoon, thé ratings refused to work overtime after 20:00 that
evening, and the ship was delayed for a day because the two httéhes were
not cleaned and ready.38

This incident illustrates the ad hoc planning in which the officers
engaged. Moreover, it shows the officers? expectation that the ratings
would accept.the same ship goals a; themselves., This expectation dis-
regarded the previous work load as well as the comfort of the seaman.

It also illustrates the lack of courtesy frequently displayed to ratings,
Since it is mechanistic and formal, management on a ship cannot cope with
the pressure of work without placing a stress on immediate goals rather
than long-term ones, and the ratings often find their work being changed
and reorganized without any apparent plan.

Whilst in port ship "Y's" hatch covers were being chipped on the
forward end of No. 3 hatch, a job which should have taken one~and-a-half
days but actually took three to conﬁlete because the A.B.®s had to
confend with moving the ship from one berth to another, handling the
arrival of ship?s sfores on three occasions, raising and lowering derricks
in nine instances, and cleaning up an oil spill 6n deck during bunkering
which was caused when the oil company allowed too great a pressure of oil
in the pipe for, the tank inlet to manage, resulting in an overflow from

the air vent of the. feeder pipe. The last incident could not have been

szeseen, but tﬁe others could, which the A.B.'s recognized. This was

38Research Notebook 8. - i
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the only occasion during the voyage when forward planning was not in
evidence, and as Moreby pointed out, the effect was a breakdown in the
crew?s willingness to accept 1nstructions.39

The seafarer feels that he is a second-class citizen.4o The officer
;hinks his own work is not understood by the company, and therefore, he
is underrated. The rating considers that the officer treats him as a
body, not as an individua1.41 To a certain extent the hierarchical
system on the ship is to blame for the= dissatisfactions. Whereas every
officer has an individual rank and can be identified by it, the rating is
Just one of a crowd, and with an average voyage pattern of tﬁo months,
his name and individuality do not emerge.

The hierarchy also interferes with an awarenesa of the way in which
the ratings live,42 for the officers rarely enter the crew accommodation
except on specific errands or inspection. Knowledge of the officers®
behaviour is widespread, though, due to the free movement of stewards in
and out of cabins during the working day and the use of officers! rooms
as equipment stores and offices. The engineers in particular are notorious
for their bad relations with ratings. Throughout the research period,
engineer officers consistently spoke of greasers as "animals"™, and all
ratings spoke of engineers as being "jumped-up fitters"™. Relationships
with the mates were usually better ﬁecause

Bvery mate has to serve his time at sea —=- they know
what?®s going on and they know how to behave decently

to a man., Some of them are big-headed, but the 43
majority of them are O.,K. if you handle them right,

39Moreby (1969), especially ch. 4,

4oFor example, see R.A. Ramsay (1966), pp. 104-~113; G. Foulser (1961),

PP« 65~67.

41R£search Notebook 8, Interview with E.D.H., Company BB,
42

R.A. Ramsay (1966), pp. 132-135,
43Notebook 8, Interview with Assistant Steward, Ship "2Z", Also see

Notebooks 3, 4, 7, 10, and 11 for similar views by other stewards, A.B.ts.,
and D/Gr's.
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In other words the mates are socialized into their respective roles,
but the engineers do not have this prior socialization. Consequently,
the management of the stresses and strains in a small community is
accomplished more successfully by the mates than the engineers. However,

in a social hierarchy such as a ship, a bureaucfacy, or an army, men are

‘perceived as replaceable. The men at the bottom of the hierarchy are

regarded as of less value within the system and are assigned appropriate
cultural values, whilst those higher in the hierarchy are given values
that may be excessive but are seen by the persons in the upper hierarchy
as being appropriate. It is the assigning of these values which creates
the problems in the relationships between the seafarers, and between the
seafarers and their technology and social environment.

The seafarer's view of his role on board ship is thus determined by
his craft and work expetiénce on the one hand, and by his perceived social
status on the other. An outcome of these two role determinants is
frequently a "them" and "us" attitude to other seafarers on the vessel
which reinforces, as we shall elaborate in Chapter IV, the stereotypes
of "officgr" and "rating." These stereotypes are dysfunctional in the

shipboard setting.

The Seafarer and His Accommodation

The focus of much ill-feeling lies in the provision of accommodation
on board ship. The industry has moved away from the probléms of slums at

44 but it is noteworthy that pressure

sea discussed in the Lancet in 1936,
from seafarers rarely had any influence.on the living conditions supplied.
The literature concerning accommodation at sea largely consists of reports

by medical men, and the pressure on authority exerted by such men as

J.G. Wilson did much to move shipping companhies, the Board of Trade, and

445.6. Wilson (1936).
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international bodies such as the International Labour Organization and
the World Health Organization to introduce higher standards of accommo-
dation in 1938,

These have been revised since, and the ships in the sample had single
cabins for the majority of ratings and for all the officers. The standard
varied from old to new, but the ratings® accommodation tended to be
cheerless, ill ventilated, and was invariably sited in areas adjacent to
the engine room, the steering gear, or in an awkward angle of the hull

45 Officers?®

that could not be used economically for cargo or equipment.
accommodation was roomier, better sited, better furnished, and much more
comfortable,

Since 1938, the shipowner has been obliged by law to provide
mattresses, linens, blankets, and pillows, and since 1960, has been
recommended to provide wash basins and single cabins for his ratings.
Bach cabin is clearly marked as being "certified for the use of oﬁe sea=-
man™ or v, , .officer", or as a navigating space and must comply with
the regulations concerning the amount of space necessary. The size of
the cabin bears a direct relation to the status of the occupant on the
ship as does the standard of furniture. Still, the rating cannot see why
a Mate should have a private shower and toilet, while he has to share a
shower and toilet with seven or eight other men engaged in dirty, manual
work, particularly when the Mate, so far as the rating is concerned, has
a white-collar, sedentary job.

We have to work all day chipping paint and using _
grease, and then there is no bloody hot water because
the water pump needs fixing, or the shower head®'s bust
and you can®t get clean, The cabin's all right on

this ship E‘i'j and you can have your mates in for a
drink and a natter, but even here the ballast pump

45P.H. Fricke (1971); Journal of Commerce, 31 March, 1969, p. 1, for

discussion of accommodation problems on the "Q.E. 2".
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fair vibrates to lift you off the cart &mnk] .

Some ships they put you between the cargo and the
boilers, right? All the cargo's stamped with "Do
not stow néar boilers"™ so they put Jack there .
instead, « . .The mates are all right though. Good
cabins up top with wide bunks and carpets and sinks,
Third Mate®s got plenty of stowage for his Hayboys
with all those drawers and cupboards.46 ‘

The officers ate in a dining salon with white tablecloths and steward
sérviee whilst the ratings ate cafeteria~style or were served by the Peggy
in a mess room resbling a'tr.a.naport cafe. This distinction reinforced
the belief that the officers' food was of better guality, better cooked,
or in some way different. The food is, by and large, the same but service
does differ, and on ship "Z" a great deal of concern was expressed by the
ratings that they were being "cheated”. On ship "Y" all the dishes were '
prepared, so to speak, in front of the seamen; thus, comments were rarely
made and, in fact, there was some laughter at the expense of the officers
because the ratings came to the conclusion that by the time the food
reached the dining table on the deck above, it would be cold whilst theirs
was still hot. The accommodation differentials, therefore, served to
point out the status differentials and reinforced the status recognition
of the members of the hierarchy of the shipboard systenm.

Room and board are considered by all seafarers as part of their
remuneration, so they derive their expectations of the company from the

47 Ship "Y" was an old ship with

way in which they are housed and fed.
facilities that had originally housed two men in each rating®s cabin,
The reduction in crew numbers meant each rating had a cabin of his own,
In addition, the cook was considered by all hands to be first class, and

much of the discomfort was expressed in muted grumblings. On slﬁp g

46 pesearch Notebook 3, Conversation with an A.B., Ship "¥,

47G. Foulser, pp. 43-44; V. Aubert and O. Arner (1958), bp._200-210;
ReA, Ramsay (1966)' De 105.
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the food was also thought to be gquite good, but the accommodation,
although modern, was regarded as cramped and uncomfortable., As noted
elsewhere,48 the cramped housing did not allow for the development of an
active social life, and in consequence, increased the social isolation
of the crew member.

The difficulty that the ratings have had in articulating their likes
and dislikes of accommodation, work systems, and life on board ship are
a function of their use of language. Bernstein has suggested that every
sub~culture has its own "public" language which describes factual objects
and realities constrained by the situation.49 As can be observed from
the quotations, a well-developed idiom is used at sea with its own
technical terms relating to the ship. As communication between offigets.
and ratings is in tﬁié idiom, a constricting us; of language occurs which
further reinforces the reality of the situation. Where ideas and emotions
cannot easily be expressed in common terms, the expression is deflected
through other channels, and often the ship?s cook and his products act as
a safety valve. For the officers the means of expression are at the
expense of the ratings and the company; ﬁoth are viewed as objects to be

manipulated.

Summary

In this chapter we have reviewed the various factors involveg in
the operation of a ship, and have discussed these in terms of three
.types of organizational constraints. These aspects are the

various states of internal concerns with life on board; the management

48p H. Fricke (1971).

493. Bernstein (1959).
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of external forces by the ship's crew; and factors over which they have
no control. As we have seen, a mechanistic.form of organization is
utilized in order to maintain an enﬁironmeqtal equilibfium, but it is
dysfunctional because of the discontent it generates amongst and between

seafarers; and because it masks more suitable methods of ship operation

and management.




CHAPTER II

THE MBRCHANT NAVY: A HISTORICAL OVERVIEW

Introduction

The present structure of the British shipping industry derived from
its position in the pre-World War I years as the foremost supplier of sea
transport. .The industry rose to this place of dominance as a result of
the impact of the industrial revolution upon the British economy and
Britain's status as an imperial power. The combination of an industrial
economy requiring raw materials and foodstuffs and the need to service
the demands of far-flung colonies created the conditions for expansion
of the shipping industry and required large capital resources.

In 1850 most sea captains traded on their own account and usually
were either the owner or part-owner of their vessels. This emphasis on
the single~ship "company" with ownership of the vessels divided amongst
several persons on the basis of shares, sometimes to the extent of sixty-
four shares to a ship, meant that shipowning was, like ship insurance, a
form of investment carrying rélatively little risk.l In a boom period
many shipmasters were able to amass sufficient capital to buy their own
ships, and seafaring provided a means for ambitious men to move upwards
rapidly. |

This system of share ownership and payment still exists .in the fishing
industry and in some of the bulk and tramp trades, but the advent of

steamships caused ownership to become concentrated in the hands of ship

1S.G. Sturmey (1962), pp. 359~362; S. Plimsoll (1871); the single-
ship company is still favored by speculative shipowners and is the basis
of the Greek shipping industry.
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brokers and agents. Steamships were expensive pieces of equipment and
required a premium trading'p;ttenn if they were, in the early days, to
compete with sailing vessels.2

The capital required to build an iron ship and equip it with steam

engines was considerable. Once the vessel was in service, the steamship

. required a crew that was at least twice the size of that of a sailing ship,

since deck work continued on both and the steamship also had to carry
engineers and firemen., In addition, the cost of maintaining and pro-
curing coal stocks abroad and the provision of replacement parts were

factors which required a regular trading pattern.

Cargo-Liner Companies

The major shipping companies of today owe tﬁeir existence to the
British lead in mechanically powered shipping in the mid=nineteenth
century. Liverpool was the centre of these developments, as it served
the new industries of Lancashire and had previously established itself,
like Bristol, by participating in thke slave trade. From 1830 to 1880
Liverpool expanded its ship~brokerage in@pstry which was based on the
need for raw materials and on the benefits of share ownership. Some
future shipowners like the Harrisons entered the commercial world of ship
brokerage through contacts and wealth from land ownership; others such as
the Williamsons, from seafating-families with a tradition of owning shares
in the vessels they sailed;3 still others like Alfred Holt came from the
new industrial towns, and through refinements of the marine steam engine,

built a fortune by providing reliable and cheap sea transport.4

2p.B. Hyde (1957), esp. ch. 1.

3p.B. Hyde, J.R. Harris, and A.M. Bourn (1967); G. Chandler (1960).

4F.B. HYde (1957).
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As the ship-broking business prospered, particular trades were.
established. Harrisons® developed the Charente brandy and Oporto wine
trades in the 1820%s, and as cargo offerings became larger, they gxpanded
the number of ships engaged in the trade, at first through co-ownership
on a share basis énd then with ships bought on their own account.5 A
similar pattern of activity was followed by George Holt and his son
Alfred, who, after his apprenticeship as a railway engineer, capitalised
on his fathé:'s marine experience and developed a trade to the West Indies.
When this, the traditional Liverpool trade, became unprofitable, he
redesigned the marine engines then in use and with new ships formed the
Ocean Steam Ship Company (Blue Funnel Line), which opeﬁed up the Liverpool-
China trade in 1865.6 The Brocklebanks, the Ismays, and the Inmans were
other families that entered shipowning during this period, and they all
created shipping lines which are now a part of the ten largest United
Kingdom shipping companies.

The manner in which shipping companies have grown is worthy of note.
Once a company established itself in a trade, it continued in that trade,
and expansion, particularly after 1890, came about by buying other
shipping companies and their trading interests or through mergers, This
pattern is clearly shown in the Rochdale Report,7 and Sturmey disting-
uishes the process as being the decline of family interest in the
shippiné business and subsequent seeking secure profits rather than
competition.8

"Conference" arrangements for fixing freight rates came into being

during the 1880%s, and these arrangements persist today. The United

F.E. Hyde, et al. (1967), ch. 1; G, Chandler (1960), pp. 153-156.
F.E. Hyde (1957), ch. 2; G. Chandler (1960), pp. 35, 211-221.
Rochdale (1970), Appendix 3,

S.G. Sturmey (1962), chs, 14 and 15; J.,H, Singman (1963).

QW ~ & W
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States Federal Maritime Commission has argued that conference arrangements
. ' %

stifle free competition and are detrimental to the interests of shipperse

This issue was explored by the British Govermment in enquiries in 1909,

1923, and 1970,°

but in each case it was decided that conference arrangew-
ments served to stabilize prices of raw materials and transport, anﬁ
permitted shipowners to provide shipping services to areas which would
otherwise be uneconomic to handle. |

A consequence of these pooling arrangements within the conference
has been to stultify competition, and after 1909, company mergers in the
liner trades became the usual form of growth. These companies were
united into shipping groups, often retaining their original identities
after the takeover but releasing new trades in which the whole group
could participate.

As Sturmey has pointed out,11 a consequence of the formation of these
groups is that the cargo-liner companies are characterized by formal and
rigid management structures. They typify the mechanistic organization
posited by Burns and Stalker. These cargo=-liner companies stagnated
during the period between 1920 and 1960, Long-established trades and
management patterns combined to create a form of conservatism that
actively soqght to preserve a stafus quo.13

This conservatism has been broken down by three factors: a change in
patterns of trading activity followiﬁg the Suez Canal closure in 1956; the
move by owners of bulk~ and liquid-carriers toward economy of scale in
ship size and technological developments; and the impact of the Pea:eon"
Inquiry and Rochdale's Committee. It should be emphasized that the .
influence of the last did not occur through the publication of the tw6
reportg but rather through the need to prepare evidence for these documents

and the subsequent picture of the "real™ company that managements received.

9Committeé on Merchant Marine and Pisheries (1954), pp. 50=55; Committee
on Merchant Marine and Fisheries (1961); also see Rochdale (1970), paras. 435-
436; S.G. Sturmey (1962), pp. 325-326, 338-340,

1oReport of Royal Commission (1909); Report of Imperial Shipping Com-
mittee (1923); Rochdale (1970).
11
S.G. Sturmey (1962), pp. 377-382. - 12T, Burns and G.M. Stalker (1961).

13pochdale (1970), paras. 64-65.
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I think that the most shattering thing about the
strike (the 1966 Seamen's strike] was the realiza-
tion by J,. [?argo-liner company directoé] and my-
self that we knew nothing about the day-~to-day
operation of our ships. We had prided ourselves
on the contacts we kept with the ships, but had no
idea of the wax the crews were pushed around by the
junior staff,l

The Rochdale Report phrased it somewhat more succinctly:

At the beginning of our Inquiry E%ﬂ it was
obvious that the wind of change was beginning
to blow through the industry. At that time it
seemed little more than a zephyr; it has become
a gale.15

Bulk and General Cargo Companies

The world of the bulk-carrier and tramp shipowner has been somewhat
different. The tramp shipping companies have traditionally carried
cargoes anywhere in the world for the shipper who offered the best rates.
These owners, therefore, are exposed to the full force of free intetns-,
tional competition and are unable to cushiqn periods of economic recession
as the cargo—liner operators can by means of the liner~conference system.
Preight rates reflect the supply of, and demand for, tonnage in the
tramp markets. To offset this, owners seek to place some of their shibs
on long-term charters, where income is assured but profits are fixed,
and the remainder of their vessels on short-term charters where, during
the Suez Canal closure in 1956-57 for instance, freight fates can be very
high and profits in excess of the long-term charters can be earned.

Unlike the cargo-liner groups, tramp operators have few ships, and

with the exception of tramp companies absorbed into liner groups, con-

siderably fewer resources for expansion. This has caused the majority of

14Research Notébook 1, Interview with Director, AB Company.

15 :
Rochdale (1970), para. 7; for similar effects on industry of the
Government Inquiry, see K, Prandy (1965), pp. 23=-24,
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owners to be less ready to accept new technologies until they are proven,
but at the same time has developed a need for a vigorous form of management
if the company is to succeed. Thus these companies move toward a flexible
and informal form of mamgement because they must adapt to a constantly
changing market situation. In the cargo-liner company AA, there is a
ratio of one member of the shore staff to every two seafarers; in the

small and dynamic tramp company CA, there is one member of the shore staff
to every nineteen seafarers,

Tramp companies have traditionally been small, and Sturmey noted that
in 1960, nearly 25% of British tramp tonnage was owned by fifty small
companies.16 Commonly, nowadays, a group of these companies are run by
a joint management concern or, with the advent of very large bulk-
carriers, a consortium will be set up to manage a fleet of ships: An
example of this is the Seabridge consortium which

e o ocurrently has as members Bibby Line, Bowring Steam-
ship, H, Clarkson, Houlder Bros. (which is a member of
the Purness Withy [cargo-liner] Group) Hunting & Sons
and Silver Line, management of Seabridge itself is
responsible for marketing and deploying, but not hus~
banding, the ships. The member companies receive an
income from chartering their ships to Seabridge and from
the profits made from its total operations.l?

This form of shipowning allows the companies involved to retain a
large measure of independence whilst being able to exploit modern tech-
nologies. The degree to which independence, particularly from government

intervention, is sought was stressed by a northeast coast bulk~carrier

owner:

¥65,6. Sturmey (1962), p. 363.

17Rochda1e (1970), para. 533. :
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I am in shipping because I love the business. If
Rochdale thinks that my firm is too small and tries
to force me to sell out -~= to rationalize is the
expression I believe -- then I would rather sell

an interest in my firm to a foreign owner and
manage my own ship for him than become part of a
large British combine., Shipping is exciting.

You have to pit your wits against those of other
men to obtain cargoes, to plan for ships to be

in ports at the right time.l8

It is this independence that makes tramp owners individualistic,
"hard~nosed™ men. Pooiing arrangements for tonnage and cargoes are
foreign to their way of thinking and, in fact, have occurred only in
times of distress. It is noteworthy that company CB, formerly a major
tramp shipping company, had declined dramatically following the deaths of
its original principals and had then moved into other forms of business

more suited to a bureaucratic corporate structure.

The Bmployers?® Association

The British Shipping Federation19

is the employers® association
representing the shipowners and was founded in 1890 as the Shipping
Pederation in answer to the growing organization of seafarers by trade
unions., With the Employers? Aésociation of the Port of Live:pool,zo it
bitterly fought the trade unions in the period 1890-1914, Prom the first
the Shipping Pederation sought to control employment by means of Federation

"tickets", Union members were not allowed to hold these certificates, and

18Company CA, Interview No. 1, p. 4.

19L.H. Powell (1950). The following section is based upon this
book. Also see Rochdale (1970), paras. 1110-1118.

2OOU:iginally organized by the members of the Liverpool Steam Ship Ownerst
Association (founded 1859) to undertake collective action in labour rela-
tions,
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the shipowners agreed to take as crew members only those seafarers who
held tickets,

Two factors aided the Federation?®s activities in the 1890%s. The
first was an economic :e;ession, and the second was the number of Members
of Parliament on whom the owners could call to support their case.21
1894 saw the passage of the Merchant Shipping Act, an act described as
a return to the age of the windjammer.z2 Saville has stated that in the
nineteenth century, "no other employers; organization (?a%] quite as
aggressive and as unscrupulous as the Shipping Federation".23

The militancy of the Shipping Federation was muted by the introe
duction of the National Maritime Board in 1917, Set up by the government
to regulate the shipping needed for fhe war effort, this board had members
drawn from the goverﬁment departments concerned, shipowners (represented
by the Shipping Federation and the Liverpool Bmployers?® Association), and
the trade unions, In 1920 the shipowners?! and the seafarers® unions
agreed to continue the N.M.B, as the joint consultative body, and since
then this body has met regularly under joint chairmen, with the Shipping
Federation24 administering the agreements on the employers® side.

In 1947 the Merchant Navy Bstablishment was organized to provide
'bmployménf exchanges" for seafarers; and the Shipping Federation admin-
isters this scheme on behalf of the industry as a whole.25 There are
twenty-one regional offices in the principal ports of the United gingdem

at present, and all British seafarers not on contract to a shipping

.company seek employment through this organization,

215, saville (1960).

223. Mogridge (1962), p. 287,

23J. Saville (1960)’ Pe 330,

24The Shipping Federation and the Bmployers® Association of the Port

of Liverpool combined in 1967 to form the British Shipping Rederation,

zsnpchdale (1970), Appendix 9, patas. 1, 3; D. Moreby (1968), pp. 199,
203.
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Besides the administration of the M,N.B, on behalf of the N.M,B.,
the British Shipping Pederation recruits and trains ratings,26 compiles
shipping and manpower statistics, conducts management training courses
for ships?! officers and petty officers, and represents the owners in any
public issues relating to manpower and employment in the Merchant Navy.
The Federation thus reflects the views of the majority of its members at
any one time, and consequently is conservative in its administration of
policies, and bureaucratic in its form of organization.27 Federation
officials think of themselves as servants of the shipowners which colours
their attitude to the seafarers with whom they come in contact:

e« o« oif I didn®t chase a man for a job, he would never

sign up. I have to keep my ships sailing and this means

that if I don*t have a suitable man here I have to send

for one from another port. If I have a good ship in I

won*t send any of the riff-raff: there's too much 28

drinking done Ew ratings] before ships sail anyway.

In areas such as management training and education, where the Federa-
tion has a broad view of the problems of the industry and is conscious of
the need for innovation, it is hampered by the cumbersome system of
trade, regional, and specialist committees, yet there is recognition of
the educative value of the committee:

Some of the more reactionary of them (}he shipowneré]
say "no" to any idea head office propose, usually on
the grounds either of tradition or cost. My solution
is to suggest the ringleader as a member of the com-

mittee dealing with the problem: he usually changes
his mind after a year or 80,29

26In the National Sea Training Schools, a joint N.M,B,, Department

of Trade and Industry and Department of Bducation and Science organization,
administered by the B.S,F.

27A management study is presently in progress of the relations between
the B.S.F. and the shipowners. It is being conducted by Booz~Allen and
Hamilton and, hopefully, will streamline and modernize the existing pro-
cedures of committees and consultation.

zsResearch Notebook 2, Conversation with B,S.P./ M.N.B. counter clerk.

29Research Notebook 2, Interview with B.S.F. Regional Secretary.
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The ability to innovate, however, is seriously hampered by the com-
mittee system. For each new development the Federation spawns a new
committee, subcommittee, or ad hoc working party, and more time is spent
coordinating and servicing the needs of these groups than on projections
an& planning. Sermier showed that training programmes are concerned
primarily witﬁ bast needs, not the development.of shipping at present and
in the future.30 The Department of Trade and Industry (formerly the
Board of Trade) must take a large measure of responsibility for this, as
its emphasis on safety above all has tended to reduce nautical education
to the level of "cramming" and has not stimulated the seafarers® skills
or awareness of skills,

The Pederation has not pressed the merits of new techniques in its
meetings with the Board of Trade and the N,M.B. because of the failure of
its members to provide it with all the relevant details., Its inability to
keep abreast with manning changés, for instance, was shown in the decision
of individual oil companies to go ahead with new manning scales and to

negotiate separately with the Board of Trade and the unions.31

The Development of the British Shipping Industry:s A Summary

In summary, the development of the British shipping industry?s
structure stems from the application and utilization of the steamship, and
the creation of regular cargo-liner services requiring a minimum of com-
petition if a worthwhile level of profit is to be maintained, This
avoidance of competition causes cargo-liner companies to develop a dynamic

conservatism32 which seeks to forestall change and the disturbance of the

308. Sermier (1967), pp. -78=79.

31Thq Seaman, September, 1967, pp. 161=163.

32D- Schon (19067). .
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status quo. In such a structure the inefficient firm can exist nearly
as well as the efficient one.

On the other hand, there is maximum competition for cargoes in the
tramp and bulk-carriage trades, and as a result, a fiercely felt need for
independence on the part of the tramp and bulk~carrier owners. Change is
an everyday feature of the market for these companies, for they are
limited only by their capital in the exploration of new forms of tech-
nology and trade. Because of the marginal profits earned in a totally
free international market, the companies in this sector are small and
unable to expand with new tonnage. Their pooling agreements, or consortia,
show their desire for independence. The shipowners?® association reflects
these two strands of conservatism and independence in its attitudes to
innovation and to the govermment.

The present arguments over the future training of deck officers
demonstrate this point. Th; need for better training with a higher
education content has been enunciated by several leading figures in the
shipping :i.ndustry.33 Following the Pearson Inquiry there was a possibility
that the Merchant Navy Training Board would be reconstituted as a statu-
tory body, as recommended.34 The British Shipping Pederation, with the
approval of its members, suggested seyeral ways in which the industry
could continue to have voluntary responsibility for the training of its
employees.35 Since the general election of 1970, it would appear that
the prospect of an industrial training board has been reduced, and for
example, where the shipowners had agreed to back the M,N.T.B, proposals
for a revised and longer syllabus of studies for the Master®s and Pirst

Mate!s certificates, this support has been partially withdrawn.

334. Stewart (1970); B. Sermier (1967); A. Voll (1967); The Seafarer,
Summer, 1968, pp. 5~7.

34Pearson (1967), para. 34,

S
3 Rochdale (1970), paras. 1030-~1037.




The Seafarer and His Unions

In aﬁ authoritarian structure those who obey orders

build up aggression against those who give orders.

This is especially the case in our culture, which

highly values personal independence and authority.

The protection of the union allows the employee to

voice his feelings against individual supervisors

and ﬁgginst manngement.36

In making this statement Miliet and Form postulated an ideal type of
union-worker relationghip which served as an alienation- and frusttatiop-
relieving model. The seafarer tends to see his union, if he is a rating,
or his association, if he is an officer, as part of that authoritarian
structure suggested by Miller and Form, and his actions take forms which
reject unionism yet still seek collective solutions to his éroblems and
grievances. The purpose of this section is to analyze these tensions
and to discuss the social problems arising from them by placing the
tensions within a historical perspective.
Seafarers? organizations have been functioning for séme time. In

1457 the Seamen?s Guild of Hull built their almshouse and entertained
their fellow citizens with a production of the mystery play, "Noah and
the Flood™. Other ports organized their own seafarers? companies or
guilds during the next twoeand-a-~half centuries, each modelled on the
example of Trinity House, Hull, and all dispensed help and care to
elderly seafarers or their widows. Scarborough Trinity ﬁouse and the'
Whitby Seamants Hospital, founded in 1602 and 1675 respectively, were
funded by levies of one shilling for a shipowner, sixpence for a master,
and one penny for a seaman for each voyage. Based on individual ports,
this collective insurance against injury and death continued into the’

nineteenth century, when it found a ready outlet in the charitable

enthusiasms of the Victorians @nd their desire to succor the heathen.

36D.C. Miller and W.H. Form (1964), p. 317.
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Between 1800 and 1914, twenty-two benevolent funds, eight missionary
societies, six homes for the aged, four training ships, three schools,
two hospitals, nine orphanages, and fifteen societies operating seamen®s
bethels were founded., Since 1914 eleven more benevolent funds have been
e¢reated, the most important being the King George®s Pund for Sailors;
three societies and two further missionary organizations have been set
up as we11.37 |

Obviously, the physical and moral welfare of "Sailor Jack" is well
looked after, but with two exceptions, these are all organizafions tending
to his needs ashore. The two exceptions are thé Seafarers® Bducation
Service and the College of the Sea., For the seafarer afloat, organized
assistance has beén left to his trade union and the govermment. The role
of the government in the seafarer?s life is of great importance, and
labour relations at sea have depended upon government intervention to a
greater extent than in any other industry.

In 1843, Mr, Liddell, the British Consul-General in Gothenburg,
wrote in his consular report to the Poreign Office: "Any plan for the
reform of our mercantile service must, to succeed, bring with it better
pay, permanent employ ~- in short something to make it worth while for
men to behave we11.“38 Fifteen years later Captain Pierce told the
Parliamentary Commission on Manning:

Seamen are an exceptional class. They have always been
considered so, and always will remain so. What other

description of men require their agreements for labour
and service to be watched over by a public officer?
What other men require the assistance of a public
officer to see that their accounts are correct and
their wages are properly paid? And this arises from
their habits, their &ducation, and the peculiar
duties these valuable men are called upon to perform.

37c.H. Milsom (1968).

38'1‘. Brassey (1877), p. 314,

391bid., p. 221.
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To a lesser extent t.;nese same ¢;ondii;ions prevail today. When Thomas
Brassey, M.P. and autho:.of a book on merchant seamen, wrote in 1877, he
was advocating the reform of the Merchant Shipping Acts of 1850 and 1854,
He was also urging the adoption of a standard wage for seafarers, proper
training, and adequate systems of relief for disabled gnd elderly seamen.
This concern of government for'the seafarer parallels the development of
industrialization aﬁd the growth of trade., When Britain was an agrarian
country, the goods carried in the sea trades were luxuries; as Britain
industrialized, the sea trades brought the raw materials for manufacturing
and then delivered the finished goods to world markets.

Safety in British shipping barely existed in the early nineteenth
century., Between 1816 and 1818, 1,114 British ships and 2,300 British
seamen were lost at sea. The yearly average of men lost rose to 894
seamen in 1835, and in January, 1843, 140 ships and 500 seafarers wete
lost in three days.4o The seafarer®s plight was similar to that of the
proletariat described by Burnett: His accommodation was verminous,
cramped, and ill ventilated, and his food, poo:.41 Unlike the worker
ashore, however, the seafarer lived with danger, Many ghips were illw
found and the officers incompetent. Small wonder that the seaman found
solace in gint

Pollowing three governmmental enquiries, in 1836, 1843, and 1847, the
Mercantile Marine Act was passed in 1850, creating the Board of Trade and
giving it responsibility over safety ;f life at sea. The Act empowered
the Board of Trad? to examine masters and mates for proficiency in

navigation and shiphandling and to license them, Shipping offices were

established to supervise the engagement and discharge of seafarers.

40c.1, -Milsom (1968), p. 77.

415 Burnett (1968).
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Further legislation concerning safety of ships and minimum requirements
for conditions at sea was enacted in 1851, 1854, and 1876. All pro-
visions for the regulation of shipping were consolidated in 1894, revised
in 1906, and are currently being revised again.

This long summary serves to illustrate the involvement of government
in basic fundtions normally assumed by the trade union; namely, conditions
of work and protection of the worker. As we have seen, the involvement
was primarily a concern for safety of ships at sea, and the first "trade
union® arose.in 1857 from the interest of Liverpool shipowners and masters
in judgements given by Board of Trade courts of enquiry into marine
casualties, This organization, the Mercantile Marine Service Association,
was ch;rtered by Parliament

to conserve the interests of the British Merchant

Service and to promote the general improvement of

nautical men by education, wholesome laws, obtain

redress for wrongs, procure employment, care for

the helpless and aged, and by every gossible means

to seek the welfare of the Service.4
Because the Association had members who were shipowners Qs well as sea-
farers, the emphasis was placed on welfare work and education of sea-
farers, not on the improvement of conditions at sea.

The first union was formed by Sunderland seamen in 1879 and emerged
as a national union in 1887. Havelock Wilson was the General Secretary,
and it had a strength of 500 members.in 1888, 65,000 members in 1890, but
only 4,300 in 1895, This rise and fall was due to two factors: the demand
for seafarers in the boom years 1888-;891, and the employers® forming

a counter organization known as the Shipping Pederation, Numerous

strikes in local ports and regions occurred in 1889 and 1890, and the

42C.H. Milsom (1968), p. 195.
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National Amalgamated Sailors' and Fireman's Union drew up a six-point
programme which was accepted in part by the shipowners in 1890 but only
on a local basis. These early successes were soon offset by the work of
the Shipping Pederation.

The Shipping Fede;ation was formed in September, 1890, at the urging
of the shipowners on the Tyne and was primarily a strike-breaking organiza-
tion with th;ee depot ships an& branches in all the ports. It undertook
to supply labour to its members? ships, hired men only tﬁrough.its own
offices, and issued "tickets™ to seamen who fegistered with it for employ-
ment at sea. The union continued to strike, but such uction-gecame. less
succeasful as a trade slump hit British shipping and as the Shipping
Federation?s strike-breaking and legal tactics developed.

The union®s programme was a simple one: It wanted all crew -members
to have the right to receive pay advances on the security of their wages
and allotment.rates; it sought to establish reasonable hours of duty and
fair rates of pay; it attempted to raise the standard of accommodation
and 1nstifute proper hostels in British ports in which seamen could stay
between voyages; it aimed to provide legal aid for seamen and compensatién
for accidents or shipwreeks; and the union wanted to control the supply of
sea_men.43

In 1894 the union was forced into voluntary liquidation and re-emerged
as the National Sailors* and Firemen's Union, again with Havelock Wilson
as General Secretary. The battle moved to Parliament in 1894, and the
Merchant Shipping Act was passed with disciplinary provisions designed to-
prevent incursions upon thﬁ shipowners® prerogatives by the uniogs. This

act, its amendmepts of 1906, and subsequent dispensations by the Bogsd of

Trade governed the conduct of shipping during the period of the survey,

43National Union of Seamen (1961).

-
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and with 748 sections and 22 schedules, was the longest Act of Parliament
on the statute books. The key provision of this act for our discussion
is found in Section 236 (i)

which makes it a criminal offence, if a person wilfully

harbours or secretes a seaman or apprentice who has wil-

fully neglected or refused to join or has deserted his

ship, knowing or having reason to believe the seaman or

apprentice to have so done.44
These sections clearly outlaw normal forms of industrial action and have
been the key factor in the lack of power of the seafarer®s unions,

Union activity continued in spite of the Act until 1913, and by

this time, the seamen had been joined by the officers. In 1893 many
of the sea~going members of the Mercantile Marine Service Association
felt that the Association did not represent their professional needs
adequately nor did it obtain better conditions for them. For these
reasons the Imperial Merchant Service Guild was formed in that year,
and by 1903 had a membership of 10,000 officers and masters,

. The strikes, ilthough illegal, brought some redress of the seaments
complaints, and by 1911 the seamen had been brought within the scope of
the Workment's Compensation Act, but the questions of manning scales,
standard wage rates, and hours of work had'not been settled. In June,
1911, the seafarers!' unions in five Buropean countries including Britain
went on strike, and after three months gained considerable concessions on
all three points. By 1913 the National Sailors® and PFiremen®s Union was
pressing for a national wages board, and only the advent of war prevented
further official strikes.

The first three years of the war were marked by a sporadic series of
unofficial work stoppages over war-risk payments and poor accommodation.

The government intervened in 1916 by setting up a Ministry of Shipping,

and in 1917, a joint board of employers and seafarers was formed under

44Pearson (1967), p. 81.
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the chairmanship of the Minister. This Nltiénal Maritime Board was em-
powered to negotiate standard wage rates, the supply of seamen, and the
conditions of service on board British vessels. The Board was one of the
first instances of industry-wide collective bargaining in Britain and is

the longest lived, as it still constitutes the basis of present-day nego=-
tiating machinery. The Board established a labour supply joinfly controlled
by the unions and the Shipping Federation.

A series of splinter unions formed in the years 1913 to 1920, but by
1927, the National Sailors® and Firemen®'s Union, or National Union of
Seamen as it was known after 1926, represented all seamen and figemen with
the exception of some stewards and other catering staff. The closed shop
was a reality so far as ratings were concerned, and by this means, the N.U.S.
controlled the supply of labour in the industry. 1In fact, the N.,U.S. was
so intent on advancing its claim to be the sole bargaining agent for
ships* ratings that it accepted a reduction of wage rates in 1923 due to
the slump in trade and took no part in the General Strike of 1926. For
its failure to participate, the union was expelled from the T.U.C. for
one year in 1928, Since the government had withdrawn from the National
Maritime Board in 1919, the industry entered the depression years with a
Jjoint negotiating system which was unique: equal employer/employee
representation on panels covering all aspects of recruitment, conditions,
wages, and labour rxelations.

The National Maritime Board negotiating machinery successfully
weathered the Depression although in 1930 over one-third of all British
ratings (about 20,000 men) were unemployed. In 1932 two-thirds of
British ratings were out of work, and almost 1,663,000 tons of British
shipping were idle. Wage cuts had to be made, but the manning scales

were maintained, and all the cuts were restored by 1937.45 That year,

45National Union of Seamen (1961), pp. 12-16.
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the Board of Trade commenced examining ratings and awarding them certifi-
cates of competency in conjunction with the National Sea Training Schools,
sponsored by the Shipping Pederation in cooperation with the N.U.S.
(Officers had been certified since the Mercantile Marine Acts of 1851)

In the late 1930%s the Board of Trade also made a start on reviewing
the regulations covering standards of accommodation and creating new ones.
No official strikes took place during this time, and in the war years,
the emergency proclamations of 1940 forbade all strikes in the Merchant
Navy. These measures were not repealed until 1951, Out of a total of
150,000 serving, slightly more than 30,000 British seafarers lost their
lives in World War II, which represented a higher casualty rate than in
any other section of the wartime community with the exception of bomber
crews.

During the post-war years, the union was occupied with "housekeeping"
problems., The Merchant Navy Establishment came into being in 1947, and
much work was done on training and :ecruitmen@. Pay rises came slowly
until 1960, when a 44-hour week with a 74% pay rise was negotiated. Yet
there were widespread unofficial strikes with major ones occurring in
1956 and 1960, These were directed at the N.U.S., which, it was claimed,
had lost touch with rank-and-file members., The dissatisfaction cul-
minated in two unofficial stoppages during the summer of 1960 and led
to the creation of the "ginger group" known as the Seamen®*s Reform Movement.
The union reacted savagely, and through the medium of the joint disciplinary
committees, removed the strikg leaders from the industry. Most of these
men were later reinstated, following a change of union leadership, and a
period of militancy leading to the 1966 strike folloned.46 This militancy
is still a force in today's union, but as we shall see, seamen are still

far from content with their union.47

46J. MacFarlane (1970a).

47P. Foot in R. Blackburn and A. Cockburn (1967), p. 176.
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The officers® associations had also been through a quiet time between
the wars, and_changes.were made in structure rather than substance. The
Imperial Merchant Service Guild and the Mercantile Marine Service Asso-
ciation were not trade unions, but they combined to prevent the rise of
the British Merchant Service League, founded in 1920 as an officers®
trade union but dissolved in 1921. However, the need for a comprehensive
insurance system for officers® certificates of competency was apparent
and was met by Captain W.H. 900mbs' Navigators ang General Insurance
Company. This comﬁany not only issued insur;nce policies but found itself
running legal advice and tax departments, and in the Depression years, an
employment bureau as well,

In 1935 these activities were spun off from the insurance company,
and the policy holders were invited to join the Navigators? and BEngineer
Officers? Union (N.B.O.,U.,). This caused the Mercantile Marine Service
Association and the Imperial Merchant Service Guild to reunite as one
organization, and later, to join the Officers?® (Mg:chant Navy) Federation
in 1942, at which time the M.M.S.A. became an association for shipmasters,
and the N.B,0.U, represented all other officers excluding those belonging
to the Radio Officers® Union, the Marine Bngineers? Association, or the
Amalgamated Union of Bngineering and Foundry Workers. There was still
some overlap of negotiating responsibilities, and in 1955, the M.B.A. and
N.E.O.U. merged to form thelnezchgnt Navy and. Airline Officers® Association.

None of these organizations has taken strike action, and again, dis-
satisfaction exists on the part of members over the lack of militancy.
Interestingly, however, 74.8% of the members of M.E.A. and N.E.,O.U. in
1955 considered that “pssociation" was a better title for their new
organization than "uniqn“.48 None of the officers® associations operates
a closea shop, and when the opportunity for such has been presented, 1t-has

been rejected by the association,

480.H. Milsom (1968), p. 198.




Other Organizations in the Bnvironment of the Seafarer

We propose now to review briefly some of the workings of the organi-
zations which influence the day~to-day life of shipping companies and
seafarers;. Some of these bodies are, to the seafarer, figures in the

background, whilst others affect his well being directly.

National Maritime Board

The most important of these bodies to the seafarer is the National
Maritime Board. We have already shown the degree of control exercised by
the British Shipping Pederation on behalf of the shipowners, and by the
unions on behalf of the men, which has been shared in the workings of
this body. The Board®s effectiveness can be stated simply: With the
exception of sporadic, unofficial strikes, no industrial action took
place in the shipping industry between 1917 and 1966, This consultative
organization and the collective~bargaining techniques served the industry
well49 in periods in which there was little social or technological
change,

This system of uniform and blanket bargaining is now out of step
with the needs of the indust;y. The unions and some shipowners have
recognized this, and have made separate agreements concerning hours,
wages, job definition and leave. By terming these settlements *pro-
ductivity deals" or "special manning agreements", the spirit of the N.M.B.
agreements has been broken but the word kept, for the N.,M.B,'s purpose is
to set the standard rates of pay and conditions of work for practically
all seagoing personnel in the Merchant Navy. The companies have always
negotiated separate rates of pay for their officers (and part of a

company®s status can be assessed by its level of pay) on the basis that

49Rochdale (1970), para. 1164; Pearson (1967), paras. 133-145.
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these men were part, or at least extensions, of company management. For
officers, the N.M.,B, rates of pay and conditions of work have been regarded
as minima. Ratings, however, have normally been transient employees of
shipping companies, and the rates in the Blue.Bookso have been adhered to
quite strictly.

51 can be summarized as follows: to

The objectives of the Board
negotiate wage rates, hours, and conditions of employment between ship-
owners and seafarers; fo establish these as national standards; to maintain
a single source of suppiy of ratings for the shipping industry, jointly
controlled by the shipowners and the seafarers. This supply of labour
operates through the Merchant Navy Establishment Scheme which, as we
have seen, is itself managed by the British Shipping Pederation. The
supply of labour is governed by three ﬁrinciples: (1) that tbe'shipowner
has the right to select his own crews from the men offered by the Merchant
Navy Bstablishment; (2) every seafarer has equal rights of iegistration
and employment; and (3) seafarers have the right to select their ships.

The National Maritime Board is organized on the basis of committees
or panels with twelve representatives each of the shipowners and the seaw
farers sitting on each committee. There are s@x of these committees, and
during the period of resear:ch,s2 each one had a specific field of interest
in one of the following areas of industrial relations at sea: shipmasters,
deck officers, engineer officers, radio-officers,_&eck and engine=-room

ratings, and catering ratings. These six committees assess problems in

soThe National Maritime Board Year Book specifies all rates of pay,
special payments, benefits and leave scales. It also lays down those
living and working conditions which are considered advisable,

51y H, Powell (1950), pp. 37-43; C.H. Milsom (1968), pp. 205-208;
D.H, Moreby (1969), pp. 197-199,

szAt present there is a reappraisal of this system; a modification

occurred in 1970 (B.S.F. Circular), and Rochdale (1970), para. 1164, made
recommendations for change on the grounds that the system was too bureau-
cratic and cumbersome,
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their own Qphere of interest and negotiate settlements within their
brief. Major issues are considered by the whole Board.

To supplement the work of the ratings?® panels and to provide *on
the spot™" adjudication of differences, there were, in 1969, seventeen
district committees whose function was to settle minor disagreements and
to refer questions of principle or matters affecting other ports to the
national committee. The daily problems are handled by ™port consultants",
who are appointed by the district panels and are usually members of these
panels, It would appear to be normal practice to appoint the District
Secretary of the National Union of Seamen as one consultant and either
the District Registrar or the Regional Manager of the British Shipping
Federation as the other:.s3

It is at this local level that the National Maritime Board copes
with problems and to a great extent is dependent upon the relationships
between these two men. Both must actively pursue the interests of
their principals, and yet each has to negotiate on a wide variety of
issues with another body.,

Besides administering the Merchant Navy Bstablishment on behalf
of the National Maritime Board, the British Shipping Federation has a
much more extensive field of operations in the N.M.B. than any of the
unions and also has a better developed bureaucracy. Consequently,
decisions move in favour of the Federation on questions of discipline,
leave pay, and recruitment in four aut of five cases. The National Union
of Seamen is further handicapped since its officia; is placed in the
majority of cases in the M.N.B, administrative hall in which ratings .

receive employment slips, behind a counter with the B.S.F. officials.

531t should also be noted that the NU.S. District Secretary and the

B.S.PF. District Registrar also compose the Local Disciplinary Committee
of the M.N.E.



In most instances this arrangement simplifies administrative procedures in
case of disputé and permits informal consultation. To the seafarer, though,
it looks as if his union is part and parcel with the employers,

The only time I:ever seen the Union [?.U.S:]is when
they take my dues at the Pool,.54

These agreements are all right I suppose but if we had
a real union we wouldn®t be doing everything the com-
panies want., I think the union f@.u.s. needs a kick
up the backside.ss

Board of Trade Marine Sec:t:'.ons6

Whilst the National Maritime Board is the joint negotiating body, the
Board of Trade, Marine Section, superintends the safety of seafarers and
their training through a system of licensing ships and seafarers; it also
compiles statistics concerning ships and seafarers (through the Registrar
General of Shipping and Seamen); provides lifesaving and coast-watching
services (through H.M. Coastguard); supervises the welfare and legal
rights of seafarers; and ensures that the lighthouses and other navigation
aids are paid for (by collecting light dues from shipowners and allocating
money from the General Lighthouse Fund to the three statutory lighthouse
authorities) and properly maintained.

Two other sections of the Board of Trade are concerned with the
Merchant Navy, One, the Shipping Operations Section, is concerned with
the transport of government cargoes and stores and the provision of com-
mercial, economic, and development research., The other, the Shipping
Policy Section, is concerned with foreign and domes?ic maritime policy
and with general shippiné policy. Neither of these affect the day=to-day
work of the seafarers, and that subsection of the Marine Section dealing

with navigational aids willinot be touched upon in this thesis.

Q. 4, No. 18, Assistant Steward, aged 25; cargo-liner CO0e, GeS.C.

Q. 4, No., 31, A.B,, aged 37; bulk-carrier, G.S.Ce.

56Now the Department of ¥rade and Industry (Marine Section).
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The Marine Section®s two subsections in which we are interested afe
those of Marine Safety and Marine Crews. The latter section was formed
in 1835 as the General Register Office of Seamen by the Admiralty, who

wished to have a record of seafarers who could be drafted in the event

58 9

of war, Following the government enquiries in 1836,57 1845, and 18505
into safety at sea, the Merchant Shipping Act of 1851 placed the Registrar
General's department under the Board of Trade, and it was required that
seamen should be signed on and off vessels in the presence of a Shipping
Master, and in Mercantile Marine Offices in the Act of 1854.

This second act also required ships?® officers to hold certificates
of competency. Persons who did not were not allowed to sail as officers.
This tightening of regulations caused the Marine Safety Section to be
formed to administer examinations. Nowadays, all officers® and ratings?®
examinations ~~ e.g., Master, PRirst Mate, Second Bnginecer (Steam),
Lifeboatman, Efficient Deckhand, Cook?'s Certificate ~- are conducted by
nautical or engineer surveyors. Ship surveyors are naval architects or
marine engineers who examine ships for stability, safety of hull, and
tonnage.

The content of all thése examinations, therefore, is concerned with
safety at sea and in port. No officer, for instance, is required to have
an understanding of the business side of shipping for his master®s certif-
icate. For this!reason the Board of Trade does not set an edﬁcation
standard above that of being able to read and write, but educational
criteria are recommended by the Merchant Navy Training Board. In recent

years, however, the Board of Trade has permitted exemptions from the

57Se1ect Committee on Shipwregks (1836).

38y, Brassey (1877), p. 314.

sgIbid., p. 316.
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statutory examinations for holders of Ordinary National Diploma (O.N.D.)
and Ordinary National Certificate (O.N.C,) qualifications in nautical
science, ‘and O.N.D., O.N.C., HiN.D, (Higher National Diploma) and H.N.C.
(Higher National Certificate) qualifications in mechanical and marine

engineering. Boys cominé from approved pre-~sea courses are given remis~

sion of part of their qualifying sea time.

The Board of Trade examinations are now considered as minima by the
majority of shipowners, to be supplemented by extra training in, for
instance, radar techniques and management. These courses are not required
by law, and several persons have argued that the Board of Trade standards
of education are too low:

* We have boys coming here without a G.C.E. or a C.S.B.
for their second mate®s ticket. We don*t have the time,
and they don®t have the inclination, to teach them basic
principles. The only motivation we can offer is to cram
them for an exam, and they learn the techniques by rote.
Unless you are a large company, it is very difficult to
introduce new ideas in automation and manning. The [Board
of Trade | surveyors are terribly conservative, largely
because their job requires them to be concerned with
meeting present requirements, and thus they don't have
any incentive to innovate.61

The procedure for signing men on and off vessels has not changed,
although Rochdale reports that new methods will be introduced as a means
of reducing co_sts.62 At present, every man signs the articles of agree-

ment63 in the presence of a Shipping Master, who by law must explain every

6°Interview 82, Senior Lecturer, School of Navigationa Also see

H.T. Steware (1970),

61 Research Notebook 1, Intervien with Bngineer Superintendent, Company

CB. Also see D. Roberts (1964).

62 Rochdale (1970), para. 1471; this is to be implemented in 1973,
63

Articles of agreement set out the contract of employment between
the master of the ship and the crew members. For a specimen copy, see
Appendix 5, .
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item of the agreement to the seafarer. In practice the calling over of
the articles is rarely done in a formal manner, as the provisions do not
vary greatly between one set of articles and another. Signing on or off
the ship may take place either on board or in the Mercantile Marine
Office; formerly, it was always conducted in the office. Before signing
a man off articles, any complaints or disputes are referred to the Ship-
ping Master who adjudicates them,

The Mercantile Marine Office issues seafarers with all the necessary
documents: a Discharge Book, an Identity Card, and any Certificates of
Competency the seafarer may have. The Discharge Book, or the Continuous
Certificate of Discharge (Dis.A.), contains details of the seafarer®s
service and personal information., When a seafarer signs articles, he
hands.his Dis.A. to the master, who enters particulars of the ship in it,
and at the completion of the voyage, returns it to thé seafarer with
endorsements as to his ability and conduct.

These endorsements are formalized and are V.G., Good, D.R., and
E.N.R. V.G. represents "very good"; any of the other stamps ~- Good,
D.R. (decline to report) or E.N.R. (endorsement not required) w— will
cause a seafarer to be called before his local committee at the Merchant
Navy Bstablishment. The seafarer can request an E.N.R. if he thinks he
will receive either a Good or a D.R. A master or his representative will
thumb through the Discharge Books prior to signing on, and any man with a
record of poor reports will have his job chances jeopardized if substitutes
are available.

The Identity Card was first issued as a wartime measure, but is now
used as a form of passport in line with the Seafarers? Identity Documents

Convention adopted by the International Labour Organization, 1958,
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Merchant:Navy Training Board

The Merchant Navy Training Board is a joint consultative body in-
volving fhe.shipqnnérs (represented by the British Shipping Federation),

the ﬁnionq, the Association of Nautical Colleges, the Department of

. Bducation and Science, the Board of Trade, and the Scottish and Ulster

ﬁépartﬁents of Bducation, The Board was originally formed in 1935 for -
the standardization and improvement of the training of officé;s and
apprentices and was reorganized in 1943 into its present form.

The educationalists on the Board have consistently pressed for higher
standards of education for seafarers, and much of the credit for recent
educational innovation can be ascribed to their work. The M.N.T.B.
provides a standard syllabus for training apprentices as well as syllabuses
for higher certificates. Thg schools of navigation use these as the
foundation for correspondence courses which prepare the seafarer for his
next certificate examination.

Professional education for deck officers consisted of correspondence
courses for those who wish to study whilst at sea, f0116wed by three to

64 at a school of navigation to prepare for the Board of Trade

four months
examination. Ratings who wish to take the Second Mate®s examination may

do so if they have been at sea for four years. Quite a number of ratirigs
came "up through the hawsepipe" in the period prior to 1950, but with
increased educational opporjunities ashore, ambitious ratings tend to
utilize these other facilities rather than seek upward mobility at sea.
With the introduction of the O.N,C. course for deck apprentices, a de facto
bar of four G.C.B. "O" level subjects has been set. Although apprentice

recruitment in some companies has ignored this, it means that the number

of men Zforme:.ratings and apprentices) coming forward to sit for the

64This changed in January, 1971, as Masters® and First Mates' prepara-

tion courses are for twenty-six weeks each following the introduction of a
new syllabus.



traditional Second Mate®s certificate has declined considerably and will
decrease further in the future.

The O.N.D. and O.N.C. courses for apprentices are organized on a
sandwich-course basis, and the boys receive a more systematic training
than they did prior to 1960 but with less emphasis on the practical side
of seamanship and more on science subjects needed for understanding the
increasingly sophisticated electronic navigational aids and ship-control
systems, Training for apprentices, therefore, is a matter of company
decision around the framework of the M.N.T.B. guidelines. Some companies
aim for recruitment of school leavers with "A" levels who are capable of
working for an O,N.D. or H.N.D. and possibly a degree in nautical studies;
others primarily recruit boys at the age of 16 and put them into an ON.C.
course, whilst a few still seek boys with few academic qualifications and
train them in the traditional manner of a four-year practical apprentice-

Shipo65

National Sea Trainigg;Schools

Ratings are trained by the National Sea Training Schools, orgarized
originally by the British Shipping Federation and now run jointly with
the National Maritime Board, the Board of Trade, and the Department of
Bducation and Science. Deck and catering ratings are initially trained
- at the Gravesend Sea School, with the exception of those trained at the
Liverpool Nautical Catering School or at one of the nautical school ships
such as the "Indefatigable", or at the Ocean Pleets Training School in
Liverpool, Pour-fifths of all deck and catering ratings enter via
Gravesend, The deck ratings are trained for twelve weeks, and the

catering ratings, for eight before they join their first ship.

GSC.H. Milsom (1968), ch. 1; R. Hope (1965), ch. 9; Rochdale (1970),
ch. 14,
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" Purther training for lifeboatman certificates and the like takes place
after qg;ligy;ng”peripds at sea, dggggéing'rqtings receive their fpxthgr
instrﬁpti;p at.the_N.S.&,S. at Cardiff, Glasgow, or Hull, or at the
Liverpodl Bﬂuqafion Committee®s College. pegk ratings receive further
training at the seamanship schools in gelfast{ Glasgow, Liverpool, South

Shields, London, or Southampton. Bngine-room ratings do not normally enter

- .the industry until after their eighteenth birﬁ?dgy, and initial training is

done at the N,S.T.S. Firemen's School at Liverpool. Little further training

is available for these men except through company courses.66

Seafarers® Education Service

The Seafarers® Bducation Service provides the bulk of further education
through correspondence courses and the provision of ships! libraries. Seamen-
are able to study foz,glmqst.any pxaminqtigg they wish, and the S.E.S. has
devised a comprehensive system of tutors in order to comply with their
varied requests. The Service maintains about fifteen hundred libraries at
sea at any one time, and the books are exchanged for others, either at the
end of a voyage or every four months., This provision of books is, as we
shall see, of great importance to seafarers. The Service also gives
information concerning hobbies and games, anq'runs poetry, essay, handi-

craft, art, and photographic competitions each yelr.67

Summary _ ot .

The purpose of the discussion of the organizations outlined in this .-
chapter is to sketch the purposes and aims of groups whicli affect the seafarer,
the performance of his role, and his role definition by himself and by

others. The company is concerned with the profitability of a voyage, and

66
ch. 14.

973. Hope (1965), pe. 60; Rochdale (1970), para. 969.

R. Hope (1965), ch. 9; Pearson (1967), paras. 14-35; Rochdale (1970),




thus, with the individualt®s contribution to that profit; the trade union
is concerned with the well-being of its members, as the B«.S.F. is with
its members; the Board of Trade is concerned with the safety of seafarers
and ships; the National Maritime Board, with the administrative details
of the employment of workers in the industry. The training schools and
programmes are designed to create a supply of adequately trained men for
the inﬂustry; the Seafarers® Bducation Service attempts to supply an
intellectual stimulus for the seafarer and provide him with broader

horizons. All of these ends are good in themselves, but in the enclosed

85

social structure of the ship, they produce tensions which must be resolved,

and they create role anomalies which are dysfunctional to the operation of

the vessel.
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CHAPTER 111

THE THEORETICAL PERSPECTIVE OF THE STUDY

Introduction

This chapter has a dual purpose to fﬁlfill. In the preceding
pages we have looked at the organizational framework within which the
shipping industry and the ship exist. The following pages must relate
this organizational framework, a form of reality, to a conceptual form
which will enable us to examine the social structure of the shipboard
community and provide a social explanation of the seafaring life. To
this end the chapter falls into three sections. Pirst, there is a
discussion of the development of a seafaring culture and the creation
of the institutional and hierarchical aspects of ships' crews. This
is followed by a discussion of previous studies of seafaring. This
second section looks at the theoretical forms used by other observers
.of maritime life and identifies the strengths aﬁd weaknesses of the.
approaches that have been used. The final section reviews some socio-
logical theories and develops a theoretical approach based on a "con-
tingency” view of the interaction of organizations, their members, and

their environment.

The Development of a Seafaring Culture

Men have used waterborne craft, be they logs or liners, since time
immemorial. Sea-related activities can range from the transportation of
the individual or his goods and the creation of a sea-trading pattern of

commerce to war or leisure. The sea has played an important part in
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these human activities, and the function of an activity which continuces
through time is the part it plays in social L;fe as a whole and its
contribution to the m;@ntenance of thengociety's st;uctural continuity.1

Once the activity has becoﬁe part of the structure of society, social
expectations arise over the way in which those members engaged in the
activity condﬁct themselv;s. Rules are imposed to reinforce these
expéctations and to exclude spontaneous or outstanding achievements.2
This abtiﬁify requires coordination which is initially supplied by the
primitive society's social system and then by forhaliéed'control systems
as the society matures.

In all cases the institutions of society, whether they are seafaring,
educational, or any other change with time, and the services they prévide
are adaﬁted to meet society’s needs. MacIver described this adaptation
as a form of coordination ﬁithin the community and argued that each form
of association within the community has a distinctive place and character
of its own which cannot be usurped by any other form of association. He
statéd further that the more specialized the association, the better the
service it renders to the community.3

The individual must also adapt to meet the changing needs of society,
and this adaptation takes place through the process of socialization.
Cooley's concept of the "looking-glass self," like other tﬁeories of
socialization, postulates that under certain conditions the socialization
of the individual causes rewards and punishment inherent in his role to

be internalized, and behaviour that was once sanction-motivated becomes

lpor example, see A.R. Radcliffe-Brown (1952), p. 180.
2H. Arendt (1958), especially p. 40; G.H. Mead (1956), pp. 24-36.

3R.M. MacIver (1924), pp. 250-51,




voluntu'y.4 This patterning of behaviour within the society's culture
over a period of time causes a social tradition to evolve which is ex-
pressed through the social institutions and norms of the culture. This
tradition outlives the actors who occupy the roles determined by and
determining the norms and institutions.s

The culture of seafarers is an international one with its roots in
the days of sail and its branches in m&dern turbine tankers; giant bulk-
ore carriers, and fast container ships. It is a culture in which the
institutions and norms are.values meaningless in themselves but which are
the means of transmitting the culture to new seamen. The international
character of the culture is such that a Swedish A.B., a British A.B.,
and an Italian deckhand have more in common (and recognize this as so)
than they do with their national sociefﬁes. A major aréument which will
be explored is that the high rate of wastage of seafarers from the

occupation is because this discrepancy between national societal values

and ship societal values is so vast. The socialization process of lands-

man into seaman represents a break with the social inheritance of
attitudes and shoreside values which will mould the seafarer to the needs

of his shipboard community.

The Ship as a Community and Social System

MacIver has defined a community as

an area of common life. . .the area must be somehow
distinguished from further areas, the common life
may have some characteristics of its own such that
the frontiers of the area have some meaning. . . .
with distinctive common characteristics -- manners,
traditions, modes of speech and so on.®

4C.H. Cooley (1962), Part II; G.H. Mead (1956), pp. 263-71} C.W.
Mills (1959), pp. 169-71, for arguments concerning the dysfunctions of
the socialization process; F.E. Oppenheim (1961), especially p. 31.

5For a development of this line of argument, see R.M. MacIver (1924),
pp. 86-87.

6R.M. MacIver (1924), pp. 22-23; R. Frankenburg (1966), esp. ch. 9.
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A ship's community has its own language ~- .-for example, a "floor" in
landsman's parlance is a "deck" on board a ship -- its own traditions and’
manners. Most imporfant, it occupies a highly défined area and has a
system of geographic mobility unique for a commu#ity. In other words the
ship has its own style of conduct and its own social structure which, in
a very general form, it shares with other ships. On first boarding the
ship, the landsman is very conscious of these differences, and he must
learn the culture of syip society'if he is to become a seafarer. ﬂe is
a seafarer when life ashore has an unfamiliar, strange culture, and when
this happens, his socialization is complete.7 The instit;tions and
social norms of the "tradition" of seafaring become

partially autonomous realities with their owri way of
life. They have the power to attract and repel each
other and to form amongst-themselves various syn-
theses which are determined by their natural affini-
ties and not by the condition of their matrix.8

Durkheim discussed the synthesis of social elements in the collective
substratum as being connected to the rest of the world but not absorbed
into it. The seafarer is connected to the rest of the world by virtue of
the services he provides and the time which his ship-community spends in
port, but the synthesis his culture arrives at in relation to the national
culture is an uneven one. The way in which ghe seafarer is shaped to the
duties and dangers inherent in his 24-hour-diy working environment is
different from the shaping of workers ashore. It also différs between

seafarers, since the experiences and style of behaviour that each man

brings to the lhip-éonmuniti-a:e‘unique. Durkheim argued that

7Fo: exaiples in other occupations, ‘see T. Burns and G.M. Stalker
(1961), especially p. 258; K. Prandy (1965), pp. 19-20; University of
Liverpool (1956), ch. 3; l. Janowits (1960), Pp. 199-204; A.x. Rice
(1965), p. 10; C.P. Snow (1959). -

%. simpson (1963), p. a1.
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“gociological phenémena cannot be defined by their universality. . . the’
collective aspects of the beliefs, tendencies and practices of a group
. » « characterize trul; social phenomena."9

No two ships are identical in their social structure or social
relations. To generalize the soci;l structure of an oil tanker and then
attempt to use this as an explanation of the s&cill structure of a
passenger liner would meet with failure. It is possible, however, to
develop social hypotheses concerning the seafarer, for attitudes. to sea-
faring are acquired through experience ;f many ships, and the external
social forces on the seafarer are part of his national culture.

In examining the differentiation of tasks on a ship, it is found
that the greater the differentiation, the greater tﬁe support that the
seafarer needs from his fellows. If that support is not available because -
of the smallness of the groups on the ship or the rigid hierarchy, he will
seek it ashore, and hence will not become fully socialized into the occu-
pation and will not "conform to images, to practices which are common to
the whole profession,"lo since-social knowledge "is the very authority of
society, transferring itself to a certain manner of thought which is the
indispensable condition of all common action.'"l1

The function of any behaviour within an organization can be defined
as "the consequence of that behaviour for the social system in which it
takes._place."12 The behaviour of the seafarer is the result of the
division of labour, the need of the ship~community for shared norms and
Iinstitutions on the part of the seafarer, ;he level of conflict within

the ship-community,13 and the requirements of the organization's enviromment.

93. Durkheim (1950): p. 6.

10;, Durkheim (1947), p. 131.

Mg, Durkheim (1948), p. 18.

124, Dubin (1963a).
13Conflict-power is used as a heuristic device in the way suggested
by R.A. Dahl (1957) to isolate social functions within social systems.




92

The structure of task roles within an organization offers a differen-
tial access to new experiences and opportunities to release strains and -
tensions that are fostered by the role structure for the average worker.
The way in which an individual can achieve these experiences ‘and dutlets
isa function of his role within the organization and the work with which
the organization is concerned. Work is more than a means to an end for
the individhal in an organization; it gives the worker intrinsic and -
extrinsic gratification of his needs for money, recognition, status,” - -
and life purposes.14

Morse and Weiss have pointed out that

a life without working in a middle-class occupation
would be less purposeful, stimulating and challenging.
The content of working-class jobs concerns activity.
« « « Therefore life niihout working becomes life
without anything to do.
In the small community of the ship there are many roles of "middle class"

and "working class" types, and a diéhotomy results in attitudes toward

work. The officers seek satisfaction from their work and are dissatisfied

when, in the monotony of a iong, open-sea passage for instance, they do

not find it or when they are prevented from obtaining satisfaction
because of organizatioﬁal constraints imposed by outside bodies such as
their company or the Board of Trade.

Por ratings, however, work is an activity to fill the time ‘which
cannot be spent more profitably in other putsuits;.conseqﬁently, their

"investment" is less in the work situation than in the social si.'tuation._16

14This point is discussed in N.C. Morse and R.S. Weiss (1955);
K. Rogers (1967), ch. 1; R.A. Ramsay (1966), R. Dubin (1963b), L. Orzack
(1963).

SN.C. Morse and R.S. Weiss (1955), p. 195.

6See W. Baldamus (1951, 1961); H. Behrend (1957), J.H. Goldthorpe,
et al. (1968), ch. 2.
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This dichotomy of attitudes is the source of much conflict on board ship,
which has been recognized for some time:

« « « there is no situation of life in which there is
room for more virtues, more conduct and address than
that of a sea officer. The men are thrown upon his
humanity and attention in more views than one: they
are subject to a more arbitrary exertion of power than
the constitution of the state authorizes in civil

life. . . .it is the character of seamen to be thought-
less and neglectful of their interest and welfare,
requirinig to be tended like children; but from their
bravery, utility, and other good qualities, they seem
entitled to a degree of a parental tenderness and
attention from the state they protect and the officers
they obey.17 '

A key to an understanding of seamen and their actions
ashore is to be found not 80 much in the men as in
_their jobs. A seaman is what he is and does what he
does, ashore as - on shipboard, not so much because he
is a given type of person but rather because he has

a certain kind of job.l18

The most distressing thing to me about the Merchant

Service has always been the state of war that exists

between the officers and the men, so different from

the spirit of the Navy as one has known it. The

officers speak of the men with contempt or rage; one

feels quite sorry for the officers, and horrified to

think of the life they must lead the men.19

The merchant ship has always had a hierarchy on-board, and even in

the primitive forms of craft rowed or paddled by hand, someone had to set
the time and steer the boat, either from amongst the oarsmen as in a
dory, or from a tiller or steering oar. Purther specialization exists
in a rowing boat in which the hierarchy is normally the coxswain or

helmsman, the stroke oarsman who sets the tempo, and the bowman who casts

off and handles the boathook.

176. Blane (1785), pp. 327-28.
i

18B.P. Hohman (1952), p. xv.

19“-3. HOIIIC (1922), pp. 5"‘6.
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The division of labour in salling vessels was equally simple, with
the master in charge of navigafing the ship, the first mate or Egs;mate
as his second~in~command and supervising the day-to-day operation of the
ship, and the second mate who was in charge of the work force for half
the day but no?mally worked-wifh the men. The men were divided into two
groups or “watches,". and norked.four hours on deck and fqur ﬁours off
around the clock. The only men who did not work watches beaside the master
were the cook, the steward, and a carpenter or sailmaker.zo This work
force was related directly to its technology. Bquipment had to be over-
hauled and repaired constantly, and the ship "worked" in order to gain
the maximum benefit from the wind anﬁ tide which could only be done by
splitting the small crew21 into even smaller work units.

The same hierarchy exists in the merchant ship today, although it
has been added té because the';hip is propelled by mechaﬁical means, and
a complex structure has evolved with no man holding exactly the same
rank as another. Again, the subdivisions are by watch-keeping and day
work, but owing to the specialized nature of the skills, the men work on
their own ar in much smaller groups than the "Pilgrim" ever had. Ship
;Y"Zz had a crew of thirty-three men, but at any one time, in spite of ~
watches of four hours on duty and eight hours off, there were rarely
more men.available to form primary groups off watch than there were on
the "Pilgrim.” The increased division of labour, therefore, has created

2
a more complex and less satisfying system of working on the modern ship. 3

OR H. Dana (1909), pp. 16-17, describes .the work organization -on
American merchantmen in 1834. )

1Ibid. The crew of the "Pilgrim" numbered 15 men.

22 Ship "Y" was a bulk-carrier of 11,000 tona gross. For a descrip-
tion, see P.H. Fricke (1971).

23For a description of the organization of ships' crews, see J.C.
Record (1957), p. 323; P.H. Mann (1957), pp. 30-41; J. Tunstall (1962),
pp. 21-26; P. Duncan (1963), O. Hoel (1971), pp. 1-2; G.C. Homans (1946);
K. Weibust (1958). ' T




With the coming of the steamship in the mid-nineteenth century, the
size of crews increased rapidly. The seamen, or deck ratings, were still
needed to maintain the ship’s structure and 1fs cargo-handling equipment,
and in the early days, to tend the sails brought along to ensure addi-
tional power. The boilers were coal-fired, and large groups of labourers
were employed to move the coal from the bunkers to the fire rooms and to
care for th; boiler fire. These laboufers were far outside tﬁe_seafaring
tradition, and because of their large numbers, they were not socialized
to the wiys of the sea. The engineers were a small group of men, skilled
in thée maintenance of_their engines. Often they were employed in ship-
yards as fitters or engine erectors before going to sea and were recruited
by thé shipowner to service the engines they had built. As motor ships
were utilized in the period between the world wars, 80 the size of crews
fell agaiﬁ, and in absolute terms, the number of seafarers in the United

Kingdom has declined.

The Status of Seafaring

With this decline the prestige of a career in seafaring has fallen
too.24 For the men who ordinarily would have sought social mobility and
economic rewards as officers, other avenues of career nﬁvanceuent have
opened. In the time of relatively full employment, the potential rating
can now find work which is less demanding and, moreover, allows him to
spend each night in his own bed. With the decline of the passenger liner,
much of the Englishman's knowledge of life at sea has also receded, and

as a consequence, the prestige of seafaring has slipped.

24N.N. Foote and P.K. Hatt (1953), pp. 370-71, argue: "When the

results of studies of occupational shifts are considered in the light of
findings from studies of occupational prestige, there can be no doubt
that expanding occupations on the whole are those of higher prestige
levels, whereas the contracting occupations are on the whole found at
lower prestige levels.”
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This situation is aggravated by the recurrent reports of accidents
and accompanying pollution of the environment.  Sea transport is a qi.:ater—
nary activity in the economic sphere together with other forms of transpbrt,
and its place as the prime mover of passengers has long been eclipsed by
the’ air transport industiy, to which much of the status formerly attributed
to the seafarer has been transferred.

The fact that the (ghipping] industry does not have a good
image accentuates its personnel problems. We believe that
it has itself been partly responsible for this undeserved
.image; by insisting on its difference from other industries,
it E:he shipping industry] has become out of step with
education and training for industry generally, as also

with social attitudes now prevailing in the country as a
whole.25

The ship is now viewed, in the public eye, to be part of a much
larger undertaking that looks after prosaic detail such as the optimum
economic size of bulk-carriers and the possibility of operating million
ton dwt. oil-tankers. The glamour has left the shipping industry, and
the three main subsystems of any industrial organization remain in full

view. These can be termed the operations/production, the marketing,

and the administrative subsyatelns.26

Previous Studies of the Social Aspects of Seafaring

In relation to other areas of sociolqg:l:cal interest, there are few
extant studies of seafaring. Much of the literature on the seafarer and

his place of work concerns health ‘and. accommodation pgoblena.z', These

2srtochdal.e (1970), para. 17.
26W. Brown (1960), pp. 143-45, argued that the three major industrial
subsystems were sales, production, and R and D, P.R. Lawrence and J.W.

Lorsch (1967a), pp. 45-49, pointéd out that these were "basic" subsystems.

2"See./fo: example, G. Blane (1785); T. Trotter (1793); S. Brun-
Gulbrandsen and O, Irgens-Jensen (1964, 1967); K. Bvang (1951); J.A. Nixon
(1946); F.P. Ellis (1948); @. @degaard (1956); W.E. Home (1922); P. Sundby
(1956), A. Otterland (1960); F.P. Burow (1943); J.G. Wilson (1936, 1953).




medical studies are useful corroborating material, but do not advance our
social understanding of seafarers; they are described in Appendix V.
Other, more relevant studies have examined the place of the seafarer in
the development of shipp.{ng,z8 and on his life ushore,29 but few have
focussed on a critical consideration of the merchant seaman at sea in

0

his workplace, the ship.3 The literature is sparse and has concentrated

on immediate problems of the shipping industry, whilst the work of
Thorsrud, Herbst, MacFarlane, Richardson, Aubert and Arner, and Tunstall31
has centred on the sociodynamics of seafaring.

In the following section we shall consider theoretical approaches
to 1ife on board ship -- in particular, "total institution" theory, then

studies of the ship as a community, and finally, descriptive literature

on life at sea.

The Ship as a Total Institution

Goffman argued that there are five rough groupings of total insti-
tutions whose characteristics can be symbolized by their isolation from
society as a whole. These groupings are (1) those institutions caring

for persons who are incapable and harmless such as homes for old persons;
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(2) those institutions caring for persons who are incapable but potentially

28
See, for example, C.H. Milsom (1968); R. Hope (1965); D. Moreby
(1969); J.H. Wilson (1925); P. Foot (1967); W.H. Coombes (1926);
B, Mogridge (1962); A.W. Werner (1966).

2
9See, for instance, B.P. Hohman (1952); G.A. Gollock (1930);
F. Powdermaker (1945).

30See, for example, P.H. Mann (1957); J.C. Record (1957); P. Duncan
(1963); G.W. Horobin (1957); V. Aubert and O. Arner (1958); G.C. Homans
(1946); 1.L.0. (1950).

31 )
V. Aubert and O. Arner (1958); V. Aubert (1965), ch. 8; P.H. Herbst

(1968); J. MacFarlane (1970a); S.A. Richardson (1956); J. Tunstall (1962);

E. Thorsrud (1971); also see W.R. Rosengren (1970); P. Duncan (1963);
R. Andersen and C. Wadel (1972); R.G. Stiles (1972); J.J. Poggie and
C. Gersuny (1970).
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harmful to the community as, for example, hospitals for the chronically
il1; (3) those institutions organized to contain persons who &re capable
and are thought to be harmful to the community; prisons, for instance;
(4)_cqrtain institutions organized to perform tasks and are total
institutions on instrumentai grounds only; for example, the army, ships,
logging camps, and remote construction sites such_as.oil rigs; and (5)
those institutions serving religious purposes such as mohasteries.

Goffman maintained that a total institution is one in which all
spheres of life activity -- work, recreation, and sleep -- are carried
on within the same physical boundary and are segregated from society in
general. |

The central features of total institutions can be
described as a breakdown of the barriers ordinarily
separating these three spheres of life., First, all
aspects of life are conducted in the same place and
under the same single authority. Second, each phase

of the member’s daily activity is carried on in the
immediate company of a large batch of others, all of
whom are treated alike and required to do the same

thing together. Third, all phases of the day's
activities are tightly scheduled with one activity
leading at a pre-arranged time into the next, the

whole sequence of activities being imposed from above

by a system of explicit formal rulings and a body of
officials. Pinally, the various enforced activities

are brought together into a single rational plan pur-
portedly designed.to fulfill the official aims of the
institution. . . .In total institutions there is a

basic split between a large managed group, conveniently
called inmates, and a small supervisory staff. . . .
BEach grouping tends to conceive of the other in terms of
narrow hostile stereotypes, staff often seeing immates
as bitter, secretive, and untrustworthy, while inmates
often see staff as condescending, high handed, and mean.
Staff tends to feel superior and righteous; immates tend
in some ways at least to feel inferior, weak, blameworthy
and guilty.33 .

323. Goffman (1961), pp. 4-5.

33Ibid., pp. 6-7.




In his earlier work Aubert discussed Goffman's theme of the total

institution with regard to the ship.34

In this work Aubert pointed out
that the ship is unique amongst total institutions, for it has .no
"clientele" on board (with the obvious exception of passenger liners),
and consequently does not engage in formal training and socialization
processes.35 He also indicated that the ship is exceptional amongst
total institutions, since it is part of the economic 1nétitutions'of
soéiety and thus is bound by the definition of the seafarer as an occupa-
tional category. In his later work Aubert moved away from the concept of
the total institution but retained the concepts of socialization discussed
by Goff'man.s6 Other writers such as Porritt and Duncan37 have used the
concept of total institution with reference to the ship and have had
considerable difficulty in creating a theoretical "fit."
The total institution theory is a theéory of the ideal type as

Goffman himself points out:

This classification of total institutions is not

neat, exhaustive, nor of immediate analytical

use, but it does provide a purely denotative def-

inition of the category as a starting point.38
The usefulness of such a theory is that it is a yardstick to measure
social institutions. A ship has a high degree of fit along many of the
lines that Goffman has postqlated, but it is an industrial subsystem
concerned with economic goals, not “people" goals, and moreover, its

membership changes every two to four months on average, as voyages are

completed and the crew paid off.

34V. Aubert (1965), ch. 8.

3sIb:i.d., pp. 248-49.

36V. Aubert (1969), pp. 170-82.

37W.M. Porritt (1971); P. Duncan (1963).

383. Goffman (1961), p. 7.
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This changeover of membership does not lead us to postulate
socialization and integration in a total institution but rather into an
occupational subculture. Consequently, total institution theory, as
explicitly outlined by Wilkie and Perry and Aubert39 is too limiting a
coficept for the study of ships. As an analytical tool it has some interest
for the definition of the process of roie formulation and norms of ship-

board 1life, and in this way Goffman's theory will be used in this study.

The Norwegian Studies

Aubert’s work stemmed from research at the Institute for Social
Research at Oslo. That the Norwegians should be interested in studies
of seafaring is not surprising, for 20% of the male population of Norway
aged 15 or more has worked on board a ship.4o Much of the Norwegian work
has been concerned with the psychology of seafaring and with the use and
apuse of alcohol on ships41 and culninatgd in three research projects
published in 1958-59 upon which much of present-day discussion of seamen
rests.42

Two of these three projects dealt with the problem of seafarers'
families.43 Gronseth and Tiller developed the concept of the passive-
feminine psychological type to account for the attraction of men to the
sea and the logical outcome of an upbringing associated with an absent
father. In his study of seafarers® wives Gronseth makes the point that
wives seek partial satisfaction of the need for companionship, created
by the absence of the.seafarer, through their relation;hips with their

children or female relatives. This is well documented in other studies

of seafarers44 and will be discussed in Chapter VII,

392, Wilkie and N. Perry (1968); V. Aubert (1965, 1969).

40S. Brun-Gulbrandsen and O. Irgens-Jensen (1964), p. 162.
4

lSee, for example, P. Pdegaard (1946, 1956); S. Brun-Gulbrandsen and
O. Irgens-Jensen (1964); O. Arner (1970); P. Sundby (1956).

42V. Aubert and O. Arner (1958); B. Gronseth (1559); B. Gronseth and
P, Tiller (1958).

435, Gronseth (1959); B. Gronseth and P. Tiller (1958).

443, Tunstall (1962), pp. 160-62; M. Kerr (1958), pp. 97-98.




Aubert and Arner’s study, "On the Social Structure of a Ship," is a
careful description of the functions and consequences of life at sea for
seafaters.. The authors used this study as a departure point for their
later work on seafarers.

The Norwegian research since 1960 has moved to studies of the ship
as an industrial organization and has followed the work of the Tavistock
Institute. PFor this reason we shall consider the recent work of Thorsrud
and Herbst when we look at the implications of the.sociotechnicil system

as a theoretical approach to the study of seafarers.

Other Descriptive Studies of Seafarers

The major British contribution has been that of the sociologists
from Huli. The work of Horobin, Duncan, and Tunstall is deservedly well
known.45 These investigations are of seafaring communities and relate
their findings to occupational studies of fishermen. Other British
contributions have been those of S.A. Richardson, whose study was based
on his experience in the Merchant Navy, and P.H. Mann.46 These two
studies are descriptive rather than analytical but are of use in providing
reference points for social change in the Merchant Navy.

The other descriptive British studies have been those of Moreby, who
was concerned with'the management of ship's personnel; the Pearson and
Rochdale reports, and the work of Wilkie and Perry, Mogridge, MacFarlane,
and Lane.47 The majority of studies of seafaring made by the Tavistock
Institute have not been published because they were commissioned studies

made on behalf of various- shipping companies.

43G.N. Horobin (1957); J. Tunstall (1962); P. Duncan (1963).

46S.A. Richardson (1956); P.H. Mann (1957),

47D.H. Moreby (1962, 1969); B. Mogridge (1962); J. MacFarlane (1970a,
1970b); A.D. Lane (1966, 1967); R. Wilkie and N. Perry (1967); Pearson
(1967); Rochdale (1970); J.M.M. Hill (1972).
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The Pearson Commission was set up by the Labour government in the
course of the 1066 seamen's strike and issued two reports. The first
was a preliminary report which was rejected by the seamen,48 and the
second and final report was published in 1967. This documented many
details of life at sea for officers and ratings and provided a base of
data for the present study. The Rochdale Committee was organized in 1967
to examine the shipping industry and to make specific recommendations to
the govermment for future legislation. Its report was issued in 1970 and
presented a useful source of corroboration of material used in this study.

Historical studies of the Royal Navy in gene;al and the Merchant Navy
in the days of sail or in wartime are legion. Few of these tell of the
seaman in more detail than stereotyped platitudes.49 A8 we ;hall see,

this does not reflect a desire to belittle the lot of the seaman; rather,

ftﬁe focus of attention is on the ships, the naval actions, and the

"heroes." The sordid fact that in 1968, thirty-two catering ratings were
sharing two wash basins, two toilets, and a shower on a modern passenger
ship engaged in the short sea tradesso is not of more than a passing
interest to an author’s public where popular histofies are concerned.

- Other descriptive work is largely concerned with accounts of the

.ﬁeichant Navy and its institutions.s; These books, in particular Hope's

study, are factual and accurate in their presentation but are designed -to
provide information for potential recruits, especially at officer level,
and are not involved with discussions of life at sea other than from the

management point of view.

48Pearson (1967); J. Prescott and C. Hodgins (1966).

49Por exceptioné, see B, Somerville (1920); E. Shinwell (1955);
J. Saville (1960); S. Plimsoll (1871); L.H. Powell (1950, 1952); PF.E. Hyde
(1957); F.E. Hyde, et al. (1967); T. Brassey (1877); C. Lloyd (1970).

sokeéearch Notebook 10.

SISee, for example, C.H. Milsom t1968); R. Hope (1965); British
Shipping Pederation (1967).
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For a country with a proportionally smaller population of seamen,
American sociological studies of the seaman are, surprisingly, much more
extensive than those undertaken in Britain. Healey's study of the merchant
seaman and Hohman's study of the whalemansz were attempts to describe the
seafarer's occupation. As a result the work of Homans, Beattie, and
Record53 followed in a field in which basic work had already been under-
taken. Since 1956 studies of seafaring in America have centred around
" seamen's communities and studies.of fishing.54 None of this work has
tried to relate major theoretical concepts to these socioanthropological
community studies with the exception of Rosengren's paper on the
Durkheimian theory of the division of labour as applied to the fishing

55
crew.

The Seafarer and the Sociotechnical System

The best orgaﬁized approach to the study of ships and their crews has
undoubtedly been that of the Tavistock Institute and its collaborators.
Much of the work has not been published, as it has been done for specific
cl:i.em:s.s6 As Brown has pointed out,s7 this method has inherent dangers
. for the research organization as well as the client because research
cannot be checked easily through replication. Difficulties for other

researchers also arise. Frequently they duplicate work unknowingly and

find parts of the research field closed to them whilst studies are going on.

325.C. Healey (1936); BE.P. Hobman (1928).
33G.c. Homans (1946); W.M. Beattie (1950); J.C. Record (1957).

54The most recent studies have been by V. Liguori (1968); W.R.
Rosengren (1970); J.J. Poggie and C. Gersuny (1970); J. Cove, 1970, 1971);
E.N. Anderson, Jr. (1970); R. Andersen and C. Wadel (1972); R.G. Stiles
(1972).

S5w.R. Rosengren (1970).

CHowever, see S. Baddeley (1969); J.M.M. Hill (1972); P.G. Herbst
(1968).

>7R.X. Brown (1967).
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Sociologists and others who have been associated with the Tavistock
Institute's work include Baddeley, Bmery, Hill, Klein, Moreby, Quinn, and
Trist in the United Kingdom; Roggema in the Netherlands; and Herbst and
Thorsrud in Norway. Their research has included studies of manpower
seléction, training, reorganization of work groups, and a major socio-
graphic study of seafarers. However, the Tavistock Institute was initially
concerned with developing the concepts of the sociotechnical system that _'
they had duccessfully applied to, amongst other things, the organization
of coal-getting and the operation of cotton mills.s8

Herbst stated that the key factors in the structure and operation of
an organization were

1. Social interactions within the group and relations

of the group to the behavioural environment within

which it is located. . . . 2. Techno-ecological

processes within the group and techno-ecological

relations to the enviromment. . . . 3. Economic

processes that concern the valuational aspects. of

both the social and the technological intakes, out-

puts, and internal operations.59
The theoretical frame related the individual to his technology and sought
to explain the worker's relative satisfaction and dissatisfaction by the
demands that the technology made upon him as a social being. Thus, a man
who was autonomous in the work situation and had control ové: his technolegy
was likely to be a relatively satisfied human being. This concept of the
sociotechnical system was, however, not suitable for direct application to

ships,60 and the reason for this was the opposite of the unsuitabiliti of

applying total institution theory.

38R.L. Trist and K.W. Bamforth (1951); A.K. Rice (1957).

59P.G. Herbst (1957), pp. 335-36.

605, Baddeley (1969).
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Total institution theory was difficult to apply to ships because
of the lack of formal socialization or training criteria 61and the
functioning of the ship as an economic unit within an occupational
subculture. Tge sociotechnical system theory could not account for
the behaviour patterns of the twenty-four-hour community/organization
of the ship. Herbst has argued that this can be best explained by the
variations in status in the social structure of the ship. In order to
create effective task groups, a redistribution of status (and suitable
compensations for loss of status) must take place together with the
introduction of a continuous learning process to provide satisfaction
for leaders and workers in a small community. 62

The work of the Tavistock Institute would, therefore, seem to be
moving toward an integration of the sociotechnical system with the
social system, drawing in the factors of the total organizational
enviromment as part of overall research strategy. It must be pointed out
that all this research is to be utilized in the shipping industry and
that many of this group of studies deal with commissioned problems.
relating to the industry for which solutions must be found, A sim-
plistic, easily understood approach like that of the sociotechnical
system is useful in this context.

The studies that have been made of seafarers have concentrated on
the concept of the ship as a total institution, the ship as a socio~
technical system, the health and welfare of seafarers, the seafarer
as a deviant or as an actor in a history, or descriptions of the Merchant

Navy. The only attempts to ocutline an occupational and social frame for

61 '
N.P. Mouzelis (1967) argued that "(a) not all total institutions

portray the negative characteristics which are usually associated with them;
(b) that even when mortification processes exist, they do not always have
destructive or degrading implications for the self" (p. 113). However, the
argument does not detract from the problem of the application of a general
theory, which Mouzelis recognizes, to a specific form of organization

(i.e., the ship) nor does it take into consideration the nature and dura-
tion of characteristics of economic institutions like the ship-community.

62
P.G. Herbst (1968).
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the seafarer have been in the work of Tunstall and of Aubert and )\me::.b3
In their explanations they have sought to produce an o§erall picture of
the seaman. Tunstall®s work is a community Qtudy of a particular form of
seafaring, whilst that of Aubert and Arner is of the division of labour
within a unique industrial organization. For similar comprehensive
"pictures" of life at sea, we have to rely on the intuition and observa-
tion of novelists such as de Hartog, Melville, or Conrad.

_Since there are relatively few studies of seafare;s, the piecemeai
approach has posed difficulties to a full understanding. Unfortunately,
where a unitary approach to the study of seafaring has been taken -- that
is, in the application of the sociotechnical system -- much of the
research findings has not been published.

The work that has been completed suggests certain directions to the
study of the seafarer, First, to understand the nature of the occupation,
we must examine the social structure and industrial organization of the ship.
Next, it is necessary to examine the inputs and outputs of the ship-as-an-
organization and its environment, including the social, economic, and
technical factors which impinge upon the ship. Then, to know the ship-as-
a~community, its relation to the community or communities of its members
must be explored. Finally, the seafarer must be studied in his relation~-
ship to the ship, to his community afloat and ashore, and to his work.

In other words, what is a ship? What is the nature of shipping? Who is a
seafarer? Why does a man become a seafarer? What is pis relation to the
ship and to other seafarers? What is the seafarer’s relationship to the

society of landsmen?

%3 3. Tunstall (1962); V. Aubert and O. Arner (1958).
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The Theoretical Framework of the Study

We have stated that as the glamour and aura of adventure have

decline, the three major subsystems of any industrial organization --
operations, marketing, and administration -- remain. On the ship, as
.we have seen in Chapter 1, the operating subsystem is the most important
and is set.up on the basis of operating and maintenance functions in the
deck and engine-room departments. These serve to fulfill the production
goals of moving goods from one port to another as quickly and -efficiently
as possible. The administrative subsystem is divided between the shore
staff of the company ~-- for example, stores, wages (in some companies),
accounting -- and the ship. On the ship tﬁe heads of department and
their deputies are responsible for the administrative duties relating to
the ship. The marketing function is almost entirely carried out by the
shore staff, so the ship has two "line" departments and one additional
one, the catering department. In our analysis we shall consider this to
be a "staff" department, and as such, it plays an important role.
Lawrence and Lorsch‘define an organization as being a

system of interrelated behaviours of people who are

performing a task that has been differentiated into
several distinct subsystems, each subsystem performing
a portion of the task, and the efforts of each being
integrated to achieve effective performance of the
system,64

The subsystems in the case of the ship are the two operating depart-
ments of deck and engine and the staff function performed by the catering
department. Bach department has its own tasks and subtasks. The deck
department is concerned with the navigation of the ship and stowage of
cargo. Its subtasks are the care and maintenance of its equipment, the

kN

external care and maintenance of hull and superstructure, and the reliability

64P.R. Lawrence and J.W. Lorsch (1967a), p. 36.
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.ship's engines, Its subtasks include the operation, mdintenance, and

of safety equipment. This department is the senior of the two operating
departments because by law command of the ship can only be assumed by a
qualified man who has risen through the ranks of the deck depaftment.

The engine-room department is concerned with the operation. of the

care of all auxiliary machinery on the ship such as electricity generators,

water pumps, cargo winches, and so on. The catering depatiment handles

the provision of food and, for the officers, housekeeping services. It

also supplies all bonded stores, clean linens, and other day-to-day items
of camfort necessary in an isolated community.

The theoretical framework of this study is derived from the work of
Lawrence and Lorsch on organizations and their enviromments, and their
hypothesis that any organization will be composed of subsystems that would
tend to develop particular attributes which, in turn, would be reiated to
characteristics of its external enviromment. For this study we will con-
sider first the degree of formality of structure of the shipping company
and its subsystem, the ship, and the degree of f;rmality of the ship and
its subsystems, the operational and staff departments. Secondly, we will
look at the orientations of members to thé organization in terms of the
time lapse of feedback of information. We shall also examine the goal
orientations of seafarers to the ship and the compnny.65 Finally, we
shall consider the social structure of the ship as a system of :ole; and

role sets.

Formal Organizations

Weber postulated an ideal type of formal organization as a bureaucracy
in which the regular activities of the organization are arranged wixﬁin a
framework of official duties with a specified hierarchy of offices where
each office is under the supervision of a higher one. A system of abstract

rules is consistently applied; each official acts impartially and'impersonalby

-65P.R. Lawrence and J.W. Lorsch (1967b), pp. 5-9.




within the scope of his duties; employment in the organization is based on
technical qualifications and a career structure, and consequently, the
organization approaches its tasks in a rational and efficient manner.66
Although the ideal type of organization is conceptualized as rational and
efficient, it can be so for only a short period of time. Since it cannot
cope with change,'Wbpe;'s bureaucratic system created what Merton termed
dysfunctions in the organization if the reified typology was a'ccepted,67
or the organic and mechanistic systems of organization cited by Burns and
Stalker if the ideal type was redefined in terms of "real" organizations.68
Maclver put it another way:

The history of progressive peoples constantly reveals the

danger which arises when institutional forms become ossi-

fied, the danger that they may pervert instead of fur-

thering the spirit, tradition, way of life out of which

they arose.69

Durkheim also argued that traditional, or formal, methods of organi-

zation tended to p;eclude thought and reflection on the future course of
the organization.70 R@sengren and Hinings, et al., believed.that small
organizations with specialized tasks had systems of restricted and formal
communication, whilst those with unspecialized tasks had open systems of
communication. Thi; permitted the latter organizations to attain their
goals with a minimum of organizational strain.71

In the organizations with the organic structure postulated by Burns

and Stalker, a person controlling rewards and sanctions will also control

66M. Weber (1947), pp. 330~40. Also see M. Albrow (1970), pp. 43-45;

R.H. Hall (1963) for analyses of the dimensions of bureaucracy. Hall
analyzes the work of Berger, Dimock, Friedrich, Heady, Merton, Michels,
Parsons, Udy, and Weber. Albrow, pp. 87-89, distinguishes between rational
and inefficient in his discussion of Weber's model.

57R.X. Merton (1957), pp. 197-200.

68T. Burns and G.M. Stalker (1961), pp. 103-10.

7OB. Durkheim (1956), p. 128.

"Iw.R. Rosengren (1967), p. 196; C.R. Hinings, et al. (1967), .p. 68.

109
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power resources, and thns, will tend to have both authority (status) and
prestige (legitimacy).72 A ship®s officer considers himself to be a
professional; as a consequence, if a ship is treated solely as a formal
organization, his power, based on his position in the hierarchy, would
not be adequate for situations requiring his professional knowledge or
risk-~taking decisions.73
The organization of the ship must accept a dichotomy of reésponsibility

in which watch-keepers are liable for the safety of the ship, but the
formal structure subsumes authority at non-watch-keeping times which
implies a commitment to the structure of the organization and an acqepf-
ance of its goals. If these goals arehfully accepted, the individual
will tend to view the organization as "his" and will reify the traditions
and goals, creating problems of innovation once again,

In a mechanistic system decisions at lower levels are

taken within the framework of decisions at higher

levels. . » .all that a superior in fact does is to

define the context, the conditions, the premises and

the grounds within and on which subordinates act. .

« o«In organic systems subordination becomes less

important as determining active and passive roles

in this process; everybody in the system has to

work out his own actions within a series of tempo-

rary7 4"framewotks of decision" set by people around
him. '

.72 R.A. Schermerhorn (1961), especially p. 24, has developed the
concept of the cumulative nature of power resources in which a person
enjoying power will accumulate further power, whilst a person who is
relatively powerless will lose power resources. W.R. Rosengren (1967)
and B. Shils (1965) have argued that authority or "charisma of status"
(Shils) gives an office holder power beyond that which is formally
attached to the position.

73 see, for example, P. Blau and W. Scott (1962); p. 185.

747, Burns and G.M. Stalker (1961), p. 209; B, Durkheim (1947),
p. 45: "Mechanical solidarity generally is not only a weaker link than
organic solidarity but it also decreases in importance as social evolution
advances.”"” M. Halbwachs (1958), p. 107, has discussed this problem in the
work situation of clerks, whilst D.T. Campbell and J.H. McCormack (1957)
have discussed it with reference to United States Air Force personnel
and civilians. ’
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As the techology of ship operation has become more complex and
sophisticated, the mechanistic, or formal and bureaucratic, structure of
the organization has ceased to be fully relevant, The shipmaster is not
qualified in all aspects of ship operation as he was in the days of sail,
but the authority structure of the ship does not recognize this.75 The
management structure of a ship basically still remains as it was in the
eighteenth century except that an engineering department has been tacked
on to the organization. R. Powell noted that a major cause of industrial
inefficiency is the obsolescence of managerial skills and strugturea.

For a modern firm to do its job well from one year to the next, whether
it be an electronics company or a sﬁipping company, there must be an
increase in managerial skills as well as in technical competency.76

The bureaucratic structure posited by Weber is a simplistic approach
to the study of organizations and is applicable largely to an organization
with a stable enviromment and technology. Where constant change occurs
within the enviromment, the structural roles and the concept of career
will be modified, This will, in turn, pose problems for recruitment and

socialization to the organization,77 especially with a lack of shared

social relationships and no right to appeal from decisions made by persons

v?For a discussion of this point as it affects ships® radio operators,

see J.C. Record (1957), p. 358.

76R. Powell (1963); K. Rogers (1967), pp. 138-9; T. Barna (1961)
states that ™the character of a firm is determined by its management. . . .
In almost all firms the different manifestations of the firm®s behaviour ==
price policy, marketing policy, inventory policy, labour policy, investment
policy =~ are just different aspects of the management®s character.™ T.
Burns and G.M. Stalker (1961), p. 232,

77For a full discussion of adult identity and formal organization
structure, see H.S. Becker and A.L. Strauss (1956); for a model of the
bureaucratic career, see K. Mannheim (1936).
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vested with authority. Thus, begause of the formal organization of the
ship, discontinuities in the bureaucratic structure will arise.78

In our coﬂsideration of formal organizations, we are interested in
a significant form of middlewrange theory which can, we hope, explain
variables at alevel that is valid for all forms of organizational
structure, provide a.common framework for primary and secondary group
interests within organizations, and enable us.to delineate the differences
between work and non-work social ofganization. We have shown, as has
Bendix,79 that Weber®s conceptual scheme of ideal type bureaucracy
presented the rational basis for the majority of modern theories of
organization. Pugh, et al., and Hinings, et al., have maintained that
the Weberian model has brought forth two forms of response: One is the
creation of ideal types for new forms of o:ganiz;tional behaviour, and
we would argue that Goffman®s theory of total institutions is an example
of thiss. The other form of response is a study of the weaknesses of the
Weberian concepts and their reformulation?o We would hold that the work
of Burns and Stalker, and Lawrence and Lorsch leads us to support this
latter response,

Lawrence and Lorsch have directed their work to the contingent

81

relationship between an organization and its enviromment., ~ The environment

78 The lack of shared social relationships is discussed in detail in
P.M. Blau (1957), especially p. 59; C.R. Walker and R.H. Guest (1952), pp.
62-3; A.S. Tannenbaum (1962), p. 244, shows that influence is the key to
control and power in organizations, and where consultation between groups
takes place, dissatisfaction over the allocation of power resources is
diminished; W.M. Bvan (1962) argues that.the right of appeal of a sube
ordinate in a formal organization is a characteristic of Weber®s rational-
legal model of bureaucracy. Where it is lacking, the organization does
not limit the power of office=~holders and consequently is not a bureaucracy
within Weber®s meaning, .

79 R. Bendix (1960), pp. 284wS.
80p,S, Pugh, et al. (1963); C.R. Hinings, et al, (1967).

81P.R. Lawrence and J.W. Lorsch (1967b); J.W. Lorsch and P.R. Lawrence
(1970).
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of an industrial organization is thought of as being composed of market
information, scientifig information,‘and technoeconomic data. These
components of environment of an organization are handled by their assig-
nation to different functional units within the organization. At any one
time the different parts of the environment have varying roles of informa-
tion exchange, varying time spans of feedback about the results of
decisions, and a varying accuracy of information. From these different
rates of change a continuum of certainty-uncertainty of operating environe
ment is evolved. An organization faced with rapid‘change, long-term
feedback of information about its operations, and low accuracy of in~
formation would operate in a highly uncertain environment. Conversely,

an organization facing relatively little change, rapid feedback from its
operating practices, and clear data about its prospects is operating
within a very certain environment.

The relative certainty of the enviromment was a function of the
degree of differentiation between the functional units of the organization,
Lawrence and Lorasch defined differentiation ;s “the differences in cognitive
and emotional orientation among managers in different units and the dif-
ferences in formal structure among un.its."82

Differentiation was measured by the formality of structure, goal
orientation, time orientation, and interpersonal orientation. In effective
organizations the members had orientations which were the same as the
demands of their environment. For successful overall coping with the
organization®s operations it was necessary to integrate the functional
units into a whole. Since integration and differentiation are opposing
forces within a social setting, this state is a difficult one to achieve,
and the successful organization requires the coordination of the struc-
tural factors used to achieve integ:ation (the managerial hierarchy) and

the patterns of behaviour used to manage problems of differentiation

&Jo". Lorsch and P.R. Lawrence (1970), Pe 6.
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(socialization). These patterns of organizational management correspond
to Albrow'383 concern with thlie problems of efficiency and rationality

as incompatible factors in ideal type bureaucracy, and resolves the
issue of the use of rationality and efficiency as predictive devices.

Burns and Stalkers4 utilized a meéhanistic-orgaﬁic continuunm,
developed from the Durkheimian theories of the division of 1labour which
coped with conceptual inadequacies of.the Weberian theories discussed.
above. The mechanistic model is applied to stable structures embedded in
a stable market and hierarchy of authority. This model is characterized
internally by specialized work roles, by control of the organization
through the authority hierarchy, by clear delineation of work tasks, and
by a stress upon technical means rather than changing ends.

On the other hand Burns and. Stalker®s organismic model of an
organization is one in which the technology is subject to change and the
market situation is unstable., The model is typified by the continual
adjustment and redefinition of work toles; by a network of control and
communication, and by a stress upon changing.ends, not stable means. In
their study of Scottish electronics firms, Burns and Stalker demonstrate
the pathological consequences of the mechanistic model in dealing with
the changing technologies and diffuse authority required by the organismic
form of the research units. .Ramsay showed very clearly the effects of
mixing the two forms of organization in the generation of hostility on

board _ship.85

83M. Albrow (1970).

84T. Burns and G.M., Stalker (1961); J. Woodward (1965) analyzes the
effect on craft, batch and process production systems of formal management
and shows that the social structure of the organization is determined by
the technical systems employed.

R.A. Ramsay (1966), especially chs. 2, 3, 9.
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Orientatiors of Organization Members to Other Members
The orientations of organization members to their tasks and to other
ﬁembers of the organization should be mentioned, MacIver has said that
"the check given to socialization by irrelevant social barriers is, of
course, at the same time a check to individualization. Men can realize
their individualities only within the appropriate social relations."86
As the ship community grows more complex and its role struéture

becomes more differentiated, there will be a corresponding demand by the
members of the ship's crew for social fulfillment, and consequently, the
social rewards offered by the ship-community for the seafarer's partici-
pation must also increase. The arguments advanced.by Haélow regarding the
motivations of individuals within organizations are that once the basic
needs of persons for safety, self-identification, self-respect and esteem
are satisfied, the individual will seek self-actualization or the
realization of his potential as a person and as a member of the organi-
zat:’.on.87 Durkheim argued in the same vein:

As long as societies are restricted in size and in

density the only psychic 1life capable of being devel-

oped is one common to all members of the group and

identical in each member. But as societies -become

large and especially as they become dense a psychic

life of a new sort makes its appearance. Individual

differences, originally lacking or indistinguishable

amidst the bulk of social likenesses, appear in bold

relief and increase., A host of things that had

persisted beyond the reach of individual minds

because they were of no concern to gollective life
become objects of representations.8

86 R.M. Maclver (1924) ¢ Do 270,

87 A H. Maslow (1968), pp. 25, 126-30.

88 5. Durkheim (1947), p. 347; also see A, Zander (1958), p. 108.
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The ship-coﬁmunity prior to 1850 was composed of seamen, or sailors,
only. It was.the primitive, undifferentiated society which Durkheim
described as being mecham‘.cal.89 With the advent of the steamship and
the use of radio=-telegraphy and electronic navigation and control systems,
new dimensions were added to the formal organization of the ship. The
oécupants of these new dimensions competed for the cont;ol of power
resources on the ship on the grounds that the utilization of their.
knowlédge and thei; place in the formal structure entitled them to do so.
As a result, the power resources of the ship were decentralized, and the
master tacitly gave control of the engine room department to the chief

engineer because of the latter®s expert skill.go

With further specializa-
tion the number of men in the crew rose in the 1950%s, when the average
size of crew on board a ship of 8,000 tons deadweight was 68.men. Increased
specialization has led to a reverse in this trend, and the average crew
size for cargo=liners of 8,000 tons in the sample used for the study was
46 men.

A small, restricted community emerges, and the psychic life is not.
the common one available to all members. There is also increased com=
petition for, and dilution of, the power available to individuals on the
ship. Loss of the control of power resources was due to meagre communi-
cation between the deck department and the new specialist dep;tfments.

However, a positive association has been shown between the ﬁoner of sub-

system managers and the number of communication links between operational

subsystems.91

89 p180 see R. Prankenberg (1966), especially ch. 9; V. Aubert (1969),
PP. 41-2, gives descript;ona of primitive societies.

9OJ. Woodward (1965), p. 72; J. Hage and M. Aiken (1967); J. Tunstall
(1962), pp. 121-3.

1 J.D. Thompson (1957) showed that there is a correlation between power
and the intensity of communication in U.S. Air Force units; R.K. Brown, et al.
(1970), demonstrated a similar correlation in the management of shipyards,
J.K. Hemphill (1950), p. 12,
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ﬁurns and Stalker's ozgadismic system recognizes this feature and
postulates that, proportionate to the rate and extent of change, less
authority and power appropriate to command organizations can be ascribed
to the head ;f the organization., Less definition is given‘to status,
role and modes of communication as specialists seek control over power
resources, and the activities of the individual in the organization- are
determined to a greater extent by what he perceives as the real tasks of
the organization. This perception, too, is mediated by his training and
routine.92 |

In the present day the ;uccess of the ship as. an organization does
an rest on the ability of a master or a "bucko" mate to drive his men,
but rather on the ability of the ship®s officers to identify themselves
with their ship~community and to become part of its collectivity.?3 The
communication between subsystems provides a means of passing important
information as well as pooling power resources. Where communication
networks exist between subsystems, the formation of group power with
strength to control the actions of superiors becpmes possible. The
group use of power may be based on friendship, cohesi;eness, or identifi-
cation as a member of the group.94 In terms of formality of structure and
goal orientation, the flexibility of use of this power resource is limited.
Groups in organizations with a rigid hiergrchical.structure, and thus a
very certain enviromment, and those with little agreement on goal attain-
ment, and therefore a very uncertéin enviromment, will have difficulty in

achieving integration,

92To Burns and G,M. Stalker (1961), p. 125,

93!. Halbwachs (1958), especially p. 63, argues that the economic
success of a firm depends on the manager being a coordinator of the social
forces of the firm,

94A. Zander (1958), p. 105; T. Burns {1955).
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Goal Orientations of Subsystem Members
The seafarer has a goal orientation toward his job on the ship,

towdrd the ship-community, and to his shore community.’ Goode has argued
that role strain, defined as the felt difficulty in fulfilling role
obligations, is a normal condition in organizations or commuhities.gs

The social stability of an organization cannot be explained as a product.
of the agreement on, or adherence to, normative systems by individual
members of the organization or their integration into the organization if
the social structure is conceptualized as a structure of roles. Rhfher,
each individual assesses his personal ;oles and utilizes these as bargain-
ing agents in shaping his relationships with other role incumbents. This
role bargaining may cause situations in which the interpersonal relation-
ships are centred either on social interaction or task~oriented interaction,
and | the bargaining itself may be shaped by the enviromment of the
organization,

The environm;nt of the cargo=-liner is very certain because of a fixed
schedule of ports and a set voyage length, ;nﬁ we would predict that the
roles and role bargaining are also fixed. Therefore, a mechanistic form
‘of organization would evolve which would be task-centred. Conpaﬁiea
operating a variety of ships will fall into the moderately certain/
uncertain category, whilst tramp ships fall into the very uncertain group
and are, again, task-oriented. The cumulative pattern of role bargains,
defined as the necessary compromise of role components between individuals
to achieve integration,. will determine the weighting of power resources in
the subsystems and their ability to cope with their enviromments.

The pressure on an individual to weight his bargains comes from his
need to reduce internsl conflict between his own roles, from his work

grbup/bubsystem, and from members of other subsystems with whom he

w.J. Goode (1960).




119

interacts, The pressures are intensified on those occasions when the
individual or the "in-group™ aspire to upward mobility. Bargaining for
status and power between the deck and engine-room departments or between
members of the catering department and engineer officers reflect the
tensions of mobility aspirations.96

An individual?®s evaluation of his abilities, opinions and beliefs
.with reference to the organization are directed to the persons with ;hom
he must bargain, and explicit comparisons are made between the beliefs
and capabilities of these significant others and the individualt®s own
performance, Group stability is due to these assessments, since if is .
derived from the convergence of opinions and abilities, and group in-
stability occurs when there is a divergence and constant pressures to
conformity within the groups and subsystems.g7 These pressures exert
themselves on the role bargaining processes because of the need for group/
subsystems uniformity in bargaining.

The compromise or bargain is between roles_which serve to
.achieve the needs of the individual and the integration of functional
units, Sigce the individual?s work can be regarded as a fulcrum around
which the worker®s pattern of life is organized, a job serves to maintain
the worker within a group, to regulate his life activity, to place him in
societys It determines the pattern of the individual®'s social activity
and is a source of many of his satisfactions and effective experiences,

In other words a job gives a worker income, a pattern of life activity,

96See, for example, M. Sherif (1948), p. 106.

97For a discussion of this point, see L. Festinger (1954).
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a place in society, social relationships within his work group, and
meaningful life experiences,98
A person is dependent on others for the gratification of his needs
in his role when these others control the technology, means of produc-
tion, and their allied resources in the organization or in the subsystem.
Information about the functioning of the organization or personnel are
also necessary for accomplishing goals, These variables of technology,
resources, personnel, and information are the keys to power within an .
organization and offer the means to nchieie goals.99
Within the ship~community ways exist in which the competition for
power can be resolved as in an ordinary community., Bierstedt defined
power as
e o othe ability to employ force, not its actual
employment, the ability to apply sanctions, not
their actual application. . . Power symbolizes
the force which may be applied in any social
situation and supports the authority which is
applied. Power is thus neither force nor 100
authority but, in a sense their synthesis.
The authority of leaders in the subsystem depends on their prestige,
their status as problem-solving, bargain-making intermediaries with the

environment of the subsystem where problem resolution and bargains are

made within the framework of the norms of the.group., Consequently, power

. q’B.A. Friedman and R.J..Havighurst (1954), pp. 3-5. A considerable
body of literature exists on the needs of individuals in the work place:
A.H, Maslow (1968) suggests that human needs form a hieérarchy from the
lowest to the highest of physiological needs, safety needs, social needs,
ego needs, self-fulfillment needs; K. Horney (1946, 1951) discussed self-
fulfillment and idealized concepts of need; A. Adler (1946) regards the
need for power as the central life force; Miner (1963) and E. Fromm (1941,
1962) argued that the need to be 1liked is the most important motivation,;
D, Willings (1968), ch. 9, holds that need-frustration is the major cause
of inefficiency and states that the needs are social needs, ego needs,
self-fulfillment needs; R. Schacht (1970), pp. 160=5,

999. Mechanic (1962), p. 352: "To the extent that a person is

dependent on another, he is potential;y subject to the other person®s power.'

1°°R. Bierstedt (1950), p. 733 (emphasis in original).
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within the subsystem is based on internalized rewards and punishments,
and the subsequent acceptance of the authority of subsystem leaders.
Authority is based on the power to give rewards or punitive sanctio#s,
power obtained through prestige, power by virtue of expertise, legal
power, or any mix of these four.lo1

The ship®s officer is frequently dependent for his authority'on his
power to administer rewards and sanctions of a limited kind and in his
legal power embodied in the Merchant Shipping Acts. This dependency is
due to the poor "visibility"™ of the exercise of his skills and. to other
seafarers® discounting his prestige. As we shall see later, much of the
seafarer’s prestige stems from stereotypes held by non-seafarers.
Daﬁlstrom hypothesized that the power exchange process, when influenced
by a system of institutionalized norms, will affect the freedom of
individuals to sargain.loz

Where the bargaining process is limited by a system of institution-
alized norms and roles, the result of change in the organizational structure
through the use of power and authority will result initially in behaviour
changes., Clark suggested that "these behaviour changep then compel

compatible attitudinal accommodations which are required to preserve the

103 .
assumption of personal relationship and adjustment.™ It is in the

101R.K. Merton (1957), p. 340, argued that "orders will ordinarily not
be accepted if they depart considerably from the norms operating within the
group.” Also see B, Dahlstrom (1966), pp. 238-9.

1
023. Dahlstrom (1966), p. 260; also see A.,W. Gouldner (1960).

03{. Clark (1953), p. 74; H.D. Lasswell and A. Kaplan (1950), ch. 5,
show that power is a function of access to cultural resources when other
factors are held constant; W. Isajiw (1968), pp. 79-80, held that the
Mertonian dichotomy of manifest and latent functions was not always rele~
vant to the process of change, and there is a further dynamic relationship
of unmanifested (i. e., non-intentional or subconsciously intended effects)
functions vis~3-vis latent functions.
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process of change, therefore, that' power resources are most important.

A professional usually has little to fear from the results of
change because of his expertise.- Conversely, the quasi-profiessional and
cher workers have much to lose in job satisfaction,.status, and prestige
should innovation take place. on any scale, Change is most resisted by
those.persons who are closest to the point' of change, and .this, we propose,
is an explanation for the inordinate use of power resources to maintain
the statug of junior and then senior officers at the experise of the men.
Where power and authority diverge in- the organization or-in.the subsysatem,
the abillty of persons of higher formal authority to influence the actions
of subordinates will be reduced. However, where the reward system of the
organization or its subsystem is effective -- that is, where a positive

correlation exists between the rewards’ opedfor by members and rewards

- which are actually given ~- there. is a corresponding lével of satisfaction

amongst individuals in the organization, and the influence of superiors
is increased. In cases in which this positive correlation is missing,
dissatisfaction levels will be high, and 'a correspondingly high level

of turnover will be evident}1°4

Summarz

MacIver said that "tontract or covenant may be the basis of an
association and'yet be quite inadequate to express the character of the

social activity thereby determined. The terms of a contract can never
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comprehend the.meaning: of a kind of life,” The hierarchical structure

1045ee, for example, L.I. Pearlin (1962); W.G. Bennis, et al. (1958);

A. Zander (1958), especially p. 106; G. Gordon and S. Becker (1964), pp.

89"'91,’ R.u. Maclver (1924), PP 340—1,’ A. &umner (1960)’ PPe 167, 171-2.

105 .
ReM. M#cIver' (1924)’ Pe 135,
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of a ship or a shipping company dogs not necessarily correspond to the
organizational structure, nor does fhe hierarchical structure necessarily
cope with the problems of the environment of the ship or shipping-companQ.
The concepts which we will use are, hopefully, able to diatinguishibetween
the abstract form and the real form of the organization and to relate it
to the occupation of seafaring in a meaningful way. We have suggested
that many of the approaches to the study of the organizatioq of ships as
industrial units, particularly the tgtal institution and sociotechnical
systems approaches, are not able to cope with this problem in all its
ramifications. Por this reason the author has adopted a ™contingency
theory™ approach in which the internai structures and processes of the
organization are viewed as being contingent upon external requirements

of the organization and the needs of its membera.m6 To accomplish this
it has been necessary to articulate the concepts of role structure and

0

role strdinl 7 and to relate these concepts to the way in which the

organization reaches its goals and deals with its environment.

1087 W. Lorsch and P.R. Lawrence (1970), p. 1.

107, Goode (1960).




CHAPTER IV

STERBOTYPICAL VIEWS OF SEAFARING

Introduction

A ship is a container of cargoes, machinery, and men. It has a.
technology which is served by workers with highly defined roles and is
an isolated community, separated from the normal social life of men
ashore by distance and occupation. The question arises, then, 'Why do
men go to sea? What attracts them to seafaring? 1Is it because, as
de la Varende suggests:

» o« othe child and water are dangerously allied. He
immediately wants to possess the element. The bits of
wood, rubbish and leaves he flings in the stream become
his ships. He boards them in his imagination as,
bright-eyed, he follows them in their flight. There
you have the source of all voyages, and floundering
is merely the first act of nautical adventure,

Or is it the prospect of adventure coupled with a career? P & O together
with other companies see it this way:

TRAIN as a decision-making, problem-solving, world-—
exploring OFFICER with the P& O GROUP. Yes! You'll
face problems and decisions. And plenty of them as
Navigating or Bngineer Officer with the world®s
largest shipping group. But you®ll be trained to
deal with them swiftly. World travel? Well, that
goes with the job, . « .This is a career. One that
beats any executive position for responsibility.
We®ll train you. Then we®ll depend on you. We've
got to with a total of nearly 2,500,000 tons of
modern complex machinery on the world®s oceans.

We'll pay you well (no accommodation or food bills

at sea, remember). We'll promote you (most Navigat—
ing Officers become Captains., Most Bngineer Officers
become Chiefs). And we®ll look after you: you get
frequent leave and there's a worth-while pension scheme,

135. de 1a varende (1955), p. 3.

2Wallsend Weekly News, 14 PFebruary, 1969 (emphasis in original
advertisement).
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In the course of the study all references to ships, seafaring, and
shipping news were taken from selected newspapet33 between March, 1968,
and June, 1969, in an effort to determine how much information the general
public received through the mass media. In these siitegn months 3,272

items appeared in these papers, excluding the regular items of shipping

news which appeared in the Journal, the Bvening Chronicle, the Wallsend

Weekly, the Daily Post, the Liverpool Bcho, and the Sunday ggg;esé.4

These regular features were concerned with shipping movements or requests
for information on the whereabouts of ships. The other items were broken
down into the categories shown in Table 4.1.

For the period studied the average newspaper readér was well served
with news items relating to shipping, - since, on an average day, he could

expect to see approximately six or seven items. The frequency varied with

" locality; the reader of the Louth Standard would commonly find only two or

three items whilst the reader of the Liverpool Bcho could expect to see

between fourteen and fifteen items. The national papers had five to six

items each day on average. Certain factors increased the amount of

Tyne51de newspapers: the Journal, the Bvening Chronicle, the Wallsend
Weeklz News, ' Durham Countz Advertiser; Liverpool newspapers: the Dailx Post,
the Livcrgool Bcho; national newspapers: the Times, the Guardian, the

Telegraph, the Daily Mail, the Daily Mirror; Sunday newspapers: the Sunday

Times, the Sunday Bxpress, the Sunday Sun, the Observer; other newspapers:
the Birmingham Post, the Louth Standard., Assistance was gratefully received
from R.K. Brown, P, Brannen, J. Cousins, and M. Samphier, who allowed. me to
use the Tyneside papers obtained for the Wallsend Shipyard Project (spon-
sored by the S.S.R.C.); Miss F. Morton for the material from the Liverpool
papers; Mrs., W. Fricke for the material from the Louth Standard; the
Graduate Society, University of Durham, for material from the other papers
with the exception of the Birmingham Post and the Times. The Misses G.E.
Bradney, J. Mitchell and S. Paradise painstakingly Indexed and sorted the
material.

4Hhete an item appeared in more than one paper, it was counted as
one item and attributed to the first paper. Altogether there were 13,013
newspaper cuttings concerning 3,272 news items.
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Table 4.1. Information available to the public on shipping matters.

% which % %
.No. in appeared in appearing appearing
category 1 newspaper in 2-6 in more
Item only newspapers than 6
papers
Trawlers 148 18 62 20
Accidents to seamen or
ship workers 307 31 54 15
Accidents to ships 284 4 61 35
General news of ships 614 21 64 15
Shipping companies in
financial items 159 5 74 21
Shipping companies -
general news 268 7 81 12
Seafarers 308 37 52 11
Seafarers® unions 50 21 51 28
General items about
ports in which ships
are mentioned 195 14 47 39
General items about
dockers in which ships
or seafarers are
mentioned 283 8 53 39
Ships and shipyards 148 17 59 24
Travel by sea 41 84 12 2
Navigational aids 17 41 48 11
Cargoes and freight rates 67 38 40 22
Training and education of
seafarers 32 57 41 2
Advertisements for
seafarers* 351 12 78 10
TOTAL 3,272
Average % 26 55 19

*An advertisement was counted as one item regardless of the number of
times it appeared in one sequence; for example, an advertisement for
a second engineer which appeared for three days in three papers would
count as one item,
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coverage such as the trawler disasters in the spring of 1968, the Longhope
lifeboat disaster, the grounding of the "Carmania,™ and the mechanical
problems of the "Queen Elizabeth II."” These received attention in all the
newspapers. .

Articles concerning life at sea and a seafarer in particular appeared
only in one newspaper,s as did news items concerning accidents to seamen
and articles on travel at_sea. The reader would thus be exposed to factual
information about ships in port, accidents to ships at sea (especially with
reference to accidents to oil tankers), and gene;al items about ships,
shipping companies, and shipyards. These account for 2,051 news items,
or 63% of the total, but appeared in two or more newspapers in 89% of the
cases, Items concerning seafarers appeared Qn 938 occasions, but excluding
advertisements, there were 587 news items which represented 18% of all
material about the shipping industry. Of this material on seafarers, 63.5%
appeared in two or more newspapers,

The advertisements which represented 10.6% of the total material had
a much wider coverage, as 88% appeared in two or more newspapers. The
advertisements for recruits to the industry formed 17i of thé advertise-
ments, or 1.8% of the total items. However, these had a wide coverage,
for they all appeared in five or more papers. Of the 3,272 news items
which appeared, nine discussed life at sea, ana four of these were in
relation to British Shipping Federation recruiting drives; the others
were brief, descriptive passages concerning ships and changes in the life

of seamen.6

SSee, for example, ®The Last of the Collier Masters™ in the Journal,
28 November, 1968, p. 8; "Seaman-Artist had always a touch of magic™ in
the Wallsend Weekly News, 24 ' .January, 1969, p. 8; "Battered Coasters"™ in
the Guardian, 3 Pebruary, 1969.

6See, for example, ”Anachronistic View from the Bridge,™ the Guardian,

10 May, 1959, p. 11; "Shipping Faces Big Problems,”™ the Journal, 27 March,

1969, p. 6; "The Floating Hells That Made Britain®s Ocean Mastery,” the
Sunday Express, 30 March, 1969, p.' 6.




Knowledge of life at sea, therefore, cannot be gained in a precise

manner through the medium of the press, and only a few seafarers get

their information about seagoing from books or the newspapers (see

Table 4.2). What information is available from newspapers is factual

Table 4,2. Sources of information about seafaring prior to joining the
Merchant Navy.*
Officers Ratings
Deck B.R. Other Catero Deck B.Re. All
% % % % % % %
Visiting ships 1 1 4 1 2.5 0 1.5
Visiting docks 13 7 8.5 16 13 2 11
Reading 20 8 0 7 0 o 7
TV/films ) 2 0 0 4 0.5 0 1.
Knew seafarers 54 53 71.5 56 64 81 60
Was a sea cadet/scout 1 0 0 1 o 0 0.
Worked in docks or
shipyard 0 24 0 0 6 0 7
No information 9 7 12 14 13 17 11
No answer/D.K. 0 0 4 0 1 0 0.7
Total % 100 100 100 100 100 100 100
N = 108 109 a2 99 163 42 544

*Taken from Questionnaires 2 and 3, items 30 and 29 respectively.

knowledge of ship accidents, shipping business, and "gossip™ about ships.
The reader must turn to novels or biographies for a literature of sea~
faring or to popular histories of the Royal Navy.

Although the work of the novelist Jan de Hartog is possibly the most
accurate description of contemporary seafaring, the average grammar school
boy will have had the opportunity to read the books of Melville, Conrad,
Robert Louis Stevenson, Monserrat, Villiers, and C.S. Forester at some
point in his school career., Hornblower, Lord Jim, and Billy Budd are
not relevant to life at sea in the 1970%s, and the majority of young men

who enter the industry are surprised at the work they have to do (see

Table 4.4).

129
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The characteristics of a novel are determined by the drama of its plot,

and life at sea can rarely be likened to-a drama on board a modern bulke

carrier. Dapa made this point in the 1840 Preface to Two Years Before the

Masts

« o o8ll the books professing to give life at sea have
been written by persons who have gained their experience
as naval officers, or passengers, and of these, there are
very few which are intended to be taken as narratives of
fact,

Now, in the first place, the whole course of life, and
daily duties, the discipline, habits and customs of a man-
of-~war are very different from those of the merchant serv-
ice; and in the next place, however accurately they may
give sea=life as it appears to their authors, it must
still be plain to everyone that a naval officer, who goés
to sea as a gentleman, "with his gloves on,” (as the
phrase is,) and who associates only with his fellow-
officers, and hardly speaks to a sailor except through

the boatswain®s mate, must take a very different wiew of
the whole matter from that which would be taken by a
common 8a2ilor. « « <A ;oice from the forecastle has
hardly yet been heazd.

If, as Dana suggested, there is a lack of accurate knowledge of
conditions at sea, what are the sources of information for persons wishing
to go to sea? In the mass media two important sources of information

exist, The brimary one is the recruitment advertisements, and the second,

‘the advertisements of voyages by shipping companies. P & O, as we have

seen, emphasize the following features of seaw~goings; training, being an
officer, command and scope for initiative, adventure and travel, career,
responsibility, pay, security, and opportunities for home life. This

emphasis is repeated in the British Shipping Federation®s advertisements

and booklet, Passport to Adventure, for officer and rating recruits.8 For

ratings the attractions are seen as adventure and travel, tfaining, scope

_7R0H.- Dana (1909)' Pe 5_.

8pritish Shipping Pederation (1967).




for initiative, the possibility of becoming an officer,9 good pay, and a
career. These images are projected by the recruiting advertisements and
reinforce the popular myths of seafaring outlined in novels and films;
for example, "P.Q. 17," starring John Wayne. These myths are, in turn,

reinforced by seafarers® conforming to popular expectations when they

are ashore,

The Atiraction of Seafaring

Tunstall noted that the attractions of fishing to the school leaver

are high pay and the "virility" of fishing.lo The pay for ratings in the
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Merchant Navy is only marginally higher than the mean of other semi-skilled

occupations ashore, and between 10% and 16% less than the basic pay of
dockers with whom the seamen compare themselves. Pay seems to be more

for the single man, however, since his board and lodging are provided by

the ship, and he is able to spend all his net pay on himself if he chooses.

The majority of men leave an allotment to their family, but even in this
case, the seaman ashore has much more money in his pocket than other
workers, money that is there because he has nowhere to spend it on the
ship. For this reason the seaman can afford the conspicuous consumption
in which he indulges. Tunstall mentioned that the fisherman ™. . .did

not go to sea on trawlers because he wanted to become posh, be middle

9Br:i.tish Shipping Pederation (1967), p. 193 ". . .many (?eck

:atingé] from the National Sea Training School have gained promotion to
officer rank and ultimate command.” It should be noted that in 1969,
eight former ratings took and passed the Second Mate's examination (the
total number of deck ratings in 1969 was 19,730), and in 1970, eighteen
ex-ratings passed the examination out of a population of 18,600 deck
ratings, Sources: Address of the Principal Bxaminer of Masters and
Mates and the Registrar General of Shipping Annual Statistics.

1°J. Tunstall (1962), pp. 107=13.
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class, but because he wanted 2 little social status, some spare money to
spend in the kind of social sphere he already moved in."11

The seafarer?s pay does not conform to the stereotype held of
merchant seamen being well paid, but because of the enforced restrictions
on the seafarer's spending and cbﬁsumpfion patterns, he appears to be well
paid, and in fact,'only 8% of all seafarers referred to pay as a major

reason for going to sea. Unlike fishermen, the pay is not an important

Table 4,3. Major reasons for goink to sea.*

All All

Reasons Officers Ratings All

% ’ % %
Travel 41 57 50
Open-air life 7 6 6
Only work available 22 17 19
Good pay 7 9 8
Always wanted to 22 9 15
No answer/D-x. 0 1 L i

N= 239 304

“**less than 0.5%

*Based on Questionnaires 2 and 3.12

part of the stereotype commonly held although it does ensure the means for
complying with the stereotype of the lavish spending, self-indulgent sea-

farer that emerges from the news items,

11y, Tunstall (1962), p. 137; also see E.P. Hohman (1952), ch. 11,
for a discussion of buying habits of U.S. seamen when ashore.

lelso see Rochdale (1970), Social Survey, Vol. 1, p. 12, In a
survey undertaken by Gallup Poll, 46% of seafarers mentioned travel as an
original source of satisfaction and variety/lack of routine (22%) as a
secondary satisfaction. Gallup Poll argued that advertising campaigns
should concentrate on these factors as facilitating recruitment., Our
thesis is that short-term use of advertising of stereotypes which are
inaccurate will in the long term increase wastage of labour.
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The popular idea of a seafarer travelling to and exploring strange
and exotic lands was the major reason why men chose to go to sea and was
cited by 50% of the seafarers. A significant difference occurred between
officers and ratings, as 57% of ratings considered travel to be their
major motivation for going to sea. Travel at sea is a very uncertain
quantity hovever. The ship does call at foreign ports, of course, but
the probability of having time free to go ashore is relatively small.

In the sample studied, officers were free from work responsibilities for
11} hours for each day in port. Of these free hours time had to be set
aside for eating, sleeping, and personal needs. Consequently, each
officer had, on average, 2.9 hours per day in a foreign port when he
was truly free to spend time ashore. (For apprentices the time was
slightly longer, 3.2 hours.) Ratings had an AVerage free time of 4.1
hours. If sleep was sacrificed, a longerperiod of shore leave. could

be obtained, and many of the younger men did this.

With the exception of ports in the Far Bast and Australasia, most
dock areas were too far away from city centres for the seafarer to have
a chance to attend cultural events without spending much of his time
ashore in tra§e1. Because of the twenty-four-hour nature of the work,
some opportunity for sightseeing was found, but again, this was largely
restricted by travelling time and because the seafarer®s working day
coincided with the normal hours of sightseeing whilst the ship was in
port. With limited time available to him, the distance of port areas
from city centres, and his working day, the seafarer cannot travel in
the wusual sense of the word. He is restricted by time and distance
to certain areas and must seek his relaxation pursuits within them.

A further boundary a social one, is his lack of contact with
persons ashore. Because of his occupation, the seafarer shares neither

their norms nor their expectations and is remote from, and possibly
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dangerous to, the community at large. The seafarer®s need to release
pent-up energy on his visits ashore, energy which cannot be discharged

without affecting the balanced society on board, leads to a specialist

.quarter which caters to seafarers® leisure activity developing around

dock areas. Thus, the seafarer trayils to a foreign land to find himself
hampered by and large by an unrepresentative leisure area, The Reeper~-
bahn in Hamburg is little different from the Ginza in Tokyo or King®s
Cross in Sydney in what it supplies for Sea;en in particular and the
population in general. Travel, therefore, does not conform to the ex-
pectations of the stereotype, and it is difficult for the seafarer to
retain his reputation for foreign adventure when typists and mill girls

can go to Majorca or Italy or Spain for their summer holidays.

Stereotypes
The stereotype13 of the seafarer as a worker is that of a man engaged

in a hazardous job calling for a high degree of skill and dedication,

The average seafarer, officer or rating, is rarely exposed to danger and
rarely needs a high degree of skill in his everyday life. In fact, life
is most dangerous for the seafarer when he is in port, where 62% of all
fatalities occur, and it is during these port stays that his skills a£e
most in use, as cargo gear has to be prepared and special maintenance
work carried out. The skills required by the Board of Trade certificates
are there, but the majority of seafarers interviewed said that they had
forgotten many of the more unusual techniques. The skill level is low

because skill requirements are low. Most of the work of deck and engine

1337 stereotype we mean the popularly held image of the occupation,
In this sense the stereotype is a culturally laden phenomenon and is based
in the normative expectations of society as a whole. See, for example,
G. Saenger and S, Flowerman (1954), and J. Fishman (1956).
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room ratings is washing paintwork, knocking (chipping) or scraping paint
off metal, or painting -~ a job not unlike that of painting the Forth
Bridge in that on a ship the task of Aaintaining the structure never
ceases.

To vary this routine other jobs can be done such as cleaning hatches
and overhauling cargo gear on deck or cleaning bilges and t;nk tops in the
engine room. The skill of the seaman

The life demanded by that art, the keen

Bye~puckered, hard-case seamen, silent, lean,

::ey are grander things than all the art of touns14

eir tests are tempests ami the sea that drowns.

is that of the semiwskilled labourer and the technician. Problems are
solved and productioneline techniques are introduced from ashore by the
coﬁpany. Planned maintenance for deck and engine-room equipment is a
recent innovation, backed by work study and operational research techniques,
but one cargo~liner company has insisted on its navigators following fixed
routes since 1906, and at one stage, these ;outes were marked in red ink
on their charts.

The stereotype of the problemwsolving, decision-making seafarer is
erroneous. His control over the range of problems encountered at sea is
limited by the company, and the majority of shipmasters have %ime spans
of decision-making that are measured in one or two months unlike their
counterparts in industrial management ashore. The only occasions on
which the skills of a seafarer can be shown are those of emergency.

The stereotypes attached to seafaring in general are those of the
early days of steam and sail. The art of sailoring has died with the
emergence of company shore installations supplying all the equipment

ready to use.

145. Masefield, "Ships,” in R. Hope (1960), p. 13.

A
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It?s a rare A.B. who can put a splice in a wire these
days and an even rarer one who knows how to parcel and
serve stays properly. Ten years ago you had enough
of the old timers around, but nowadays the shore gang
come on board in ewe—— and take the lot to the rigging
loft for overhaul. This crowd [crew] can®t even reeve
a set of gangway falls,l15

One of the companies in the sample did not have a marine department in
its head office, and all the deck equipment as well as engine~room Spares
and stores were supplied by the engineer superintendent.

An example of an eérroneous stereotype is that of the wofficer.”

There is only one man aboard a British merchant ship
with officer?s rank; and that man is the sparks or
Radio Officer. A mate is often called a chief:
officer, but he is given that title for courtesy
reasons; he signs a ship®s articles as Mate, and
the qualification for doing so is. a Mate's Certifi=
cate, In the same way, the ship's engineers get the
courtesy title of engineer~officer, and the Old Man
himself, who is engaged as Master of the vessel is
called Cap®n by everyone, even me. . « .While some
cargo~ship mates, engineers and skippers try to
insist on this officer business, many of them have
too much sense and too much work to do to worry
about such th:lngs.l6

The term "™officer™ is used in this study as a convenience to deline
eate the mates, engineers, radio officers, and chief stewards from other
members of the crew, The term "officer™ came into use on passenger ships
in an effort to satisfy the publice=relations side of ship management,
Legally the term has no recognition with regard to merchant ships with
tye exception noted by Foulser in his autobiography. The concept of
officer, then, is in dispute between the officers and ratings, and

certainly there are few areas not touched by this disagreement on board

15Research Notebook 14, Interview with Bosun, Company AA.

G. Foulser (1961), pp. 26=7.




The officer is a technician for most of his life at sea, and a
"leader of men™ in a limited sense of the phrase for the rest, In fact,
the Board of Trade certificates which enable him to work at his job do
not require any evidence of leadership or management ability. The pre~
sea training schoolg inculcate an expectancy of status within their
students which is often inappropriate for the type of ship to which the
officer-apﬁrentice is sent.17 The apprentice will spend most of his
training at sea wearing overalls or their equiv;alent, and although he
will eat with the officers, he will not be accepted as ome until after
his apprenticeship.

The discrepancy in the question of "officer™ versus "mate™ or
"engineer™ is one of the root causes of role strain on board ship. If
the status of ™officer" is to be maintained, it has to be at the expense
of those who are Mofficered” =- that is, the rafings -= and in a small
community this can be extremely disruptive.

To summarize the arguments briefly, the stereotype of the seafarer
held by the general public is inaccurate and is based upon knowledge
gained from books, the mass media, or intermittent contact with sea-
farers, Much of the material appearing about seafarers emphasizes the
aspects of travel, adventure, status, and responsibility. Where these
aspects appear in a seafarer?®s life, they are diluted by the constraints
of shipboard life and meaningful contact with society-as-a-whole. Con=
sequently, the stereotype creates role strain in the ship where the
stereotype is accepted as a norm. As we shall see, the ships with a

mechanistic form of structure tend to accept stereotype definitions,

17See ReA. Ramsay (1966), p. 167; W.H. Hopwood (1971, 1973); the
officer status is confirmed by his uniform: C.H. Milsom (1968), pp. 55=7,
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lists the items of uniform a well-dressed apprentice should take with him.

On ships "x" and "Y™ in the sample many of the officers did not possess a
uniform, yet there was no difference in the crew's attitude to these
mates and engineers, and that of the crew of "Z" where the officers wore
uniforms all the time. On ship *"x" in fact there was a marked sense of
team spirit fostered by the informality.
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Stereotypes: An Analysis

An individual in society occupies- a group of roles and interacts
with other members of his role set, Becaqse‘his'contacts with others
are limited, he will have few opportunities to meet incumbents of roles
not connected with his own, and few opportunities to know at first hand
what theése strange roles entail or where they fit into Eociety. Certain
roles and role sets are known throughout society; the doctor, nurse,
teacher, and priest perform roles with which the average person will
interact at some time. Other roles are highly specialized and little
information is readily available about them «=- for example, te
farrier == 80 far as the ordinary man in the street is concerned,

Society passes knowledge about these roles and their place in the
social structure through the acculturation processes in the course of an
individualts lifetime. Information about different roles is provided
through literature, the press, or radio and television; through friends
at home or work; or through observation. From any of these sources an
expectation is derived as to the normative behaviour of a person occupying
a given role. Such expectations are reflected in short summaries: ™He
was drunk as a sailor,” for instance - in which case the inference is
that sailors regularly get drunk. Or "Taffy is a Welshman, Taffy is a
thief,” which indicates an implicit belief in the dishonesty of Welshmen.

These stereotypes allow the recipient to build up a picture of his
society in the round which he would not be able to do otherwise, That
this picture may not be accurate is irrelevant for the individual. .Should
he come into contact with persons associated wifh a stereotyped role, his
attitudes toward them will be modified at the same time as theirs are

modified toward him, and the stereotype will ﬁove closer to reality.18

18See, for example, G. Saénger and S. Flowerman (19545 for a dis=
cussion of the adaptation of stereotypes; J. Fishman (1956).




As the individual comes into contact with more than one person occupying
this formerly unfamiliar role and role set, he is able to reassess the
accuracy of his initial attitudes, and the stereotype may become even
more definitive and of greater use to the individual for predicting the
outcome of future contacts.

Where there is little contact with an occupational group in its
workplace, tHe public knowledge can only be gained through the stereotype.
We suggest that this is the case with seafarers. If the population once
had contact with seafarers in the seaport and coastal towns of the United
Kingdom, this contact has become more dispersed as the population as a
whole is more mobile, and men are recruited to seafaring from areas such
as Birmingham which have relatively little proximity with the occupation.
As a result the stereotype will tend to be modified slightly elsewhere,
but in the coastal towns what had once been a "real®™ view of an occupa-
tion has become a stereotype as the number of seafarers declines and
fewer people are in touch with them. This newly emergent stereotype has
its roots in the Merchant Navy prior to the 1920*s and in the modern
advertisements for cruises and recruits. Currently the stereotype of the
competence of the ship?s crew is declining as the number of ships ine
volved in collisions mounts. This is a secondary consequence of the
concern of the mass media and the public with the pollution of the
enviromment.

The function of a &tereotype, therefore, is to provide a shorthand
method by which an individual can place an occupation or role in his
image of society and the social structure. It has dysfunctions if it is
too divorced from reality and gives untrue expectations of the occupation
or role and if individuals entering the occupation on the basis of the
stereotype are unable to reconcile the image they have received with

reality.
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When a boy enters the Merchant Navy he has identifigd himself with
seafarers through his previous stereotypical knowledge. Because of this
prior identification, the boy often accepts the social standards of the
ship or arganization because of his desire to establish a relationship with
that organization.19 The group of seafarers with whom he nou 1ives has
become his reference group, and the boy has to abide by its nérms of
behaviour if he is to be accepted. If he complies with the norms, it is
with the hope of benefitting from this conformity. The compliance may
be to avoid teasing or punishment, so the norms are not accepted as part
of an internalization process (although they may be internalized later)
but rather as being expedient. Social control of the individual®s actions
can thus occur even when the individual does not fully belong to the group
with which he is seeking identification,

Rather than having an individual seafarer as a "™generalized othér,"
the boy utilizes his knowledge of the stereotype and his immediate ex-
periences to create a "generalized other™ of a group of seafarers.zo By
this identification with, and adaptation to, a stereotype, the boy may
overact. He may drink too much, boast of his sexual exploits,21 or if he
is an engineer who has entered via the traditional route, he may ass;me
an attitude toward the catering staff modeled on his conception of the
behaviour of officers to "servants.” His belief that the values he imputes
to his stereotype are the values of his reference group justifies his
action based on these values. We can thus argue that the stereotype
initially provides the recruit with a basis of expectations of behaviour
by seafarers and provides him with a model for his own behaviour in his

relationships with seafare:s.zz

19See, for example, S.N. Eisenstadt (1954), pp. 194-5; R.K. Merton
(1957), ch, 8; T. Shibutani (1962); A.B. Siegel and S. Siegel (1957).

ZOG.H. Mead (1934); C.H. Cooley (1962), especially pp. 319-25;
L. Pestinger (1954); H.H. Kelley (1952).

21See J. Tunstall (1962), p. 118, for a description of a boy living
up to reference group norms.

22W.G. Runciman (1966) has extended this argument in terms of perceived

social justice and its relationship to stereotypes.




Table 4.4a. 'when you first joined a ship, were iou
surprised or unprepared for the type of job

you had to do?" Ratings® sample.

tionnaire Nos. 2 and 3)

Seafarers with Seafarers with- Whole
relatives at out relatives Sample
sea % at sea % %
| Very surprised
or surprised 55 91 73
Not surprised 45 9 27
Total % 100 100 - 100
N 241 214 455
Table 4.4b. Officers? sample.
Seafarers with Seafarers with- Whole
relatives at out relatives Sample
sea % at sea % %
Very surprised
or surprised 53 93 70
Not surprised 47 7 30
Total % 100 100 100
N 207 162 369

Note: There is no significant difference at ,01 level of
confidence between officers® and ratings® samples
(t test).

A mutual expectancy arises of a helpful relationship with others

which is created by the generalized norms of society and by the generalw-
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ized norms of the stereotype. Where this norm of helpfulness is violated,

pressure will be exerted from the individual to gain his place within the

group, which may be expressed in the form of deviant behaviour, and

pressure will also be placed on the individual to reshape his expectations
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of group conduct.23 If the stereotype and the reality are far apart, the
individual will attempt to create a synthesis, but should this not be
possible, he has three means of resolving the dilemma, The first is to
revert to his previous normative pattern and implicitly reject the stereo=
type. In this case the seafarer will leave the occupation. The seeond is
to adopt fully the new normative pattern and again implicitly reject the
stereotype. In this case the seafarer will become fully socialized into
the occupation.

The last method seeks to accommodate both patterns of normative behaviour
and leads to the state of cognitive dissonance described by Festinger24 and
thence to anomie. As we shall see, those seafarers who are not able to leave
the sea because of lack of opportunity find adaptation possible through
patterns of deviant behaviour on the ship, Merton has argued that

Anomie is. . .conceived as a breakdown in the cultural
structure, occurring particularly when there is an acute
disjunction between the cultural norms and goals and the
socially structured capacities of members of the group
to actin accord with them.25

A stereotype links norms with a group or occupation, defines the
group, and discriminates between the group and other groups. Roles are
clusters surrounding individuals within a group, and consequently, ﬁre
models for behaviour learning and the guidance of behaviour expectations.
In our discussion of the third method of resolving cognitive dissonance,
we suggest that the move towards an impossible synthesis will lead to
anomie, Anomie as defined above is the individual®s perception that he is

in a situation in which his immediate social surroundings are unpredictable

and have no rationale behind fthem. Since the individual cannot rely on

23R.P. Bales (1950).

24L. Festinger (1969); L. PFestinger and J.M. Carlsmith (1959); also
see K. Sherif and CQWQ Shel'if (1953).

zsR.K. Merton (1957), p. 162; also see B. Durkheim (1951),
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those around him for social and psychological support, he feels that he
cannot achieve his life goals and that his existence is of no importance
to the situation., He perceives a discrepancy between the value systems
of his new reference group and his own value system which he is unable
to justify to himself or accept as legitimate. Consequently, the
individual may display deviant forms of behaviour,26 he may withdraw
from the anxiety-provoking situation altogether, or he may internalize
his new group®s norms and reject his previous patterns.

If he accepts the second alternative —- withdrawal from the situation —~
the seafarer must leave his occupation, Because all ships are similarly
organized and have a similar culture, the seafarer cannot avoid tensions by
changing ships., If he accepts the third solution, he will reject the
culture of society ashore as being meaningless and will isolate Himself
from shore ties, experiencing anomie on those occasions when he is ashore.
It has been noted that

adequate adjustment to our social environment would
seem to involve not only an accurate appraisal of
the more objective demands of the situation but also
a knowledge of the appropriateness of our behaviour
as judged by our colleagues. . . .In those circum-
stances in which his own perception of a situation
is shared by his fellows, his subsequent behaviour
is likely to be seen as appropriate. When this
behaviour is judged to involve group=relevant
values, the acceptance or rejection of the
behaviour and person are intensified.27

Home has pointed out that the seafarer®s life is one of constant up-

heaval. His social roots do not develop because he completes a voyage and

joins another ship and because he spends only a few days or hours in a

265 K. Merton (1957), p. 174, suggests that the normal forms of
deviance are innovation, ritualism, retreatism, and rebellion,.

375,53, smitn, et al. (1955), p. 385.
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port at any one time;zs The seafarer goes to sea in search of travel and
adventure, a job, or a career, As we have pointed out earlier, though,
the first of these is illusory with the present mode of operating ships.

A bulke~carrier arriving in a modern port after a three-week sea passage
may discharge and be back at sea within twenty-four hours; container ships
on the North Atlantic tfades are scheduled for months in advance on the
basis of a thirty-six-hhur turnaround at their terminal ports.

Tankers have turnaround times of less than a day. Where the ship
formerly spent between only 30% and 45% of her time at sea in the cargo-
liner trades, her replacement, the container ship, is designed to spend
only 10% of her voyage time in port., BREconomically this procedure is very
sound «- a ship is not earning money when she is not moving between two
ports —-= but the stereotype of "seeing the world" leads to an expectancy
of a chance to see at least one part of a port before the ship sails again.
A modern bulk-carrier discharging at Port Talbot is turned around so quickly
that a seafarer is not able to walk to the dock gates for a drink after work.

In a society in which people live and work alone and have few oppor=

. tunities for social activities, opportunities must be available for intense

periodic interaction, This interaction was formerly provided by the runs
ashore of the seaman and the intense pattern of drinking and tenQion-
release. Human association, companionship, has inherent value for the
majority of persons, and these periods of interaction ashore are of great
importance for individual adjustment as well as the social cohesion of the

ship.29 Maslow has pointed out that

28W.E. Home (1922), especially pp. 30-1; K, Bvang (1951), p. 3, notes:

"It is very easy for a seafarer to become denationalised, and yet not to
become fully and truly internationalised. Having lost his roots in his own
country without having an opportunity of establishing fresh ones in any other
country, he feels himself neglected by others.” Also see B.P. Hohman (1952).

295ee, for instance, D.B. Heath (1958), p. 504; K. Evang (1951), p. 9.
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e o oCulture is an instrument of need-gratification
as well as of frustration and control. We can now
reject the almost universal mistake that the inter-
ests of the individual and society are of necessity
mutually exclusive and antagonistic, or that civili-
zation is primarily a mechanism for controlling and
policing human instinctoidal impulses.30

The fuhction of the stereotype for the community is that it provides
& cultural explanation for behaviour patterns of seafarers. Travel is a
useful reason for a form of tension-release for the seafarer when the ship
' is in port, but the stereotype of travel -- sightseeing, touring, and
so forth -- is not correct when applied to the travel of the seafarer.
Durkheim. noted that when unregulated emotions are not adjusted t; one
another or to the situation they are supposed to meet, anomie would
arise.31 When the tension-releasing mechanisms of seafaringlare cur-~
tailed or the release‘of tensions is sporadic or without pattern, the
seafarer will seek to maximize his excursions where possible. As a
result the voyage pattern is of importance to the seafarer; regular
voyages and predictable patterns of tension and tension release allow
the seafarer to reduce to manageable proportions the anomie experienced_
from the realities of seafaring and the stereotyped expectancies.

On the other hand irregular voyage patterns such as those of tramp
ships and the majority of bulk carriers create uncertainties of
behaviour and expectation. Behaviour which can be disruptive for the
ship®s routine may simply be a distraction or an innovation in the cycle
of living for the individual. Zander stated that this type of behaviour

can occur in groups in which the members are mutually interdependent and

that it is functional insofar as long-term performance is concerned.32

3°A.H. Maslow (1968), p. 159; note the similarity of this argument

to that of H. Marcuse (1964).

313. Durkheim (1951), p. 285.

32A. Zander (1958), p. 101.
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Mates and engineers are thought of as officers by society. We have
argued that they are not officers in the legal sense of the word, nor are
they officers in the moral sense in that théy ao not, with the exception
of heads of departments, manage men on alday-to-day basis for the well-
being of the men and the efficiency of the ship. As we have seen, ™officer™
is a courtesy title, yet the stereotype imbues it with all the rights and
privileges of a person commis#ioned by the Queen in the Royal Navy. The
mate or engineer is a junior manager with special skills and a quasi-
professional status with aspirations and training. In his desire to
create a status equivalent to that of the stereotype, the mate or éngiheer
has to obtain the defererice of the ratings on board ship, When this
deference is not forthcoming, it only serves to reinforce the stereotype
of the officer vis-ad-vis the rating.

Hostility, in the sense that competition for scarce resources
creates adveise attitudes between officers and ratings, is a function of
the desire of officers to maintain the status ascribed to them by the

33 That this status is not an accurate reflection of

general population,
the state of affairs on board‘ship causes cognitive dissonance which is
alleviated to a certain degree by innovation occurring in the balance of
power between the two groﬁps to provide a satisfactory synthes:l.s.34

As we saw in Chapter III, power relationships are ones providing
rewards and punishments and are conducive to learning patterns of behaviour.
If power is arbitrary, the resulting attitudes to power will be concerned
with need, or in this case, stereotype gratification. The mate or engineer

has a great deal of power because of the 1894 Shipping Act, and his use of

it is discretionary. For this reason variations appear in the way in which

3ssee, for example, J. Shurval (1957); A. 2andet, et al. (1957);
A, Zander (1958),

- 34Tﬁis concept of a bargaining relationship is discussed by G.C.
Homans (1961)’ ch, 4.




the ship-as-an-organization copes with its environment. On cargo-liners
certain.forms of deviance will be implicitly accepted .:I.f' ‘ratings conform
to other nomms, and for this reason, excessive overtime levels and cargo
pilferage are ignored if the ratings show proper deference to their
officé:séss The stereotype is reinforced and each group receives a

‘measure of gratification.

Summary

‘We have argued that the stereo.t-ype is a tefe:;ence ‘point for the
performance of roles .in that it provides an indiv:l.duai with & cluster
of norms and expectations which he can use in his identification of and
with a new life situation. Where a discrepancy occurs between the
stereotype attached to a role or roles, .cogni.tive dissonance or role
strain will result .which will either cause .the new role to be rejected,
cause the new role to be accepted and 'the original reference group to be
rejected, or result in anomie where a synthesis of ‘stereotype and
reality is attempted. It is suggested. that theée forms of action lie
behind -most .role strain on board ship and are an underlying cause of

labour turnover,

35G.l(. Sykes (1964) and D, Mechanic (1962), p. 136, argue that non-
rational forms of power exchange may occur if obedience and conformity
result in heavy costs to a subordinate.
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CHAPTRER V

THE SEAFARERS - OFPICERS

Introduction

Recruitiment to the Merchant Navy is strongly influenced by the
information available to the potential recruit. As we noted in Chapter
IV, this information is obtained from knowing seaf;rers (54% for mates;
53% for engineers), either in one’s own family or as friends and neigh-
bours; and then from literature for recruits to the deck department (20%),
or by working in shipyards or marine engine works for recruits to the
engine department §2¢$). This pattern of recruitment through friend and
family information and knowledge is common in most industties.1

Shipping seecks its recruits between the ages of 16 and 18 for the
deck department and between 16 and 24 for the engine-room department.2
These boys and young men are thus at the stage in their lives when they
are "trying out" new jobs and life styles, and a high turnover is to
be expected if the job does not measure up to expectations. Miller and
Form suggested that this trial work period exténds into the early thirties
for many individuals,3 and the reasons for going to sea are often those of

seeking a change, excitement, or an unusual occupation to bolster status.

1See, for example, B.G., Sykes (1953); D.C. Miller and W.H, Form
(1964), pp. 539-604.

Bngineer apprentices enter straight from school; engineer officers

enter after an apprenticeship ashore and are between 20 and 24 years of
age when theyfirst go to sea.

3p.c. Miller and W.H. Porm (1964), p. 553; also see S.M. Lipset and
R. Bendix (1959), ch. 1; R. Millar (1966), p. 88; R. Dubin (1958), p. 266.
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Table 5.1(a). "What was your major rcason for poing to sea?"*

Reason Officers**
Mate Bngineer

—h —%

Travel 42 40

Open-air life 11 2

No other work 11 30

Better prospects 1 13

Always wanted to 34 16

Total % - 99 101

N = 108 109

Table 5.1(b). "Why did you choose your present job in preference
to any other work at sea?"*

| Reason Officers#®¥
Mate Engineer
% %

Seafaring family 5 4

Bor the training 13 10

PFormerly in R.N. 0 2

Outdoor life 19 0

Work available 8 3

Wanted to leave home 16 3

Travel 9 3

Already trained 0 57

, Most interesting 25 17
: Good status 4 0
Total % 99 99

N = 108 109

*Questionnaires 2 and 3.
**BExcludes apprentices.

Por the engineer seafaring is frequently a second or third job, and a
significant difference exists between his major reasons for going to sea
and those of a mate. Table's.l(aj and (b) explore different aspects of
the same question, and in fact, a high correlation (Pearson r = 0.43)
exists between the categories of one table and the categories of the other

because the data was collected through similar open-ended questions.




To determine recruitment patterns it is necessary to look at the
social backgrounds of seafarers. ‘Including apprentices, 40% of an
average ship®s crew in the sample were officers in the deck and engine-
room departments. Of this group approximately 45% were deck officers,
and 55% were engineer officers. In other words deck officers comprise

18% of the total crew, and engineer officers, 22% of the ship®s crew on

a normal dry-cargo vessel,

Table 5.2, PFather's occupation: Officers.*

Mates Bngineers

Occupation % %
Manual** 6 30
Skilled 28 37
Clerical 22%%*% 16
Managerial 29 15
Professional 15 3
N.A./D.xo 0 0

Total % 100 101

N = 158 159
(Significant difference between Mates and Bngineers|
at 1% level (t-test).)

*Data from Questionnaires 2, 3, and 4.

**R.G, Classification (modified as per M. . Stacey).
***2% were factory clerks; see Table 5.8.

Significant differences occur in the backgrounds of these two groups
because of the different methods of récruitment. As Table 5.2 shows,
mates are recruited from predominantly middle-class backgrounds, and
their use of literature as a means of finding information about sea-
faring is to be expected. On the other hand two-thirds of the engineers

came from working-class backgrounds. The mate enters the industry as an
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apprentice and is trained by the shipping company to which he is indentured

for periods ranging from two-and-a-half to four years, depending upon his

educational background and ability (as outlined in Chapter I).
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The engineer normally enters the industry fully trained (87% of
engineers; N = 189) after serving an apprenticeship ashore in ﬁeavy
fitting or engine-erecting. Therefore, he comes to seafaring with
cultural expectations derived'from his previous work.4 Those engineers
who served their apprenticeshié at sea (13% of the sample; N = 189) were
all drawn from the same groups as the majority of mates; that is, from
families whose head was either a clerk, a manager, or a professional.

The work of a mate is primarily white collar in nature; generally,
he wears a uniform with a white shirt for most of his activities and very
rarely engages in manual work. The engineer®s job is the obposite. Work
in the engine room is hot and dirty, and for his usual duties the engineer
wears a boiler suit with no distinguishing marks of rank. Much of the
work in the engine room is semi-skilled, and only repair or maintenance
work on machinery can be classified as consistently skilled. These two
distinctions, working environment and family background, reinforce the
status expectations of both groups.

In Chapter IV we noted that a high proportion of recruits to sea-
faring obtained their initial information about the occupation from men
serving at sea. Among many of the seafarers there is an axiom that sea-
farers come from seafaring families, and that mates are traditionally from
such families whilst engineers are not. Table 5.3(a) shows the distribution
of seafarers with relatives who are or were at sea, and Table 5.3(b) shows
the relationship of these relatives to the seafarers. The engineers had a
greater proportion of relatives who were seafarers or former seafarers, and
half of these men had fathers or ‘'uncles who were seafarers. Just under

half had other relatives at sea.

4See T. Lupton (1963), especially pp. 147-8; R.K. Brown, et al. (1970).




Table 5.3(a). Seafarers within the family.*

Mates Engineers
No. % No. %
Relatives at sea 82 52 109 58
Whole sample 158 100 189 . 100

Table 5.3(b), Distribution of relatives of seafarers.*

. Mates Enginders
Relative No. % No. %
Pather 44 53.6 58 53.2
Uncle 56 68.3 57 52.3
Other 28 43.1 53 48.6

Sample 82 100 109 100
Averagé no,
relatives - .
per seafarer 1.56 1.54

*Questionnaites 2, 3, and 4.

We can say that ; family tradition of seafaring.was marked amongst
those engineers with relatives who weré seafarers. The mates also showed
family invol&ement at sea although only 52% of the total sample had
relatives at sea compared to 58% of the engineers. Again, just over half
of those with relatives at sea had a seafaring father, but the interesting
feature of the mates® sample of men with seafaring relatives was that 68%
had uncles who were seafarers. This can be ascribed to the differences
in attitudes to seafaring of the two groups shown in Table 4.1(a).

Travel is the dominant reason for going to sea cited by both groups
(mates, 42%; engineers, 40%), but for 43% of the engineers, seafaring
provided job prospects and conditions that were not available to them

ashore, whilst only 12% of the mates went to sea for this reason.
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Table 5.4(a). Time in years spent at sea by officers.*

Time (in years) u‘;es Bng1;eers
0 -4 8 55
5-~-9 56 24
10 - 14 20 12
15+ ' 16 9
Total % 100 100
N = 126%** 184%*

Table 5.4(b). Age in years of officers.*

Age Ma;es Bhgi;eets
16 - 20 8 0
21 - 25 56 55
26 - 30 20 24
31+ 16 21
' Total % 100 100

N = 126** 184%*

*Questionnaires 2, 3, and 4.
**Apprentices are not counted as officers unless
serving as an uncertificated mate.

The instrumental reasons for the engineer?s going to sea are akin to
the ordinary worker*s trying new jobs in an effort to find a suitable one
for a career. In view of the engineers' short sea careers (Table 5.4(a)),
the engineer uses his stay at sea as a means to an end: to travel and to
acquire added skills in mechanical engineering. From the knowledge of the-
1n&ustry gained from his family, ghe engineer looks upon seafaring as a
chance to "spread his wings," to explore the world whilst getting experience
which will altimately be taken back to'his home environment.

The mate, however, obtains much of his knowledge of seafaring from a
"remote" family figure, an uncle whose life style is something to be

envied, whilst not affecting the family in the majority of cases where
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the father was not a seafarer. The boy who always wanted to go to sea
(34% of the mates versus 16% of the engineers) had, in nine cases out of
ten, an uncle who was seafaring and a father who was not a seafarer.

The stereotype of the seafarer coming laden with presents and being a
family hero was noted in several interviews:

Uncle Jobn *1d come home every five or six months,
and would visit us for two or three days with my
grandparents. He always brought lots of things
with him and would hire a car and we would go for
drives into the Pennines. He came to my school
twice to talk about his ship and its cargoes and
voyages. Those were exciting E::i.mes] for me,

and it wasn®t until I had been at sea a year or
two that I realised just how rotten that run of
his with «---- Line to the Red Sea and up to
Chittagong and Rangoon really was. He told me

to join AB Company if I wanted to get ahead so
I did.>

My mother®s brother was a master with wee--, and
bad been torpedoed three times in the war. He had
a big house in South Shields which we used to stay
at for our summer holidays, and he would take us
down to the river or to Sunderland to see the
ships when he was home. When I told my family I
wanted to go to sea, my father and uncle advised
me notto, but I thought that they were exaggerating,
so I went anyway.5
The more important connection of seafarer to seafaring relatives
in the case of mates was that of uncle-nephew rather than father-son. Of
the total sample more than half the engineers and mates had relatives at
sea, and approximately a fifth of the total sample in both groups had
more than one relative who was a seafarer.
A final point with regard to recruitment to the Merchant Navy is that
of éducational qualifications of recruits. A significant difference occurs

between the type of full-time schooling and the educational qualifications

obtained of mates and egineers. This difference reflects the differences

snesearch Notebook 11, Interview with Mate, AB Company.

6Rcsea:ch Notebook 4, Interview with Second Mate, CA Company.
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in father's occupational background previously noted and in the various
ways of securing information about the occupation., Although the school-
leaving qualifications of mates are higher than those of engineers, the
engineers have many more nationally recognized technical qualifications;
25% of the engineers held an Ordinary National Certificafe or Ordinary
National Diploma whilst a further 4% held a Higher National Certificate
or Higher National Diploma. These qualifications are the result of
technical training as engineer apprentices ashore with day release‘and
sandwich courses. This type of course is néw available to mates as part

of their apprenticeship and will eventually become compulsory.

Table 5.5(a). Type of school attended by officers to age 16.*

Type of school Mates % Bngineers %
Elementary 5 6
Secondary Modern 22%% 50%*
Grammar 58%%* 43k
Public/Private 15%* 1x%
Total % 100 100
N = 158 189

Table 5.5(b). Bducational qualifications of officers.*

Qualification Mates % Bngineers %
None 21%* | 48%*
G.C.E. "O" 68%* 30%*
G.C.B, "A" 5%% . 2%*
C.S.B. 6k* 20%*%
Total % 100 100
N = 108 109

*Data from Questionnaires 2, 3, and 4.
**Significant difference at 0.01% level (t-test).




The educational-attainments of officers have risen steadily over a
long period, but because of the seniority system of promotion, educational
levels decline as the upper reaches of the hierarchy are approached. The
bright young officer is frequently faced with the fact that his superior
is intellectually less able and that the superior occupies his job
because of the workings of a bureaucratic system of seniority. Seafaring
is an occupation in which the less able man hds an equal opportunity for
" promotion with the gifted man, provided the forﬁer follows the written

and unwritten rules.

Table 5.6. Years at sea. (Data from Questionnaires 2, 3, and 4.)

0-4 5«9 10 - 14 15+ N=
School Mates Bngs. Mates Engs. Mates Bngs. Mates Bngs. Mates Engs.
% % % %
Blem.* 0 0 0 0 0 14 40 53 8 12
Sec. Mod.** 40 46 14 73 28 55 0 18 21 93
Grammar 40 54 66 25 56 31 60 29 77 78

Public/Priv. 20 0 20 2 16 0 0 0 20 1

Total 100 100 100 100 100 100 100 100 126 184

Note: All apprentices are excluded from this unless serving as an
uncertificated third mate.

*An "Blementary" school is one in which the leaving age was 14; i.e.,
a school prior to the 1944 Bducation Act.

**Includes Comprehensive Schools,

In Table 5.6 the education pattern of the officers in the industry
is shown. Those officers who attended elementary schools ;ere, pf the
time of the survey, at least 38 years of age, and all held senior posts
except where they were uncertificated engineers. If we place the two
categories "Elementary" .and "Secondary Modern™ schools together, 71% of

the engineers with seniority of fifteen years or more who had decided to
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make the sea their career had a less academically able background compared
to 46% with less than four years® service. Amongst career mates and
masters, 14% came from a background of secondary modern schools in the

same age group as the engineers with less than four years® service, but

40% came from elementary or secondary modern schools in the group comparable

to engineers with fifteen years® service or more.

Table 5.7(a). Qualifications and career: Mates.*

Qualification N = Career "Yes" Career "No" Total %
% %
 None 24 82 18 100
G.C.E. "O" 72 47 53 . 100
G.C.E. "A" 4 0 100 100
C.S.B. 8 75 25 100
N = 108 60 43

Table 5.7(b). Qualifications and career: Engineers.*

Qualification N = Career "Yes" Career "No" Total %
% %
None 52 46 34 100
G.C.B. "O" 33 15 85 100
G.C.E. "A” ) 2 0 100 100
C.S.E. 22 55 45 100
N = 109 41 68

*Questionnaires 2 and 3.

All the senior mates and masters held certificates of competency, and
three~quarters of the engineers wiéh more than fifteen years of sea service
also held certificates. The academic ability displayed in the respondents®
school ﬁays is thus not necessarily a guide to their ability to obtain
Board of Trade certifi;ates, which are.primarily "gafety" certificates,

showing that the holder has an adequate knowledge of the safety regulations
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and their application to ships. The certificates, to a lesser extent,
show that the holder has a working knowledge of the business side of the
ship as an industrial unit. Consequently, for an ambitious man, there is
little scope for merit promotion utilizing his intellectual skills in the
ship?s hierarchy other than by earning higher certificates of competency
in the shortest possible time. A maté will normally get his master's
certificate between the ages of 25 and 27, and an engineer can obtain his

first-class certificates at about the same age.7

Career

The motivation for an officer_to make seafaring his career is based
on his ability to maximize his satisfaction within the occupation. By
satisfaction we mean the probability of the officer's utilizing and developing
his skills and abilities. In shore industry an individual can move with ease
from company to company, selling his services on merit and seeking the best
possible price for these services. In the Merchant Navy this is usually
impossible because of the career hierarchy. An officer searching for
change cannot take his seniority with him to another shipping combany, for
the majority of companies operate a strict seniority system of promotion
rather than a merit system. The seniority in two of the companies, AB and
BB, was calculated in half-days and posted for all to see. In three
other companies, comprehensive lists of seniority were kept for mates and
masters, and a less complete one for engineers. In Company CA promotion
was made by merit and by fitting a man to a ship and trade. BEngineers
in Companies AA, BA, and CB were promoted on the basis of their certificates

and technical experience.

7Nggtica1 Magazine (July, 1971), pp.'56-7, notes two appointments to
chief engineer at age 28.




160

Because the more able officer cannot obtain promotion by merii, com-
pensating factors must be introduced by the sﬂipping companies to retain
his services. Until the early 1960's the cargo-liner companies were able
to offer higher wages, regular runs, and a stable career structure. With
the change in the shape of the shipping industry through the development
of the container trades and the growing trend to move cargoes in bulk and
the subsequent diversification by the cargo-liner companies into ‘these
new trades, the poésibilities of regular runs on the same ship or in the
same trade have been diminished as has the attraction of a stable career
structure. As a result many able men have left the industry, and those
who stay are the less gifted persons of the middle-class group or the
socially mobile working=class officer in the Merchant Navy.

The recruitment to the Merchant Navy on the basis of_steteotypes
and the immediate gratification of desires for things like travel is not
conducive to retaining the more able man, so seafaring as an occupation
is viewed by many, particularly engineers,8 as a means of gaining experience
which can be used later in other jobs and as- a way of seeing the world.
For mates the situation is.somewhat more complex, as their training is
carried out at sea and their working life is centred around the ship.

If a mate does not wish to continue at sea, he must move to another
occupation before it is too late -- before he has accrued considerable
seniority and before he is too old to be considered for junior management
jobs elsewhere. If he does leave the industry after he is too old to enter
management, he may have to take a relatively unskilled job in a process

industry in order to maintain his life style.9

8N’ote Table 5.7(b). 37.6% of engineers view seafaring as a possible
career whilst 62.4% do not.

9See J. Goldthorpe, et al. (1968), pp. 171-3, for an:examplé of a
Merchant Navy officer ashore.
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An able man will probably leave the industry in order to seek
advancement. The number of openings for the seafarer in shipping-
company management is limited and ordinarily the shipt's officer is
not trained or encouraged to involve himself in the problems of
shipping management.lo Company AA rotated men who were in the process
of promotion through a series of head-office appointments, but little
worthwhile work was given to these men. On the other hand Company CA
was too small to bring men ashore into its structure except on a
permanent basis, but it evolved a system of giving small research
projects to carry out and assess to officers who nére waiting for
appointments to ships. The company also sent every officer on technical
and managerial courses for the industry whenever possible. The result -
was that CA attracted and kept the majority of its mates from other
firms in addition to keeping many of its own apprentices. The ability
of a small company to keep the better men equally as well as a larger
one such as Company AA will be discussed in full in Chapter VIII.

In sum, we have argued that recruitment of seafarers is bound up
in the stereotypes of the occupation. We have shown the inadequacy of
these stereotypes in relation to the reality of seafari#g and have sug-
gested that these stereotypes do not encourage a career structure within
the %ndustty. Recruitment is largely through information provided by
seafaring contacts, and educational levels are inversely proportional to
the likelihood of making seafaring a career amongst officers because of

a lack of perceived opportunity for advancement.

The Bffects of Tradition

As we have shown in Chapters I and IV, the stereotype and training

of the seafarer are based on "traditional"™ ways of seafaring. The master

1oRochdale (1970), paras. 1214, 1215, and 1216.
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is in command of the ship because traditionally he is the most highly
skilled and experienced man on board. Dana'®s ship, the "Pilgrim," had a
simple technology and a simple form of hierarchy. The modern ship, toe,
retains the hierarchy of the "Pilgrim,” but the addition of mechanical
propuision and power to the technology of the ship has made it an extremely
complex piece of machinery. Once a simple division of labour existed
between the ratings who handled the equipment and the officers who had
trained with the ratings and knew their skills as well as the skills of
navigatioﬂ. With the coming of the steamship, a new groﬁp was introduced
into the ship-as-community, and for the first time 8kills weré ;equired
by one work group which were not known, and did not need to be known, by
the others.

The traditional form of organization exists amongst deck officers and
ratings., The mate must be able to navigate by stars, compass, and chronom-
eter, as the mates of ships in the nineteenth century were expected to. He
must stand watch and "con" the ship, and although navigational aids have
changed greatly (for example, radar, gyro compass, automatic helmsman), he
still faces the problems of the ship's seaworthiness and safe navigation,
The mate®s duties with cargo have hardly varied over the centuries. He is
responsible under the master for the safe stowage and carriage of cargoes,
and this responsibility has only recently been usurped by the emergence of
containerized cargo, for the mate now has no way of knowing whether the
cargo has been properly stowed in the containers.

The mate's training and his work have altered only slightly since
1870 and the predominance of steam over sail. Many of his skill re-
quirements predate steam, and some predate history. Similarly, the

traditional elements of the deck officer®s job colour his attitudes and
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approach to everyday tasks. This tradition is best expressed in the
following quotation from evidence given to a court of inquiry into the
loss of a very large crude carrier (VLCC or oil tanker) in 1969:

When Captain —---, the Master, was asked if it

would be right to expect an officer to be on

duty for more than 24 hours, continmuously, and

possibly for 36 hours, he replied: "In my days

as Chief Officer I looked upon 24 hours as the

warming-up period. I started to work after 24

hours,"11

No criticism of the master was made at the time; and the loss of a

208,000~ton oil tanker was attributed to the carelessness of the first
mate of the ship rather than to the first mate's working under difficult
conditions for 28 hours without rest. The patterns of work on board
ship are thus largely determined by traditional methods., Ramsay, in
particular, has noted this phenomenon and ascribed it to the patterns of
training which British officers receive and to the innate conservatism of
the British lower middle-classes.®

Table 5.8. Occupations of the familieg of mates from working-
class backgrounds. (Data from Questionnaires 2, 3, and 4.)

Mana- Profes-
Relationship Unskilled Skilled Clerical gerial sional D.K.

% % % % % % %
Pather 25 48 7% 0 0 20 100
Pather's kin 15 34 32 14 0 5 100
Mother 8 34 48 10 0 0 100
Mother's kin 27 25 37 11 0 0 100
Siblings 10 30 32 18 0 10 100
All relatives 17 34 31 15 0 7 100

Families: N = 40

*These men were factory clerks; i.e., checkers, tally clerks.

1

1 Department of Trade and Industry Court of Inquiry into the loss of
the S.T. "Mactra," cited in the Telegraph, November, 1971 (Vol. 3, No. 11),
p. 15. .

12R.A. Ramsay (1966), pp. 1667,
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The socioeconomic background of mates is unmistakably lower-middle
and middle-middle class (see Table 5.2), and only 34% of the sample came
from working-class backgrounds. Analysis of this group shows that like
many of the affluent workers,13 the working~class homes of mates were ones
in which there had been downward mobility, and that, in fact, the seafarer
in these circumstances had relatives who were middle class. The decision
to go to sea for many of them was prompted by the feeling of being "left
out,”" of being "left behind."

When we visited my uncle [é ship’s masteé] in Shields,
I was always conscious that we were the church mice.
You know -~ my mum had had our clothes cleaned but
they were always not so nice as my cousins'. They
went - to boarding school and I had a scholarship to
Wakefield Grammar so I can remember myself thinking

I can be good as that. That's one reason why I went
to sea.

For other boys the decision was somewhat similar. Particularly for
the boys whose parents had been moving around the country through wartime
evacuations or to better jobs, the decision to go to sea was often a
response to a need to be different.

When I was twelve we moved to Stoke~on-Trent from
Doncaster because of my father's job [@ railway
permanent way inspectoi] and I went to the grammar
school there. On my first day the form master asked
us all in turn what we wanted to be, and I said a
seaman,15

For these men the response to this need was to be different and to
join the Merchant Navy. Once in, they accepted the traditional way of
doing things and the way of life,

Things go like clock work on watch. You establish a
routine and then you stick to it. On the bridge at

4 a.m. and take the watch over and have a cup of tea
with the Second Mate. Depending on the weather,

1 . .
35.H. Goldthorpe, et al. (1968).
14

Research Notebook 4, Interview with Second Mate, CA Company.

1snesearch Notebook 11, Interview with Third Mate, AB Company.




where you are, on the number of ships Earounta v
you plug into a routine. But it's routine that
we all follow. When my father was Mate he used
to do just the same,l6

The continuity of voyage following voyage; of
looking for a light Eeacoxil 1 know and finding
it when I expect to, these are the things you
look forward to at sea. Some people find it
boring, but I enjoy it. The sea is always
changing, but the seaman stays on top because
he anticipates the sea, he knows it, and no
technological aid will do away with seamanship.
Some young chaps laugh at the way I con the
ship but I know what the sea is doing.l7

The tradition of the sea forms the framework of life on the ship, and

it is a pattern of culture passed primarily through the deck department.
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The men whom Jan de Hartog referred to as "liars™ are the culture bearers,18

and the storyteller is still prized w;thin the shipboard community. It
is this traditional framework that contributes to the conservatism of the
shipmaster as much as legal resfraint and company poiicy.

The traditions of the ship provide the security within which the
personal needs of such men can be met. The man who is striving for
upward mobility has a secure middle-class job which would give a status
and life style akin to that of the middle manager, and a man who is not
very good academically can arrive at the top as surely as the man who
makes his mark in any business. The tradition of the sea, therefore,
permits the responses to needs for status ashore to be controlled within
certain limits and rationalizes tension patterns.19

The rigidity of the management hierarchy is an unintended result of

the search for security by the majority of senior deck officers. This

16Research Notebook 11, Interview with First Mate, AB Company.

17Research Notebook 1, Interview with the Master, Ship Y™,
18J. de Hartog (1966).

19See Chapter 1V,
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security is visibly enforced by the use of status symbols (e.g., uniforms,
gold braid) all the time, and the wearing of authority symbols reinforces
the hierarchy as much as the habit of addressing other mates by their ranks
rather than their names. The system of working watches does not encourage
close relationships with the other mates, nor does it involve group
decision-making. Consequently, the easiest way out of problems is to
tackle them in a conventional manner, whether the problems concern a jammed
head block, a derrick, discipline, or the death of a seaman.

The problems created for the mate by traditional methods of behaviour
arise from change, éither in manning or in technoloéy. As Ranisay noted,20
new technology has to be proven to be accepted and the tradition of non-
acceptance of new equipment on board shib is reinforced by the shipping
companies® habit of appointing marine superintendents to junior/middle
management ashore, where they rapidly lose touch with the realities of
seagoing and stress the criterion of efficiency, as this is the only means
they have of assessment. Among the young officers, 62% of the junior

mates find that their up-to-date training is worthless because frequently

" the master of the ship refuses to allow new techniques or technologies to

be introduced, for, the junior officers say, the senior officers neither
understand nor have been trained to use the te'chm'.ques.21

The problems for senior officers faced with technological innovation
are particularly great, firstly because their foreign-going certificate of
competency is applicqble to any class of deep-sea vessel no matter how new;

secondly because on average twelve years elapse between the time of

2OR.A. Ramsay (1966), pp. 169=70,

21Reseatch Notebook 11, Interview with Third Mate, AB Company. The
third mate spoke of the master®s dislike of true motion radar and his in-
sistence that both radar sets on the ship should be set up with a relative
display, as he (the master) found this type of display ﬂore effective.
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obtaining the master's qualifications and actually achieving the rank;
and finally, it is only recently that provision has been made for "re-
fresher".courses for senior officers., This combination of circumstances
increases the need for a structured work culture within which a senior
officer can operate and retain his status and self-respect.

Por the deck officer, traditional systems of behaviour and hierarchy
are fﬁnctionhl in that they aid the smooth running of the ship and contain
the personal problems of officers at a tolerable level by providing
security and status. The dysfunctions of traditional management systems

on a ship are that they impede organizational and technological change.

Bngineer Officers and Status Problems

The engineer officers are "newcomers! to the shipping industry which
produces anomalies in their status on board the ship.22 The engineers
come from a predominantly working-class background (see Table 5.2), and
the majority (87%) have served their apprenticeship in heavy engineering
ashore, This socialization prior to seafaring results in egalitarian
attitudes toward the work group with the exception of the barrier between
craftsmen and labourers.23

Furthermore, the socialization process ashore poses severe problems
for the ™new™ engineér officer when first appointed to the ship. He is
confronted with the problem of discarding a complete set of normative
values acqufred during his apprenticeship and substituting those required
at sea, whilst at the same time.adjusting his stereotype of an officer to

a format which is appropriate. As we shall see in Chapter IX, those

22See, for example, J. Tunstall (1962), pp. 119-20.

23J. Tunstall (1962), p. 29: ™"The engineers with their respect for
efficiency and their long tradition of trade unionism were a very important
new force in the occupation.” Also R.K. Brown and P. Brannen (1970), p. 207.
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engineers who stay at sea longest will be found in the bulk-cargo companies,
particularly those with a pattern of organismic management where the
normative values of ship operation and of apprenticeship are closest to
each other and where the stereotype of officer is less well marked. The
cargo~liner companies, on the other hand, display a much higher turnover

of engineer officers and proportionately fewer engineers with a record of
long service because of the emphasis on officer status (see Chapter VII).

The engineer officer makes stafus problems for other members of the
crew. His work lies mainly in the bowels of the ship and is hidden from
view, unlike that of the catering and deck departments. The engineer is
thus able to comment on the performance of tasks by these other groups
whilst they have little knowledge of his work and are unable to pass
judgement except when equipment breaks down. PFor the deck officer the
engineer officer creates status problems which are aggravated by their
different socioeconomic backgrounds and their different work interests.
From these differences between deck and engineer officers has arisen the
phrase, ™0il and water don't mix,” which is a justification for non-
involvement with one another as well as an explanation for social forces
outside the control of both gioups.

In his relations with non-engine-room ratings, the engineer is
regarded as someone useful as well as one whose tasks are inherently dirty
and who creates extra work. This problem is espeéially acute with the
relations between the engineer officers and the catering ratings, as the
latter have the job of adjusting the stereotype of the ™officer™.

Thg engineer officers interviewed came from a significantly different
socioeconomic background than the deck officers. Two-thirds came from
blue-collar backgrounds, and the educatioﬁul level of fhe sample at age 16
was significantly lower than that of the deck officers?(see Table 5.6).

Moreover, the majority of engineers had gone to sea for reasons which
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were not those, qualitatively, of deck officers. 87% of the engineer
officers interviewed (158 men) had served their apprenticeship ashore in
heavy engineering., Of this group only 15% saw seafaring as a career when
they first went to sea. The attraction of seafaring was a break in routine
for many, .but for some (30% of the sample), seafaring was the only employ-
ment available. Traditionally, therefore, seafaring for the engineer
officer was a short commitment and was viewed as such (see Table 5.4).

I came to sea because I wis in a rut and fed up.

The only good thing about work in the [sh:.ﬂ yard

was Saturday night at the pub. So I talked to my

cousin [4/B in tankers] and he put me in the way

of this firm. But when I've been away a couple

more years then I*11 settle back into Doxfords

Emarine engine builderé] rather than go to the

yard again.
The engineer officer sees his commitment to the shipping industry in the
extrinsic benefits it offers him. The most important of these are travel
and adventure, then a secure job. Unless he also enjoys his work on thé
ship, the engineer officer will be ready to go ashore again after three
years or so and will settle back into his original life style.

Bngineer officers have stayed at sea when they have been unable to
make the transition back to industry ashore or in cases where they are
upwardly mobile. Like the mates who were seeking to obtain or maintain
middle-class status, these men showed a strong commitment to their jobs
even when job satisfaction was low.

When we were first married we had a flat in Aigburth
[Liverpooi], so that my wife would be close to her

job [}chool teacher]. We lived there for three or
four years, and when I was home for my Chief's ticket
we decided to buy a house in Heswell [[Cheshire], so my
wife could be near her family. I tried to find a job
ashore but the only ones going were in Lairds [Camel
Laird®s shipyard] as a fitter, so I decided to go back
to sea with ~-~- Line on their South American run, as

that would get me home every two months. Then we had
the kiddies and I can’t afford to go ashore now. The

24Reseatch Notebook 5, Interview with Junior Bngineer, BA Company.
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oldest is at school, and I would have to have a job
paying at least £3,500 to pay the mortgage, school
fees and a car for the wife. I've got another 25
years here before I retire S?etiremen? age in
Company AB was 60 yearé] and I'm a chief now so my
pay won't increase too much more.25

The pattern of economic depression is reflected in the age pﬁttern of
engineer officers (Chart 5.1) and from this we can infer that once a man
has been "trapped" in the occupation, he finds it more difficult to move
into a shore job because the economic benefits of %emaining at sea, as
well as benefits of status, are much greater the longer he remains a sea-
farer,

Since the engineer officer does not have a traditional role to play
in the social structure of the ship, he has difficulty in defining his
place on board, as the engineers are the largest group of officers and
the problems of shipboard status are aggravated. On Ship "X" the mates
and engineers mixed readily, and in any case the social hierarchy was not
marked. On Ship "™Y" there was cooperation between mates and engineers,
and the primary groups that formed amongst the officers did not distinguish
between departments although they did between rank. On the cargo-liner,
"Z," a definite separation between department and rank appeared, and
primary groups did not include anyone from outside departments.

The traditional pattern of ship operation, therefore, does not allow
for the easy assimilation of engineers into the social structure except
where there is either a long-serving crew, as in Ship "X," or a crew with
an informal pattern of behaviour fostered by the ma;ter or the shipping
company, as in Ship "Y.™ . This ;spect will be discussed in full in Chapter
VIII, but the distinction should be made and noted between mates and
engineers in terms of different socio;coqomic and educational backgrounds,
a different system of socialization to shipboard life, and different career

expectations. All these attributes lead to .perceived differences and diffi-

culties in the formation of satisfying social relationships on board ship.

25
Research Notebook 3, Interview with Chief Engineer, AB Company.
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Discigline and Authority

As mentioned previously the deck officers fit into a traditional
pattern of ship operations. By virtue of this pattern, their attitudes
toward discipline and the exercise of authority are also couched in tra-
ditional terms and these are reinforced by the provisions of the Merchant
Shipping Acts. Amongst the deck officers discipline is enfor;ed by informal
sanctions rooted in the socialization process. These sanctions are based
on a concept of professional ethics for officers, and informal sanctions
are brought to bear through "joking™ situations -- hiding equipment or
belongings, or direct criticism by other officers. Conformity is also
ensured by the system of company employment and the need, if a career is
envisaged, to ha;e a good voyage rebort at the end of each voyage. These
reports, made by the master, are normally not seen by the officers other
than the mate or chief engineer and are, therefore, a manipulative sanction
in the hands of both the master and the company.26

The acceptance of these norms of discipline is functional for the
mates because it reduces the problems of management on short voyages or
with a crew which changes frequently, and because-it enhances the status
of the individual officer. Por the shipping company the acceptance of the
normative codes of discipline by the officers reduces the managerial re-
sponsibility for the smooth running of the ship, and at the same time
facilitates the movement of crews between ships.

Given that these perceived advantages of maintaining a uniform code
of practice on board ship are functional for the deck officers, do they
also meet the needs of the engineer officers and ratings? The answer can

only be "no."™ Based on the assumption that discipline is administered

?6In the interviews on board ship and in conversations with ships"®
officers, none of the respondents had seen a voyage report other than
master and mate, although the officers said their companies used them. A
specimen, and recommended, form of voyage report can be found in D, Moreby
(1969), pp. 128-30.




only according to the Merchant Shipping Acts® provisions (see Appendix
I11), the master, as arbiter of the provisions of the Act, assumes powers
that the ordinary works manager ashore does not possess, powers that are
not normally given to other managers of totil institutions. Whilst the
master of a ship does not exercise these legal rights in the usual

course of events, the possibility always exists that he may do so. That
the master has the power to fine, "log," or give a man a bad discharge

is the fundamental difference between the heads of the deck and engine=-
room departments. A mate may become a master; an engineer officer cannot.

Discipline, therefore, is handled in the traditional manner by men
with traditional authority. This system does not take into account the
fact that whereas on the sailing ship there were approximately five or
six sailors to every mate, on the modern cargo ship there are approxi-
mately one-and-a-half ratings to every officer. This means that 40% of
the ship?s crew are permitted to discipline the other 60%. This allows
for abuse of the traditional system, since a pervasive network of contacts
and different interpretations of discipline by officers is possible, and
the hierarchy will normally support the superior (the officer) against
the inferior.

The traditional system of discipline and authority does not account
for the variety of jobs on the ship., As Rec;rd and Mann noted,27 the
radio operator does not conform to any of the usual patterns of behaviour
of a ship's officer which makes it difficult to impose discipline upon him.
The same is true of other jobs. As we shall see in Chapter VI, the rating
who has a job which is not fully accounted for by the provisions of the
Acts may well find himself subject to discipline which is not appropriate

to his situation.

275.C. Record (1957); P.H. Mann (1957).
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The engineer officers form a relatively large group of men engaged
in the same or similar work. Whilst working, the skills and abilities of
each are clearly shown and an informal work structure emerges with con-’
siderable autonomy for its members. This work group would not be able to
function if the rigidity of the authority structure which applies to the
deck officers were to be-introduced into the engine room, Amongst the
deck officers formal status is important because so much of a mate's work
is done when he is on his own. The hierarchy provides status satisfaction
for the deck officer by confirming the importance of his work.

In the off-duty hours the mates spend most of their time alone, as
they do on watch. The second mate of Ship "Y" reported a typical day at
sea:

At midnight I went on watch; we were just passing Belle
Isle. It makes the watch more interesting when your Csic
coasting E.n sight of la.na and have other ships around
you. The Mate relieved me at 04.00 and we had a cup of
tea and chatted until 04.45, when I came off the bridge
and turned in. I was called at 07.30 and did the break-~
fast relief at 08.00 and came off the bridge at about
08.45 after taking the longitude sight. Did some washing
and read a book, Listened to the wireless for a while,
and after coffee [}0545] went and saw the Third Engineer
about the fuel consumption returns. Had dinner at 11.30
and went on the bridge at 12.00 and did my watch until
16.00. Had a can of beer before tea with Sparks c%adio
officef] and_read a book for a while and then turned in
about 18.30.28

The engineer officer is also isolated but not so much as the deck
officer, Only two of the ships studied had single-man watches for
engineer officers, and on both ships the 12-4 watch (third engineer's

watch) was the only one worked single-~handedly. The fourth engineer on

Ship "Y" worked a typicdl day which consisted of the following:

28Research Notebook 25, Diary kept by Second Mate, CA Company. °

Selected officers and ratings kept diaries during the research voyages
to record their work and leisure activities. Twenty-eight diaries were
kept in all.




I usually have a couple of beers with the Junior
[engineer] when we come off watch and then take a
shower and go to bed about 01.15. I like that
period as the ship's quiet and we can talk easily.
Sometimes we talk about food or drink, or nights

out or the girl friend. You know, we can't talk

in the engine room, so we talk when we come off
watch. I usually read for half an hour or so after

I go to bed =~ gets rid of all the noise and fumes
before you go to sleep. The steward calls me at
07.15 with a cup of tea, and I get up for first
breakfast at 07.30. Always eat in the duty mess
except for tea -- too much mucking about with uni-
forms in the saloon. Keep the watch 08.00-~12.00.

I usually spend the first hour checking all the
machinery and equipment, and going over the main
engine with the Junior. The rest of the watch are
the working hours. You keep an eye on things, and
make sure the Greaser does his job properly, but you
have to overhaul a generator, or make a spare part,
or test the boiler feed water, or something, as well,
Last half hour is spent doing paperwork: have to
keep a log -- a record -- of all the engine readings
and this has to be written up and signed for the next
watch. We come off watch about 12.15 and have a
couple of beers in the duty mess with our dinner.
Then I get cleaned up and usually read or sleep until
3.30 or 4.00. Bveryone off watch in the afternoon
sleeps for an hour or so. When the watches change at
4.00 I usually sit in the duty mess and talk to the
others. At 17.00 I go along below for the first-meal
relief. I put on a boiler suit but I don?t do any
work unless it's an emergency as I don't want to get
mucked up before my tea. When the Second @ngineeij
comes back, I get my tea and then take a couple of
beers to someone's room and we talk or listen to the
radio or something until 19,45 when it?*s time to go
back on watch. I relieve the Second at 20.00 and
the watch goes just the same as the morning. And
then it's midnight again.29

The problem of authority as a function of shipboard life is to
embrace these two disparate life styles., The second mate has little social
contact with others because of his job, and in the case of Ship "Y,"
because he lives in midships accommodation whilst the engineers live aft.
However, on Ship "Z," where the accommodation of deck and engineer officers

was mixed or in the same decks in the main accommodation, primary groups

29Research Notebook 21, Diary kept by Fourth Bngineer, CA Company.
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involving both departments were non-existent.

The lack of contact was

partly due to the nature of the work of the department, partly to the

absence of common shared experiences by mates and engineers on the normal

short voyage. 'The traditional authority patterns, consequently, are the

most functional for these voyages.

Several of the respondents30 noted that

the "oil-and-water" syndrome

broke down on long voyages, those of more than nine months, or on regular

runs when few crew changes occurred. In such cases an informal authority

structure arose, adapting the needs of ship operation to those of the

personnel and creating an alternative form of "self~government™ which was

described by all as fostering a "happy" ship.

This bears out the author's

own experiences of long voyages and also offers an explanation for the

egalitarian organization of Ship "X,” a coastal bulk-carrier whose crew

had served on the vessel for an average of thirty-three months per man,

excluding leave periods.

It is possible to relate an officer's experiences on board a ship

to its run, length of voyage, and to the development (or non-development)

of primary groups and alternative authority structures. A continuum

emerges in which the following characteristics are equated:

Regular crew or long
voyages: strong
primary groups.

Ship "Xx»

Table 5.9. Primary groups and authority structures compared.

Short voyages, frequent
crew changes: 1little
primary group formation,

Alternative authority
structures: greater
need satisfaction, lower
levels of deviance.*

*See Chapter VIII,

Ship llz"
Traditional authority
structures: 1little need

satisfaction, higher
levels of deviance.*

30Research Notebooks 20, 21, 26, 28, 29,

by officers.

30, 32, and 36; diaries kept
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To quantify this continuum proved difficult because qf variables
such as the personality of senior officers (the master and chief enginecr)
or the attitudes of individual shipping companies toward their officers.
In a qualitative sense the continuum is of some value. On Ship "X,"
which had a regular aew and run, the mate referred to his crew as

» « o2 fine crowd. We have lots of laughs and the
job is done very efficiently. I can trust any
sailor to do his work properly, and we don®t have
problems of drunkenness here. These ships are
happy ones and we talk about the job and do it
between us. The ship®s not an ocean liner but we
keep her in good shape. I think the secret of
good ship management is to do unto others as you
would have them do unto you. And work at it.31

The mate on Ship "Z" thought that his crew were
« » <better than most. The trouble with white
crews is that they are not interested in the job.
They "skive" Elodge work] and the older seamen
are as bad as the young ones. You have to watch
them all the time and log them when necessary or
they won't work at all., If you give a sailor an
inch, he'll walk rings around you. The only way
to handle 'em is to throw the book at them from
the start of the trip until they get the message.
The authority pattern is used as a substitute for management skills.
The officers are not trained to be managers; thus, their attitudes toward
one another and toward their crews are related to the need to get on with
these other men. When this need is not great —- when the run is short
and the crew changes frequently —-- the traditional authoritarian pattern
conceals the lack of management skills and the inability of crew members
to form social relationships.
On long voyages or those with few crew changes, a new authority
structure arises to cope with the closed enviromment. Any new structure

is dependent upon the personalities of the men involved, their role

31Research Notebook 14, Interview with Chief Officer, X Company.

32Reseatch Notebook 11, Interview with Chief Officer, AB Company.
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definitions, and their sociocultural backgrounds as well as the ship type
and the form of organization of the company. If an authority structure
of an informal or "leadership" type does evolve, it will pose problems
for new members of the crew or officers, and also problems of sustaining
the new structure under adverse physical or social conditions.

On Ship "X" this problem was resolved by the master's practice, when

appointed to a new ship, of taking a majority of the officers and ratings

with him. For one ship the solution to the assimilation of new men was
to change a quarter of the crew at a time. Difficulties came about on
this particular ship following the appointment of a new master and chief
engineer within three months of one another, and these two men effectively
dismantled the new organizational structure of the ship by following a
pattern similar to that of the gypsum plant manager described by Gouldner.33
Like the plant manager, the reasoning behind their action was to reassert
their own authority and to prevent the officers and ratings from becoming
"soft."34
Under the traditional authority pattérn, the officers are the final
arbiters_of behaviour and organizational patterns on board ship. These
men are reinforced by the provisions of the Merchant Shipping Acts and by
their'own sense of being responsible for the ship. As Ramsay observed,35
this respoﬁsibility is not a real one in that it can be assumed or dis-
carded at will., Little planning responsibility in the managerial sense
rests with the officers, and their true responsibility is akin to that of

36

the lorry driver described by Hollowell, or the railwaymen described by

335.W. Gouldner (1954), pp. 59-104.

34Research Notebook 13, Interview with Master, AA Company.

35R.A. Ramsay (1966), p. 114.

36p.G. Hollowell (1968), pp. 25=6.




Salaman.37 This responsibility is that of the agent of the owner for the
safety of cargo and vessel. It is of the same order as a bank messenger,
not that of the professional (a doctor or lawyer, for example) toward his
clients. The ship's officer is taught th;t he is accountable for all
facets of ship operations but soon learns from experience that many of

his obligations can easily be shunted onto others.38

Summary

The authority pattern as traditionally accepted lays down a structure
with defined roles and responsibilities. This structure provides the
discipline framework for the ship's crew and normally can be used instead
of management skills, since, if it is followed closely, the officer cannot
be faulted by shore management. On ships which, for reasons outside the

crew's control, do not return to the United Kingdom for long periods of

time (nine months or more) or which have a regular run with minimal changes

in crew, an alternative pattern of authority will tend to develop based on
informal leadership which presents greater opportunities for social inter-

action between departments and their members.

37G. salaman (1970).

38See, for example, R.A. Ramsay (1966), pp. 156-59. An AB.put the
matter as follows: "The Mate buggers up a cargo stow, and he blames the
foreman stevedore or the Third Mate, but he’s got to fix it before the
O1d Man (master] or the Super [Buperintendent) find out about it. He
can't use dockers 'cause they cost too much. So I have to fix Harry
Tate's [slang for matE] balls-up, and I lose my time ashore but he
couldn®t care less." Research Notebook 33, Diary kept by A.B, AB Company.
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CHAPTER VI

THE SEAFARERS ~ RATINGS

Ratings' Backgrounds

The ratings are firmly rooted in the working class, as Table 6,1

shows.

Table 6.1. Pather's occupation: Ratings.*

Catering Deck Bngine=Room
Ratings Ratings . Ratings

% % %
Manual 58 44 57
Skilled 26 39 31
Clerical 13 5 10
Managerial 3 11 0
Professional 1 0 1
N.A./D.K. 0 1 1
Total % 101 100 ' 100
N = 140 243 72

*Source: Questionnaires 2, 3, and 4.

All three departments draw more than four=fifths of their entrants
from manual or skilled faﬁilies, whilst only a very few men in the sample
came from managerial or professional homes. Within the departments the
deck ratings have a significantly higher proporfion of mén from skilled

.blue-collar families, and this correlates with the feasons given by these

men for wanting to go to sea.
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Table 6.2. Reasons for going to sea: Ratings.*

Catering Deck Bngine-Room
Ratings Ratings Ratings

% % %
Seafaring family 5 9 0
For training 27 6 0
Outdoor life 4 39 0
Work available 29 18 74
Travel 34 26 24
N.A./D.K. 0 2 2
Total % 99 100 100
N = 99 163 42

*Source: Questionnaires 2, 3, and 4.

The most marked difference between the groups was the deck ratings’
desire for an open-air occupation and the engine-~room ratings’ wish for
a job. The catering ratings fell into three basic groups: those who saw
seafaring as an opportunity to obtain training that could be used ashore;
those who went to sea for travel and adventure; and those who went because
no other jobs were available;

The deck ratings were drawn from more traditional seafaring areas,
but although 9% said that they went to sea because it was a traditional
occupation in their families, they occupied an intermediate position
between the catering and engin;-room departments with reference to relatives
at sea. In fact, only the catering department had a pattern of relatives at
sea that was similar to the pattern of the. officers diqcussed in Chapter V
(see Chart 6.1).

As noted by Tﬁnstall, the tradition of men coming from seafaring
families is largely a myth.1 The entrant to the Merchént Navy is usually'_

able to turn to a relative or faﬁily friend for advice because 68% of all
! -

1. Tunstali (1962), pp. 105=7.




CHART 6.1.

RATINGS WITH RELATIVES AT SEA
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entrants as ratings come from traditional areas of employment at sea.
Whether or not a boy goes to sea depends very much on the job opportunities
available to him. Most boys have at least one job before joining the
Merchant Navy, and the engine-room ratings will generally have had two or
three jobs because of the higher entrance age (18.years instead of 16).

The majority of first jobs for all boy entrants are in unskilled
labouring or warehousing, although a considerable proportion of the
catering boys (23%) in the sample h;d worked in hotels or restaurants,

9% of the boys entering the deck department.had had river experience on
tugs, barges, dredgers, fishing craft, or ferries, and this group was
almost identical to the one that went to sea because of family tradition.
Of the deck boys over a quarter went to sea straight from school, attracted
by the open-air life, and a few by a chance to earn more money than was
available to them ashore.

Table 6.3. Previous work experience of ratings before
Jjoining the Merchant Navy. )

Catering Deck Bngine-Room
Ratings Ratings Ratings
Type of Work y % %
Unsiilled or labourer 51 60 80
Pactory operative 12 2 14
Maritime related 2 9 1
Hotel related 23 0 0
No work or experience 12 29 4
Total % 100 100 99
N = 140 243 72

All the entrants interviewéd had passed through the National Sea
Training School’s courses for their respectivé departments with the excep-
tion of a group of twenty-three catering entrants who had been trained at

the Liverpool Nautical Catering College and forty-two entrants (fifteen




catering and.twenty-seven deck ratings) who had been trained by one of
the larger cargo-liner groups at its own school. This last group of
entrants differed significantly from the main sample, although it must be
emphasized that the small sample is a random one and selected on the same
basis as the other sample.

In this sample, which we shall call the W sample, two~thirds of the
boys had stayed at school until 154 or 16 years of age and had then
entered the training school. Their academic standards were appreciably
higher than those of the national sample, and nearly a quafter of the
catering entrants and half the deck entrants came from traditional sea-
faring families. The majority (82%) of these boys in Z sample had
relatives who had been of were seafarers with the company. Moreover,
these boys stayed at sea for a longer period than the other entrants;
the median length of service for W sample entrants was 5.7 years against
3.7 years for the national sample.

This difference in recruitment reflects the company?s own reputation
as an employer as well as the training school's concern to present a true
image of the future employment of the entrants through a realistic scheme
of training on board ship. For reasons of logistic difficulty, the
National Sea Training Schools cannot provide on-ship training facilities,
and their trainees complete their supervised training in shore establish-
ments before they join their first ship. This has serious repercussions
for boys who find themselves in a strange environment.

I joined my first ship in Shields the day she sailed.
She was one Of —---'s tramps, and f=-- dirty. The
Cook and Sec [second steward] were on the bottle, and
the galley fire was out so me and the catering boy
made toasted sandwiches for everyone, and then we had
to clean out our carts Eunksj which had been used

for storing vegetables and spuds when the store room
racks were fitted {?hilst the ship was in dry doci) .

2Research Notebook 37, Interview with Assistant Steward, CB Company.
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This boy was fortunate in that the chief steward was efficient and
sorted out the problems in a.few days. Some boys never actually sailed
on a ship.

It was a funny thing. I enjoyed the training at
Gravesend CNational Sea Training School] and looked
forward to going to sea. When I got home [ﬁhrringtoé]
I reported to the pool in Liverpool as they told me
to, and I spent the next seven weeks "working by"
Lworking on ships whilst the crew were on leavéﬂ-.
There didn't seem to be any jobs going at sea and I
got fed up with it, So I came to this job.3

The form of training the new entrants receive also creates problems

when they first join ships,

I went to Sharpness @.S.T.S_:] and we spent a lot of

time learning to lay up for passengers, and.  how to

serve wines and all that. My first ship was a tanker

and I spent the entire trip as mess peggy. After that

I was a catering boy on bulkers for a couple of trips.

The only time I've ever used all my training has been

for shippers® parties and that's been three times in

this company. Dennis |a catering boﬂ is on his first

trip now and he didn®t know that the first couple of

years at sea would be in the pantry. The instructors

at Sharpness thought we were all going to a "Queen" or

one of the Union boats, because that was where they

were, not on a real ship like this.4

The reality of the training is a determinant of stereotype and role

performance, and the turnover of ratings reflects this in the contrast
between the national sample and the W sample. This differentiation did
not intrude into the mates®. sample, as the apprentices were trained
mainly on board ship, and training time ashore at the beginning of the
apprenticeship was negligible in relation to the total time of training
at sea.s The deck ratings had qimilar problems of adjustment as those
experienced by the catering ratings, but the problems were less acute; as

the basic work patterns between ships do not vary so much for a Seamdn'as

for a stewafd or cook,

3Conversation with British Rail buffet car attendent, 1968.
4Research Notebook 14, Interview with Second Steward, BA Company.

sThis has changed since 1968 as all the deck apprentices are on O.N.C. or
OND.courses and spend a lot of time in college. This presents severe problems of
turnover and training expenses. The problem has been recognized among
engineer apprentices for some time, as they spend approximately 3& years in
shore training against 12 years at sea during their apprenticeship.
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The engine-~room ratings enter the Merchant Navy at a later age, so
they have had work experience before joining. As we have seen in Tables
6.2 and 6.3, three-quarters of these ﬁen Jjoined the shipping industry
because work was available. In the sample of engine~room ratings, thirty-
eight men or 53% had been unemployeg before joining, and four-fifths of
the men had previously held labouring jobs. 24% of the sample had joined
the Merchant Navy for adventure or "to see the world," and all the men
(14% of the sample) who had previously held jobs as operatives or assembly-
line workers joined for this reason. Because seafaring offered a secure
Jjob for these engine-room ratings whilst allowing them the freedom of
movement and choice of workplace characteristic of labouring, there was

a considerably broader age range than for the other ratings.

Career

The two groups of ships studied, the cargo-liners and the bulk
carrier/tramps, differed in the regularity of their voyages, ports of
call, and in the availability of leave., For a rating intending to stay
at sea, the cargo-liner offered an attractive means of establishing a
regular pattern of family life such as the "trunker" or long-distance
lorry driver, described by Hollowell, who gravitates to the regular runs
of the long-distance express good vehicles,6 and this tendency is re-
flected in the age span of seafarers on these ships. 52% of the ratings
on cargo~liners are younger than 31 years of age, whilst on bulk carr?ers
the corresponding age group of ratings formed 65% of the ships! crews.
The bulk carriers® attraction for younger men is the lack of routine, and
by and large, the greater informality between officers and ratings. For

the men on cargo~liners there is the prospect of a reasonably steady income

6J. Hollowell (1968).
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if they remain on the ship over a period of time and the opportunity to
earn a higher rate of pay if they sign company=service contracts as well
as a short career ladder.

Por these reasons the ratings in W sample, who are drawn from a high
proportion of traditional seafaring families, have opted for work with this
particular group.7 The other entrants to the Merchant Navy have joined
through the Merchant Navy Establishment aﬁﬁ are not screened so rigorously

nor do they get such attention as the W sample men did during their

training.

Frequently we have to take whatever ratings the pool
[the M.N.EJ] offer us. So far as the manning require-
ments are concerned if a man is still breathing and
walking we have to take him if there aren®t any others
around. The B.S.F, [?.S.F. Senior Officers' Manage-
ment Coursg pitched this idea that it was our job to
manage the men, to select them they said, but when you
have no choice why bother?8

The first five years I was on the ship it was a great
laugh. I always shipped out with my mates and we would
try to get the ships where the overtime was good, like
this one. Now I get on tankers when I can. The money's
alright there but you know it®s for five or six months
and that suits me and my wife. I'm only on this one
because she's a Christmas ship Evould be returning to
the U.K. before Christmas and the crew could spend the
holiday with their families:].9

The types of ships in the sample thus provide a system of choice for
ratings: a choice between a steady seafaring job or seeking jobs at

random,lo and a chance of high wages on some ships versus the alternative

7”Wb try to take only those boys who are recommended by people known
to us. By doing this we make syre that they want to come to sea and know
what to expect, but even so we have a high proportion of boys who leave in
the first year (17%)." Interview with Crew Personnel Manager, AA Company.

8Resea_rch Notebook 18,'Interviewluith Chief Officer, BA Company."

9Rgsearch Notebook 9, Interview with AB. BB Compapy.
1oAlthough the rating has no control over the availability of ships,

he is able to exercise a choice of which ship he takes amongst those
offered by the M.N.E.
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of steady wages on board cargo-liners. None of these factors affect the
majority of officers because they are normally employees of one company
and do not seek work in the open market. A career can normally be built
only by staying with a company for a period of time. Officers who change
companies more than once or twice were not considered "good" company
servants or potential servants although they were more likely to make the
sea their career than other officers who did not move about within the
industry., This situation is the opposite of the ratings® experiences.
When the rating first applies to the Merchant Navy Establishment for
a job as a seafarer, he is interviewed and is given a short written quiz
in simple Bnglish and arithmetic and a thorough medical examination.11
From this information and considering the entrant's own wishes as well
as the availability of jobs, the entrant is accepted or rejected. An
analysis of the education standards of entrants reveals that many are
barely 1iterate.12 One B.S.F. selection officer thought that about a
third of the applicants "failed"™ the educational tests but pointed out
that some of these failures would be accepted because they passed the
strinéent medical exams.13 |
The educational qualifications varied by department. Some boys who
considered entering the industry as deck ratings had, in fact, been placed
with companies as apprentices, and because of the recent introduction of
both C.S.B. (Certificate of Secondary Bducation) and the higher entry
requirements for O,N.C./0.N.D, iﬂ the Merchant Navy at a national level,

the educational backgrounds of boys have been polarized on the ships.

11Birkbeck tests are now being administered by the M.N.B./B.S.F.
recruiting and training officers. However, these tests have not been
validated for the purpose of selection for the Merchant Navy, and there
is no indication that the results are used. (Information received in con-
versation with B.S.F. and AB Company officials in July, 1970.)

12When research diaries were distributed on board Ships "Y" and "Z,"

seven ratings (three engine room, three deck ratings, and a pantryman) were
unable to complete them because of inadequate writing skills. These men
were interviewed intensively instead.

13Rcsearch Notebook 2, Interview with B.S.F. Selection Officer,

February, 1968,




It must be noted that engineer officers in the sample have socioeconomic
backgrounds which are similar to those of catering and deck ratings, and

this is particularly true of educational levels.

Table 6.4. Qualifications of ratings on entry to the Merchant

Navy.*
Catering Deck Bngine Room
Ratings Ratings Ratings Total
% % % %
No qualifications 57 76 94 73
C.S.EB. 24 13 3 15
G.C.E. ' 8 2 0 4
Other 11 9 3 9
Total % 100 100 100 100
N = 140 243 72 455

*Source: Questionnaires 2, 3, and 4,

The catering ratings have a 1o§er standard of physique than the deck
ratings who are bound by Department of Trade and Industry regulations for
physiéal fitness. A catering rating has a full departmental career ladder
ahead of him when he enters, and he also has the opportunity to obtain a
training which can be readily transferred ashore, unlike the majority_of
shipboard skills. The combination of characteristics —- ™a smart,
intelligent lad"14 ~- leads to the creation of socioeconomc groups within
the ratings on the ship. We can posit some generalizations about these

Profiles of Typical Ratings: Catering Ratings

The typical catering rating is an assistant steward, aged 22, who has
been at sea for five years and comes from a family in which there is at

least one seafarer, probably two (see Chart 6.1). This man will come

14Intetview with Crew Perscnnel Manager, AA Company.




from a working-class background but one with a record of home-ownership

and a sense of educational striving, which is reflected both in the occu-

pations of friends and relatives (see Tables 6.5 and 6.6) and in the

man's own educational and occupational record.

Table 6.5. Occupations of ratings®! friends who are not

seafarers.
Catering Deck Bngine~Room
Ratings Ratings Ratings

% % %
Manual . 17 42 48
Unskilled/service worker 23 17 20
Skilled 19 29 22
Clerical 31 8 7
Managerial 10 3 2
Professional 1 1 1
Total % 101 100 100
N= 126 208 53

(Table based on response to the question, "What jobs do
your friends ashore have?” Seafarers N represents those
men who replied to the question positively.
number of friends itemized was: catering ratings, 2.98;
deck ratings, 2.71; engine-room ratings, 2.72.)

Average

Table 6.6. Occupations of ratings' relatives who are not

seafarers.
Catering Deck Bngine~-Room
Ratings Ratings Ratings

% % %
Manual 37 58 60
Unskilled/service worker 26 14 17
Skilled 17 19 17
Clerical 15 7 6
Managerial _ 4 2 0
Professional 1 0 4]
Total % 100 100 100
N = 31 43 17

(Table based on interviews and conversations with crews of
Ships "X," "Y," "2," and one ship each from Companies AA,

BB, and CA-)
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Prior to seafaring the steward will have been more likely to have

held a paper round (see Table 6.7) or similar schoolboy job than the other

" ratings. In his first job or jobs, the steward may have started work in

a hotel or restaurant, but he is more likely to have been either a van,
shop, or warehouse boy; that is, work that demands a degree. of numerate

as well as literate skill and is relatively clean.

Table 6.7. Work exﬁerience of seafarers before they left

school.
Catering Deck Bngine=Room
Ratings Ratings Ratings
% % %
No work experience 40 46. 39
Labourer 2 15 21
Brrand boy 20 19 16
Newspaper round 18 8 7
Service worker* 14 0 2
Maritime workk* 1 12 o}
Other 7 2 15
Total % 100 . 100 100
N = "107 145 51
*shop assistant, hotel work
**taken on fishing trips; odd jobs on lights, tugs, ferries;
work on river craft

Source: Questionnaires 2 and 3.

Profiles of Typical Ratings: Deck Ratings

The deck rating is somewhat more difficult to typify since the age
distribution of the sample has ; double mode. The older seafarer is
generally a man who went to sea du;ing the Second World War, perhaps for
excitement or patriotism. This man does not normally have a record of
unbroken sea service but rather a pattern of seafaring based on his own
experiences and his opportqniti@s for obtaining work apghore. As his sea

service lengthens, he finds himgelf more and more unsujted to the demands
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of shore life and increasingly unable to find work there that is remunera-
tive. This older seafarer feels that he is trapped by seafaring:

You don®t want to stay at sea. I go home and I
don't know anyone and they don’t want to know me,
The only place I know there will be people willing
to pass the time of day and talk sensible are on
board the ships, so after a couple of weeks of
leave I gets fed up with being stuck in the house
and the wife gets cheesed off with me being around
and I go down to the pool and see if I can ship
out. That's what always happens to me.15

I go to sea for the company. There isn®t any
other reason.

Only the loonies go to sea they say, but you have
a finer set of workmates here than ever you had
ashore. On a ship people have to think about
others and live together. If you're a loonie and
like the sort of life here, then God help them
ashore. But I would go ashore if I could get a
decent job and a decent bunch of workmates,l17

I*ve had several go's at working ashore. Worked

for a house painter once, and on the Fawley site

another time and had good money but I couldn®t

settle down. The sea gets into your blood, and

you miss life on the ship and then you go back

when the work stops.18

The pattern of leaving and returning to the industry is affected by

economic and domestic cycles to a certain extent. When a family is young
and growing up, it requires a higher income to sustain it than a young
or old married couple need, and certainly more than a single man. Con-

sequently, the ability to move to jobs ashore is restricted for fathers

of young families.

15Research Notebook 13, Interview with A.B,CA Company.
16Research Notebook 18, Interview with E.D.H.
17l?.esea::ch Notebook 13, Interview with A.B,, CA Company.

18Research Notebook 17, Interview with Bosun, CB Company.
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Young deck ratings19 form the greater portion of the deck department,
2
and the typical young rating is 194 years old and holds an E.D.H. 0
certificate. For these men the sea is a way out of the routine of the
shore job, it affords glimpses of other lands, and provides money to be
splashed about when the ship ?s in port. For the single young seafarer in
the deck department, seafaring is a good life. The money is seen to be
equitable (at the time of the study on Ships ™Y" and "Z" the average
gross pay was £26 per week), and its expenditure is largely on pleasure.
The shipowner provides board and lodging for all the crew, and the deck
hand is paid an adult wage as soon as he obtains his B.D.H. certificate,
A 22-year-old E.D.H. on Ship "Y" put it this way:

I signed on this one for the overtime. If she does

the same as last trip'[?he voyage lasted five weekE],

I'11 get at least £100 on the ovies, and that’ll do

nicely for Christmas. We®ll be back about the 10th

and with leave and that I won’t ship out again until

the first week in January. I’ve got it set up with

the Club {Working Men's Club in Houghton-le-Spring,

Co. Durhail] and we®ll have a right old time when I'm

home. I*ll be able to fix up the(pigeodi] loft as

well,2l '
For these men the sea is instrumental in obtaining the money they need for
the gratification of their pleasure needs ashore. In this way the sea-
farer ﬂrepares himself for the role of conspicuous consumer which charac-
terizes his later life, and as we shall see, compensates for role deficiencies
on the ship.

The need to earn as much money as possible fostered an atmosphere of

constant "testing™ of the mate during the research voyages. This testing

was comprised of finding "m#ke work"™ situations, and the mate®s ability

to handle the situation without giving too much money. Once this effort

19The young deck'rating is considered to be one bgtween the ages of
16 and 30. 58% of the deck department are in this category. 72% of the
catering ratings and 29% of the anine-room ratings arg in this age group.

20B.D.H. is an Bfficient Deck Hand. See Chapter 1I.

leesearch Notebook 2, Interview with B.,D.H., Ship "Y."
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bargain had been struck, the younger seamen settled into a routine. On
Ship "Y" the bargain was reached during the first week, and both sides
treated one another with respect in their attitude toward work and over-
time. On Ship "™Z" the mate never finalized a bargain and was dismissed
by the crew as incompetent. This gaming factor was important to the
majority of young seamen, and mu;h of their discussion centred around the
topic, as they were able to compare ships and ships®! officers from past
experience (see Chapter VII),

Only 22% of the young seafarers on deck thought of the sea as a
career, and of those who said that they would stay at sea, over half
qualified their statement with ™if nothing better turns up." The number
of men who had worked ashore in between periods of seafaring rose markedly
after the age of 20. Of the sample of young deck ratings, only 16% had

not worked ashore by the age of 30 since they started seafaring.

Profiles of Typical Ratings: Engine~Room Ratings

The engine~room ratings are also concentrated at opposite ends of
the age scale (see Chart 6.2), but unlike the other two departments,
these ratings are heavily weighted toward the higher age groups. In
fact, 60% of the engine-room ratings in the sample were over 41 years of age,
and only 29% were under 30. Like some of the deck ratings, some of these
men entered the Merchant Navy during World War II and had become "trapped™
. in the occupation., Por the majority, 74% of the sample, the reason for
going to sea was that a job was available., Since the work of an engine-
room rating was not considered desirable on board ship owing to the noise,
heat, and dirty work conditions, the engine-~room rating is sure of a job

provided that he is able to do it.
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The small number of engine ratings (average 4.2) on a dry-cargo ship
poses severe social problems for these men. BEvidence shows that the noise
and vibration le;els of engine rooms cause deafness over a period of time,
and this in itself would make a barrier to social activity.22 The low
status of engine-room ratings, their age, and the dirty nature of their
work set these men apart from the other ratings. Since the engine=room
rating works on his own in the engine room and follows a three-watch
system with four hours overtime on most weekdays, he is also isolated from
the other engine-room ratings, and status and age set him apart from fhe
engineer officer. The social outcome of these factors is an isolated
individual within a closed community. As a result the work career of
these men is purely instrumental., They are at sea either because they
cannot adapt to life ashore due to personal inadequacies (see Table 6.11)
or because they are unable to find work.

The ;ub-group of younger engine-room ratings (the 29% of ratings
between the ages of 18 and 30) came from highly diverse backgrounds and
areas of the country. As mentioned before, the majority of the group
(68%) have gone to sea because they wanted to travel. In their case the
st;reotype of seafaring as an adventurous life is particularly erroneous,
and the period of time spent on average in the Merchant Navy by this
group of ratings is very short (1.3 years) except in times of economic
depression., Since entry to the engine-room department can be made at
any age up to about 45 (and this is waived in the case of ex-RN ratings)

23

provided the entrant is physically fit, the age structure does not

fully represent the length of career as it does with the other departments.

221. Raphael, et al. (1966), p. 29.

23Research Notebook 2, Interview with B,S.PF, Training Officer.
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The engine-room rating does have a longer period at sea than other
ratings (median career is 7.4 years), primarily because of the security
and higher pay that seafaring affords him., This is also reflected in
the percentage of ratings in the sample (82%) who held General Service
Contracts with the Merchant Navy ﬁstablishment, whilst 58% of the entire
.sample held contracts.24 Proportionately, a greater number of men amongst
the engine ratings are divorced, separated, or widowers. The security of
the organization and role structure of the ship are important to these
men, but at the same time, their social isolation makes them more con-

scious and critical of the structure of the ship®s organization.

Table 6.8. Seafarers with a disrupted family life.

Catering Deck Engine~Room Whole
Ratings Ratings Ratings Sample

% % % %

Families with father
absent* 69 - 59 42 57
Widower 3 3 6 3
Separated or divorced 8 9 17 10
% of sample 80 71 65 75
N = 35 58 25 118

*includes (1) broken families; (2) families with father in
armed forces, M.N., or fishing fleet

Traditions and Their Consequences

As we saw in Chart 6.1, 61% of all the ratings in the sample had sea-
faring relatives, and at first examination this would appear to support the
contention that "the sea 1s in me blood," a phrase often heard during the
interviews. However, only 6% of the sample said they went to sea because

seafaring was traditional in their families (see Table 6.2), and only 23%

24Source: Questionnaires 2 and 3,
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of the sample came from families which pad a history of seafaring (the
seafarer's father and at least one other relative of another generation
who are or were seafarers). On the other hand, like the fishermen des-
cribed by Duncan, Horobin, Ligouri, and Tunstall, the seafarer in the
main comes from communities in which a traditioﬁ of seafaring exists.

The usual areas of residence for merchant seamen in the United
Kingdom are large seaport towns and the fishing ports with vessels
éngaged in middle- and distant-ground fisheries ; that is, fishing vessels
which are away from port for three or more days (see Map 6.5). Over
80% of all the ratings interviewed came from these areas, a significantly
different pattern from that of the officers. Seafaring is an ocqupation
in these sea-oriented areas that is obviously part of the community.

People here know how to cope when a seaman misses
his ship, or loses his life or just comes home.
The wives and their mothers share the problems,

and most kids realize what it is like.25

Most of the neighbours are in the docks or away
[at se#] and they understand what the life is.26

A community such as Ship Street27 or Hessle R.oadz8 provides informa-
tion, contacts, and a socializing environment for its inhabitants. This
envelope of learning material is of importance to the seafarer, as it
provides him with a background to which he can resort on board the ship
and an understanding community to return to after his voyage.

We observed in Chapter IV that although the young entrant is poorly

informed about the nature of his work, he is well versed with the behaviour

of seamen ashore and tries to emulate them. For fishermen in home ports,

25Rese:u:ch Notebook 36, In‘:erview with AB, BA Company.

26Research Notebook 19, Inferview with Chief Cook, CB Company.

27M. Kerr (1959).

" 285 Duncan (1963); G, Horobin (1957).
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29 the young entrant looks forward to his "runs"

as Tunstall ﬁas shown,
ashore in foreign and home ports. When ashore, he is a seafarer, not a
deck or catering boy, so he follows the pattern of behaviour that he
considers appropriate, and this behaviour is learned from observation in
seafaring areas from which 81% of the catering ratings, 86% of the deck
ratings, and 82% of the enginé-room ratings interviewed in the sample
were drawn,

The typical recruiting areas are conspicuous for their record of
trade union militancy and for the casual and harsh nature of much of the
employment. Seaport towns such as Bristol, Hull, Liverpool, Newcastle,
and.Glgsgow have usually employed dock workers on a casual basis, but
this practice ceased to a certain extent in 1947 with the establishment

of the National Dock Labour Board3°

and was further reduced in 1967 with
the introduction of Devlin Phase I to the docks.

In Liverpool, Glasgow, and Newcastle the casual form of work in
shipyards compounds the tradition of the independent worker.31 Because
of the different waterfront occupations in a seaéort, the culture of the
seafaring community is not so strong as that of the coal miners of
Ashton,32 for instance, but a shared sense of identity pervades the com~
munity. Upper Parliament Street, Liverpool, is as well known to seafarers

as a long~time seafaring neighbourhood as London Wall is to the stock-

broking fraternity.

295, Tunstall (1962).

3°The Merchant Navy Bstablishment Scheme came into operation in 1947,
also replacing the wartime "poo}l"™ of seafarers; see the Liverpool Study
(1956), Rochdale (1970), Devlin (1965), and Larrowe (1958), for dis-
cussions of the casual nature of dock work and its effect upon worker
identity. )

318ee, for example, R.K. Brown and P. Brannen (1970).

32y, Dennis, F.M. Henriques, and C. Slaughter (1957).
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Attitudes and a sense of tradition are passed through an environment
in which cultural values are recognized by the members of an occupation,
values which form a sub-culture. Like the miners, the seafarers® inter-
action with their families is limited; unlike the miners, it is not at
regular intervals. In Coal Is Our Life, Dennis and his colleagues stated
that

The worker experiences his tie to the enterprise as

a continual and binding necessity. When a man receives
his wages every seven days, and these are on the whole
not a great deal more than enough for comfortable sur-
vival, he is bound to his work.33

The young seafarer, unmarried or with a working wife and no family,
is comfortable enough on his wages. His food and board are supplied on
the ship, and his pay can be used as he wishes. However, by the age of
23 or 24, he has climbed to the peak of the salary structure, and if he
is married and has a family at this time, his wages are not enough to
provide him with the compensations. he seeks for the deprivations of life
at sea. The "comforts™ are traditionally defined: alcohol, women, and
purchasing power for consumables such as radios and tape recorders, suits
and presents. When the young seafarer®s money runs out, he returns to
sea, primirily to recoup his expenditure.

The reason I stay at sea is the money. You can live
the life of Reilly with some cash ashore, so why not
screw these buggers for what you can get? They've
got plenty of it. For a married man it's different;
he's got to pay for his home, and he can®t afford to
go boozing ashore, so he packs the job in,34

For the married man it is different, since he can only afford
comforts at the éxpense of his family, For the majority of seafarers,

seafaring, like most other jobs, is seen as a constraint upon other, more

valued activities but is endured for the satisfactions obtainable ashore,

331bid., p. 20.

34Research Notebook 15, Interview with BE.D.H., BA Company.
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outside the work situation, Por the ratings, as for the fishermen
discussed by Tunstall and the miners of Ashton, the satisfactions are
regarded to be for the younger man, but are bound by the working-class
norm of separation of family roles of husband and wife. A less distinct
boundary appears between the roles of husband and wife as workers move
into more modern communities where the family is increasingly isolated.

This movement of families from the older neighbourhoods to areas
outside the community is due to housing stock being renewed or replaced.35
As renewal proceeds, families are moved. For example, in Liverpool in
1949, 91% of all rating entrants lived in areas similar to Ship Street.
In 1964, 62% of all entrants came from such neighbourhoods, although the
change in percentage of those with seafaring relatives was only 2%.36
The replacement of housing and movement to other areas reduces the
support of the seafaring community for the wife and family, and increases
the amount of money needed to maintain a comparable standard of living to
that of the people next door. Hence, the pressure on the married man is
intensified, and as we shall see in Chapter VIII, fewer men from these
areas in the 24-26 age range make the sea their career.

As the older sections of housing decline, the values of seafaring
also decline. From being a "worthwhile™ job, seafaring has become "™just™

37

a job. This view, several respondents explained, was due to a number

of factors.

3SSee, for example, R. Durant (1939); M. Young and P. Willmott (1957);
M.W. Hodges and C.S. Smith (1954), T. Lupton and D. Mitchell (1954);
P. Willmott (1963).

36
sample.

37Research Notebook 21, Interview with Bosun, BB Company.

M.N.E. Records of seafarers entering M.N. in 1949 and 1964; 10%
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You used to ask a man what ship he was off. If he
said it was a "China" boat, you knew he was a good
man, *cos they looked after their ships and crews,
and men'd go with them if they could.. If it was a
"two of fat and one of lean," then you’d look at
him a bit careful like, and if he came off one of
the Ropner?s, why he'd sunk low., Never signed with
one of them if I could help it.3

In his ranking of shipping companies sailing from Liverpool, the bosun
placed great emphasis upon the quality of the seamen they attracted and
on an implicit status hierarchy in the community ashore. As the community
and methods of operating ships have changed, so has the ability to rank
men in this way.

If I had a choice I would look for a North-east

Coast crew every time I signed one on. They are

very loyal and work hard if you manage them

properly. Most of them are friends who sign

together and live together. They know what a

seafarer is.39 :

If I can I will always try to get the Old Man to

sign on a group of stewards who live in the same

area. They know one another directly or indirectly,

and this seems to put a stop to the problems you get

from a mixed crew [from different areai].4°

Both the master and chief steward quoted above recognized the effect
of ties within the community ashore in creating a community afloat.
Frequently, emphasis was placed on the qualities of seafarers from Northe
umberland and Durham, which is due largely to the traditions of seafaring
created by the coal trade over five centuries.
This shift in traditional community patterns has occurred at the
same time that a period of rapid technological change has overtaken the
’ 1

Merchant Navy. Many of the seafarer®s skills are now redundant (for

example, little splicing is dong on board ship), and the only group whose

381 bid.

39Research Notebook 12, Inferview with Master, AR Company.

4°Research Notebook 10, Inferview with Cﬁief Steward, CB Company.




work has not suffered a radical shift in skills is the catering depart-
ment, although prepacked and frozen foods are being used and some labour-
saving devices such as dishwashers have appeared in ships' pantries.

In his community study41 Stein noted that the sense of community
declines as the division of workers into skilled and unskilled breaks
down. The basic skills of a deck rating in 1930 are not needed on board
a ship in 1970, The shipping company has substituted buying strategy
for a worker®s skill in supplying the needs of the ship, and the former
career pattern based on experience and skill has also largely been wiped

away, It has been found by all the companies in the sample that it is

cheaper to buy certain deck stores such as derrick guy ropes and mooring

wires either ready for use (Companies CA and CB) or in bulk to be made
up in the companies' rigging lofts ashore (Companies AA, AB, BA, and BB),
As a consequence, none of the craftsman®s work previously performed by
ratings on board is done on the ship. With the turnover of seafarers in
the industry the skills are rapidly being lost to the majority of seamen.
A general-purpose rating put it this way:

When I was an E.D.H. all I ever did was chip, scrape
and wash paint in between hatch cleaning, and most
of that was done in bloody awful weather. At least
with a G.P. ship you get some extra money and a
chance to work inside. Working on deck and in the
engine room makes for some variety, even if you're
just chipping and sougeeing Evashing painﬂ .

There are a few sailoring jobs left but most of
these lads couldn®t do them. A few years ago I'd
have had the whole crowd along here wanting to do
some splicing when we parted a wire [}roke a
mooring wir€] but there®s only me and Joe {an A.B.]
on this one who can splice, and the lads [}ppren-
tices] are the only interested ones. Some of these
men can't even steer [}he shié) and they’ve got
A.B.% tickets.43

41y.R. Stein (1960).

“2Conversation with G.P. Rating, Liverpool, 1969.

43Research Notebook 10, Interview with Bosun, CB Company.

207



208

On the modern container ship very little has to be done by the crew.
The container ships operated by 0.C.L./A.C.L. do not have cargo gear to
be overhauled, since the work is handled by shore cranes. The decks are
stacked with containers, so little deck maintenance can be carried out,
and the ship?s superstructure is made of lightweight metals coated with
hardw-wearing, corrosion-resistant paint. Although only a few of these
ships are currently in use, the trend will be toward similar maintenance-~
free vessels in the future, and work for deck ratings will continue to
dwindle. General-purpose crews in which ratings are trained for work on
deck and in the engine room offer a solution to some of these problems,
but they cannot cope with the failure to provide interest and stimulation

or with the seafarer?s lack of intrinsic satisfaction in his work.

The Work Situation

On Ship "Y," which was fourteen years old at the time of the study,
the cargo gear consisted of a pair of derricks at each hatch. On Ship
"Z" the cargo gear, installed nine years later, comprised two cranes for
each hatch. The amount of time spent oh non=purposive maintenance work44
during a six-week voyage was 54% of the total working time on Ship "Y"
and 71% of the total working time on Ship "Z." That maintenance work is
non-purposive is not the thrust of this argument, for the amount and type
of work done on both ships was similar, although on Ship ™Z" the crew |
contrived to spread it out over'a much longer time period =~ hence 71% of
the total working_time. The difference was that owing to the design of
Ship "Y, " extensiye maintenance of cargo gear was required. This main-
tenance was directly related to thé'purpose of the ship operation and was

a vehicle for the skills of the seamen.

44Non—purposive maintenance work means work that is not directly

related to the purpose of the ship -~ the carriage of cargo.
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A deck rating working aloft is part of a traditional working team,
and his skill in accomplishing difficult tasks safely is a reflection of
this team work. On Ship "Y™ on the outward voyage, twelve sets of cargo
gear had to be lowered to the deck, overhauled, checked, and if necessary,
replaced with new wires or blocks, and sent aloft again. Derrick heels
had to be 1ifted{ overhauled, and heel plates renewed. The tasks
occupied six full working duys4s on the outward voyage and an additional
two days for a further check and overhaul on the homeward voyage. The
deck ratings were engaged in maintenace of cargo gear on Ship "2" for
one-and-a-half days, and their work was confined to oiling the cargo
runner (hoist) on each crane. The balance of the maintenance of the
cranes was done by the deck and engine-room apprentices an& the ship®s
electrician.

On both ships the rest of the purposive work revolved around cleaning
the hatch to be ready for the next cargo which occupied 14% of the voyage
time (four days), and on mooring and unmooring duties as the ship entered
and left port (standby duties) which took 4% of the time. The remaining
5% was spent preparing hatches for loading and discharging by removing
or replacing hatch covers and other tasks connected with cargo work.

The balance of work, then, was akin to painting the Forth Bridge
for the deck ratings with the disadvantage that few would see the fruits
of the painting program, since they rarely stayed on the same ship for
more than two voyages,‘the majority for only one. The tasks of washing
paint or shipping it off the superstructure and repainting are extremely

boring. The crew of Ship "Y" did the same amount of work

45A full working day in this context is equivalent to all the ratings

in the department being engaged on a task., Thus, if there are nine ratings
in the department and three spend three days on a task, it is the equivalent
of one full working day. In the calculations, time spent on watch is dis-
counted, since it is balanced with overtime. On Ship "Y" time spent on
standby duty through the St. Lawrence Seaway has also been discounted in
order to provide comparable figures with Ship "Z."
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in terms of work completed as Ship ™Z," but it took 19% days of the total
voyage on Ship "Y" and 254 days of work on Ship nz n46 )

An analysis of the research diaries and notebooks kept by deck
apprentices in AB and BB companies showed that work time on board ship
tended to be allocated for more non—purposive tasks as the degree of
automation, which is a function of the ship®s age in the sample, increases.
The more modern the ship, the greater Fhe crew's boredom in the work

situation and the greater the erosion of traditional attitudes toward the

work of the seafarer,

Table 6.9. Number of consecutive voyages completed on a ship
by ratings.*

. f

Ship . Number of voyages —

Type Ratings 1 2 3 4 more N

Tramps Catering 100% 68% 40% 22% 10% 51

d
Bulk Deck 1006 23% 12% 5% 5% 74
Carri
Arri€rS  Bngine Room  100%  27%  18% 6% 6% 31
|

Catering 100% 82% 64% 38% 13% 62

Cargo-

Liners Deck 100% 53% 21% 12% 9% 100
Bngine Room 100% 39% 27% 9% 6% 36

*Crew records for consecutive voyages of six bulk carriers and two tramps
drawn from Companies BA, BB, and CB; ten cargo=liners drawn from Companies
AA and AB.

Because of the short length of time spent by any one man on a ship,
the problem of continuity of work falls on the petty officers and officers.

This lack of continuity among ratings Creates further Problems but is part

46
The voyage of Ship "rvlasted 41 days; that of "Z,"43 days. Of these
days 36 were weekdays.
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of the usual pattern qf one voyage followed by a recuperation period.
The cargo liners have regular voyages followed by a two or three, some-
times four, week period in the United Kingdom when the rating can take

_ leave. Por this reason the voyage patterns of ratings working on cargo-
liners, tramps, or bulk carriers differ significantly.

The number of men with company service contracts in 1968 was markedly
higher in the cargo=liner companies. In the effort bargain that the rating
makes, the higher degree of boredom of the work on a cargo=liner is off-
set by the regularity of voyages and leave periods. In his knowledge of
these possibilities, the seafarer relies upon the information of his
community ashore and his experiences afloat. The choice lies between
the option of high gross pay coupled with constant changes on bulk
carriers and tramps, or rates of pay with little variation between
voyages and regular leave on cargo-liners. The deck rating chooses
between these types of ships on the basis of his income requirements,
much, as the trunker and tramper do in Hollowell's study of the lorry
dri;er.47

The deck ratings work as a group, fragmented only by watch-keeping
and task requirements. They form the largest group of men on the ship
and are able to engage in many more social activities within their group.
Their directions in work situations are normally given by the bosun, who
receives his instructions from the mate (chief officer). Ordinarily, the
bosun has discretion in allocating work among the deck ratings, so the
work group has a degree of autonomy similar to that of the team group
described by Dubin.48 The bosun, who functions as chargehand, usually

distributes work on a consultative basis with the other deck ratings.

47p. Holiowell (1968).

48p. Dubin (1958), ps 104.
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Within the team group, therefore, movement between tasks and allocation of
them can be made according to ability and inclination.

The catering ratings form a smaller group, and autonomy of task
performance lies at the level of the individual rather than the group.
Dubin called this form of organization a task group which he defined as

« » sOne in which the jobs aré clearly defined, and
each individual is assigned to one and only one job
within the group. In such a group there is little if
any exchange of jobs and little if any opportunity to
determine by decision of the group who shall perform
which jobs in the performance of its task.49

The catering rating has specific responsibility for a particular work
sector, and while he will work as part of a group on some occasions (at
mealtimes, for instance), for most of his working time he is isolated from
other members of his department. This is due to the "hotel service"™ nature
of his work, in which personal service is rewarded by gratuities, and also
to the dispersion of work .areas throughout the ship. One reason for the
tendency of catering ratings to stay with one ship longer than other ratings
is their autonomy of task.

It takes you a while to get yourself organized and a
routine set up so you can get everything finished withw-
out sweating too much. I®d be daft if I left every trip
and had to organize each time. Normally I stay with a
ship for three or four trips unless I can't get on with
the boss [chief stewaréﬂ or the ship®s no good.0

The thing I like about stewarding is that you're your
own boss. How you set about the job is up to yourself,
and provided you get it done, you're okay.5l

The engine-room rating works in isolation in the engine room. The
complexity of levels and platforms and the maze of pipes and machinery

crammed into a small space mean that frequently he can work for long

periods without seeing another person. The high level of noise also presents

49Ib-id., pp. 104-110.

SOResearch Notebook 21, Interview with Second Steward, BB Company.

51Research Notebook 15, Interview with Assistant Steward, BA Company.




a barrier to communication, particularly on diesel engine ships. Con-
sequently, the engine~room rating has the possibility of being almost
autonomous within the work setting, but he is paced by the requirements
of the machinery.

Dubin and Trist would argue that the extent of machine-paced work is
characteristic of the technologicals2 or technical group53 in its.effect
on the engine-room rating. This notion is too simplistic an explénation,
however, as the engine-room rating would be able to interact with others
if there were other men of similar status with whom to interact. The
autonomy of the engine~room rating is dysfunctional because he is isolated
in both the work and non-work situations on the ship. The only interaction
he has in the engine room is with the engineer officer on watch, and this
is limited by the differences in status of the two men and the difficulty
of communicating in the engine-room environment.

As we have noted, the ratings on the ships in the sample composed
about 55% of the ship’s complement and normally numbered nineteen or
twenty. The three forms of work environment together with differing time
scales of watch-keeping and daywork foster different responses to the
demands of the work situation. These demands, in turn, are mediated by
the type of community from which the seafarer comes. A man from a
traditional community is more likely to settle into the ship's organization
with less difficulty but is less apt to find work satisfaction because, in
contrast to the community's concept of the seafarer's role as a semi~
skilled or skilled worker,.more and more of the work is becoming unskilled.

With the dispersion of communities, the seafarer finds that new possi-
bilities of work are within his ken, but he no longer receives the support

and understanding from the traditional community during his periods of

SZR. Dubin (1958), p. 105,

53B.L. Trist, G.W. Higgin, H, Murray, A.B. Pollock (1963),
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recuperation between voyages.54 These factors are further exacerbated by
the status differentials which have become increasingly sharper as the

crews have grown smaller.

Attitudes to Authority

One of the major problems on British ships for crew
members is class distinction. It is still evident
on most ships. Officers are classed as gentlemen
while crew members are looked down on as animals.
A mechanic or engineer working ashore can come to
sea as a junior engineer, wear a uniform and enjoy

" all the luxuries of an officer even though he has
no sea experience, may be younger than crew ratings
and on less pay. On most ships he can buy bonded
spirits and even get drunk and nothing is said while
crew members are not even trusted with one bottle,
This does not mean that ratings desire to get drunk.

On most ships officers receive different menues sié]
as well as better food, they also get more victualling
allowance while working by a ship.

One hardship that most seaman f{sic] exﬁept officers
have to be submitted to is logging which has never
been changed since the 18th century sailing ship
days.

Some captains seem to think that members of the crew
are placed on a ship to work 24 hours a day, every
day, even though the trip may be 2 years long, and
that they are not entitled to any leisure at all.
They terminate shore leave long before the ship is
due to sail but the men are not paid for this time
in which they are not free to do anything,

It is noticeablé that class distinction and bad
captainship is more evident in London and Southern
men, but Northern men 'on the whole seem to be fair
and good captains.55

The Steward's Lo:atering= officea starting to try to
lay the law down again. Got my back up at dinner
[}uncﬁ] s0o I was 1nvolv;d in an argument once more.
To top it all one of the senior engineer officers
[chief engineer]sided wjth the Steward. Which he
should never have done,'so I wasn®t in a very good
humour. The pantry boy- got uppity when he brought
the coffee in so I had him and the Steward to the
01d Man téaptaiﬁ] to sort it out, which we did.56

Research Notebook 12, Diary kept by an AB., AB Company.
6Research Notebook 15, Diary kept by a Fourth Engineer, AB Company.
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The attitude of the ratings is coloured by the casual nature of
their jobs and the traditional working-class communities from which they
come. They are also aware of the obvious discrepancies in the lifestyle
. of the small community®s members on board ship, particularly the difference
betweeh heavy manual work and the technical, white-collar jobs of the deck
ratings and deck officers, the difference between a skilled worker and a
labourer in the engine-~room department, the disparity'bétween the
skilled and dirty tasks of the engineer,and the hotel-type duties of the
stewards.

In a study conducted by Zim Line into the work loads and the calorie
intake required to sustain the work loads of seafarers, the stewards were
shown to have the heaviest energy neéds (for a ten<hour day) of all sea-

farers.

Table 6.10. Bnergy requirements of seafarers,

neck Department Calorie Intake
Captain 550
Chlef Officer 990
2nd Officer 1185
3rd Officer 1270
Bosun 1660
A.B, 1920

Deck Boy : 2115

Bngine Department

Chief Engineer 825
2nd Bngineer . 1270
3rd Bngineer 1630
4th Bngineer ‘ 1630
Engine~-room Storekeeper 2040
Donkey=~Greaser 2215
Catering Department*

Chief Cook 2885
2nd Steward 2885
Assistant Steward 2405

*based on a ten-hour day; other work, eight-
hour days.

Source: I. Raphael, et al. (1966), p. 29.
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The Zim Line findings stress that

« « . nowadays the physically lightest jobs are those
of the deck hands. Physical prowess is therefore no
longer such an important qualification for deck hands
being recruited now. . . . engine room men expend
more calories. . .most of the time they work in a hot
and humid work area, involving a very heavy strain on
their breathing and blood circulation systems.57

Ramsay emphasized that the combination of fatigue, heavy, tedious
work, ard long hours leads to conditions in which hostility toward the
ship?s officers is the only possible form of compensation.58 The work of
the seafarer is tiring, but even more so is the movement of the ship. In
the diaries kept by ratings, sleep was regarded as the major form of re~
laxation, and all the respondents noted the time spent asleep or "resting”
and the quality of their rest. It was at a moment of excessive weariness
that the A.B. quoted above wrote his entry in the diary about class dis-~
tinctions. He had worked two field days (twelve-hou; days) plus two
standbys for docking, each three hours long, and had been refused a twenty-
minute break by an officer who had just had a good night's sleep.

The diversity of work creates divisions on board ship which heighten
the problems of "class.”™ The junior deck officer is not seeking to assert
his status over the deck rating; he has never been taught how to manage.
He, too, believes that he is not considered by the company when his accom-
modation is designed. In spite of his practical training, he is not
usually aware of the problems of working and living as experienced by the
ratings, for contact between junior officers and ratings is reserved for
certain working conditions only. The junior mate will have more contact

with catering ratings, whom he sees during his off-duty hours when they

are working, than he will with deck ratings.

371. Raphael, et sl. (1966), p. 30.

58R. Ramsay (1966), pp. 81-3.
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The officer with whom deck ratings do have regular dealings is the
mate, but he is concerned with the administration and operation of the
deck department and is also uniquely under pressure from ship and shore
management to provide an efficient working unit. The mate depends upon
the master®s report and the marine superintendent®s observations for his
future promotion,

I just want the whaler lowered, thought Lockhart. .
« «I need twelve men to do it. I don't want to
bother about whether they®ve got hangovers this
morning, or whether they®*re in debt or in despair.
I just want the whaler in the water. Twelve men,
that®s all I need. Bodies. . .Coxswain}

The ship has to be ready for anything, so all the
gear has to be in top line. We haven't been to the
St. Lawrence for five trips, but the canal boom stays
and falls have to be periodically overhauled, and I
suppose this isn®t very productive on this run [}o
the River Platg). If we have to work overtime to get
the jobs done, O.K., but the work has to be done and
done properly, and sometimes you have to stand over
the Bosun and the crowd [crew] to make sure.60

We relieved the 12~4 [watch] on deck which is
unusual, because they knock off ten minutes to
four. But the Mate said relieve each watch on
deck during daylight (bit of a sly boot is the
Mate>.61

It came dark pretty early tonight, 5.30 p.m. I

told everyone it was foggy and the wheel would go

on {a helmsman would be needed]. While I was on
lookout ([On the bridge] the phone rang and my watch-
mate ask the Mate if it was true.  "Of course,™ says
he. I get a dirty look from the Mate and [hej said
it wasn't funny. I just laughed. I don't suppose
the Geordie prick will talk to me for a couple of
days. Some Mates are very childish.62

59N. Monsarrat (1955), p. 319,

6OResearch Notebook 27, Interview with Mate, BA Company.

61Research Notebook 16, Diary kept by an A,B., CA Company.

62Ib.i.d.
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The ratings perceive this treatment as being unfair on many occasions.
They are the men who have to pull .and haul and eat cold meals because the
stewards have finished work before they have, whilst the supervising officer
stays clean and rarely lends a hand. On one occasion on Ship "Z," two five-
gallon drums of lubricating oil were delivered to the ship, and the 1ogry
driver gave the receipt to the third mate to sign. The third mate, who was
in working uniform, turned to the apprentice, leaning over the rail with him
watching wharf activity and waiting fqr a meal relief, and told him to tell
the bosun that the drums had arrived, and to send an A.B. or B.D.H. to
carry them on board immediately. The ratings were having lunch at the
time, and after fifteen minutes, an older A.B. came, carried both drums
up the gangway, placed them beside the officer and apprentice, and returned
to his meal. The third mate or the apprentice could have done the job in
a minute. Neither of them thought to do so, and when interviewed later,
both said that it wasn®t their job to do a seaman®'s work.

The incident was considered typical by the deck ratings on Ship "Z,"
and observation of other work situations on Ships "Y" and "Z" confirmed
this. The attitudes of unconcern over the use of the ratings' time is the
gist of Ramsay's discussion of relationships between officers and ratings.63
It must be noted that neither the traditional hierarchy of the ship nor the
forms of training that officers receive consider management techniques, and
the officer enforces his authority through the use of disciplinary devices
such as logging or fining the ratings for deviance. Consequently,.a need
for.immediate satisfaction of goals results amongst ratings.

People who have been deprived will tend to insist upon
immediate gratification ‘of their desires when the oppore
tunity persists. They gre much less likely to be pre-

pared to postpone immediate satisfaction in order to
enjoy a greater benefit later on.64

®3R. Ramsay (1966).

4. Rogers (1967), pp. 31-2.
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Deviancy
The use and abuse of alcohol, the conspicuous spending by seafarers
ashore, and the prevelance of deviancy on board ship are responses of
the rating to the authoritarian aspects of the isolated community in
which he lives and works. Deviancy in this context covers both the
damage of ship equipment and failure to carry out duties as well as
theft of stores and cargo. This deviancy is not normally characterized
by premeditation; it is the immediate response to an event. It is seen’
in other closed societies such as prisons and army camps as a release of
. 65
aggression.
There is, therefore, no cause for surprise if the
workers, treated as brutes, actually become such;
or if they can maintain their consciousness of
manhood only by cherishing the most glowing hatred,
the most unbroken inward rebellion against the
bourgeoisie in power .66
Engels®' phraseology is perhaps an overstatement of the feelings
of ratings toward their officers, but that brutishness can occur is not
denied. One example is the horrifying case of cattle carried as deck
cargo, which were painted with caustic soda solution by young seafarers
following a series of arguments with a mate about working conditions on
a ship in Indonesian waters.67
The person at the bottom of the ladder in a closed society has little
power when the society is simplistic, but the ship is not a simplistic one.

The division of labour is complex, and the technical organization of the

ship is a factor in the conflict between officers and ratings.68

6SSee, for example, T. Abel (1951), especially p. 153; D.R. Cressey
and W. Krassowski (1957); H. Brotz and R.K. Wilson (1946); A.K. Davis (1948);
P.D. Preeman (1948); and G.H. Weber (1961).

665, Engels (1971), p. 16.

67Source: Private correspondence with D, Colenso, 1961.

68See, for example, J.H. Goldthorpe (1959),
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Janowitz has observed:

The technology of warfare is so complex that the co-

ordination of a complex group of specialists cannot

be guaranteed simply by authoritarian discipline.

Members of a military group recognize their greater

mutual dependence on the technical proficiency of

their team members, rather than on the formal

authority structure.69

Although the majority of officers interviewed (61%) did not articulate

the growing need to acknowledge the ratings' skills, largely it would
appear because of a preoccupation with future technological changes, the
ratings recognized and exploited the needs of the officers in relation to
the ship and the company. The ratings were often able to drive an effort
bargain with the officers for monetary rewards in return for the completion
of tasks and the attainment of time~honoured goals such as a "clean™ ship.
In this the ratings were aided by their control over the greater propor-
tion of work on the ship and by the manipulation of tasks coupled with
sanctions for disliked behaviour,

If I've shown the firemen how to put the burners in

once this trip, I've shown them twenty times. They

must do it just for some excitement, and they always

do it [putting the burners in backwardg] in the 4-8

watch, probably because the Second Engineea gets

their backs up. It*'s a dangerous practice because

you get high carbon levels Eooting up of boiler

flues and risk of fité], but they certainly get

attention.when they do it.70

The attitude of ratings toward discipline and the way in which it is

administered is mostly one of contempt but is moderated by the master's
power of referral of ratings to disciplinary committees ashore. These
committees, composed of representatives of the National Union of Seamen

and the British Shipping Pederation, have the authority to stop the

Bstablishment Benefit71 of ratings on general service contracts and to

%, Janowitz (1960), p. 41.

7°Reseatch Notebook 15, Interview with Chief Bngineer, AB Company.

71A payment supplementing the unemployment benefit of a rating on a

general service contract waiting for a ship after completing his leave.
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endorse the seafarer's records for serious offences or refuse him further
employment. That this is a curb on the overt behaviour of ratings is
shown by this A.B.'s comments:

If a rating is late turning to one morning, he can

be logged anything up to three days® pay or if it is
his second offense of this nature, up to six days..
Two of these loggings in one trip can mean a bad
report in his book., This leads to a committee when
he arrives home and it is up them wether |sic| he
stays on the pool E@etchant Navy Bstablishment} or
not. In other words he could lose his livelihood

for two small offenses, for he knows no other trade.
In contrast a -shore worker would lose a day®'s pay or
lose his job but he would most probably find another
job in the same field. He is not bound to have a bad
reference from his previous company but a bad report
in a seaman’s book is a black mark against him, maybe
given by an officer in a bad mood. It is hard enough
for a British seaman to get a job ashore as it is
without these obstacles.’2

The need to acquiesce to traditional and authoritarian methods of ship
management is reinforced by the desire for a "clean" record in the seafarer's
discharge book in order to obtain better jobs on better ships, to retain
seafaring employment, or to enable him to get a job ashore when he wishes.
The last reason is important since the British Shipping Federation, although
not the employer of the seaman, advises shore employers seeking references
for prospective workers to ask the ex-seafarer for his discharge book and
stresses that any record less thanV .G, ("Very Good") is deemed to show
unsatisfactory conduct or skill levels.73

This combination of sanctions reduces the need for discipline ;nforce-

ment by the hierarchy. Change in this system can only be initiated by the

officers, and some companies and the British Shipping PFederation have

72pesearch Notebook 12, Diary kept by an A.B., AB Company; also
interviews with three A.B.'s, Ship "Y," who stresgsed the same points.

73Form letter issued by District Registrar, B.S.PF., Liverpool,
to seekers of references.
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promoted management courses for their officers as a response to the
creation of shipboard liaison committees by the N.U.S. Consequently,
officers have a patchwork of traditional attitudes towdrd discipline
which is reflected in the increasing demand by ratings for a greater
voice in the operatioﬁ of ships and in the determination of their life
style. This demand culminated in the 1966 strike and was, as we shall
see in Chapter VII, preceded by unofficial movements within the National

Union of Seamen.74

Summary

To summarize, the ratings feel that the rewards of seafaring over
the long term are unfair in comparison to the rewards received by officers,
and this leads to a series of conflicts within the closed society of the
ship. The solution sought by the seafarer is for immediate compensation
for the discrepancy where remedy is impossible, and these compensations

may jeopardize the seafarer's own future opportunities.

743. Mogridge (1962); P. Foot (1967); J. Prescott and C. Hodgins
(1966).




CHAPTER VII

THE SEAFARER'S SOCIAL ENVIRONMENT

Introduction

In this chapter three major areas of social organization affecting
the attitudes of the seafarer to his ship and his job will be discussed.
These areas -- the family, other work groups, and the trade union --
exert pressures within the environment of the ship-as-workplace and the
ship-as-society, and the intention is to develop concepts that can tﬁen
be examined in light of the seafarer®s role and the structure of the
organization.

We shall explore the problems of the seafarer and his family and
the effect on attitudes to seafaring; The information is based upon the
responses of seafarers over 20 years of age to Questionnaire 4 (see
Appendix II) and is also drawn from interviews. The sample has been
taken from mature seafarers only in order to provide a balance between
the married and single seafarers so that an analysis of comparable
factors can be made.

Table 7.1. Structure of the sample: The responses of sea-
farers over 20 years of age to Questionnaire 4.

Married Single Married

N N %
Deck Officers 26 24 52
Bngineer Officers 33 47 41
Catering Staff 12 15 44
Deck Ratings 32 29 52
Bngine-room Ratings 9 13 41
) Total N 112 128
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The Home Background of Seafarers: Officers

Deck officers came from families which had a significantly different
socioeconomic background to those of engineer officers (see Table 5.2).
However, no significant difference in family size occurred between the
two groups (2.2 children in the engineer officers® families; 2.3 -in the
deck officers®). The difference within the groups lay between those who
said they wished to make the sea their career or who had relatives at
sea, and officers who had no family links with the sea, or expected to go

ashore.

Table 7.2(a). Number of siblings within the families of

deck officers (Questionnaire 4).

Whole Career Relatives
Sample at Sea at Sea

* % %
No siblings ] 2 3
1 sibling 35 . - 28 27
2 siblings 41 37 36
3 siblings 8 14 14
4 siblings 4 10 12
5 or more siblings 4 9 9
Total % 100 100 101
N = 50 24 26

Table 7.2(b). Number of siblings within the families of

engineer officers (Questionnaire 4).

Whole Career Relatives
Sample at Sea at Sea

% % %
No siblings 20 13 10
1 8ibling 28 26 24
2 8iblings 27 30 34
3 siblings 15 16 20
4 siblings 6 9 9
5 or more siblings 4 6 3
Total % 100 100 100
N = 80 20 46
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The mean family size of the career groups was 2.35 children for
engineer officers and 2.5 children in deck officers® homes. The non-
career sample was not significantly different from the average British
family size. The families of those officers who had relatives at sea or
intended to make the sea their career were thus significantly larger and
also contained a higher proportion of female siblings than the national
average (1.65 compared with 1.17).1

The parents of those officers who intended making the sea their
career also differed significantly from those of the sample as a.whole.
The officer who wished to make the sea his career was more than twice
as likely to have come from a single-parent family than an officer who
intended leaving the sea; one in five career officers came from a broken

home, whilst the ratio was one in ten in the whole sample.

Table 7.3. Parents in the home: Officers.

Whole Career Relatives
Sample at Sea at Sea
% % %
Deck Officers
1 parent 10 19 12
2 parents 90 81 87
Total % 100 100 99
N = 50 24 26
Bngineer Officers
1 parent 10 20 14
2 parents ' 90 80 85
Total % 100 100 99
N = 80 20 46

1A.F. sillitoe (1971), p. 18.
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These factors of the larger, female~dominated sibling group and the
high proportion of single-parent families amongst the officers who intend
to make the sea their career are important, for they suggest that the ship
may provide an area of masculine security, These men elect to stay at
sea because it offers a secure base for other social activity and for
social satisfactions which would be missing ashe;e.

As we noted in Chapter V, the deck officer cannot easily transfer
his skills to a shore job; therefore, in addition to the group with a
one-parent family background, there are those officers who are unable to
find shore employment and who make the sea their career by default. Con-
sequently, the satisfaction score (s.s.) of career deck officers (median
s.8. = 0) is less than that of engineer officers (median s.s. = #0.3) who
can obtain work ashore relatively easily and stay at sea only if they
really wish to. (See Charts 7.1 and 7.2.)

These scoresalso indicate that being married does not affect the
career of a seafarer to the extent suggested by many shipping companies.
Marriage is a watershed in any man®s life, but in the sample the key
issues were whether the man could obtain, keep, and enjoy work ashore.
Many personnel officers in shipping companies forget that the age range
;f marriage of a ship's officer coincides with the age range in which he
decides, like most young professional employees,2 what his future career
requires. As we shall see, once the career decision has been made, the

choice of wife will fit it.

Housing

In the choice of homes, a significant difference appeared between deck
and engineer officers' houses and between the houses of their parents (see

Charts 7.3 and 7.4). Parents® homes, of course, reflect the occupational

2¢. Prandy (1965).
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patterns discussed in Chapter V (see Table 5.2). The pattern of home
ownership of the seafarers themselves reflects their life styles. The
m;jority of young deck officers (51%) lived in flats, since this form
;f housing was most convenient as wives were working and families had
not been started yet. When houses were bought, thgy mirrored the saiary
levels 9f the. deck officers and were at the upper end of the pareﬁts'
scale of housing. On the other hand the engineer officers tended to
marry and start a family almost immediately. PFew of their wives worked
for long after marriage and a noticeable improvement in housing is
evident. ﬁ: . ,
The level of rented accommodation has declined slightly (57% of
parents rent their homes against 55% of the engineer officers), but the
proportion of terraced houses has declined from 48% (parents) to 25%
(engineer officers). This group makes extensive use of council housing
(30%) and housing cooperatives (10%); the rest of the housing is obtained
through private landlords. Only 36% of the deck officers rented their
houses, and just one man in the sample (2%) lived in council property
(a flat provided for his wife who was a schoolteacher). The third who
rented_accommodation were largely in the younger age group (21-25 years),

and the majority of this rented accommodation was flats.

The Wives of Officers

[ﬁeafaring is a hell of a life for a married man
with a family [}n@l more so for those at home.
It's the wives that deserve all the praise, being
father and mother, while there [8ic] husbands
are away at least nine months of the year.3

As a bachelor a seafarer ashore has money and freedom to do as he
pleases. On leave, he has free time for approximately three months every

year. The majority of these leave periods will be spent at his parents?

3Research Notebook 14, Diary kept by Catering Officer, CA Company.
Data for this section is drawn from Questionnaire 4 and from interviews
with seafarers and their wives. It should be remembered that the number

of respondents to Questionnaire 4 was small, and therefore conclusions
drawn are tentative.
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home or holidaying with them, and his future wife will probably be a
local girl (69%) and come from a similar socioeconomic background to the
seafarer. We noted in Table 5.2 the occupational backgrounds of the
seafarers family. Table 7.4 shows the occupations of wives of seafarers

in the sample before marriage.

Table 7.4. The jobs of officers® wives before marriage.

Deck Bngineer
Officers?® Officers' All
Wives Wives . Wives

% % %

Manual 0 33 19
Skilled 0 9 5
Clerical - 65 48 56
Professional 35 0 15
No Job 0 9 5
Total % 100 99 100
N = 26 33 59

It is apparent that the deck officers® wives have white-collar,
middle=class occupations, and that over one-third are, like their husbands,
quasi-professionals.4 .Each of these women has worked for her living,
unlike the wives of engineer officers, of whom 9% had not worked either
because they married when very young or were unable to find employment.

42% of the engineers® wives had held manual or skilled jobs, mostly in
the service industries (9 wives), although some had worked on assembly
lines and in factories (5 wives). Those wives of engineer officers who
had held clerical posts had typically worked as file clerks, comptometer

operators, telephonists, or invoice clerks.

4Professionals in the sample were teachers, nurses, therapists, and
a chemist and were characterized by their work in institutions (one
girl out of nine worked in a non-institutional setting). Since, like the
officer, they are professional employees and are not of the recognized
professions (law, for example), the term quasi-professional is used.
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Although our sample is very limited, we can say that the officer
chooses his wife from the same socioeconomic group as his own family, .
Moreover, as we shall find in our discussion of Table 7.9 (a), 62% of
deck officers® wives and 68% of engineer officers® wives live within ten
miles of the seafarer's parents® home. Since 46% of the mates and 36%
of the engineers came from non-seafaring areas (see Map 6.5), many of
these wives lived in areas where the problems of the seafarer’s family
were rarely encountered. If the wife was able to continue working after
marriage, the possibility of her husband?’s saying that he would stay at
sea as a career increased by 27% in ghe case of deck officers and by 20%
in the case of engineer officers.

.Table 7.5(a). The jobs of officers! wives after marriage.
(Questionnaire 4)

Deck Bngineer

Officers? Officers® All
Wives Wives Wives

% % %

Manual 0 3 2
Skilled 0 9 5
Clerical 42 24 32
Professional 27 0 12
No Job 31 64 49
Total % 100 100 100

N = 26 33 59

Table 7.5(b). The jobs of career officers® wives after
marriage., (Questionnaire 4)

Deck Engineer
Officers!' Officers' All
Wives Wives Wives

% % %

ﬁanual 0 0 0
| Skilled 0 0 0
Clerical 44 48 42
Professional 33 0 18
No Job 23 52 40
Total % 100 100 100
N = 18 15 33




In both cases the wives of men who seek a career at sea tend to come
from occupations at the "higher"™ end of the occupational scale. Thus,
theé wives in quasi-professional occupations are more likely to be married
to a career deck officer, and a girl who has done clerical work is more
apt to marry a career engineer officer than one who has worked in a
factory.

Two factors are at play in this system of choice. The first is that
the seafarer tends to be socially mobile and will seek a wife who can
also be mobile. A girl who is a quasi-professional will have been through
a training and socialization process similar to that of the deck officer
and is more independent than other women of the same socioeconomic group.
This also holds true of the office worker from a "blue-collar" back-
ground. As Lockwood observed in his study of clerks,s work in an office
has always been deemed superior to that in a factory, and there is
evidence that the engineer officer recognizes this and chooses his wife
accordingly. If he is socially mobile and more likely to stay at sea
for some time, he will tend to marry a girl who can also be mobile or has
a better job in light of their mutual working-class backgrounds.

The second factor is that the seafarer is aware that his wife must
be capable of standing on her own feet and running a home and family by
herself. As one master put the problem:

When you are a young man you have a lot of money to
spend, mostly on yourself. Then you get a Second
Mate®s job and get married. From then on you don't
have the slightest idea where the money goes. If
you pay all the bills you find yourself in the
position of worrying about the mail, so your wife
pays them all. Your balance in the ship [money
left after the allotment note has been paid] is the
only money you have control over to convert into
capital, Since most young mates leave their full
allotment allowance EO% of the seafarer’s basic wage]
to their wives, I'm sure that the only reason
mothers-in-law allow their daughters to marry sea-

men is that the daughter can lead an independent
life financed from a long way away.

SD. Lockwood (1958).
6Research Notebook 5, Interview with Captain, Ship "Y."
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The wife of the career seaman must be able to manage her own life, and the
choice of a wife who has had experiences outside the usual routine of the
houée ensures that she is better eqﬁipped to cope with the problems
created by an absent husband.

In the choice of his wife the seafarer is aided by his relative
wealth as a bachelor and by his exposure to girls at ships? parties7 and
the places and events he goes to on leave. As we mentioned earlier, the
seafarer has usually made his choice of career before his choice of
marriage partner, and no significant difference shows up between single
men who choose to make the sea their career and married men other than
the fact of marriage and a preference on the part of single men for
longer voyages.,

When the married officer is at home on leave, a significant difference
does appear between deck and engineer officers concerning the persons with
whom his wife and he associate in their leisure time. This disparity is
partially due to socioeconomic background and partly because the majority
of deck officers? wives continue to work until they start a family and

frequently return to work when the children are in sechool,

Table 7.6. Persons with whom the officer and his wife spend
leisure time together during leave periods.
(Questionnaire 4) .

Deck “Engineer
Officers Officers All
% % %
Shipmates 7 18 13
Neighbours 7 15 12
Relatives 27 43 36
Wife®s friends 31 24 27
Officer*s friends 27 0 13
Total % 99 100 101
N = 26 33 59

7Ships’ parties are organized, usually for the officers only, to
provide a social break in the routine of the voyage. If an officer has a
girlfriend in a port, she will be asked to invite a dozen or so of her
female friends to a party on the ship. If there are no such contacts,




Visits to relatives occupy.a smaller proportion of leisure time for
mates than for engineers, and a greater amount of time is spent with the
wife's friends (mostly from her place of work) and with non-seafaring
friends of the deck officers. The engineer officer and his wife, on the
other hand, spend more time with friends who are seafarers and with

neighbours and relatives, reflecting the values of the working-class

community and the visiting patterns expected within it.8

The Officer?s Wife within the Community

While her husband is at sea, the officer's wife has to rely on her
own resources for her social life, As Tables 5.2 and 6.6 demonstrate,
the socioeconomic backgrounds of officers and their wives are similar,
and their social relationships show this.

Table 7.7. Wife®s female visitors when husband is at sea.
(Questionnaire 4)

Deck Engineer
Officer's Officer's

Wife Wife
% %
r;riend 49 34
Relative 35 33
Neighbour 17 32
Total % 101 99
N = 26 33

an officer will be delegated to the task of telephoning a women's hostel
attached to a hospital or college to extend an invitation to anyone who
wishes to come to a party. Other social contacts are made through the
hostesses at the clubs run by the Missions to Seamen or Stella Maris.

8M. Young and P, Willmott (1957), ch. 7.
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Although a third of the visitors ta the seafarer's home are relatives
in the case of deck and engineer officers, community and housing patterns
create significant differences between the other categories of visitor,
The engineer officer's wife interacts with her neighbours to a larger
extent than the deck officer's wife. Thé latter interacts more with
friends who are not neighbours and who travel some distance to visit.

Table 7.8. Distance in minutes travelled by visitor to
officer's wife. (Questionnaire 4)

Deck Bngineer

Officers*® Officers*
Wives Wives

% %

0=7 minutes 21 44
8-11 minutes 14 7
12-15 minutes . 10 12
more than 16 minutes 55 37
Total % 100 100
N = 26 ' 33

Whereas 35% of all the visitors to deck officers' wives live within easy
walking or travelling distance (that is, an eleven-minute journey), 51%
of the visitors to engineer officers® wives live within that distance,
and 44% live within five minutes. As a result, the engineer's wife is
embedded in the structure of her community to a greater extent than the
white-collar deck officer®s wife,

This pattern repeats itself within the families of the seafarer and
his wife., Since the support needed by the wife when the husband is away
is usually provided by her mother, the residence pattern of the seafarer
is matrilocal, although the seafarer's immediate family are also normally

resident within the area.
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Table 7.9(a). Distance in miles of the married seafarer's
immediate family* from his home. (Questionnaire 4)

Deck Officer Bngineer Officer

% %

0 -2 miles 30 21
3 ~ 5 miles 20 32
6 - 10 miles 12 15
11 = 50 miles 20 8
more than 51 miles 17 24
Total % 99 100

N = ' 26 33

Table 7.9(b). Distance in miles of the immediate family*
of the seafarer®s wife from her home.

Deck Engineer
Officer's Officer's
Wife Wife
% %
10 - 2 miles 40 54
3 - 5miles 30 12
6 - 10 miles 4 6
11 - 50 miles 4 19
more than 51 miles 23 ]
Total % 101 100
N = 26 33

Table 7.9(c). Distance in miles -of the immediate family*
of the career seafarer's wife. from her home.

Deck Bngineer
Officer®s Officer?s
Wife Wife
% %
0 ~ 2 miles 44 59
3 -~ 5miles 39 20
6 - 10 miles 6 7
11 - 50 miles 0 7
more than 51 miles 11 7
Total % 100 100
N = 18 15

*immediate family = parents and/or siblings
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The officer who decides to make the sea his career is even more apt
to select a home closer to his wife’s parents, and this reflects itself
in a significant difference in the home location between career and non-
career officers (Tables 7.9(b) and (c)).

Table 7.10(a). Frequency with which an officer*s wife sees
her relatives.*

Deck Bngineer

Officer®s Officer's
Wife Wife
% %
Bvery day 62 76
Twice a week 19 12
Monthly 12 9
Less frequently 8 3
’ Total % 101 100
N = 26 33

Table 7.10(b). Frequency with which a career officer's
wife sees her relatives.*

Deck Bngineer
Officer's Officer's

Wife Wife
% %
Bvery day . 72 82
Twice a week 22 12
Monthly : 6 6
Less frequently 0 0
Total % 100 100
N = 18 15

*relatives = parents and/or siblings..

The matrilocal nature of the residence of officers and wives is
apparent in the patterns of visiting between the wife and her relatives.
This pattern is shown in Tables 7.10 (a) and (b), and is intensified when

the officer is making the sea his career. Proximity to her family's home




in the case of the engineer®s wife (also see Tables 7.8 and 7.9(c)) is
demonstrated in the higher level of daily visits, but these are more
frequent than those recorded, for example, in Young and Willmottg for
married daughters. The deck officer®s wife also has a higher frequency
of interaction with her family than a middle-class m?rried daughter would
normally have, and visits are increased during periods of illness or when

children are young.lo

Table 7.11(a). Seafarers? wives with friends who are
other seafarers' wives.

Deck Engineer
Officers' Officers'
Wives Wives
% %
1 or 2 friends 50 43
Several friends 19 21
No seafarers® wives
as friends 31 36
Total % 100 100
N = 26 33

Table 7.11(b). Career seafarers' wives with friends
who are other seafarers® wives.

Deck Engineer
Officers® Officers!?
Wives Wives
% i %
1 or 2 friends 55 - 47
Several friends 23 33
No seafarers' wives
as friends 22 20
Total % 100 100
N = 18 15

M. Young and P. Willmott (1957), ch. 5.

100, Rosser and C. Harris (1965); also see P. Willmott and M. Young
(1960).
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Seafarers' wives know of one another within a community and fre-
quently interact. Again, the wives of career officers knew a higher
proportion of other seafarers®' families than the wives of non-career
officers. These women meet through mutual friends rather than through
the seafarer®s work friendships, and they often help one another during
leave periods or school holidays.

I met Monica at a night class we were taking at the

_Tech. two years ago, and we have been firm friends
ever since, When Bob and John, her husband, are
away we go to the cinema or a concert together once
a week and went to the Ideal Home Bxhibition as well
last year. My mother looks after the children and
tries to understand what it®s like without Bob home,
but Monica is in the same boat so to speak as myself
and I don't have to explain why I'*m blue after four
weeks and no letter. She can pull the efficiency of
the so~called postal service apart much more con-
cisely than me.ll

Tables 7.12(a) and (b) show the extent to which the officer recognizes
the concern of his wife about his work at sea. Many wives obviously dis-
like it, since it takes her husband away from home. The small sample,
though, does not permit a test of significance of the data, and trends
must be interpreted with caution, as these are the husbands® perceptions
of the wives® attitudes.

Table 7.12(a). Attitudes of officers® wives to husband's
seagoing (whole sample).

[ 1
Deck BEngineer
Officers® Officers?
Wives Wives

% %
Non~-committal 8 12
Prefers him home 46 33
Does not like it 27 43
Bxtreme dislike 19 12

llkesearch Notebook 26, Interview with Second Mate's wife, CA Company.




Table 7.12(b).

Attitudes of officers' wives to husband's

seagoing (career sample).

Deck Engineer
Officers* Officers®
Wives Wives
% %
Non~commi ttal . 11 20 °
Prefers him home 50 33 .
Does not like it 28 33
Bxtreme dislike 11 13
Total % 100 99
N = ) 18 15

To summarize, the seafarer®’s wife reflects his attitudes toward a

career at sea in her occupation and independence.

The ¢hoice of the loca-

tion of her home, her patterns of visitors and visiting, and her friends

also parallel the choice of the seafarer in his career. In resolving

the problems in his enviromment, the officer is able to approach the

wotk of the ship with a firm commitment.

The Rating and His Family

Table 7.13.

Structure of ratings® sample,

(Questionnaire 4)

Catering Department

Second Assistant Catering
Steward Steward Boy
N = 9 13 8
Deck Department
Bosun and A.B, E.D.H,
Carpenter
N = 20 28 28

Bngine-room Department

Bngine~-room Donkey-
Storekeeper Greaser
N = 6 24

Chief Second N =
Cook Cook
5 6 41
Deck _
Boy
4 80
30
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The sample of ratings tapped by Questionnaire 4 numbered 151 and was
structured as shown in Table 7.13. In this table one notices that a slight
imbalance of the sample occurs in favour of the petty officers (bosun,
carpenter, second stewards, and engine-room storekeeper). This is due to
the problems of interviewing ships?® crews during working hours and is only
discernable in this particular sample. It wéuld appear that this bias has
had two effects. The proportion of these seafarers intending to stay at
sea is higher than in the main sample (see Table 7.14), and the average
age (and, in consequence, the possible length of stay at sea) is greater
than in the main sample. This has an advantage for the cénsideration of
family life in that it offers a full cross-section of the age range with
emphasis upon the older groups.

Table 7.14. Ratings who intend to make seafaring their life.
(Questionnaire 4)

% staying at sea N
Catering Ratings 44 18
Deck Ratings 44 35
Bngine-room Ratings 77 23

Table 7.15. Length of time spent at sea by ratings.
(Questionnaire 4)

Catering Deck - Bngine~room
Ratings Ratings Ratings
% % %
0 -~ 4 years 51 35 40
5 =9 years 14 15 10
10 - 14 10 0 10
15 or more years 25 50 40




In spite of this, however, the married men who completed the section of
the questionnaire dealing with married life represented approximately

two~thirds of those who had earlier reported that they were married.

Table 7.16. Married ratings in the sample. (Questionnaire 4)

Did not Completed
complete schedule

schedule N
Catering Ratings 7 12 19
Deck Ratings 9 32 41

Bngine-~-room Ratings 5 9 14

The Rating and His Family before Marriage

As we stated in Chapter VI, the rating comes in the main from a
traditional seafaring community (see Map 6.5). The house in which he was
brought up was of old housing stock and usually rented; little difference
appeared between the three groups of seafarers in this respect. The
community life of the working class has been thoroughly discussed by
Phillips, Frankenberg, Young and Willmott, Kerr, and Banks, and that
of fishing communities by Tunstall, Liguori, and Cove,12 and our
findings are not greatly different.

The boy seafarer goes to sea with his community's knowledge of the
job, but as we saw in Chapter IV, this information is based upon stereo-
types that are frequently inaccurate although closer to reality than
those held by officer entrants to the Merchant Navy. His home background,
though it shows a higher incidence of single-parent families, is firmly
enmeshed in the community and within kinship and friendship networks.

Thus, the major reason expressed by boys from these communities for

12M. Phillips (1965); M. Young and P, Willmott (1957); R.

Prankenberg (1966); M. Kerr (1958); Univ. of Liverpool (1956); Tunstall
(1962); V. Liguori (1968); J. Cove (1971).
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going to sea -- for adventure, for excitement -~ is a response of the
young person trying to get out of a community "cage," only to find that
the ship is an even more tightly knit "cage." Often this realization
does nﬁt come until the boy has been at sea for two or three years, by
which time, like the fisherman in Tunstall®s example, he is on an adult
wage,13 and his life has become centred on pleasures that this money

can buy.

Table 7.17. Ratings families of origin. (Questionnaire 4)

Catering Deck Bngine~room
Ratings Ratings Ratings
% % %
Single-~parent family 32 20 26
Two-parent family " 68 80 74
Total % 100 100 100
N = 41 80 30

The catering rating is particularly interesting, since nearly one-

third of the sample came from single-parent homes. Gronseth and Tiller14

. éigued that the female~oriented interaction in single-~parent families

résults in a loss of masculinity within the ego and a subsequeﬂt per=-
sonality formation which they term "passive feminine." Entering a
purely masculine world reduces potential role conflict, but a possibility
arises that boys attracted to catering are also seeking work that is ego-
satisfying. The masculinity of the seafaring stereotype together with
"housekeeping" duties provide the qatering rating with a level of satis-

faction. Of the eighteen catering ratings who indicated a wish to remain

13;. Tunstall (1962).

148, Gronseth and P. Tiller (1958).
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at sea, eleven came from single~parent homes, Again, it is unfortunate
that the sample size is too small to permit a full testing of this idea,
but the data suggest that the "passive feminine"™ hypothesis is valid
with regard to the single-parent family background of catering ratings.
Of the families of seafarers, the majority were firmly embedded in
the working class. Their patterns of life are similar to those described
by other writers in studies of traditional communities. The evidence
suggests that in large seafaring cqmmunities, the "parent-deprived”
families produce seafarers because they are deprived of the male parent.
Table 7.18 shows that, in fact, 69% of the catering ratings in the sample
came from families with an absent parent, and two-thirds of these men

(N = 18) expected to stay at sea.

Table 7.18. Ratings with father absent from family.
(Questionnaire 4)

Catering Deck Bngine-Room
Ratings Ratings Ratings
% % %
Single-parent family 32 20 26
Pather-absent family* 37 39 16
Total % 69 59 42
N = 28 47 13

*fathers who are/were seafarers or in the Armed Porces
during the seafarer®s youth. (This column is a refine-
ment of Tables 5.3 and 5.11,)

The Wives of Ratings
Like the wives of the officers, the wives of the 53 ratings in the
sample were drawn from similar working-class backgrounds. In their study

of Ashton, Dennis, Henriques and Slaughter remarked that
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The Ashton family is a system of relationships torn by
a major contradiction at its heart; husband and wife
live separate, and in a sense secret lives. Not only
this, but the nature of the allotted spheres places
women in a position, which although they accept it,

is more demanding and smacks of inferiority.l5

The most astonishing feature of the responses to the questionnaire by
the sample of ratings was how frequently they were unable to say anything

about their wives®' activities. For most of the questions, about one-fifth

of the respondents could not tell us of visitors or social life enjoyed by
their wives whilst they were at sea. Some of this is undoubtedly due to
the poor levels of literacy of some ratings which inhibits letter-writing.

I write home twice a trip. The first time is Suez

outward and then I write from Port Said homeward to

tell her when 1*11 be home.l16

Regular communication by letter enables the officer to be better

informed about his family and home community, and this is an aspect of 5
their lower middle~class status. For the rating a letter is an effort to
be thought about, chewed over, and executed as seldom as possible. Until
recently, most ratings lived with others in two- or three~berth cabins, and
writing letters or other quiet activities could only be engaged in when few
pebple were in the cabin or the other ratings were asleep. These additional
restraints reinforced the communication barrier between ratings and their
wives. Tunstall and Duncan17 believed that the enforced separation turned
the wife's attention inward on her family, and this would support the con-
tentions of Gronsethls concerning the psychological state of seafarers'
wiées. This attitude toward the family reflects the dissatisfaction that

many wives feel when the husband has a long leave.

Lpennis, et al. (1957), p. 228.

16Research Notebook 16, Interview with Bosun, AB Company. (The
voyages were approximately 44 months long.)
17J. Tunstall (1962), p. 164; P. Duncan (1963).

185, Gronseth (1959).
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After the first two weeks we would have visited

all the relatives and Joe would have dug the

garden and seen his mates at the club. Then he

would just sit and watch T.V. and go to the pud,

and I'm sorry to tell you I was always pleased

when he went back.l9

The wife of the seaman lives in a world apart, seldom sharing her

husband's experiences and remote from his life as a seafarer, Yet she
is also a member of a working-class community, and Tables 7.19(a) and (b),
describing occupations, show this. The only group of wives that differed
to any extent were the stewards®' wives who were hairdressers (N = 2) and
some service workers (N = 6). These women heavily weighted the sample of
skilled and clerical workers. The engine-room ratings® wives had been
employed as unskilled workers in factories or mills. Approximately one-

sixth of the sample had never worked before marriage, and only 6% did so

after marrying.

Table 7.19(a). The jobs of ratings® wives before marriage.
(Questionnaire 4)

All Wives of Deck
Wives¥* Ratings

% %
Unskilled 19 28
Semi-skilled/skilled 38 28
Clerical 26 22
Unemployed 17 22
Total % 100 100
N = 53 32

*Wives of catering ratings, N = 12; wives of engine~
room ratings, N = 9; wives of deck ratings, N = 32,

lgkesearch Notebook 3, conversation with the wife of an Engine-

room Storekeeper (1967). Also see J. Tunstall (1962), p. 162.
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Table 7.19(b). The jobs of ratings' wives after marriage.
(Questionnare 4)

All Wives Wives of Deck
of Ratings Ratings

% %
Unskilled 0 0
Semi-sk111ed/sk111ed 4 0
Clerical 2 6
Housewife 94 94
Total % 100 100
N = 53 32

The low proportion of wives working after marriage is due to two
factors. The first is the need to maintain a home and look after children.
As described by Rowntree and Lavers, though, a working wife in 76.5% of
the cases they examined worked for pin money for luxuries, not for economic
need, and 21% worked for the relief of boredom in the house.20 The
economic factor is mitigated because the seafarer®s wages are sufficient
to ensure a standard of living similar to the other members of the com-
munity, so the wife does not have to work for her necessities.

The second factor is that éhe seafarer does not want his.wife to
work. His isolation from the community at an early age and from the
values of communities other than wholly masculine leads to a re-assertion
of traditional working-class values, best expressed in the ethos of home-
making and in the mass media. Before Women's Lib, Myrdal and Klein spoke
of a cult of homemaking and motherhood fostered by press and propagnnda.21

The rating sees his wife in this role and views her and home as the foil

20B S. Rowntree and G.R. Lavers (1951). Also see F. Zweig (1961),
p. 47; P, Pinder (1969) for a discussion of the role of wives in obtaining
a h1gher standard of living for the family.

A. Myrdal and V. Klein (1968), p. .145.
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to his shipboard life. If his wife worked, this aura of masculinity, the
idea that someone needs him and is dependent upon him for economic sur-
vival, would vanish. This issue has been stressed by Tunstall, who
argued that the fisherman's willingness to put up with a hard, rough

life would, in his own eyes, be worthless if his wife also worked.zz

The Leisure Time of Ratings at Home

The rating spends some of his leave with his wife and family and
does the chores about the house such as painting, repairs, and heavy
gardening that his wife has been unable to do. These occupy the first
few days after he has caught up with his sleep.

When he comes home, he always gives me a present
and I cook a meal and then we go down to the club
for something to drink. He always sleeps in for
the first three or four days, gets up for dinner
and then goes to the pub or the club for the
afternoon, I'11 go to the pictures with him

and we'll visit his brother and sister in

———— Street E:he next streeﬂ and then he'1ll

do some decorating in the house -~ he painted

the hall last trip. After he's been home for a
while he spends more time at the club with his
friends, and then one day he'll say he®s going

to the pool next day. And he will get a ship

and go away again. He's spent all his money by
then anyway, and he don't like getting the benefits
{?oing on the dolé].23

When husband and wife are together, their leisure time is shared
with a totally different group of people from those with whom the married

seafarer on his own will spend his time,

Table 7.20(a). Persons with whom ratings and their wives
spend joint leisure time. (Questionnaire 4)

Whole Sample Deck Sample

% %

Neighbours 55 62
Relatives 19 12
Wife's friends 17 16
Husband's friends 9 10
Total % 100 ' 100

N= 53 32

225, Tunstall (1962), p. 161.

23Research Notebook 3, conversation with Bosun's wife (1967).

1 -
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Table 7.20(b). Persons with whom ratings spend their leisure
time on leave. (Questionnaire 4)

All Ratings Deck Ratings

% %
'Shipmates 44 47
Neighbours ' 26 13
Relatives 14 19
01d friends 16 21
Total % 100 100
N = 53 32

L .

When alone, the seafarer seeks out other seafarers and talks wiTh
them of ships and seamen, recreating a little of the close-knit community
in the strangeness of the community ashore. At home with his wife, the
seafarer?!s behaviour changes radically. Shipboard language is punctuated
by an expletive every sentence or two and utilizes an argot of seafaring.
Ashore, the seafarer adjusts his speech to conform to the communal norms.

Tunstall speaks of the pattern of prostitution amongst fishermen
ashore and suggests that married men cont;nue to move within the circles
of pub and prostitute because of ambivalent attitudes toward marriage.24
Within the sample and in observation of seafaring communities, this pattern
of the fishing community was not marked amongst the merchant seamen.
Behaviour similar to that of the fishermen occurred amongst seamen in
ports other than the seafarer's home port.

When her husband is at sea, the wife is involved with her community
and the cycle of visiting between neighbours and relatives. If the ratings
who were unable to say whom their wife visited (21%) were removed from the
sample, 48% of the wives' callers were neighbours and 28% were relatives.
This visiting pattern is somewhat like éhat of engineer officers' wives but

is significantly different from that of deck officers® wives.

245, Tunstall (1962), pp. 138-43, 162; also see E. Gronseth (1959).
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Table 7.21(a)., Pemale visitors to ratings’ wives when
the husband is at sea. (Questionnaire 4)

All Ratings' Deck Ratings’
Wives Wives
% %
Neighbours 38 39
Relatives 22 21
Priends 18 17
D.K. 21 23
Total % 99 100
N = 53 32

Table 7.21(b). Distance in minutes travelled by female
vigitors to ratings® wives. (Questionnaire 4)

“All Ratings' Deck Ratings'
Wives Wives
% %
0 = 3 minutes 26 37
4 - 7 minutes 19 16
8 - 11 minutes 13 11
12 - 15 minutes 14 19
16+ minutes 7 4
D.K. 21 23
Total % 100 100
N = 53 32

After allowing for the "don't know" responses, 58% of the visitors
to ratings® wives lived within seven minutes' travelling distance of
their homes. The deck ratings' wives, as we previously noticed, tend to
be conceﬁtrated within traditional communities, have a routine of visiting
which is almost entirely within the locality, and 70% of their callers
also live within seven minutes® travelling time. This aspect of the come
munity is borne out by Table 7.22, in that approximately half of the wives
were known by their husbands to be friendly with other seafarers® wives,
The friendship pattern thus formed is one in which a supportive relation-

ship between the women is possible.




252

Table 7.22.
wives of seafarers.

Friends of the seafarer's wife who are the
(Questionnaire 4)

All Ratings’ Deck Ratings’
Wives Wives
% %
1 or 2 friends 17 22
Several friends 30 28
D.K. 33 50
Total % 100 100
N = 53 32

A working-class community presupposes an area populated by members
of a distinctive blue-collar-worker subculture, strong kinship and friend-
ship in the area, and a coherent sense of self.

Ward Labour Party knows, though, the working-~class community and organized

activity other than purely recreational rarely go together.

of the supportive web of relationships, the data in Table 7.23 concerning

active membership in organizations (including religious groups) is

introduced.

Table 7.23.

Ratings® wives who participate in organized

activities. (Questionnaire 4)
All Ratings® Deck Ratings®
Wives Wives

% %
Participates in clubs
or other organiza-

tions* 17 9

D.K. 83 91

Total % 100 100

N = 53 32

*includes church organizations

As any secretary of a

As a measure
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The deck ratings' wives rely less on organized activities for a
social life than do the wives of catering ratings, the majority of whom
have moved out of the traditional neighbourhoods to council or private
housing. An interesting study would be the intensity of organized
activity related to the intensity and frequency of communal friendships.
Willmott and Young demonstrated that a 1loss of community supportive net-
works occurred following a move to new surroundings,zs which would
apparently be compeﬁsated for by a higher level of participation in
organized activity. Unfortunately, the data available is not sufficiently
extensive (and such a study is outside the scope of this work) to draw
firm conclusions concerning these community values and their interrela-
tionships.

Gellman's work on alcoholics pointed out that the need for companion-
ship epitomized by Alcoholics Anonymous was a response by isolated persons,26
and Powdermaker discerned the same need amongst seafarers.27 When the
wife is isolated from her traditional community ties and is more depen-
dent on organized social activities for a break in her routine of house
and family, greater demands will be placed on the husband to change his

occupation and on both their families for support.

Wife and Family :

Normally for young families the wife®’s relationships
with her own family are of special importance because
her relatives and particularly her mother are the most
ready source of help in times of need, such as sick-
ness and confinement.28

For the seafarer’s wife, decisions about day-to~day activities, help

with the upbringing of children, and repairs or maintenance work ordinarily

25?. Willmott and M. Young (1960), esp. ch. 3; R. Wilson (1963); for a

general review of studies of housing estates, see R. Frankenberg (1966), ch. 8.
261.P. Gellman (1964), p. 135.

27g. Powdermaker (1945).

283p.F. Philp (1963), p. 99; also see E, Bott (1957); N. Dennis, et al.

(1957); €. Rosser and C. Harris (1965); J. Tunstall (1962), p. 161,
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undertaken by the husband in a landsman's family have to carried out by the

wife if the family is to function properly.

role of relatives is vital,

In stressful situations the

They supply babysitters, general help, and

comfort in times of difficulty or at holidays when the husband is absent.

The frequency reported for interaction between the wife of the rating

and her relatives is less than reported for officers' wives and their

families,

Table 7.24(a).

from his home.

Distance in miles of the seafarer®s relatives
(married sample; Questionnaire 4)

All Ratings Deck Ratings

%

0 -« 2 miles 42 50
3 = 5 miles 14 12
6 - 10 miles 7 5
11 - 50 miles 2 1
51+ miles 3 4
D.K, 32 27
Total % 100 99

N = 53 32

Table 7.24(b).

wives from her home.

Distance in miles of the relatives of seafarers®
(Questionnaire 4)

All Ratings’ Deck Ratings’
Wives Wives
% %
0 - 2 miles 34 34
3 =5 miles 26 36
6 ~ 10 miles 10 8
11 = 50 miles 6 7
51% miles 5 4
D.K. 20 11
Total % 101 100
N = 33 32
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The apparent discrepancy between this statement and Philp*s quote can
be reconciled by considering three factors: the seafarer’s lack of
knowledge of his wife®s activities; the nature of contacts between
families i; working-class communities; and the higher level of neigh-
bourly activity which masks some of the important aspects of kinship
relationships outlined in Table 7.25,

Table 7.25. Frequency with which a rating®s wife sees
her relatives. (Questionnaire 4)

All Ratings® Deck Ratings'
Wives Wives

% %

Bvery day 34 25
Twice weekly 26 25
D.K. 40 50
Total % 100 100

N = 53 32

Table 7.26. Rating's perception of his wife's attitude
to his job. (Questionnaire 4)

All gatings Deck %atings
Non~-committal 15 3
Prefers him home 17 12
Does not like it 36 44
Extreme dislike 17 22
D.K. 15 19
Total % 100 100
N = 53 32

The first factor has already been mentioned and will be discussed
at length in the next section. The second, the nature of community rela-
tionships, is very important. As Young and Willmott have shovm,29 the

contacts occur outside the home as much as within. These contacts take

zgu. Young and P, Willmott (1957), chs. 3, 7.
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place in the street, supermarket, or other people's homes. Often they are
not considered to be actual visits to, or from; relatives, and thus are
poorly represented in the data. .

The final item, the higher level of neighbourly activity, conceals
the activities in the family because of the common friendship ties in the
community and subsequent visiting patterns, Visiting with neighbours, all
of whom are likely to know all of the members of the wife's family, presents
other social venues for the womenfolk and further enhances the quality of

community life.

The Rating and His Wife

As we have seen in all the tables relating to the rating and his
quily, many of the respondents were unable to say much about their family
or their wives?® mode of life. This lack of knowledge -- of seafaring on
the part of the wife, and of his family's life on the part of the rating -
is recognized by both. Further signs of strain appear. Most of the ratings
thought that their wives di& not like them to be away at sea (Table 7.26).
ThF wives, however, although liking their husbands home, found that they had
a&justed to the demands of a single-parent family and that the husband®s
presence on long leaves was unsettling to their :outine.3° Moreover,
their allotments meant a steady income st;fficient to meet their needs,
and long leave interrupted the flow of monef to the family. As a result,'
pressure was exerted on the seaman to return to sea, and if possible, to
adopt a regular pattern of seafaring.

The rating feels that he is being displaced within the family, and
his increasingly long periods of leave as he grows older reflect this

duality of need., The seamen is concerned about his wife and children, but

they are idealized in his conversations and discussions of the family. On

3°1>.o. Tiller (1958).
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the ship the married man does not have to prove his masculinity overtly,
thereby reducing social pressures. At home, these tensions mount, and
the resultant social effect is the proportion of men in the sample who
are separated from their wives or divorced (10%; see Table 6.11), which
is considerably higher than the national average.31

In sum, we may say that the seafarer comes from and retains ties
with a traditional community but has little understanding of the needs of
his family and the way they live. Consequently, the pressures of marriage
are aggravated, and the wife tends to find a life style for herself and
her children which is independent of her husband?s. This leads to a dual

life for the seafarer, for in both home and ship he has to accept a non-

dominant role.

The Seafarer and Society as a Whole: The Effort Bargain

A recurrent theme in the interviews and conversations with merchant
seamen was that people ashore, society as a whole, did not understand or
attempt to understand the seafarer and his role in the community.32
The seaman, like the docker and the lorry driver,33 works in an environ-
ment which the public sees but does not full& comprehend., In particular,
the seafarer points to Britain's need for the cargoes carried and the
money earned by shipping. This self-image of Britain's requiring the
services of the seafarer to maintain its supplies received a nasty blow
during the 1966 strike, when organized labour and the Labour Party refused
to support the seamen's strike officially.

During World Wars I and II, the United Kingdom depended upon the

supplies brought in by sea. Britain still leans heavily on sea trade,

315.F. Sillitoe (1971); from the interpolation of data given by

Sillitoe and the R.G.S.,, the divorce rate nationally is of the order of

3% of all married population in 1968; also see P.O, Tiller (1958).
32The words of John Clare were used by one officer to summarize this

attitude: "I am, yet what I am none cares or knows. . .”" Research Notebook 12.
33University of Liverpool (1956); P. Hollowell (1968).

o
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especially the carriage of 0il, but the seamen in the sample thought that
people had forgotten this dependence. Moreover, the seaman finds this
diminished recognition of his role difficult to accept.

We work all hours of the day and night to make a
living wage, and that [crane] driver does a 36-hour
week for a guaranteed £38. All he does is sit on
his arse in the warm and pull bloody levers. Last
trip I made £30 a week on a [Great] Lakes trip and

we flogged our guts out in the St. Lawrence Seaway.34

Table 7.27. Average weékly hours worked by seafarers.

Hours Worked

Deck Officers 73.5
Bngineer Officers 71.3
Catering Ratings 74.2
Deck Ratings 64.1
Bngine-room Ratings 72.8

At the time of the study, the average number of hours worked by
shore-based workers was forty-seven hours per week.35 Because of the
twenty-four-hour nature of ship opefations on the traditional watch-keeping

'system which is still worked by officers, engine-room ratings, and some
of the deck ratings, the average working week would normally be fifty=-
six hours per week. The hours actually worked_reflect ship~operating
needs plus ship management requiremenfs for officers and a high level of
overtime for the ratings.

The Report of the Commitfee'of Inquiry into Certain Matters concerniné-
the Shipping Industry indicated that

ratings actively sought the opportunity to work overtime,
and generally were willing to work the long hours which
were necessary to operate ships seven days a week while

at sea and would in fact be dismayed if any significant
reduction in overtime was achieved.36

34Research Notebook 29, Interview with A.B., BB Company.
33perived from A.F. Sillitoe (1971), p. 106.
36The Pearson Report (1967), para. 94.
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To enter into the discussion about the basic rates of pay for seafarers
is not our aim. The argument to be pursued, rather, is that the seafarer
actively seeks an equitable wage for his work, and that in deriving the
notion of fair pay, the seafarer compares his work with other groups of
workers in allied industries; namely, the dockers and lorry drivers.

Bvery employment contract has two implicit components: an agreement
on the wages to be paid by unit of time or unit of productivity, and the
amount of work considered appropriate in the situation. Hilde Behrend
referred to this second component as the effort bargain37 and argued that
wages bought a supply of effort for performing varied work assignments.
The seaman consciously measured his efforts by the rewards, both intrinsic
and extfinsic, that he could earn.

In the study of crews of a bulk carrier, "Y,"” and a cargo=liner,
"Z,” it was found that the motivation to work —- the effort given -=
varied in relation to social and management factors. The social factors
have been discussed in a paper on living accommodation.38 Social factors
such as satisfaction with, or alienation from,life on board ship played
a major role in determining the patterns of work, Ship "Y" had
an active social life, and the crew worked well in terms of a high ratio
of pay to work completed after an initial period of testing the mangge-~
ment,

Ship "Z" had a non-active social life and the criteria of alienation
were marked, as was the poor rafio of pay to work completed. When this
study was made in 1968, both crews thought a reasonable wage for each
. week of the voyage was £26 gross, and overtime was seen as a necessary

evil. On Ship "Z" overtime also served a dual purpose by filling the

374, Behrend (1957), p. 505; also see W. Baldamus (1951, 1961);
Re Richardson (1971); F. Barth (1966).

38p H. Fricke (1971).
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vacuum created by the unsatisfactory social life on board, and when the
men refused to work overtime on some occasions, by becoming a punitive
sanction against management afloat and ashore. One A.B. on Ship "Z" made
this explicit after refusing to work overtime on Saturday afternoon:

The mate wants the topside painted so that the ship

will look O.K., but my time is my time and I'm b==-

if I'm going to waste it on paintwork that will wash

off as soon as we leave here.39
The only man who turned to that afternoon was a young A.B. with two
children and a mortgage.

Young L-~~ will work all the overtime under the sun,

and then shout for more, but that®s because of his

wife and kiddies. The mate knows that's the reason

he works, so we don't mind.40

We can see, therefore, that groups of A.B.'s had developed a keen

sense of the adequacy of effort and the worth of that effort in return
for pay. Where deviations from this "norm™ occurred, they either con-
formed to appropriate deviations, such as that exhibited by Le~=~-, or
inappropriate ones., The following incident on "Y" speaks for itself:
An A.B, on gangway watch had not paid sufficient attention to his work;
in fact, the other A.B.'s accused him of sleeping in the messroom. The
aluminium gangway had become trapped under a crane track, and as the tide
was going out, had been buckled beyond repair.

Awm- is a lazy b---; he should®ve kept an eye out for

the gangway. The rest of us pull our weight, but he

goes and tries to skive [dodge work] whenever he can.

They work us fair on this hooker, so we've got to be

fair as well.

The other A.B.'s ostracized A--- for two or three days after the event,

and he was excluded from the friendship (primary) group's activities for

39Research Notebook 8, Interview with A.B., Ship "Z."

Orpia.

4l pesearch Notebook 3, Interview with A.B., Ship "Y."




261

the rest of the voyage although superficial friendliness was shown.42

The A.B.*s on Ship "Y" got on well with the mate after an initial
period of "testing" on both sides. This testing was done deliberately
and was recognized as being intentional., Once the outlines of the effort
bargain had been drawn, the productivity of the A.B.'s increased until
they felt that

¢« o swWe're giving the mate a fair whack. He knows

what®s being done, and he spreads the work around

so we all get a chance at the blue-eyed jobs.43
The mate's comments were similar:

This is a pretty good crowd. They know what's to

be done, and once we had worked out the bogies,

like hatch~cleaning, they've done well.44

Ship "Y" had a lot of unavoidable overtime, and the men were soon
assured of reaching their pay target in the first four weeks of the
voyage. The effort continued at a steady rate, and the balance of the
voyage averaged a little under the target figure. The A.B.'s were well
satisfied, as was the mate. Certainly the ship was smart in appearance,
but little time had been spent, compared to Ship "Z,” on getting the
paintwork done. The main concern of the A.B.'s and the mate was the
maintenance of cargo gear and other equipment, for both parties recog-
nized that this was work worth the effort and work in which skills could
be displayed and receive recognition.

On Ship "Z" emphasis was placed on outward appearances of the ship.

These two ["2" and her sister ship) are the super-
intendent's little yachts. We can have as much

42See F.J. Roethlisberger and W.,J. Dickson (1966), pp. 505-6, for
similar group relationships in a telephone bank wiring room.

43pesearch Notebook 3, Interview with A.B., Ship "Y."

44Research Notebook 4, Interview with Chief Officer, Ship "Y."
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badly stowed cargo as we like, and he couldn't care
less. But if we dock looking scruffy, it's worth
all our jobs. . . .the last mate couldn't get the
sailors to work, and we had to turn to on the trip
home and touch up the bridge paint work.45
Because of this concern and because the ship had deck cranes, the
work of the seamen fell into the categories of hatch-cleaning and overside
painting in port, and chipping paintwork and painting at sea. The A.B.'s
had few opportunities to demonstrate their skills, and they viewed their
task as boring drudgery. This boredom was aggravated by the lack of social
space and by the need to spin out the tedious work to maintain overtime
levels.,
To sum up, the effort bargain is the subjective measurement by the
worker and the management of ™A fair day's work for a fair day's pay."™
It is based on a recognition of skills, the employment of those gkills in
work that is felt to be worthwhile in a non~wage sense, and is part of
norms of the work-group. Where worker and management differ on definitions
of an appropriate effort, friction will arise which can either be bought
off by an added monetary inducement or ameliorated by a change in the
social attitudes surrounding the work situation.46
Given the concept of an effort bargain, it is of some interest to
develop cur knowledge of how an appropriate wage for an appropriate effort
is arrived at. In other words, why did the A.B.'s in 1968 decide that
£26 per week was a "good" gross wage?
Pearson noted that "with the narrow limits placed on his leisure
activities, the seaman is prepared to work long hours at sea, especially

if he can thereby accumulate additional money to spend when he has leisure

4SResearch Notebook 8, Interview with Third Mate, Ship "Z."

484, Behrend (1957); F. Barth (1966), pp. 7-11.
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on shore.“47 None of the author's research material confirmed this
point; overtime was limited to the amount required to meet the fair-pay
goal, and seamen with interesting tasks were prepared to work overtime
voluntarily, while those with boring jobs were not prepared to do so.
The carrot in this case was the amount of income that could be earned
through unnecessary overtime, work that was created for the purpose of
producing extra income, and Ship "Z" presented a good example of this.

The mate told us to clean out No. 3 *tween deck

and make the dunnage up ﬁnto slings ready for

discharging)e S0 J=~-, M==- and me went down the

hatch after breakfast with brooms the Bosun had

given us. There were a few [packing]cases lying

around, so we decided to move them to the other

end of the hatch. Jw--= went for a crowbar and

took his time about it. We couldn't move them

with a crowbar, s0 M—e- went for'd for a pot of

tallow. The lamp room was locked and by the time

he got back it was smoke~0, 80 we knocked off for

half an hour.48

By the end of the day they had moved the packing cases but had not
started to clean the hatch. What would have been a two-hour chore on
Ship "Y" was effectively extended by these men to three days. R.K. Brown
noted the same syndrome in shipbuilding.49 Overtime as worked at present,
therefore, is largely unnecessary, and even when the work is interesting,
much of the overtime could be avoided.

The crux of the problem is, why is it worked? The answer appears
to be simple: Overtime provides men with the wage to which they think
they are entitled for the type of work they do and the effort they put
into it. Por many years shipowners have accepted high rates of overtime
without inquiring into the reasons behind them. The trawler owners,

however, have overtly accepted that bobbers in Hull should be paid a

wage related to an effort bargain, which is done by manipulating overtime

47Pearson (1967), para. 96.

48Research Notebook 9.

49R.K. Brown, et al. (1970), p. 9.
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and standby pay to give a wage for a forty-hour week that is 15% on the

basic rate.so

The dockers in Liverpool use the practice of the welt for
the same reason. All these workers havé a standard wage which they con~
sider proper and which can be attained through the manipulation of the
work situation. In all the occupations cited, though, wages were minor
costs in relation to capital employed.
The worker sets a value on his work by comparing it with that of
other occupational groups. The seaman traditionally places dockers in
his peer group, and evidence exists that wages in one industry affect
wages in the other. Hoffman, Festinger, and Lawrence analyzed the actions
of groups engaged in competitive bargaining and demonstrated that uneven
status relationships assisted in attaining a condition of stability.51
The docker's effort bargain is considered by both seamen and dockers
to be higher than the seaman's effort bargain. As a result, the docker is
seen as legitimately having higher pay, but pay that is higher within
certain constraints. Table 7.28 shows that the seafarer’s gross earnings
vary from the docker's gross earnings within a percentage band of 10-14%,
and that this band remains steady over a period of years. When, in 1968,
the A.B.'s expressed a desire for a térget wage of £26, they were conscious
of the effects of the recent settlements within the docks and had trans-
lafed these into their own effort bargains.
The connection between the.social worlds of the seameﬁ and the
dockers has been described as follows:
On Merseyside. . .many of the dock workers are ex-
seafarers; there is a close association between sea-
faring and dock-work, and during the inter-war years,

it was common for men to alternate periods of dock-
work with periods at sea.d?

50;. Tunstali (1962), pp. 80-3.

31 b H. Lawrence and L. Festinger (1963).

SZUniveraity of Liverpool (1956), p. 83.
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This connection was also observed by Tunstall:
Although some men go from fishing, via casual-
bobbing, to regular bobbing, there is no move-
ment the other way. . . .Fishermen frequently
express envy of the bobbers, pointing out that
in the old days the job was kept for old
fishermen.53 :

Of the seamen in the sample, 42% had neighbours who were dockers or
port workers and had had an opportunity to contrast earnings and benefits
when home. The seafarer's wife could also view her lot next to that of
the other workers® wives. Such a case was L--~'s overtime, for his
wife's sisters were married to dockers, and he was very aware of the
social pressure to "keep up with the Joneses." The social linkage,
then, was the main determinant of the seafarer®s evaluation of his work.

Table 7.28. A comparison of the gross earnings of dock

workers, A.B.'s, and lorry drivers.* (weekly
average for the year)

A B C

Dock Seaman Lorry B as a C as a
Year Worker Driver % of A % of A
1955 £12.48 £11.10 £11.73 90 95
1960 15.88 13.98 15,02 88 95
1965 20.70 18.63 19,66 90 95
1967 22 .52 19.82 22.07 88 98
1969 31.50 27.10 28,67 86 91

*Dockers® earnings are taken from the Annual Reports of
the National Dock Labour Board; seamen's earnings are
based on the earnings of 38 men in the main research
sample; lorry drivers® earnings are by courtesy of the
transport manager of the Cardiff depot of a large,
private, road haulage contractor.

335, Tunstall (1962), p. 83.
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The other group with whom the A.B. had stronger than normal ties was
the lorry drivers, particularly those on "trunk™ or "tramp"™ runs when the
driver would be away overnight. Approximately 12% of the sample of A.B.'s
had experience driving heavy vehicles, and many left the occupation only
because of the isolation when working. Again, a degree of cross-sociali-
zation appeared, especially in the language used, and the docker was a
reference point for the lorry driver.

Unlike the seaman the lorry driver felt that he yad equal status with
the docker in the effort bargain. Referring to Table 7.28, we see that
the lorry driver®s pay lies within a band of between 95-98% of the docker's
pay.. Like the seaman and the docker, the lorry driver has a relatively
low basic rate, and the increment is made up of overtime work., British
Petroleum discovered that by paying their drivers a consolidated rate
which included the basic pay and the overtime previously worked, they
doubled their carrying capacity, for drivers no longer "created™ over~-
time and returned with their lorries in time for a further shift to be
worked using the same vehicles by other drivers.s4 The lorry driver
objects to being assigned a lower status by the dockerss and asserts his
skills by appealing to a wider community. |

We suggest, therefore, that the level of the effort bargain is
determined by the social links of the occupation to the community. The
docker derives his status from his place in a semi-skilled occupation
that views itself as a craft industry. In the workplace he has a measure
of control over his pace and method of working, and like a craftsman,

strikes a bargain with his employers for the work he is assigned.56 This

54Information received in a communication from B.P. (South Wales) Ltd.

33p.G. Hollowell (1968), p. 222.

56G. Mars (1972).
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bargain is based on the nature of the work (dirty, cold), the skill
required (heavy lifts, special stows, danger involved), the duration of
the job, and the amount of physical effort needed,

The result is that a proliferation of piecework rates has evolved
which reflect the effort bargain. The additional factor in the status of
the dock worker is that he is prepared to take industrial action in
defence of his right to strike a bargain when he feels it is being eroded.
This conduct builds up much interdependence amongst dockers, and Mars
showed that the norms of behaviour emphasize the need for occupational
solidarity.57

The seaman is also a semi~skilled worker, and he, too, has some
control over his pace and method of working. ‘However, he is unable to
strike an explicit bargain with his employer because his "employer™ is
not on the ship. Although the mate has the legal rights of the employer
through the contract between the shipmaster and the seaman, he cannot
vary the wage rates at which the seaman joined the ship without the
company's assent, and the shipping company is usually bound by the
National Maritime Board rates,

The only thing the seafarer can alter, sometimes with tacif consent
of the mate, is the amount of overtime. Por this reason, the average
hours worked per week on Ship "Y" were 70.3; on Ship "Z," 71 hours per
week. On tankers, where general-purpose crews have been introduced, the
working week dropped, on average, to 57 hours for A.B.'s in 1969, when a
guaranteed wage of £26 was in operation. Since then, overtime has in~
creased, but as we have noted, so have the seamen®s expectations of the
return for their effort.

The characteristics of the community structure supporting all three
occupational groups are the casual nature of employment in spite of the

Merchant Navy Establishment and National Dock Labour Board schemes, the

57Ibid.
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remoteness of these communities from the mainstream of community life, and
the special demands that the occupations place on the families of the men.
Periods away from home for the seafarer and the lorry driver and the odd
hours of the docker foster a higher "we-feeling” within the families
which dacts to reinforce the demands for rewards for labour.

The pay that the dock worker sees as his just reward for his toil
is therefore mediated by his reference to lower status occupations such
as seafaring and lorry driving. The seaman has the same employers as the
dock workers, but his labour receives less recognition by rewards, Con-
sequently, the seaman aspires to maintain a stable parity with the earning
of the dock worker in order to preserve his occupational status within
the community. This is not ordinarily verbalized, and pay demands are
rarely phrased in such a manner. The seaman achieves this parity by
manipulating his overtime, thus devaluing the effort that he puts into
his work by spreading it over a longer period of time. Devalued work
promotes dissatisfactions in the workplace and leads to a higher labour

turnover which further devalues the work.

Seafarers and the Media

The lack of primary groups on the ship often means that the seafarer
has to count on his own resources for leisure time activity. Much of

this activity is reading, for very little handicraft or hobby work is

carried out on the ship in modern times.s Seafarers read voraciously.

58No seafarers were engaged in a craft or hobby amongst the crews of
the ships on which research voyages were carried out, and only ten men in
the entire sample stated that they had hobbies; these men were serving on
cargo-liners. The Seafarers’ Bducation Service attempts to stimulate
interest in hobbies, but the number participating is a very smiall propor-
tion in relation to all serving seafarers. A communication from Capt. J.
Macrae expressed the belief that television and other forms of mass media
on board ‘had causedthe demise of handicrafts at sea.
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The Seafarers! Bducation Service supplies libraries to more than 1600
British ships on a regular basis. These libraries range in size from
twenty books to a hundred or more and are exchanged approximately every
four months, Beside these libraries which are subsidized by the ship-
owners, S.B.S., and the Department of Bducation and Science, the sea-
farers have an informal system of book and magazine exchanges operating
between ships and between ship and welfare organizations such as the
Missions to Seamen.

This stock of reading matter, supplemented by the seafarer®s own
purchases of books and newspapers, is an important feature on the ship.
It furnishes information, talking points, and a way of passing time when
not at work. Books are a prized resource and the average seafarer will
read one every two-and-a=half days in the .two or three hours of free
time (after chores, meals, etc.) he has each day. The seafarer has
catholic reading tastes because the ship's libraries contain a varied
selection of books, Thus, the officers and ratings with reading skills
find recreational activity, |

With newspapers the average national readership of each single
paper is estimated to be three persons. On a ship the practice is to
purchase a newspaper of one®s choice and then pass it on to the other
members of the crew. Amongst the deck officers, the preferred newspapers

are the Daily Telegraph (42%) and the Daily Bxpress (36%), whilst the

engineer officers select the Daily Express (52%) and the Daily Mirror

(36%). The ratings chose the tabloids without any significant difference

between the groups and preferred the Daily Mirror (63%) and The Sun (27%).5

These newspapers and others are circulated on the ship during the
voyage and are augmented by English language papers in foreign ports or

by papers mailed to the ship by relatives., This section of the media,

591nformation from Questionnaire 4.

69

9
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the printed word, is heavily utilized by the seafarer, and he tends to
have a better global knowledge of facts than his counterpart ashore.6°
Quiet periods in watch~keeping routines allow the seafarer to think about
issues and ideas.

His job is the only subject on which the seafarer does not receive
a lot of information through printed matter. The officer will receive or
have access to copies of the Ship®s Telegraph, a monthly journal in
tabloid form circulated by the M.,N.A.0.A., and the rating may see the
Seaman, put out by the N.U.S. These two journals present shipping affairs
from the union point of view and provide limited general coverage of
shipping news. Periodicals such as Fai;glaz, the Motor Ship, or the

Shipping World and Shipbuilder are seldom placed on board, although they

circulate throughout shipping management ashore., The seafarer, then,
falls back on rumour and gossip for information about developments of
trends, since company house magazines, where supplied, are concerned with
items of interest to staff afloat and ashore, and tend to focus on the
exotic (elephants shipped as cargo, for instance) or the social news of
staff tennis clubs and charity events,

The seafarer is often interested in new designs and equipment for
ships.

I read a lot, but it has little to do with the ships
because we only get the Seafarer and —--= [the compan
magazine here. The union sends their paper to the
Ol1d Man U:he master] for him to pass around, but after
he's read it and cut out the ads., it goes to the
Chief Ehginee%] and rarely gets to me. I usually
see the Telegraph in the Mate's cabin and read it
there when we’re having a drink. We didn*'t have any
idea about the new OBO®s the company's building for
charter until we saw the drawing in the Telegraph al-
though people hdad been talking about them for a
couple of years.6l

GQA general knowledge quiz of current affairs was prepared and admin-

istered by the author as a project exercise at New York University under
the direction of Dr. R. Quinney. Seafarers achieved a median score of 62%
on this quiz versus a median score of 57% for mature undergraduates.

61Research Notebook 24, conversation with Second Mate, BA Company.
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The Use of the Wireless Set

Nearly every seafarer owns a radio set, large or small, and until
recently, a major recreational activity on a ship was adjusting thec aerial
to obtain better reception. Most modern ships are fitted with communal
aerials, and the festoons of copper wire, so annoying to marine superin-
tendents,62 have been removed. The radio set allows the seafarer to keep
in touch with events through the B,B.C. Overseas Service or local stations.

The seafarer can follow sports events, hear pop music, and retain his
ties with the United Kingdom to a much greater extent than before the
introduction of short-wave broadcasting. In fact, the radio, as Captain
Macrae suggested,63 has compensated somewhat for the lack of social inter-
action on the ship. In every diary kept by seafarers in the sample, the
most frequent off-duty entry was "listened to the radio and read."

In coastal waters around the United Kingdom and the United States,
television sets are frequently hired by the crew or the shipowners.

These sets are often the centre of group activities and coincidentally
a forum for discussion. In this way the television has spawned communal
activity on board ship albeit passive activity. Seafarers have recog-~
" nized this and have commented that ®when we have a T.V. the lounge is
used by everybody. Oftentimes people start talking or arguing about
programmes, and this makes for a much livelier ship, and a much better
atmosphere."64

Several shipping companies are presently considering the use of
television with video-tapes as teaching aids and for leisure use at sea.
Such an experiment would require a high degree of coordination and con=-

sensus if it is to succeed.

62Communication from J., Sinclair, Chief Officer.

63See footnote 58,

64Research Notebook 1, Interview with Master, Ship "X,"
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The Political Views of Seafarers

We mentioned earlier that the shipping industry is a conservati-re
one and that the traditional role of the officer also attracts conserva-
tive men. Politically, the majority of seamen vote on strictly socio=
economic lines as they perceive them.

Table 7.29. The political parties expressing the views
closest to those of seafarers. (Questionnaire 4)

Bngi- Catering Deck B.R.

Mates neers Ratings Ratings Ratings  Total

% % % % % %

Communist 0 3 0 3 3 2
Conservative 64 46 44 35 20 42
Labour 28 44 52 60 77 52
Liberal 8 6 5 0 0o 4
Total % 100 99 101 98 100 100

N = 50 80 41 80 . 30 281

The men who voted Conservative were the older men, and nearly all said
that they would make the sea their career. Amongst engineer officers, for
example, 75% of the chief engineers said that they thought themselves to
be Conservatives, whilst only 37% of the junior engineers were of the same
persuasion. This pattern was true of all thé seafarers in the sample, and
many thought that "it doesn’t really matter what I say. My vote is by
proxy and my wife [§r father or b:otheé] uses it as she wishes.“65

Most seafarers (62%) felt that politics were unrealistic and took no
account of the shipping industry. The question of flags of convenience
was seen as a political issue which could be solved if "they™ wanted to.

These men were not politically active either by inclination or need, and

the seafarers mentioned quite often that the subjects which were taboo on

6SResearch Notebook 22, Interview with Third Engineer, Ship "Y."
Similar comments were made by seven other seafarers.




board ship were religion and politics., Pew of the men interviewed were
prepared to discuss politics, and those who did were usually men of leftw-

wing leanings.

Summary

In his relationship with the world outside the ship, the seafarer is
limited in his political views because of the lack of discussion on board
ship and because politics are a thing he regards as outside his sphere
of activity. He does, however, view his work as important to the com-
munity as a whole and feels that he has lost status as the industry has
declined in numbers. With the difficulty of organized trade union
activity, the seafarer concentrates on an effort bargain related to what
he considers a fair wage in comparison with other workers with whom he
comes in contact. Since this fair wage can only be obtained through
make~work on most ships, it devalues the effort bargain when the basic
rate of pay is low which leads to problems for ship management of low
morale and motivation.

In shaping his views about society at large, the seafarer depends upon
the radio and printed matter for most of his information. This, in turn,
affects his attitudes about his role and encourages a fantasy world in
which the seafarer can exist without much meaningful social interaction

with others.

The Seafarer and His Unions

As we saw in Chapter I the history of seafarers’ organizations has
been chequered. After initial industrial unrest, the industry settled
down with the collective bargaining arrangements of the National Maritime

Board in 1920, and the first official strike since that time occurred in
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1966. This should not be taken to imply that the seafarer is happy with
his industrial organizations, and as we shall find, the normal problems
of trade union organizers and members are compounded because the ship is
a mobile workplace. A union election ashore generally will not have
voting taking place on more than one or two days; the seafarers' elections
allow for voting periods of up to three months because the seaman is not
at home during the period. This sort of problem colours the seafarer®s
ideas about his union. In this section, therefore, we are concerned with
union membership, attendance at meetings, attitudes toward minor officials,
and the concern with the activities of the union. Flanders has stated
that

The workers! claim to be consulted by management before

decisions, which can appreciably affect their interests,

are taken, is fundamentally a moral one. It rests on

its own merits regardless of the economic result: as

human beings they E:-he workers] have dignity and are

entitled to respect.66

The ship?s rating is rarely consulted by shipping company management

before a decision is taken, and frequently the first he will hear of it is
in a paragraph detailing a new agreement in the Seaman.67 Negotiations
have taken place but seamen are not parties to them since_they are away
at sea, and their elected representatives, formerly seafarers, conduct
them' on their behalf. The attitude of the seafarer is influenced by twin
dichotomies: first, the seafarer is away and neéotiations take place with
shipping companies in the United Kingdom, so he must delegate responsibility
to the unions; second, he is still at sea, and he feels that the union

official has rejected the 1life of seafaring and may also reject the sea~’

farer®s own interests.

664, Planders (1968), p. 135.

67The Seaman is the monthly journal -of the National Union of Seamen
(N.U.S.); the Merchant Navy Journal and the Ship®s Telegraph are regpec=
tively quarterly and monthly publications of the Merchant Navy and Airline
Officers' Association (M.N.A.0.A.).




The National Union of Seamen was the union for all the ratings in
. . 68
the sample, as it is with the majority of all ratings in the U.K. The
M.N.A.O.A. does not operate a closed shop, and 79% of the officers inter-

viewed were members.

Table 7.30. Union membership.

Deck Bngineer Catering Deck - BE.R. AW
Union Officers Officers Ratings Ratings Ratings
* % % % %

N.U.S. 0. 0 100* 100% . 100*
M.N.A.O.A, 84 75 0 0 0
A.E.F, 0 6 0 0 o
None 16 19 0 0 0

Total % 100 100 100 100 100

N = 50 80 41 80 30
*closed shop

The Association operates under the handicap of being a white~collar organi-
zation with the associated problems of whether it is a professionai or an
industrial body.

Mr. Tennant [M.N.A.O.A. General Secretary] said that

the Association was both a trade union and a profes-

sional association. Over the years it has striven

to improve the well being of the members and, at the

same time, to promote their professional status and

dignity.69
With this problem of identification, the M.N.A.0.A. found some diffiéulty
in persuading the majority of officers of its value, and most belonged to
the union because it provided insurance for certificates of competency

and legal assistance for any member who was involved in an incident on a

éhip or whilst working for his company.

68Some ratings on tugs, ferries, Royal Fleet Auxiliaries, cableships,
and pilot veasels are members of other unions.

9The Ship's Telegraph (January, 1968), p. 4.
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The major problem facing both unions has been that of communication

70

between members and officials. As MacParlane and Mogridge have indicated,
the seafarers' organizations have the highest proportions of officials
to members of any of the unions. _ The scattered membership and
also the loss of contact with membership at sea has reduced the opportunity
for the unions to act on grievances when they occurred. Communication
was, and still is, a haphazard affair and relies heavily on printed
matter. Since 1965 there has been a scheme of shipboard liaison com-
mittees fulfilling some of the roles of shop steward conmittees ashore
in relaying information. between union and members but not engaging in any
form of negotiations. None of the ships sampled were in this scheme
which is for N.U.S. members only, and just five seafarers in the sample
had sailed on a ship with a scheme in operation.

Bach union sets its policy at its general meeting and then executes
it through the paid officials and the executive committee or council,
The members of the executive committee are elected by the general meeting,
but owing to the difficulty in attending the meeting, a small group can
easily influence both policy and action, The general meeting of the N.U.S.
is held annually, whilst the meeting of the M.N.A.0.A. is held biennially,
At the grass roots level the union officials of. the M.N.A.O.A. and the
N.U.S. visit every ship in their port where practicable, and the N.U.S.
holds branch meetings at regular intervals. Bven so, contacts between

union and member are almost random, as Tables 7.31 and 7.32 show.

70.1. MacFarlane (1970a); B. Mogridge (1962).




Table 7.31. Yearly attendance at union/association meetings.

Deck Bngineer Catering Deck B.R.
Attendance Officers Officers Ratings Ratings Ratings
% % % % %
Never 87 91 75 70 43
Once or
twice 0 0 15 10 47
Three or
four times 0 0 24 10 10
No reply 13 9 7% 10 0
Total % 100 100 100 100 100
N= 42 60 41 50 30

Table 7.32. Number of meetings with union/association
officials each year, other than when paying

dues,
Deck BEngineer Catering Deck B.R.
Meetings Officers Officers Ratings Ratings Ratings
% % % % %
Never 20 50 60 40 40
Once or
twice 40 384 33 28 50
Three or
four times 30 4 0 22 6
PFive or
more times 2 5 0 0 4
No reply 8 2% 7 10 0
Total % 100 100 100 100 100
N = 42 60 41 50 30

These contacts are imbued with normative overtones, as pointed out
earlier. Nearly two-thirds of officers found contacts with their union
officials useful, and reference was made to obtaining information about
the industry in the interviews with many of the officers. Lane has shown
that the appropriate attitude of the union official to the ship's officer
is seen by the latter as providing a service only.71 On the other hand
the majority of ratings did not see their contacts with officials as

being helpful. Table 7.33 shows these attitudes in detail,

715 .D. Lane (1966).
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Table 7.33. Attitude toward union/association officials
taken by seafarers. (Questionnaire 4)

Deck Engineer Catering Deck B.R.
Attitude Officers Officers Ratings Ratings Ratings

% % % % %

Useful 62 65 44 56 37 1
To be tolerated 2 173 41 34 40
To be avoided 20 124 3 6 23
No teply 16 5 12 4 0
Total % 100 100 100 100 100
N = 42 60 41 50 30

Franz Fanon said:
In every political or trade union organization there is
a traditional gap between the rank-and-file, who demand
the total and immediate bettering of their lot, and the
leaders, who, since they are aware of the difficulties
which may be made by the employers, seek to limit and
restrain the workers? demands. This is why you are
often aware of a dogged discontentment among the rank-
and-file as regards their leaders.’2
It has been shown that trade usion officials tend to be appointed for
their administrative ability and not for their support of the ideology or
the actions of the trade union movement. Whatever the action taken by
the officials and however opposed some members may be to this action, a
trade union official.is very rarely removed from office because of a lack
of charisma.73 In the seafaring unions this has proven to be the case,
and union information and instructions tend to be treated cynically by
members who are disgruntled and fr:ustrated.'r4 In their replies to a
question asking about the importance of union activities to them, nearly

half the ratings answered that no important activity was undertaken by

the union .on their behalf,

72g. Panon (1965), p. 85.
73p.B.P. (1959), pp. 22-g4,
74

B, Zweig (1961), p. 24.




Table 7.34. Most important activity undertaken by the
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union/association for its members. (open-
ended question;Questionnaire 4)
Deck Bngineer Catering Deck B.R.
Officers Officers Ratings Ratings Ratings
Activity % % % % %
None important 12 12 17 50 80
Wages 24 25 41 24 0
Tax matters (V] 0 2 6 0
Improvements in
conditions 8 14 49 10 20
Legal matters 56 49 0 10 0
Handles com=-
plaints 0 0 0 0 0
Total % 100 100 99 100 100
N= 42 60 41 50 30
Table 7.35. Major weakness of the union/association.
- (open-ended question; Questionnaire 4)
W_ : Deck Engineer Catering Deck E.R.
Officers Officers Ratings Ratings Ratings
Weakness % % % % %
No weakness 12 5 17 40 20
Union inactive 16 30 46 30 40
Not 100%
membership 64 35 0 0 0
Not all wish to
be members 0 0 12 4 0
No control by
seafarers 4 16 20 20 17
Officials seek
own ends 4 14 5 6 23
Total % 100 100 100 100 100
N = 42 60 41 50 30

It would appear, therefore, that the commitment to the union is based

upon the visibility of action, and since many seafarers do not believe

that their union or association is active on their behalf, their

commitment to union activities is low.




280

Those seafarers who are the most socially isolated and who have the
most unpleasant working environment -- the engine-~room ratings ~-~ are the
ones with the most active participation in union affairs. Kerr and Siegel
have discussed the problem of unpleasantness in the workplace and have
suggested that real or deemed real unpleasantness is a major factor in
creating militancy.75 At the same time the isolation of the engine-room
rating causes him to seek social relationships within union activities,
and thus to participate in status-achieving activities. PFor this group
the unions function as a method of acquiring recognition that is not
found on board ship.76

The unions provide an important communication channel for seafarers
whilst also supplying a bargaining agency. By belittling the work of the
union, the seafarer is able to assert his own professional ‘status in
the shipboard culture so far as the officer is concerned, and he is able

to direct his grievances, real and imagined, toward a body which is

required to listen.

750. Kerr and A. Siegel (1955), esp. pp. 193-~7.

76Por an American example, see J.C. Record (1957), p. 359.




CHAPTER VIII

THE SEAFARER, THE SHIP, AND THE SHIPPING COMPANY

Introduction

In Chapter III we suggested that previous studies of seafarers pro-
vided departure points for a study of the social structure of ships' crews.
These points were, first, an overview of the social structure and indus-
trial organization of the ship to comprehend the nature of seafaring as
an occupation; second, that a study of the ship-as-an-organization must
include extézhal, or environmental, factors including social, technical,
and economic forces; third, that the relationships of the members of the
ship-as-a-community to their communities ashore needed to be explored;
and finally, that the individual seafarer's ties with the occupational
community of the ship, his community ashore, and his work must be
examined.

These points have been explored in the preceding pages in an effort
to build an understanding of various relationships. Now we shall relate
these descriptive passages io the points outlined in Chapter III. In this
chapter we shall examine the v;riables concerning the organizational
constraints of the ship and the shipping company, whilst in Chapter IX

we shall focus on the premises about shipboard roles.

Shipping Companies and Their Organizational Characteristics

The six shipping companies in the sample were chosen by the seafarers
on the basis of their reputation of being companies for which the sea-

farer would most like to work, or companies for which he would least like
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to work. The methods of.selection are outlined in Chapter II, and for the
moment we only need to remember that companies AA and AB are engaged in
cargo-liner trades; BA and BB are engaged in the bulk- and general-cargo
trades and also manage ships for other owhers of dry~-cargo and liquid-
cargo tonnage; and CA and CB operate a few ships each in the bulk-~ and
general=cargo trades. In the derivation of the noménclature for the
companies, the second letter indicates the seafarers' choice; thus, AA
is ; company the seamen would like to work for; and AB is one that has a
poor reputation as an employer amongst seafarers.

This distinction is crucial, since the conditions of work and wage
levels are iaid down by the National Maritime Board1 and are theoretically
uniform for seafarers throughout the Merchant Navy. In the case of
officers lip service is paid to the principle of uniform pay rates,2 but
for ratings, the N.M.B, rates are closely adhered to, and the only major
gxception is the negotiation of productivity deals (for example, general-
purpose manning schemes) when the company concerned and the National Union

of Seamen bargain directly.

Cargo-Liner Companies

Companies AA and AB are large companies operating fleets of ninety-
eight and fifty-four vessels respectively. In addition, both coméanies
had major shareholdings in smaller companies which oéerated independently
of the parent companies. When these subsidiary fleets were included,

Company AA had interests in 138 ships and AB in 103 ships. For .the purpose

1Nationa1 Maritime Board Year Book,

2Interv:‘.ew with Personnel Director, AA Company: "We pay our officers
a salary which is about 25% above the N.M.B. rates in qrder to attract and
retain the best men. Over a long period this has worked well, but there'’s
a shortage of officers at present -964] and other companies are matching
our rates. We expect this situation to change in two or three years as our
increased cadet entry enters the fleet."
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of the study, only those ships run directly by the company were included
in the sampling frame.

These two cargo-liner companies had ships An worldwide trading
patterns, but the majority of their ships (AA Company, 87%; AB Company,
89%) plied on routes originating and terminating in Britain or north~
western Burope. AA Company employed, in 1968, a total of 3,226 seafarers,
of whom 1,360 were officers, whilst AB Company émployed 2,862 seafarers,
of whom 1,307 were officers.

The corporate structure of each was based on a ship management
company (a holding company), managing ships owned by wholly subsidiary
companies, Little diversification of trading patterns occurred at the
time of the research, but both companies have invested heavily in con-
tainer ships, bulk carriers, and tankers since 1968.

The organization of each company was complex. Beside the department
which operated the ships, others dealt with cargo shipments, agencies,
stevedoring and port facilities, towage, and road transport. The re-
sultant bureaucracy required to coordinate activities appeared to be at
levels below that of optimum efficiency, and this bureaucratic concern
was greatest in Company AB, which was London-based and had formerly
operated passenger liners. -(See Table 8.1.)

Companies AA and AB each employed approximately 5,000 persons.

This is business on a large scale by any measure, and one would expect
management systems to be responsive to change. In actuality, this was

not so. In the late 1950*s and early 1960%s, the management of AA
Company was disturbed by the declining share of trade it was obtaining.

A first step was to set up an operations and methods department to

examine the profitability records of the ships and to cut back on operating

costs. Some savings were made but at the expense of much good will
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amongst the ships' officers., In 1964 attention was switched to the
company's shore-based operations, and these were drastically reshaped
during the following three years. Departments which no longer contributed
to the needs of the company were cut back or disbanded, and work study was
introduced in all other departments. In the three-year period to 1967,
28% (N = 656) of the shore staff retired or resigned from the company and
were not replaced.3

Reductions in the number of ratings had taken place previously, In
1959 the standard 10,000 G.R.T. (gross registered tonnage) cargo-liner
operated by Company AA had twenty deck ratings on board (two petty officers
and eighteen ratings); in 1967 the same ship operated with twelve deck
ratings on board (two petty officers and ten ratings).4 The head of the
Operations and Methods Department said:

I was very concerned about the overmanning, but the
Company did not sack anyone. We brought the changes
in on the ships gradually through the fleet, and
were able to reduce the crews through natural waste
age. At the same time there was a reorganization of
the work load on the ship, and all the wages, and the
cargo documentation were brought ashore. The first
reduction occurred after we introduced automatic
steering equipment, and the men appreciated the
efforts we made.’

Company AA was regarded as a good company to work for by the majority
of the seafarers interviewed, and' the wastage figures support their views.
For deck officers the wastage rate was 18% per annum during the period 1963-
1968, whilst for engineer officers the rate was of the order of 28% per
annum. For adult ratings as a whole, the wastage rate was 26%. These
levels are well below the figures for the whole gample (Table 8.2) and

parallel the system of employment in the company, The management encouraged

identification with the company, and the labour turnover of officers

3Interview with ﬂbad, Operations and Methods Department, AA Company.
*Ibid.

SIbid.
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reflected the numbers who left the industry. Of those officers leaving

Company AA, only 12% continued to go to sea.

Table 8.2. Average yearly labour turnover amongst seafarers
by company, 1963-68. (Data from company records.)

Deck Bngineer Adult
C Officers Officers Ratings (CSC)*

ompany % % ’
AA 18 28 26
AB 36 52 ’ 35
BA 28 40 30
BB 37 43 37
CA 15 26 30

CB 48 62 -tk
Average rates 30 42 31

*Ratings who either have a CSC or normally work for
the company only; i.e., have indicated that they
prefer the company's ships,

**No ratings in this category.

The 6rganization of the company was similar to that shown in Chart
1.1, :The seafarer interacted solely with office staff attached to his
operations department which gave rise to numerous anomalies. In Company
AA, the.engineer superintendent was a man of very strong personality and
frequently issued directives to the ships® engineer officers, posing
difficulties in the operations of the ship because pf the need to co~
ordinate.activities on board. A strict programme of engine~room mainten-
ance was laid down which engineer officers were expected to follow. On
several ships it was reported that cargo work had been hampered and the
ship delayed because generators had been overhauled.

The problem of liaison was further compounded becguse the engineer

i

superintendent instructed the chief engineers to report directly to him,

and the ship's master did not officially know what was going on in the
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engineers® department. In an effort to resolve the m tter, the company
introduced a ship*'s manager who coordinated all the shore functions and
dealt with the masters of the company's ships. This settled some of the
difficulties, but many times assistant engineer superintendents would by-
pass the master on visits to the ship.

This form of bureaucratic deviancy meant obvious problems for the
ship's organization. Centraliéed systems for supplying the ship with
stores were used, and although the seafarers criticized the shore staff’s
handling of problems, most agreed that the organization functioned reason-
ably well, However, much discontent arose over the recurrent features of
poor design in the ships, design which had added to the work load rather
than reduced it as the crew sizes were cut back. Criticism of operating
methods was also voiced, specifically the way in which departments ashore
"passed the buck™ and the officiousness of the shore staff when dealing
with the sea staff.

The attitudes of seafarers in Company AA toward their employers was
oﬁe of satisfaction with their jobs. This satisfaction was mirrored in
the company®s reputation as a good employer, in the even age range of the
company's_seafa:ets, in the high proportion of company service contracts
held, and in the longer average period that meén worked at sea for the
company.

Company AB seafarers were highly dissatisfied with the way in which
their company was organized and operated. AB was a holding company in
which each of the subsidiaries opeéated its ships in its own way. That
this was inefficient is evident in Table 8.1, where Company AA can be
seen to operate nearly twice as many ships as AB but with the same number
of shore staff. Pragmentation of responsibilities ashore affected the
ships, since the labour turnover of seafarers within the company was sig-
nificantly higher than in Company AA, although nq significant sociographic

differences appeared between the two groups of seafarers (Table 8.2),
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The major problems were summed up by a chief officer:

Lagt trip we sailed from London for Australia. When
I took over the ship I checked all the stores lists
and found that we had no courtesy flags, so I got
on to the Marine Superintendent. He was just doing
a holiday relief for the regular one and normally
dealt only with the ~=—— ships. He said he®d fix
the problem but the stores clerk for our ship re=-
-fused to let him have the flags for us because his
signature wasn't authorised, This was three days
before sailing, and the Superintendent got the
letter of authorisation from head office by mes-
senger two hours before we sailed. He and I went
to the stores, and the clerk didn®t have any flags
because three of the ships had been in and used up
the nine flags a month he was allowed to hand out,
That's just one example of the sheer incompetence
of these office fools,

The organization of the company was broken down into units for each
subsidiary company, frequently resulting in "empires”™ within the company.
Ship "Z" and her sister ship continued in service from 1967 to 1971 on
the North Atlantic run and rarely carried a full cargo, except immediately
after the United States Bast Coast longshoremen's strikes,

We load to about a third of the [cargca space each
trip. It®s not economic to run two ships, but the
company do. Now Manchester Liners have the container
service going, we are losing cargo -- regular CArgo =
steadily.”

- Those ships maintain the run because it®s in our
interests to continue as part of the shipping con-
ference., At present they are operating at the
point of breaking even, and while that is the case
there is no intention of withdrawing them from the
service.$ '

The reason those ships operate is because =~w-— [the
manager in charge of the service} would be without

a job if they closed the service down, We could do
with ships elsewhere, and their equipment is more

than adequate, but what can you do? I've recommended
to the Board that they be withdrawn. They cost a packet
to maintain, and this new colour scheme == hps ashore
is totally impractical. The crew®ll be paintipg and
touching up. all the time.9 .

Research Notebook 9, Interview with Chief Officer, AB Company.
Ibid., Interview with Master, Ship "Z." :

Research Notebook 5, Interview with Director, AB Company.

W 3 O

9Ibid., Interview with Marine Superintendent, AB Company.
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The splintering of the company into small units and the resultant
hierarchies posed severe problems for the seafarers. Although two of
the subsidiaries had a surplus of seafarers on contract in 1968, the
company as a whole needed additional junior officers. Some ships were
sailing overmanned from Britain, while others had apprentices serving as
uncertificated fourth mates. This situation brought about further com-
plications for the company because of the subsequent differences in
promotion rates.

To sum up, the cargo-liner companies displayed the characteristics
of well-developed bureaucracies: clearly defined hierarchies, speciali-
zation and specific roles of officials, and a clear-cut pattern of goals.
The differences between AA and AB lay in the use of central control in the
organization. When the control was diffuse as in AB, power was dispersed
through the organization and diverse patterns of behaviour arose. Often
this power was used to enhance the status of organizational units and to
substitute their goals for those of the shipping company as a whole. This
was reflected in the labour turnover of -the company, since the seafare;
was subject to pressures and constraints which were not part of the
organizational plan,

The problem of the uneven use of power is also seen in Company AA
with the engineer officers. In AA as a whole, the bureaucracy functioned
in a way that was seen to apply to all sections and provided a secure

framework of rules and operating practice for the seafarer.

The Medium-Sized Companies

These companies, BA and BB, operated three types of ships: ténkers,
ore carriers, and bulk/general-cargo ships. Both companies had been
family shipping concerns since the end of the nineteenth century and had

moved into the field of ship management in order to obtain an assured
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income based on management fees (operating costs of the vessels plus a
fixed percentage of thése costs), thus eliminating some of the uncer-
tainties inherent in the nonw-liner trades. The sample of ships did not
include tankers, but by and large, the ships' crews were likely to serve
on any one of the companies® ships as the need arosé. The organization
of these companies was in theory like that shown in Chart 1.1, and a
rational structure on bureaucratic lines was assumed to exist. Relation-
ships were formal between all departments in spite of the small staff,
and operating and administrative units were well defined.

Despite the precise nature of work roles and tasks within the organi-
zation, Company BA maintained a system of informal contacts at all levels
ashore and afloat. Awareness of the availability of contacts and re=
sources within the organization and the desire of the general manager
to "try things out™ encouraged interaction between seafarers and company
which was missing in Company BB.

BB was operated by the sons of the firm’s founder, who was chairman
and in his seventies at the time of the study in 1968. He tightly con-
trolled the organization; all information was passed to him and decisions
were confirmed by him. The attempt to impose uniformity of conditions of
service and operating practice was, in effect, nullified by the actions
of this man who prided himself on his acumen as a "hard businessman.”
Decisipns that were taken routinely in Company BA'might or might not be
made in Company BB, and both office and sea staff lacked freedom in the
exchange of information. When interviewing office personnel in Company
BB (and in Company CB), the author was never alone with the subject. 1In
B§ a director or senior manager was always present and interjected remarks

and comments during the interviews.




291

In these medium~sized companies, the effect of instituting a frame-
work of offices and tasks akin to the large companies was negated because
they were not large enough to have the resources to implement a workable
bureaucracy., Company BA was favoured by seafarers because it allowed a
degree of independent action, whilst Company BB did not. The labour turn-
over figures highlight these characteristics, but they also show the “?n—
the~middle™ nature of the companies, as they were too large for satisfying
relations to develop between ship and shore staff, and too small for the

effective implementation of a bureaucracy.

The Small Companies

These two firms, CA and CB, were controlled and managed by members
of the owners® families. CA was a very small firm and operated six bulk
carriers; CB was only slightly larger. For CA the oaly business of the
company was shipping, but CB was involved in other activities, all of
which were -run from the same headquarters.

We can see from Table 8.1 that Company CA employed a total shore
staff of thirteen, and unlike any of the other companies, this firm
occupied offices on the dockside. CA was operated on a team basis, as
any attempt to specify much of the work would lead to problems of cow~
ordination. Bach staff member had a broad range of tasks which he
normally undertook, but the entire staff were involved in the day-to-day
operation of the ships with the possible exception of the accountant and
his clerk-assistant. This problem-solving team approach was recognized
by the ships? crews:

We always operate on a shoestring, but the good thing
about working for them is that you can always see them
to talk to when you go in the office. It's not like
AB Company where I used to be. There a slip of a girl
would tell you to make an appointment or say they
would take note. Here if I want to see the owner, I

see the owner., It's that kind of a firm. They®ll

talk to you and Iou talk to them. I®d never go back
to cargo=liners.i0 .

1°Research Notebook 26, Interview with Bosun, Ship "Y."

X
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I've been with this company for sixteen years as
second steward and chief, and I like it here. I'm
my own boss, and if I want to try new methods or
things in my department, I can do it provided it
doesn’t cost too much. . . .The only problem with
working for a company like this is that you never
know if they will stay in business, but.I've
decided that if they can't make a go of it, then
I'm not staying at sea. I couldn®t work for
dnother company now. :

Company CB had a larger staff, and contacts were marked by extreme
formality. There were sharp distinctions in roles and tasks and none of
the informality of Company CA. It will be noted from Table 8.2 that
Company CB had no ratings on ccntraéts. The reason was that

The British ratings are really the dregs of society.
They go to sea because no other employer will take
them or because they are avoiding the police. We
instruct our Masters to deal severely with any in-
fringement of discipline since this is the only way
to ensure the smooth running of the ship. Quite
frankly these men often live like pigs and we would
prefer to staff our ships with Asian ratings.lz

The same personnel director also bemoaned the decreasing standards
of officers, since he found that many of those recruited through the
Merchant Navy Establishment were alcoholics or had bad discharges. The
attitudes which this official expressed were also displayed by the
majority of the company®s office staff. At the same time, the shore
staff did not look to the shipping section of the business of CB Company
for their careers and thought that it was merely a stepping stone in the
career structure. Bxcept for two superintendents, a wages clerk, and the

assistant personnel director, all of whom visited the ships regularly,

only two members of the office staff had been on board the company®s ships.

11Research Notebook 24, Interview with Chief Stewgrd, CA Company.

lzlnterview with Persénnel Director, CB Company, f967.-
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The Relationship of Orggnizational Forms to the Seafarer

Btzioni has argued persuasively that compliance -~ the “relationship
consisting of the power employed by superiors to control subordinates and
the orientation of the subordinates to this power"13 -~ is a suitable

_basis for classifying organizations. The companies in the
sample were ranked by the responses according to Btzioni’s concept of
control systems (coercive, utilitarian, and normative) and the results
are shown in Chart 8.1.

Btzioni defined utilitarian control as one in which "remuneration
is the major means of control over lower participants and calculative
involvement Eme., mild alientation to mild commitmenﬁ] characterizes
the orientation of the large majority of lower part:i.cipants."14 There=
fore, this has been taken as the zero point of the scale. Coercive
control is obtained through the use of physical sanctions (not force)
and "is the major means of control over lower participants. . . .high
alienation characterizes the orientation of most lower participants to
the organization."15

Btzioni suggested that normative control is derived from the
recognition of the organization as a legitimate controlling force, and
a high level of commitment to the organization is a feature of partici-
pation in organizational activities.16 Commitment is attained in this
analysis through the coming together of organizational norms and the norm-

ative patterns of the lower participants.

13A. Btzioni (1961), pp. xv.
141pid., p. 31.
L1bid., p. 27.

161bid., p. 40ff.
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Chart 8.1. Relative forms of organizational control in shipping companies
shown with significant variables of seafarers? behaviour.

Coercive
control

High
shipboard
deviancy

High
labour
turnover

Low
job
satisfaction

Low inter~
action with
company
officials

Career at
sea "No"

Scale¥*

Utilitarian
Control
CB BB AB BA AA
CB BB AB BA AA
CB BB AB BA AA
[ ] L ] * [ ] [ ]
CB BB AB BA AA
CB BB AB BA AA
CB BB AB BA AA
-2 -] 0 +1

Normative
control

Low
shipboard
deviancy

Low
labour
turnover

High
job
satisfaction

High inter-
action with
company
officials

Career at
sea "Yes"

*The scale was obtained by taking the respondents on a 135 index and then
ranking companies proportionately along the scale according to the forms of
responses given, By taking the polar cases as equal to -2% and 2} respec-

tively, an effective spread was obtained.
‘control was taken as the 0 point.

Btzionits concept of utilitarian
See Appendix III.
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In utilizing this form of Btzioni's analysis, it must be emphasized
that éhe levels of coercive, utilitarian, and normative control are
relative to this small sample of shipping companies and are used as
indicators of trends rather than as "real"™ points. By devising this
model, the forms of organization that are preferable to the seafarers are
in rank order.

Although Chart 8.2 implies that the criteria of the success of a
shipping company®s policies are reflected in its activities, the seafarer's
perception of the organization®s concern for him is determined by his
treatment on board the ship and by his expectation of the company's
attitudes toward him. In this sense Company CB was coping with a repu-’
tation for harsh conditions and poor management since 1910, whilst
Company AA was seen by the seafarer as a secure source of employment,
and therefore attracted those men who sought the security a successful
bureaucracy could impart.

A crucial factor was the degree to which company officials visited
the ships and whether their visits were seen as useful. In Company CA,
visits by any official were thought of as an opportunity for formal and
informal exchanges of information, but in CB, visits were for the purpose
of issuing instructions to the seafarers. The reaction to this in the
preceding five years had been £106,482 worthof damage to the crew accom-
modation and a loss in 1967 of nearly £3,000 of small stores which had

to be replaced.l7

7For the purpose of this analysis the consumption of stores on
board three ships of each company were noted for a calendar year. The
ships were matched for size, type, and run in qach group of companies.
Thus, the excess in CB is measured against the ‘expenditure in CA. The
small stores lost are such things as crockery (not breakages), cutlery,
paint, paint brushes and rollers, chipping hammers and machines, buckets,
electric kettles, and so forth. Seafarers are well aware of the little
thyme, "Tinkle, tinkle little spoon; knife and 'fork will follow soon,"™
which invariably signals the 1o0ss of equipment over the side, loss
"mainly through negligence.
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Chart 8.2,

Company CA

Company AA

Company BA

Company AB

bompany BB

Company CB

Criteria of organizations.

1. An organismic* approach to management;
involvement of ships in decision-making;
probably only possible in the small company;
low level of remuneration.

2. A truly bureaucratic approach with strong
central control of management functions; involve-
ment of ships in company ideology; requires good
personnel management techniques; medium~high
level of remuneration.

3. Bureaucratic system with strong central
control and forceful owner personality; applic-
able to smaller or medium~sized company; high
levels of remuneration,

4., Bureaucratic system with fragmented control
from centre; ships rarely involved in manage-
ment; high level of remuneration.

5. Quasi-bureaucratic/oligarchical system of
management; frequent policy shifts rarely in-
volving ships; medium level of remuneration.

6. Coercive forms of bureaucracy (mechanistic
organization*) relying on external constraints
(manpower supplied by M.N.E., discipline by
Shipping Acts); no invelvement of ships in
management; low level of remuneration.

*after T. Burns and G.M, Stalker (1961).
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The way in which the companies structured themselves was of import-
ance to the seafarer. In the large companies a bureaucratic system could
function because of the company's size, so that for the seafarer, unfair
treatment was recognized as the odd occurrence rather than a regular
happening. In the small companies resources were insufficient for a
bureaucracy to operate effectively. If, for example, a junior engineer
became ill on a ship belonging to AA, it would be a routine matter to
replace him with anothr,.

In Company CA the sickness of an engineer officer could be detri-
mental to meeting charter dates because a replacement would have to be
recruited before being sent to the ship. Consequently, the smaller
company relied to a greater degree upon its reputation than the bigger
firms to attract and retain capable crews. With an organizational
system like that of CA, these aims could be carried out more efficiently
and less expensively than in CB. Thus, the two vital factors are the
size of the shipping company and its ability and desire to involve
its seafarers in management processes. When these criteria are met,
ship operations are more easily accomplished and less stress 1s placed

on the crews in the work environment.

The Operating Bnviromment of the Ship

The operating enviromment is defined as the combination of ship
operations and the regularity of employment that these afford the sea-

18
farer. In the sample of companies, operational factors ranged from

1sﬂconomic factors are the degree to which the company is affected
by fluctuations in trading cycles; the degree to which the company is able
to control freight rates on cargo; the regulari}y and certainty of employ=-
ment of the company's ships; the span of plannipg for the future of the
company. The employment factors stem from the degree to which regular
employment can be provided; the regularity of trading pattern and, hence,
voyage and leave patterns; the extent to which the company is able to
attract and retain men. In this study the categories of companies are
as follows: A, cargo liner groups; B, medium-sized bulk and general
trading companies; C, small general trading (tramp) companies. The
second letter denotes the seafarers’ preference: A is a "good" company,
and B is a "bad" company.
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certain to highly uncertain. These are partly a function of the size of
the éompany and the resources which the factor of size can command. The
trading patterns of the companies are the key to the economic certainty

of their operations.

Table 8.3. Certainty of operating enviromment.

—
Highly
Pactors Certain Uncertain Uncertain
| — .
Economic AA, AB BA, BB CA, CB
Employment AA, AB BA, BB, CB
CA

The cargo-~liner companies operated ships between two ports or two
areas of the world on a regular schedule. As we have noted, this trading
pattern offered regular periods of work at sea and leave ashore. BEngaging
in these trades is not possible unless the company can ensure a frequent
service in fast vessels. An extensive shore operating staff is also .
require& in the United Kingdom and abroad to process cargo documents,
seek cargoes, and provide factoring and agency services for exporters
and importers. The cargowliners operated an overseas "parcels"™ service
with the problems that handling small amounts of cargo entailed. These
economic factors demanded a large investment and a large organization, so
a greater opportunity existed for a career structure for the seafarers,
and with it the opportunity for stable employment if a man wished to stay
at sea.

The medium-sized companies, BA and BB, operated a variety of ship
types and used a number of economic techniques. Both companies ran
tankers on a management basis for large oil companies rhich provided a
steady source of revenue lacking in the other trades. :One of these

trades was the bulk transportation of mineral ores, with ships on long-




term charter to either ore-exporting or -importing organizations. These
trades insure a steady income but one which does not normally adjust
itself to inflation or increased costs. The other trade is the bulk
transportation of cargoes such as grain, coal, or cars on a "spot"
(short-term) or medium-term charter. This trading pattern permits the
companies to benefit from sudden increases in freight rates19 but also
exposes them to sudden depressions in the rates.,

Since the ships only carried one commodity at a time, the marketing
organization of the companies was virtually non-existent, as contracts
could best be obtained through the Baltic Exchange in London and the
agency of a ship broker. The pattern of employment of thé ships operated
by these companies fluctuated with the need for shipping, but it did not
vary to the extent of companies such as CA and CB, which worked on the
open market. Companies BA and BB were able to secure a degree of stabil-
ity of trading pattern for those ships on long-term charter and those
which were managed, and a measure of regularity of voyage and leave
patterns for seafarers followed.

Companies CA and CB operated bulk- and general-cargo ships in
worldwide trading. These ships are the "tramps"™ of the ocean, carrying
any form of bulk cargo anywhere. Marketing services for the companies
are executed by ship brokers on the Baltic Exchanée, and the shipowners
seek the highest cargo rates available for their ships and charges them
on these runs. The trading patterns, as a result, are irregular unless
the company can build up a relationship with cargo shippers or con-
signees. CA Company had been able to do so and had trading patterns

which were fairly regular although dependent upon the spot-charter

market.

19
For example, after the closure of the Suez Canal, cargo freight
rates increased sharply.

299
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This regularity was reflected in voyage and leave patterns for sea~
farers; the employment factor is shown in Table 8.3 as uncertain, whilst
the economic factor is highly uncertain as it depended on the volume of
cargo available and the location of the company's ships. Company CB shows
values of highly uncertain on both scores, and subsequent to the study,
had to sell four of its ships becﬁuse of a downturn in trade with which
the company®s operating resources could not cope.

The structuring of roles on the ships correlated with the certainty
or uncertainty of the operating environment., On the ships of the cargo-
liner companies, the routine of run and operation rarely varied; this is
the objective of the shipping company in the cargo-liner trade, as it
attracts business by the regularity of its services. One cargo-liner
company, Ocean Fleets Limited, boasts that it operates the longest ferry
service in the world from Birkenhead (its loading berth) to Liverpool (the
company®s discharging berth) via Hong Kong. The ships are scheduled to
take three-and-one-~quarter months to do the round trip, and the regularity
of arrivals and departufes was such that the vessel's dates were met 87%

of the time,zo with a vessel loading on the berth in Singapore for Britain

and Burope every two-and-a-half days. This routine permits patterns of

life on board to evolve which are highly structured, for the work does not
change greatly from voyage to voyage nor do the roles alter from ship to
ship. .

This patterning of life is shown in Table 8.4. The rates of change
in Companies BA and BB are higher on the index score which can bé related
to the level of uncertainty of their operating procedures. Company CB
shares the highest rate of change with Company BB, and these high scores
are due primarily to personnel policies on behalf of thp_conpanies, as

Company CA had a relatively greater stability amongst personnel.

zoAnalysis of author's own seafaring experience. -
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Table 8.4. A comparison of the rate of change of the reported
structural variables of the six companies.

Structural

Variable* AA AB BA BB CA CB
Technology 2 2 2 1 2 1
Tasks 1 1 2 3 2 2
Role content 1 1 1 1 2 1
Personnel 1 2 3 4 1 5
Total score 5 6 8 9 7 9

*Bach variable is scorelon a 1-% scale: 1=little or no
change; 2=some change; 3=considerable change; 4=a great
deal of change; 5=constant change. The scores are based
on questionnaire and interview material and company
records.

Traditional patterns of Behaviour were most marked in Companies AB,
BB, and.CB. In other words the companies which had been rated as poor
employers by seafarers displayed traditional forms of organization ashore -
and afloat. During visits to the ships in the sample, observations were
made of the ways in which departments were organized and run, The obe
served occurrences of formalized procedures —- "by the book"™ w= the
formality of dress amongst the officers, the recognition of status dif-
ferences by officers and ratings, and the degree to which procedures were
written down were noted and scored on a scale from O to 5. The average

score for the ships of each company are shown in Table 8.5.

Table 8.,5. The formality of organizations on board ship.

Company Pormality Score
AA 4.8
AB 5
BA 3.1
BB 4
CA 2.1
CB 4.3
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These scores show that in each group of companies, the company con-
sidered to be the better by the ratings had a lower score on the formality
scale. These formality scores correlated significantly with the scores
of the companies on the scale of bureaucfacy (see Charts 8,3 and 8.4).

The correlation of these scores (r = 0.477)21 of formality and
bureaucracy is such that tﬁe certainty of operating environment is the
major variable in the structﬁring of the company and the ship's crew.

In Chart 8.4 the certainty of operating enviromment is compared with the
formality of the ship's structure by company. A significant difference
occurred between those companies rated as better employers and those

rated as poorer by seafarers. In other words the less preferred companies
had poor social integration of their respective subsystems, and compensated
for this by tighter formal cqntrol.

For the first group the correlation coefficient is of the order of
r = 0,256, whilst the correlation of the second group is r = 0.55.
Applying the criteria of bestfit, those companies which are not the better
employers display a marked formality of structure in uncertain operating
enviromments. This does not seem to accord with our expectation.
However,_Company CB, which distorted this fit, has since ceased to operate
ships on its own account, and Company BB has undergone two major management
reorganizations as has Cémpany AB, Therefore, in the case of shipping
companies whichihad achieved a successful, relatively certain operating
environmeﬁt, and were seen by their employees as having done so, the
more certain thé environment of the shipping company, the more highly

structured will be the company's organizational characteristics.22

21A11 regression coefficients are Pearson coefficients.

22Por a discussion of similar organizational environments, see J.K.
Galbraith (1964); D.A. Schon (1967), esp. ch. 5; L. Sklair (1970), pp. 137-
41,
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These companies had a lower level of bureauéracy than non-~successful
companies and significantly lower levels of formality of structure on
board ship, both in the ship as a whole and within departments.

A positive correlation appears between the degree of bureaucratiza-
tion of procedures within the shipping company and én board the ship, and.
the, degree of certainty of operating enviromment. Yet those companies
which were not trading successfully in terms of profit return on capital
invested tended to a high degree of bureaucratization regardless of cer-
tainty of the operating enviromment. This was particulariy marked in the
case of Company CB, which at the time of study was regarded as a "tax
shell™ by the managers of its parent group. The degree of bureaucratizaw-
tion of procedures related directly to the degree of formality exhibited

in shipboard procedures and relationships.

The Acceptance of Innovation

In the shipping companies in the sample, the contact between sub-
system members -- the contact between members of different departments --
varied from a very high rate of contact in Company CA to.a very low rate
in Combany AB (see Chart 8.5). This was to an extent linked to both
size and the degree of bureaucratization. Obviously, in a small company
like CA everyone inew of and worked with one another, whilst in AA,
contacts occurred between people of the same status and interests to the
almost total exclusion of others. The ease of communication in the less
bureaucratized companies was accompanied by a marked increase in the
perceived ability to innovate amongst the shore staff, and hence, a move

towards the state which Burns and Stalker term "organismic."
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This extended to the ship as well and was most marked in the devel-
opment of primary groué systems. On the cargo-~liners, primary groups
existed oély when crew members had remained on a ship for several
voyages. Thus, on Ship "2" there were three primary groups involving
fifteen men out of forty-six. These groups were organized on occupa-
tional and status divisions. One group was composed of the three senior

engineers and the electrical engineer; another had a membership of five,

‘all of whom were junior ratings in the catering department, whilst the

last group consisted of the bosun, the carpenter, the engine-room store-
keeper, an older A.B., and the engine-room day worker. The chief cook
also participated in this group®s activities two or three times a week.
All the members of this last group had worked for the shipping company
for at least eleven yéars, and all had sailed on Ship "Z" for the previous
two years (that is, for at least fifteen seven-week voyages).

Many of the other crew members of this ship had also worked for the
company for some time, and many had sailed on the ship for more than a
year, since the voyage pattern of five weeks at sea followed by two weeks
in Ship "2"'s home port allowed married men to establish a regular routine.
The lack of primary group formation can be considered to be a lack of
interest in shipboard relationshipsby not having friendships with a depth
greater than that required of "Board of Trade acquaintances,"” and
reflects the instrumental approach to seafaring of the cargo-liner crews.
The regular run and the routine of ports, cargoes, and work at sea could
be predicted and thus programmed., Even the ship's party given by the
officers was part of this routine and was 6rganized on well-established
lines. The formalization of organization permits a series of expectations
of rewards, the majority of which are fqﬁnd_in the seafarers® lives ashore,

and seagoing is undertaken because it supplies these rewards.
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As the degree to which behaviour was formalized or was expected to
be formal decreased, the primary group formation on the ship increased.
On Ship "Y," a small bulk-carrier/tramp, twenty-seven men out of a total
of thirty-three belonged to identifiable primary groupings. These were
organized on occupational and status lines, as on Ship "Z," but there
were fewer seafarers who had served with the company for any length of
time, and only slightly more than half the crew had been on the ship ?he
previous voyage.

The lack of formality, created in part by the uncertainty of the
voyage pattern, and the lack of a set §ork routine, caused a greater
level of group participation to arise. This group acfivity was also
reported by the seafarers on the other ships of CA Company, and to a
lesser, predicted extent, on the ships of BA and BB companies. Company
CB did not conform to this pattern, for, as we have shown, the uncertain-
ties of operation were superficially resolved by strengthening the formal
controls and sanctions within the company ashore and on its ships.

The structuring of the seafarer's activities, then, is dependent
upon the régularity of the voyage pattern, the degree of routine in work
patterns, and the formal cont;ol systems required by the company's manage-
ment. Wth all these factors have high values, the scope for problem-
solving behaviour on the ship is diminished. Consequently, the seafarer
within this pattern can function without a great deal of reliance upon
his fellow seafarers provided they do this routine work. Both interw
personal relationships and problem-solving activities on ships with
regular voyage and routine work patterns are reduced, and seaféring
becomes an instrumental activity.

On those ships which do not have a regular voyage pattern, nor a

fixed work routine, and little formal control of on-ship activities by

the company's management, a significantly higher level occurs of shipw
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board interpersonal activity and of freedom in problem~solving situations.
Chart 8.7 shows the degree to which seafarers perceived f:eedoq-to innovate
on the ship. This perception of freedom does not &iffer significantly
between officers and ratings.

The degree of freedom to innovate, to find new work patterns or toa
adapt work methods leads t6 high levels of satisfaction amongst the crews
of the bulk-carriers and tr;mp ships (with the exception of the crews
employed by Company CB), although the physical conditions of work were
inferior to those on the cargo-liners. Adaptive behaviour was seen as
satisfying and reported as such, When asked, "What aspect of seafaring
do you like most?" 78% of the officers and 62% of the ratings on the
ships of Company CA replied that it was the lack of routine or the new
experiences. Only 31% of the officers and 27% of the ratings on the
ships of Companies AA and AB gave this response.

We have argued that the certaint* of the operating environment of a
company and its ships determines the degree of formalization of procedures
and structures in the company organization afloat and ashore. We believe
that this proposition is adequate with the provision that a company in a
highly uncertain environment might seek to reduce subsystem uncertainties
by introducing a highly formalized system of control which,-like'the
formal control system introduced by the elecfronics firms which were
termed mechanistic by Burns and Stalker, is largely inappropriate in the
long~term situation, as it doea not allow adapfation to take!place.

In the discussion of the seafﬁrers and innovation, we suggested
that the structural variables of the operating environment. are re-
flected in the interpersonal relationships between seafarers and
in the extent to which they would perceive their freedém to innovate.

This supposition is adequate in that a significpnt difference exists in
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the social relationships on board ship in those companies with a lower
level of certainty of operating environment when compared to companies with
high levels of certainty. A similar relationship exists with regard to

the ability to innovate.

The Orientations of Seafarers towards Their Shipmates

In all ships there were differences in the number of prbblem-solving
situations which arose. in order of relative magnitude amongst officers,
from lesser to greater, problem~solving was an activity engaged in least
by members of the catering department and most by members of the engine-
room department. Within each ship a continuum of problem-solving activity
emerged which corresponded to the social relationships within groups.
Both catering and engine=-room department staffs had task-oriented rela-~
tionships; that is, the nature .of the work required cooperation between
members in order to resolve problems. For the ehginegr officers skills
also formed a basis for relationships.,

The degree of certainty of environment was highest amongst deck
officers because of tﬁe nature of their work whilst the ship was at sea.
This work, following a routine of watches and specific navigational tasks,
is applicable to all ships and shipping companies. As a result, a deck
officer at sea works in a very certain environment. Owing to the nature
of the tasks and the watch-keeping system, éurely social interaction
between deck officers is relatively low compared to time spent in task-
related interaction, but most of their problem-solving activity was
carried out by officers when on their own.

Bngineer officers, on the other hand, frequently iprked together on
watches, but their interaction was hindered by the noisy environment of
the engine room. Their work was 1ess.roﬁtine_thgn deck officers' because

of the many different_types of machinery in the engine yoom and the need
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for maintenance and repair of the equipment. Breakdown could not,
obviously, be forecast and all the engineer officers engaged in problem-
solving activities. Their interaction amongst themselves was high and
this reflected both the work activities and the larger number of engineer
officers carried on a ship relative to deck officers. The enviromment

of the engine room can be classified as moderately certain on the majority
of ships, since much of the work is routine and engine breakdowns rare..
The exception to this was the case of CB Company, where the maintenance

of engine-room equipment was very poor, largely because of the lack of
continuity of personnel.

The ratings' interpersonal interactions also reflected the certainty
of their enviromment. The catering ratings' work followed a pattern
which did not very significantly during the voyage. No matter what the
circumstances, meals had to be prepared and served, and accommodation
and public rooms had to be cleaned. The catering rating performed his
tasks in a very certain enviromment and his interaction with others was
on a task-oriented basis (see Chart 8.8) rather than on a purely social
one,

The deck rafings as a groub have a moderately certain environment in
which to work, and a higher proportion of time is spent in purely social
activities. Tasks are varied and are performed when the weather, loading
and discharging pattern of the ship, and voyage pattern permit. Unlike
the catering ratings who solved problems in the working situation by
themselves, the déck ratings generally resolved problems in work groups.
However, the task-oriented interaction of deck ratings was only slightly
less than that of catering ratings, whilst the social interaction of the

former averaged nearly two hours more per day than that of the latter.
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The engine~room ratings do not fit into these patterns. Interaction
in the work environment is restricted by noise, by the spatial complexity
of the engine rooms, and because only one engine-room rating is usually
working at a time. We have mentioned that the engineer officer is en-
gaged in problem-~solving; by and large, the engine-room rating is not.
His work is routinée, and most of these ratings viewed boredom as their
major problem. Very rarely did an engine-room rating assist an engineer
in maintenance or repair work. .

The pattern of interaction varying with the certaihty or uncertainty
of the individual's work also held true for the shipping companies. The
companies that had the greatest certainty in their operating enviromments,
the cargo~liner companies, also displayed the highest level of task-
oriented reiationships,amongst the crews of their ships (see Chart 8.8).

Certainty is- comprised of the regularity of trade, the relatively

specialized nature of the cargo-~liners in the sample, and the companies'’

heavy investment in shore faéilities for handling cargo and providing
services to the ship. Problems that had to be solved by seafarers in
other companies -- for example, the purchase of ships’ stores -~ were
handled as a matter of cou;se by the shore staff of the cargo-liner firms.
The absence of problem-solving situations and the lack of the need
for innovative behaviour led to a highly structured social enviromment on
board the ship. This environment was patterned by the hierarchy imposed
upon the ship's crew by tradition and legal requirement and by the more
specialized jobs on board the cargo-liners. Whereas the bulk carriers
and tramp ships of the sample had crews ranging from 31 to 18 men,
the cargo-liners had crews that were of a size ﬁetneen 42 and 68 men.

Bven these crews numbers were greafly reduced from the ones of
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of the late 1950's, but the specialist post of the electrical engineer,
for example, was justified on the cargo liners by the need for reliability
of service, although his duties are similar to the work carried out by
the third or fourth engineer on the bulk or tramp ships equipped with
electric cargo-handling gear.

Task-oriented behaviour was, therefore, related to the ships which
were relatively specialized, to shorter voyages, and to the companies
that were least successful in coping with their economic environment.
Companies AB and CB, which showed a high degree of task-oriented
behaviour (see Chart 8.8), coped relatively fully with theif economic
environments, although the degree of certainty and uncertainty of their
environments were polarized. Company AB was a cargo-liner company
operating in a "certain™ area of activities, whilst CB, operating tramp
ships, was in a highly "uncertain" environment. The responses of both
systems and their subsystems -- the ships -- to their environment was '
characterized by a bureaucratic network of management ashore and by a
lack of social-oriented relationships at sea.

I stay at sea with this firm Eﬁj because the voyages
are short and there's a lot of overtime here. This
ship's bloody awful to live on and crew is straight
off the pool -~ no company for a man in the evenings.
All these youngsters are concerned about is their
overtime and working fiddles with the dockers.23

This is my eleventh trip with this company [CA].
When the holidays come round then I look for a short
trip with ['BA] but_the rest of the year I prefer
these ships. Elhy-a Well I suppose the mates don't
have any side. If I want to beef cahpllia to
Harry Tate cthe first mate; rhyming slang] then I go
and see him, and we talks about it. ~The crowd (crew)
on these ships are always good for a laugh and every-
one mixes well, If you're going to write that in
your notebook make sure the company knows they need
to build a new ship to replace this one. I put the

hammer [chipping hammer] through the fiddly [funnel
deck] this morning.

2:’lt.esem:ch Notebook 25, Interview with Chief Cook, AB Company.

24I'.ese:n:ch Notebook 12, Interview with E.D.H. , Ship "Y."




For ships operating in a moderately certain enviromment, the degree
of.socially oriented interaction appears to be greater amongst the crew.
We noted that on those ships belonging to the "A" suffix series of com-
panies, there is relatively less formality and a greater perceived oppor-
tunity for problem-~solving behaviour than on the ships of the "B" suffix
series of companies. The social structurF of the™® series of companies
hiore closely approaches the organismic form of Burns and Stalker's
electronics firms and is thus able to adapt itself to the social needs

of the crews.

Seafarers' Roles

Goode has argued that role strain, which he defined as the felt
difficulty in fulfilling role obligations, is a normal condition in
organizations or communities.zs In very certain or uncertain environ-
ments, the individual will experience less role strain because of the
greater definition of his role. We have seen that the response of the
shipping companies to very certain and very uncertain enviromments has
been to emphasize the formal aspects of organizational behaviour. 1In
conseqﬁence, roles are highly defined, and little scope appears for
individual adjustment of the role. The definition of role as perceived
by the seafarers in the sample is shown in Chart 8.9.

In the companies with a relatively high role definition, AA, AB, and
CB, the relationships between seafarers were characterized by being task-
oriented (see Chart 8.7), and the ability to innovate was not perceived
by the seafarers. When the seafafer had a loosely defined role -- a
role which was not defined in detail by the company ~- he also perceived
the ability to innovate, and his relationships with other crew members
were more socially oriented. These conditions prevailed in those

companies having moderately certain operating environments.

254.3. Goode (1960).
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Role strain was created in these cases by the need to accommodate
role elements of a seafarer to the role elements of another seafarer;
in other words, to accommodate the tasks of one seafarer to the tasks

. of another. This problém—solving activity, which on the ships with
highly defined roles was an activity normally carried out by heads of
departments or was referred by them to company middle-management ashore,
embraced the majority of officers on the ships of' companies BA, BB, and
CA. Since it was necessary to interact in the work situation to resolve
prboblems, socially oriented relationships appeared because the seafarers
knew one another and were able to assess the skill and ability of each
other.26

Role strain arose on three counts on the ships with a moderately
certain environment: the necessity of defining his own role by the sea-
farer; the necessity of coordinating his own role with that of others;
and the necessity of meeting the goals of ship operation. Although the
hierarchical structure did not differ between the ships in the sample, on
those vessels belonging to companies with high role definition, the
hierarchy coupled with the role definition provided the context of inter-
action. On the ships with low role definition, the hierarchy provided
the "signposts" for role definition, and each seafarer developed his own
role definition.

This adjustment varied between levels of the hierarchy. The ratings
in all departments on board the ships of Companies BA, BB, and CA exper-
ienced the loss of role definition to a lesser extent than the junior
officers. This is due primarily to the fewer components of the ratings®
roles vis-a-vis the officers?. To the ratings the increased but limited
ab;lity to innovate was seen as a restoration of the f;aditionai role of

seamen,

ZQA feature 6f this was that the majority of crew members on the ships

of the companies with moderately certain enviromments knew one another by
name. On the other ships knowledge of the names of seafarers outside of
one's own department was not common. For example, the third mate of an
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The junior officers also appreciated the possible enlargement of
their roles, and the ability to engage in tasks to their liking. The
dysfunction of this perceived ability to innovate was that it increased
the likelihood of disputes within the social and task relationships and
also the likelihood of deviant behaviour. The deviant behaviour that
occurred was an expression of the definition of roles and ranged from
arguments between officers and ratingg over tasks to seafarers being
absent without leave because time off was felt to be their due.

The pressures perceived by the seafarers on this group of ships were
seen in interpersonal terms, whereas the pressures on seafarers with
AA, AB, and CB were defined mainly by the company's operational defini-
tions: .

The Second Engineer doesntt bother to go below when
there®'s a breakdown and leaves the job to the watch-
keepers. I don't think that's right as I don't have
any idea about some of the gear. Last trip was my
first here and we had a [iubricating'] pump failure
on my watch, and when I sent for him he told the
Greaser to tell me to fix it and not to bother him.27

We don't run this ship. The superintendent runs it.
They tell us how to load the cargo, how to maintain
the machinery with planned maintenance, how much
paint to use and where. The only difference between
my job and a bus driver is that he gets home nights
and I don't.28 .

You can go on board any ship belonging to [iﬁ] and
you do exactly the same work. I was bosun on the =—we-
last trip, and everything is just the same here even
though this is a bigger ship. The crowd know exactly
what jobs they'll have to do and the way they have to
be done. It's easy really.29

AB Company ship had sailed on that ship for two voyages (ten months) and

could not tell the author of any of the engineer officers below the rank

of second engineer although they had sailed together throughout the period.
27Research Notebook 12, Interview with Fourth Engineer, Ship "Y."”
28Research Notebook 17, Interview with Chief Officer, Ship "Z."

zgnesearch Notebook 21, Interview with Bosun, Company AA.
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All these trips are different. The last Mate used to
worry about the accommodation paintwork and the bridge
brass, This one likes to see the gear being over-
hauled, and I like that as well. He gives me the
chance to really get on with a job and I can work
things through. It's the constant change of crew that
makes it difficult here to keep the ship in order -~
everyone has his own ideas, and we have to work around
them.30

Where these role definitions occur, an element of compromise, of
bargaining, is apparent. This bargaining is carried on within the frame-
work of the hierarchy of the subsystem of the ship and is partially
determined by the legal requirements of licensing and certificates, but
represents an opportunity to create a satisfying social climate. Strain
becomes apparent when there are differences in the definition of roles,
differences which must be ironed out if the ship is to operate successfully.

The mediation of roles lies with those whom Lawrence and Lorsch refer
to as integrators, persons whose role definition places them as mediator.31
In the companies with high role definition, mediation lies solely in the
roles of the heads of department, the ship's master, and the marine
superintendents. The mediation tends to be placed with these same func-~
tionaries in the low role definition companies, but the role of integrator
can be, and frequently is, assumed by others because of varying role
definitions.

On one AA Company ship, for instance, the electrician became the
integrator of deck and engine-room activities because he moved freely
between the two groups of officers. He serviced all the bridge equipment
in addition to doing all the engine-room electrical work. Since the mate
and the chief engineer of this ship were very status conscious, little

contact occurred between the two groups at informal levels other than

through the activities of the electrician who coordinated activit:les.32

3°Research Notebook 4, Intqrview with Bosun, Company CA.

31P.R. Lawrence and J.W. Lqrsih (1967a), esp. pp. 62-9.

32Research Notebook 25, Interview with Second Mate, AA Company.
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Compensation for this lack of scope in the role definition of the
officers in Companies AA and AB, and to a lesser extent CB, was given in
status terms. The officers, both mates and engineers, were afforded a
life style by the company which was similar to that of the stereotype
discussed ip Chapter IV, This life style satisfied, in many cases, the
sense of being "proper" officers but was derived at the expense of the
status of the ratings. In Company CB the officers needed to assert their
power, and their recourse was usually through the medium of the logbook.

Table 8.6 Logbook entries for ratings in the period June,
1968, to June, 1969.*

Of fence AA AB BA BB CA CB N
% % % % % %
AWOL 34.7 33.3 38.0 37.7 43.0 22,2 195
Drunkenness 42.1 43,0 23.0 20.0 21.4 41.9 229
Disobeying
an order 9.2 10.0 27.0 35.4 28.6 22.7 121
Other 14.0 13.3 12.2 6.6 7.0 13.3 77
Total % 100.0 99,6 100.2 99.7 100.0 99,1
N = 121 135 74 62 27 203 622

Table 8.7. Summary of offences by company groupings.*

High Role Low Role
Definition Definition
AA, AB, CB BA, BB, CA
% %
AWOL 30.1 39.6
Drunkenness 42.3 21.5
Disobeying an order 14.0 30.3
Other ) 13.5 8.6
Total % 99.9 100.0
N = 459 163

*The sample is of five voyages of 11 to 13 weeks’
duration from each company, under different
masters during the period June, 1968, to June,
1969. Information taken from ships' logbooks.

-~
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In the breakdown of disciplinary action in Table 8.6, of the 622
offences recorded, 73.8% took pliace on ships in the companies with a high
degree of role definition; 4i% of all offences took place on the ships of
Company CB, whilst the companies with environments of medium certainty
accounted for only 26.2% of offences oetneen them. The high definition
of roles created a higher frequenc} of behaviour patterns uhich were
defined as delinquent than would be expected.

The definition of delinquent behaviour varied with the definition
of roles. Thus, on the ships with low role definition, drunkenness
accounted for approximately 21% of all offences, though on ships with
high role definition drunkenness accounted for 42% of all offences.

Whilst alcohol consumption was slightly heavier on the ships of Companies

AA, Aﬁ, and CB, the difference in the logging ratios is too great for this

33

to provide a satisfactory explanation. In the case of the cargo-liner

companies of ™A™ group, the explanation is provided by the need of officers

to enhance their status. The majority of officers (69%) thought it
necessary to set an example, and so it was seen to be just and fair to
log all offences.

You must remember that most of the crew come from very
poor backgrounds, and on the ship we cannot afford to

-have behaviour similar to their behaviour ashore. My

officers do not drink to excess so there is no reason

for a seaman to.34 :

The operation of the engine room requires a great deal

of responsibility from engineer officers and the greasers,
If the juniors do their job properly, as they do for 99%
of the time, I expect the greasers to do the same, and
this includes showing proper respect for the engineers.

We havgsquelificetionl and the greasets end donkeymen
don't.

Information from stores lists of all companies for the year 1968.

The average consumption of alcohol for all seafarers was the equivaient of

1.83 pints of beer per man pet day. |

34 Research Notebook 25 Interview with Haster, AB. Conpany.

3§Reseo;eh Notebook 22, Interview with Second Engineer, AA_anpony.
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On the ships of Company CB, different attitudes prevailed:
If you give one of the crowd an inch he will take
over the whole bloody ship. The only way to get
any work and respect from them is to hit them
with the book Eogboog at the beginning of the
voyage and keep on hitting them. You've got to
show them who is boss here.36
A happy ship is one where everyone knows their
place and their job. If you cut the nonsense
out it makes my job easier, and gives the mates
a chance to do theirs.37
Here power is seen by the officers as the necessary value, and by
using punitive measures against the ratings, they are able to meet the
role definition that they could not meet in any other way.38 The ships
of Company CB and the trades engaged in are similar -to those of Company
CA. The difference in the human relationships on board are the defini-
tions of the appropriate roles by the companies. Company CA adopted a
loosely defined role and encouraged an organismic system of operation.
Company CB defined- the roles of the seafarers in great depth and had a
highly mechanistic form of operation. These two styles are reflected
in the disciplinary action considered necessary on board the ships.39
The embhasis on role definition leads to an emphasis upon the
status and power of officers and reduces the role strain inherent in a
technician undertaking a management role. When roles are loosely defined,
as occurs on the ships operating in a moderately certain enviromment, the
roles have to shaped by the incumbent to suit the system of organization

of the ship and the group definition of the methods for attaining the

goals set by the company. This requires a flexible approach to his job

36Research Notebook 31, Interview with Chief Officer, Company CB,

37Research Notebook 30, Interview with Master, Company CB.

38G. Poulser (1961), esp. pp.90-106; R.A. Ramsay (1966).

391t should be pointed out that all the senior officers in Company

CA had attended the B.S.F. Management for Senior Officers Training
Course.
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and shipmates on the part of the seafarer, and senior officers become
managers in the true sense of the word, since they shape the operating

organization.

The Time Orientation of Seafarers

We indicated in Chapter I that the time sys?ems on board a ship are
complex, and as a result, the seafarer is acuteiy aware of time. The span
of time affecting seafarers was explored during interviews with officers
and ratings, and in depth with forty-one officers (a sample drawn from
one ship in each company). We were particularly interested in discovering
the span of time for activities in which seamen were involved, and tﬁis

time span, as it affected decision-making, is shown in Table 8.8.40

Table 8.8. Maximum length of time for a decision concerning
operating action to be realized.*

Time Personnel Affected '
One hour Junior Ratings, Apprentices,
: Ratings on day work :
Four hours (one watch) Junior Officers, Watch-keeping
' Ratings
One day Bosun, Assistant Cook, Second
: Steward, Radio Officer, Blec-
trician
Duration of passage Engine-room Storekeeper, Chief
Cook, Chief Steward, Second
Mate, Third Bngineer
Duration of voyage Master, Chief Bngineer, Mate,
Second Engineer

*Interview data on maximum length of feedback.

The time span is quite short but is flexible at the upﬁer end of
the scale, as a passage may vary in length from a few hours to three or

four weeks if a Pacific crossing or a voyage from the United Kingdom to

4°This discussion follows the concept ouflined in P.,R. Lawrence and
J.W. Lorsch (196m), pp. 34=5.
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the Persian Gulf, Far Bast, or Australia is undertaken. The passage is
the time spent at sea between two ports. The voyage can also vary in
length. The average length of voyage in Company AB, for example was 43
months, whilst in Company CB, it was 1% months.41 The time span also
differed for work done in port and at sea.

The operating decisions were short-term ones and related to the
technology. Chart 8.10 shows the decision span of ships® officers when
dealing with cargoes. In this case decisions were qade which had a span
of up to 5.2 weeks, and were related to the certainty of the company®s
operating enviromment,

When the ship is specialized and is operating on a fixed schedule,
decisions relating to ship operations and the handling of cargoes can be
made as a matter of routine. When the ship is highly specialized =~
container ships, for instance ;- the decisions relating to cargo work
are transferred to shore staff, although the sea staff are still legally
responsible for the cargo. Thus, on the tramp vessels of Comparies CA
and CB, where the ships were not specialized and did not operate on a
routine basis, decisions about the carriage of cargoes were usually taken
by the ships’ officers. The routineness of the operation allowed a shift
in decision-making from ship to shore staff, reducing the components of
decision available to the officer and his decision span, as these are
related to the duration of passage when.cnrgo work is involved.

The second factor is the degree of bureaucratization of the company.
The companies with a ™B™ suffix tended to be relatively mechanistic, and
in all these companies the time span of decisions for officers was shorter
than those of the other companies in the sample category. This was
because of the tighter control maintained by the companies over the

individual ships regardiess of the degree of specialization.

41Length of voyages taken from logbooks and company records for

1967-69 and averaged over each company®s fleet.




, .nﬂoaauuune Jo £3jutTe31’dd 03 : ;
..... udrieTad ur. 84 u.u 330 .8 dras _4q. v Baxe3. 983185 03 BuriEIaz, .833% o 5& SO 3T, .
m ". : S m i
T i - numnuu>uu memmwwo m sdTgs | mo (s329m mmw»rumL m.mmww:;a-. : _ P ] ’
' : 1 H : . 4 ' : !
. . ! . : ; . ! : : , | : ' ;
: . : ' . i ! f . i :
. ¢ w : $ : w ” ¢ : m . L ; 9 ——UTRIIIOUN. . L
_ | . | S
! . ” : ; . | i ” - m
VORI TSR e B T S SR SN SV USRI UINY S R | - -
! : '\ ! ; : . ; ! T . i
_ ! : : | i : | _ ! _ a
\ _ : : ' : _ § i . : LI !
i : ! | _ i i ! .
- - — e - 1 R > __ : - - hH - ' - g
: . S S SN SRS ARt RN ST S - I i HI.
“ m : | m “ ! m m, f
| - m ! _ m - R
! ! i _ : — e Im . 4. l”. beind ]
. . “ - . w . . w - _ . n“ |m-||.. [ -Sp .. - - - 'lCN - wa ..I-..m.l-
! ' ! : ! i i | iz H
| | _ . u _ m_ m : B
; N S . ! |- R L S __ T . S O i
| m | ‘dg | : g _wm
. : : : ' | w _ .w.
....... . s P . PO - - M.n ——— wul .. ..l.nl..i e b "Il.lu -
(E€E°0 .= I) : : |
“fuediios goes " m
ur drys duo woly umeIp ST ITdWes Iyj m
*sjusuwiredap pue syues TTe Jo $IIDTFJO i :
,80TUYS ‘TH YITM MITAIDIUTL :92INOS eIB(d m R4 :
uTe31I9d
. I, ey

324

T Aaap




325

The quality of decision-making was not that of the managers cited
by Lawrence and Lorsch.42 The decisions made by managers in their study
affected the operation of the business, but the average seafarer has no
control over factors influencing business matters of deployment of capital
and plant. The seafarer®s decisions are concerned with operations only,
and as such, the time span varies with the technology and its application
aﬂd the type of cargo carried.

However, the time span does reflect the feedback of information. The
deck officer has a longér time span of activity than the engineer officer
because the period between the loading and out-turning of cargo is longer
than the period involved in engine-room control., The same scale of time
span and technology applied to the deck and engine~room ratings. Catering
ratings, who have a high degree of autonomy in the workplace, had the
longest time span and the least technical work amongst the ratings.

A sharp variation occurs in the planning of personal activities by
seafarers. The majority of ratings planned ahead for a period of 10.27
months, whilst the officers, on average, planned their activities two
years and ten months in advance. No significant difference appeared between
subgroups within the ratings and officers groups, but there was a signif-
icant difference between types of company vis-3-vis operating enviromment.
This relationship is shown in Chart 8.11.

The seafarers in the preferred companies, those with an organismic
structure in the group of companies with an ™A" suffix, showed a higher
level of planning for the future. This is partly explained by the higher
proportion of older and married men in these companies. The response of
the full sample to the question of making the sea a career and shore alter-

natives reflects this.43

42P.R. Lawrence and J.W. Lorsch (1967b).

43Questi.ons 24 and 24a in Questionnaires 2 and 3; Question 12 and 12a
in Questionnaire 4.
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Chart 8.11.  The certainty of envirohment ind_ planning;
' for the future by ind;vidual eafarers.
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Personal planning was defined by career events such as the prospects
for promotion and studying for and taking Départment of Trade and Industry
examinations, or by personal events such as marriage or starting a family.
Personal events were not so important as career events for ships®! officers
(in a ratio of 1:4) in determining the career pattern. For ratings,
family considerations were of greater importance than a career. The
determinants of planning for the future by all seafarers were the length
of voyage, type of company, and to a lesser extent, the age of the sea-

farer,

The Environmental Constraints on Seafarers: A Summary

We have ﬁiscussed gsome of the effects of the operating and matket-
enviromments upon the structure of the shipping company, and demonstrated
that enviromments which are either very certain or very uncertain cause
shipping companies to tend toward a structure that can be described as
mechanistic. This mechanistic structure is marked by a greater degree
of control by the companies over the day-to-day operations on the ship,
In companies which had moderately certain operating enviromments, the
structure of the system was relatively open and could be described as
organismic. Within the categories of companies, the ones preferred by
the seafarers showed a relatively organismic structure, whilst those not
preferred by seafarers tended to be mechanistic,

| This dichotomy of mechanistic-organiqmic structures is carried
through into the social life of the ship. Owing to the need of the
ship's officers to direct the day-to-day operations of the ship in the
companies with a organismic form of structure, there is a greater need
for communication and coordination of activities at the level of the
subsystem of the ship. This, in turn; leads to the development of

relationships between seafarers which are socially oriented and not
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purely concerned with task accomplishment. These social relations are
furthered by the relatively low definition of the seafarers® roles by
companies in a moderately certain environmeﬁt, and the opportunity arises
for self-realization within the confines of the foles. |

The ability to innovate in the operational sphere helps, as we Qhall
see, to create a higher level of job satisfaction. This is paralleled by
the personal planning of the seafarer for his future. Seafarers as a
group, however, have little chance to engage in long-term decision-making,
unlike management ashore. Decisions which are made by the seafarer are
confined exclusively to technical and operating matters related to the
ship, its @rgo, and its safety. As the ships become more specialized,
and particularly in thé companies with a highly certain operating environ-
ment, the seafarér’s scope for decisions is increasingly limited, and

the time span of decisions is shortened.




CHAPTER IX

THE SEAFARER IN HIS WORKPLACE

Introduction

In this chapter we shall be concerned with the way in which the
seafarer relates his role to the roles of other seafarers and to the
goals of the ship and the shipping company. We shall start with the

premigse, following Hegel,1

that any social behaviour is the result of the
modification of conduct to conform to expected norms. That is to say,
social behaviour is a compromise, or synthesis, derived from an individ-
ual®s definition of his role and the definition of that role by others.

It is this process of adaptation of role to fit normative patterns and

goals that Goode has referred to as "role ba:gaining."z

The Seafarer and His Job

The socialization of young seafarers is carried out through the
medium of induction courses at sea schools and nautical colleges. Few
entrants to the Merchant Navy receive no form of preliminary training at
the present time. These courses are aimed at fitting the boy to his
future work, and those for the boys attending the Nautical Sea Training
School, Gravesend, are no exception.

They are encouraged to look upon themselves more as
trainee seafarers than as pupils, Their instructors

give orders in the same tone and manner as at sea.
And they expect a similar response.3

16.W.F. Hegel (1959), pp. 117-21.

2w.J. Goode (1960, 1970).

3uerchant Navy Journal (March, 1967), p. 18; S.M. Dornbusch (1955).
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As we noted earlier, this initial socialization frequently bears
little relation to life on board ship. Since the work group on the ship
is a mucﬁ greater influence than the initial training, a problem arises:
a period of intensive training which does not meet the goal requirements
of the operating environment can, and normally does, lead to a period of
intense anomie for the entrant as he adjusts his expectations to those of
the envi.ronm'ent.4 We have remarked on the high levels of wastage from
the industry, but it should be noted that 16% of all rating entrants and
8% of all apprentices leave the industry at the end of their first voyage.
A third of all entrants to the Merchant Navy have left within a year of
entry, and of deck officers who complete their inﬁentures (70% of all
entrants), only 56% (37% of all entrants) remain in the industry for a
further five yeats.s

Stotland has argued that the greater the degree of support afforded
by peer groups, the more will members tend to persist toward a goal
recognized by the group.6 The important criterion, therefore, is the
ability of the seafarer to obtain access to a subculture from which he
can draw skills, motives, and attitudes.7 The seafarer enters an occu-
pational group the moment he joins a ship. These groups are characterized
in the mgin by a structure based on age and rank. Anderson has spoken of
a love-of-occupation motivation for seamen:

This type of job interest is found especially on ships
where every man has his job and every job is precisely
and traditionally defined. They move on and off duty
with a clocked precision and they do the rounds of their
work almost without supervision, and its only the amateur
seaman who does not take pride.in it but even he, under

the social pressure of the crew, soon acquires the same
attitude.8 :

H

B.A. Pleishman, B.F, Harris and H.B, Burtt (1955), esp. p. 58.
_Data obtained from B.S.F. and company records.
Bo Stotland (1959), PP. 53-68.

7B.H. Sutherland and D.R. Cressey (1955), pp. 77-80, in which the
principle of differential association is discussed. '

8N. Anderson (1961), p. 28. -

N
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In fact, socialization on board is very erratic. Because the
average age of ships® crews is so low, there is not the bond of memories,
traditions, beliefs, and skills of which MacIver has written9 to provide
the basis for in-depth socialization to take place. The love of occu=~
pation postulated by Anderson is only found to any degree amongst the
deck officers, for the socialization process is the most intense in this
of all the groups. This is recognized in the stereotypes and in the
responses to the question concerning the most skillful job on board ship.

Table 9.1. Degree of acceptance of subsystem norms by seafarers.
(Questionnaires 2 and 3)

Deck Bngineer Catering Deck Bngine

Officers Officers Ratings Ratings Ratings
% * % % %
All norms accepted 58 20 26 39 18
Some norms accepted 36 42 55 38 64
Few norms accepted 6 38 19 23 18
Total % 100 100 100 100 100
N = 108 109 99 163 42

Inadequate socialization to the occupation contributes to the
shallowness of the social relationships which develop in the subsystem.
When the structure of the company is organismic, the socialization
process and the satisfaction of the person are intensified owing to the
relatively informal structure of the ship. Consequently, the crews show
a greater group loyalty and recognition of group skills and individual
abilitiea.. Relaxation of the hierarchical crew structure permits a
freedom for the individual to resolve his own dilemmas and frustrations

in the occupational comnunity.lo

9R.M. MacIver (1924), p. 85.

10y, Sherif (1948), p. 332.
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Training and socialization are concentrated on techniques, on
methods of ship operation rather than leadership skills because of the
high level of wastage and the high cost of training., This has the latent
effect of creating boredom amongst seafarers because of the lack of social~
ization into the ship®s community. The short voyages, the hierarchical
isolation from others, and differences in age and background do not allow
the seafarer relationships with others in which a true community spirit,
and hence a process of socialization, can be developed. A man can only be
Jjudged by his behaviour whilst working and is accorded status and respect
accordingly. As a result, there is an emphasis, a pride, in working
hard which compensates for the paucity of work content. The stereotype

is thus supported of the "hard-living seafarer.™

Table 9.2. Boredom in the workplace.

Deck Bngineer Catering Deck Bngine~-room
Scale ~ Officers Officers Ratings Ratings Ratings
% % % % %
1* 11 "9 17 21 19
2 35 39 34 42 40
3 42 37 34 30 : 39
4 10 19 11 6 2
5 2 6 3 1 0
Total % 100 100 929 100 100
Ns= 158 . 189 140 243 73
*The scale is based on a continuum from 1 (*All my shipboard
work is extremely boring.") to 5 ("All my shipboard work is
extremely interesting."”). Data from Questionnaires 2, 3, and 4.

This orientation is found in the engine room in particular, and the
use of alcohol serves to support the image. Within the work groups
alcohol is used as a substitute for normal primary relationships and as

an instrument to initiate facile social relationships. Status differentials
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are such on board ship that the pervading authoritarian values can only
be discarded when an obvious social activity is taking place. Alcohol
provides an appropriate social ™signal™ for informal behaviour to take
place.

The Old Man [haster] and the Steward [Catering

officer] used to run bingo and horse-race evenings

once a week, BEveryone °l1d come on to number 3

[No. 3 hatch] and the Steward always had four or

five cases of beer out.. Once we all had downed a

couple of cans [of beef] things *ld start to warm

up and we'd have a good time.ll

The Chief {Bngineei] came by this evening with

half a dozen cans of ale. He was in a good mood

and B. [junior engineei] and the Chief talked

about the yard [the shipyard where both men

trained until ten [o’clocK].12

The importance of the work group is a medium for displaying the
capacity to work and play hard, to conform to the stereotype of seafaring
discussed in Chapter 1V, rather than as a meaningful context for the
development of social relationships. In the course of coping with the
strains of shipboard life, a "traditional"™ approach is defined which is
then substituted for the "moral personality" wﬁich Durkheim described as
the bond of society.13 This traditional approach to work is dictated by
the shipping company, since only the shore staff have a continuing
definition of the approach .for ship operation.

A definition of the goals of the work groups is thus related to the
organization of the shipping company and the degree of freedom to innovate.
Because of this, each group on the ship is isolated, for they do not have
the continuity of service necessary to build up intergroup ties. The

engineer officer, then, is concerned only with those tasks that he defines

as his in the context of goals and socializatiop processes. This career

1Researcn Notebook 13, Interview with Donkey Greaser, Ship "Z.»

12Research Notebook 15, Diary kept by Pourth Engineer, Ship “Z,"

138, Durkheim (1956), p. 78.
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is reflected in the choice of language, topics of conversation, and styles
of dress of the different work groups on board ship. Differentiation of
behaviour serves to reinforce the group's norms and creates a social

milieu for fhe individual seafa:er.14

Table 9.3. Definition of primary goals by seafarers.
(Data from Questionnaires 2 and 3)

Deck BEngineer Deck Catering Engine
Officers Officers Ratings Ratings Ratings
% % % % %
Work group
goals only 40 61 57 65 68
Some work group,
some ship goals 22 8 21 11 13
Work group and
company goals 29 14 3 1 2
Other 9 17 19 23 17
Total % 100 100 100 100 100
N = 108 109 99 163 42

The Seafarer and the Relationship between Ship and Shipping Company

The shipping company®s relationship with the ship it operates is
complex. The ship is operated to provide a return on capital on the
one hand; on the other, the ship is a moving, waterborne carrier of
cargoes functioning away from the control of head office. It is staffed
by specialists who are jealous of their prezogative; ;nd skills, and most
important, it is surrounded by a web of myths and romanticism. In this
section we shall attempt to spell out the problems of these specialists

in relation to their skills and to the running of the ship as a whole.

14See B. Schwartz (1968) in which privacy of group behaviour is a
unifying function.
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In spite of the advent of radio telegraphy before Worid War I, the
ship®s master still enjoys a high degree of operational autonomy. The
period between 1955 and 1970 has seen a remarkable change in the tra-
ditional autonomy of the seafarer, a change which has come about with
the impact of new ship technology and the changing nature of shipping
companies. Janowitz has pointed out that the

impact of technology has forced a shift in the
practices of military authority. Military
authority must shift from reliance on practices
based on domination to a wider utilization of
manipulation.l5

This same shift has occurred not only in quasi-military organizations
such as the Merchant Navy and the hospital service in which control is
traditionally authoritarian, but also in other walks of life.l6 The ship
operates on the basis of a hierarchy of personrel, but new forms of tech-
nology and changes in social forms ashore such as universal education are
eroding the hierarchy and promoting a demand for similar and equal
facilities for all on the ship.

Whilst this demand for parity emerges on the ship, the company is
also drawing the ship more firmly into its organizational net. The
master and officers are no longer rulersof all they survey but rather are
subordinated to the company®'s policies in a way that is novel in the
industry. Ships are now the scene of work-study exercises as a matter
of routine; stores are planned and delivered to the ship by the company;
maintenance and operations are also determined by the company. The
ship's master, like ". . .the foreman, instead of being *King of his own
castle' and competent to decide most technical or administrative questions

himself, depends increasingly on experts."17

15M. Janowitz (1960), p. 211,

16See, for example, W.R. Rosengren (1967); E.O. Smigel (1964).

17C.R. Walker, R.H. Guest and A.N. Turner (1956), p. 35.
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‘The relations between ship and company management have in the past
been handled by the heads of the departments on the ship, usually co=-
ordinated by the master. Imposition of greater control by the company
haé fostered a new balance of power and a new awareness of the failure of
both sides to handle operating decisions. This, in turn, has increased

the pressure upon the seafarer., Thomas has pointed out that when units

of an organization have low interdependence upon one another, little
friction is engendered, whilst the converse'is true of units with high

factors of interdependence.18

Table 9.4. Relationship between ability to innovate and level of ;
satisfaction of officers. (Questionnaires 2 and 3)

-
Degree of Innovation*
Degree of

Satisfaction** High Medium Low
. % % %

1 52 1 6

2 24 20 13

3 10 41 33

4 8 36 . 32

5 6 2 16
Total % 100 100 100

N = 59 62 96

*Based on perceived ability to choose ship, leave,
etc.; data from Questionnaires 2 and 3; see
Appendix II.)

**Based on the question, "When you think of the
time you have spent at sea, would you say that
you are (1) very happy with your job; (2) happy;
(3) it's just a job; (4) unhappy; (5) very un-
happy."”

183. Thomas (1957).
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We mentioned in the last chapter that the ability to innovate was
important to the seafarer and was related to the ability to plan his own
future through the medium of the organismic company. This concept of
innovation -~ of being in control of his role performance =~ is viewed
as crucial by the seafarer. When he ceases to enjoy this freedom, he
will leave the sea. Zander and his colleagues have maintained that "a
person is secure if he perceives that he is able to satisfy important needs

and he is insecure if he is blocked, or believes that he will be blocked,

in the achievement of these aspirations."19

It is important for the seafarer to have his skills recognized. In
the companies with a mechanistic stthcture, the seafarers feel relatively
powerless. The ship®'s officers by and large have not been ablé to prevent
the erosion of their power and status, and as a result, relationships with
those companies with a higher bureaucratic component in their organization
have tended to become hostile.

When I joined this company as a cadet I was proud

to wear the uniform and learn my trade. Now jumped-
up office boys come down to the ship and tell me
that the stores list is not ™appropriate". None of
them have been to sea and they tell me that I have
to £fill out the list again properly so that it will
be processed by the computer.20

[Bead Officél send down all these instructions and
papers for signature on the day when I have the BOT
Surveyors here surveying tank tops. The messenger
said he had to take them back with him, so I told
him to take them back and tell the bastard {who

sent them] to jump in front of a bloody tube train.
About an hour later the Marine Super. came on board
and asked me what I had done to the finance division
so I told him and explained. He said it wasn't good
enough and I should apologize, so I walked off the
ship. They’re short of mates so they had to take me
back on my terms, but I have to watch all my pay and
leave entitlements like a hawk or they’ll diddle me.21

19A. Zander, A.R, Cohen and E, Stotland (1959), p. 18.

2OR.esearch Notebook 18, Interview with Master, Company AB,
21Research Notebook 4, Interview with Chief Officer, Company AB,
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Parsons held that the primacy of orientation to the attainment of a
specific goal is the defining characteristic of an organizaticn.zz The
seafarer views the goals of a shipping company primarily as the applica-
tion of skills to move the ship and its cargo safely and efficiently
between ports. The shipping company view their goal as the provision of
an economic transport service between ports. The relationship between
the professional and the administrator is the key to the relationship of
ship and shore management. The problems of communication and  coordination
in this relationship are better achieved by companies with the organismic
form of structure than in the other companies. Therefore, it is in the
companies which have a structure flexible enough to allow innovation and
to satisfy the seafarer®s need for recognition that the goals of sub-
systems on the ship can be adapted to the needs of the ship within the
organization.

In the non-innovatory companies, the subsystems on board tended to
splinter into small empires with rights and privileges.

The light bulb in the gyro room packed in, so I asked

the Junior Blectrician to change it when he came up to

check the bridge gear. He said O.K., and he would fix

it after smoke-o [coffee break]. The next thing I

knew was that the Mate was on my back because the Chief

Blectrician said I'd been giving orders to his junior.23
This attitude was highly detrimental to the coo;dination of the ship's
crew to meet any goals other than those of safety, and hence the primary
goals were only those concerning safe operations.

On the ships of the innovatory companies, a great deal of adaptation
of the primary goals of the subsystem members took place iﬁ order to
achieve a harmonious working system., This was marked by a high level of

consultation and communication between seafarers of all ranks concerning

ship operation. An example was the frequent interaction between master,

22;, Parsons (1961), p. 33.

23Re3earch Notebook 17, Interview with Second Mate, Company AB.
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chief engineer, and mate on Ship "Y" about operating matters. These
three men had adopted the practice of meeting in one another's cabins in
turn each morning for coffee. Information received at these meetings was
rapidly passed to the other officers and to the crew in the course of the
da-y.

Well, there isn't a proper galley radio tinformation

network through the stewards® overhearing conversa-

tions 24] on this ship because the Mate tells us what’s

up before the Doc [Chief COok] does. I'1ll say this

for the Mate, for all he’s a sly old dodger, he will

listen when you want to tell him something.25
Consultatiorn also includel shore management who were looked upon as rew
source persons capable of passing on important information,

The successfiul development of a relationship between ship and shore
management depends on the satisfaction of the needs of the seafarer as a
responsible person. When such a relation exists, the goals of the sub=
systems can be adapted on the ship so that the goals of the company can
also be met. We have seen that Companies AA, BA, and CA met these
criteria and that they were relatively organismic in structure. Adap-

tation of goals often led to conflict between ship and shore management,

and the ramifications of this will be explored.

Conflict between Ship and Company over the Definition of the Seafarer®s
Role

When the real goals of the ship-as-organization do not coincide
with the real goals of the organization of which the ship is part, the
members of the ship's crew will experience role strain. We have already
seen in the comments of the chief officers with Company CB the felt
lack of understanding of shore management of the task of ship operation.

Burns and Stalker examined this problem in their study of electronics

firms.

24N, Monsarrat (1955), p. 60.

25Research Notebook 10, Interview with B.D.H,, Ship "Y."
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Political issues arose not from the fact of change
itself, but from the identification of change with
one section of the concern, whose new role and ex-
pansion threatened the power and standing of other
sections which were being treated as though they
were unaffected by the new dispensation and could 26
be left to accommodate themselves passively to it.

The issues emerging from the change in the status quo occur within
the social system and are conditioned py it. The problem is that two
forms of social system operate in the shipping company. One, the ship,
is a self-contained community with an .authoritarian, ﬁierprbhical system.
The shipping company conforms in its shore«based system to the structure
of almost any white~collar administrative organization., The two systems
do not share a common set of experiences and behavioural patterns. An
action taken by on; in the normal course of events may have no counterpart
in the activities of other systems.

A person’s occupation defines his role in functions and duties, and
the seafarer's role set is not fully known by shore management, It is at
this junction that conflict arises.27 This problem is a function of size
of a company as well as certainty of operating environment. The seafarer
views changes in the design and trades of the ships he serves on with some
trepidation, since these changes are perceived to involve the obsolescence
of some of his skills, the dilution of other skills, and a demand for new
ones.

The seafarer®s response is to accept these role changes, and we have
seen that acceptance does occur; to leave the company; to adapt to a course
of blocking change on procedural mafterq relating to the running of the
ship; or, finally, to initiate overt conflict over the gedefinition of

the mles. In our discussion of seafarers® trade union activity, we saw

that the last course of action is rarely followed. Seafarers normally

267, Burns and G.M. Stalker (1961), p. 205; also see C. Sofer (1955),
esp. p. 292; R.M. MacIver (1924), pp. 121-2; and A. Btzioni (1960), p. 293,
for a discussion of Weber®s arguments on this point.

27A. ‘Zander, A.R. Cohen, and B. Stotland (1959), pp. 16-17,
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respond to problems of conflict of role definition by either leaving
the company or attempting to block change on procedural grounds.

In Company AA the role structure of the ships® hierarchy was
organized for the carrying of éour mates, as the cargo work required two
mates on deck watch at any one time. PFollowing a time-and-motion study
in 1963, thé fourth mate was withdrawn from certain ships. Within the
next eighteen months, 37% of the junior deck officers had resigned from
the company on the grounds of overwork. Previously, Company AA had a
turnover of about 10% of its junior deck officers in any one year. The
company reinstated the position of fourth mate, but the wastage level in
1969 was still 18% per annum.

All the companies, with the exception of BA and CA, experienced

similar problems following the institution of work measurement or planned

maintenance schiemes. The Merchant Navy Journal noted that the lack of

information available to the ships® crews from the shipping companies
seriously impeded the implementation of schemes relating t; technical
innovation on the ships.zs
The conflict lies in tﬂe definitions of purpose. We said earlier
that the goals of the shipping company are to maximize profit and to
run ships economically. For the seafarer the goals are to operate the
ship safely and skillfully. These goals are not incompatible, but we
have already said that those companies with a relatively high level of
role definition found it difficult to attain a compatibility of goals.
If a ship is to maximize its earning capacity, only a minimum of delay
in passages can be tolerated. However, the International Regulations

for the Prevention of Collision at Sea lay down specific instructions

for ships in bad weather. If a ship's master ignores these iules in

28Merchant Nevy Journal (Winter, 1966), pp. 19, 29.
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order to arrive in port on schedule and his ship is involved in an
accident, he is likely to lose his qualifications and perhaps his life
and the lives of crew members. Yet companies place pressure on seafarers
to disregard regulations and thereby avoid delays.29

The goals of ship operation are transmitted through the socializa-
tion processes of the seafarer, but for some, notably engineer officers
and deck ratings, the commitment to seafaring is short and the socializa-
tion process is incomplete. The movement of seafarers between ships after
voyage and leave periods reduces the cohesiveness of shipboard groups and
the opportunity for teamwork, and prevents communally defined goals and
roles from emerging. This lack of community purpose is shown in Table 9.5
(a and b) and was characterized throughout interviews as being the effects
of the "class" aspect of the shipboard hierarchy. On the ship this leads
to multiple recognition of goals and presents its own problems in dealing
with the shipping company,- reinforcing the power of shore management to
impose conditions upon the ship.

Table 9.5(a). ldentification of common interests between all
officers and ratings.* ' : \

Common Deck Bngineer Catering Deck Bngine
Interests Officers Officers Ratings Ratings Ratings
% % % * %
None 51 73 48 60 90
Few 20 12 26 23 4
Some 22 6 17 11 6
Many 7 9 9 6 - 0
Total % 100 100 100 100 100 -
, N= 86 81 75 116 28
- 29

Merchant Navy Journal (Aytumn, 1968), p. 13.
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Table 9.,5(b). Identification of common interests between
officers and ratings of Companies AB, BB,
and CB (mechanistic form of company structure).*

Deck Bngineer Caterxing Deck Engine

(I:q:mon ¢ Officers Officers Ratings- Ratings Ratings
nterests % % % % %
None 63 90 54 73 92
Few 24 8 26 19 9
Some 11 1 16 7 0
Many 2 1 4 1 0
Total % 100 100 100 100 101
N = 46 47 32 55 12

*Based on questions 45 and 46 in Questionnaire 3.

In our discussion we have illustrated the argument with examples
drawn from interviews with officers and data from officers! employment
sources. The ratings are equally involved in the conflict between ship
and shore, although their reaction tends to be more diffuse since they
are not usually employed by just one company. As Merton has stated,

Men respond not only to the objective features of
a situation but also, and at times primarily, to
the meaning this situation has for them, and once
they have assigned some meaning to the situation,
their consequent behaviour and some of the con-
sequences of that behaviour are determined by the
ascribed meaning.3°

When conflict arises between ship and shore management, it brings
into question the relationship of the rating and the officer. 1In

these situations the rating can play the goals of the officer against

those of the company and seek to maximize personal role definition by
doing so.31 |

Role strain is thus shown by the degree to which common interests
are recognized and accommodated in the performance of roles. If there

is difficulty in reaching a satisfactory role definition, the reaction

of the seafarer will be one of withdrawal from the company or to a role

30R.K. Merton (1948), Pe. 194,

31g.c. Homans (1961), p. 49; G.M. Sykes (1964), p. 48.
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bounded solely by occupational or professional norms. Neither of these
positions is of assistance to the shipping company. Withdrawal from the
company means the 1o8s of skilled manpower to another Eompany, or in the
case of officers, a loss of trﬁined manpower from the industry. The
withdrawal ¢o professional norms emphasizes the values of responsibility
and skill amongst the seafarers and provides a common front in the form

of hostility toward the functionaries of shore management.

The Rewards of Seafaring as an Occupation

In the last section we suggested that when the goals of the shipw-as-
organization and thg company do not coincide, role strain would result
and that it would be manifested in the degree of interests shared between
members of the ship's crew and in overt expressions of hostility and
conflict with management ashore. When the rewards of the occupation are
worthwhile, however, conflict can be managed., The conflict between the

goals of the ship as a subsystem of a company and the goals of that

company will determine the level of the seafarer's satisfaction or alienation,

The rewards of seafaring fall intwo two groups which will be termed
generalized rewards and tasks rewards. The rewards hierarchy is wellw-
defined in the seafarers’ own assessment of their roles, and monetary
reward was always discounted from being a major factor in the reasons for
;taying at sea. It ranked fourth in the group of gengralized rewards in
Table 9.6, The reality of these rewards as seen by the seafarer and by
shore management is, of course, the décisiée factor. The perceived rewards
depend on the social interpretation current amongst the actors involved.

If the relationship is to be stable, hiffergnces in power avaiiable to one
side or the other must be minimal, and mutual dependence on the accomplish-
ment of the goals of the ship-as-organization and the éompany must be

acknowledged.




Table 9.6, Perceived rewards of seafaring as an occupation.

rréeneral Rewards Task Rewards Rank Order
*Non-routine life *Skill recognition 1
Travel *Problem-solving 2
Open-air life *Work satisfaction 3
Well paid #Responsibility 4
*Meet new people *Status through skill 5
Generéus holidays 6
*viewed by seafarers in the relatively organismic companies
as crucial to their role definitions and as legitimate
areas of activity for their control.

Worthy noted that
Where jobs are broken down too finely we are more
likely to have both low output and low morale.
Conversely, the most sustained efforts are exerted
by those groups of employees who perform the more
complete sets of tasks and these likewise exhibit
the highest levels of morale and esprit de corps.
We have seen that the levels of satisfaction relate to the degree of
ihnovation and then to the degree to which the seafarer’s role is defined.
Alienation, on the other hand, is a function of the conflict between
seafarer and company. It involves the remoteness of the seafarer from
shore life and from normal community life; remoteness from the control
of the operating policies for the ship; and the apparent disregard of
seafarers® physical needs in the planning of the ship.
Some companies' lack of concern for the seafarers® conditions of
work was shown unwittingly by the Owners® Chairman of the Joint Officers
Panel of the National Maritime Board when he discussed the hours worked

by ships?® officers each week:

325.c. Worthy (1950), p. 174; also see B. Fromm (1941), p. 60.
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While some officers may well be required to work
above the average number of hours (68 per weeE]

I think that the position varies to a considerable
extent according to trade, but not all officers are
required to work more than average hours, and indeed
in my view there are quite a number who might well
be working less.33

Blauner defined alienation as powerlessness, meaninglessness,
isolation, and self—estrangement.34 We have discussed the limits of power
available to the seafarer and the problems of isolation in Chapter VI.
The problems of meaninglessness and self-estrangement are aspects of the
reward system, and a positive relationship exists between them and
problems of ship and company conflict.

The companies that were preferred by the seafarers had an organismic
structure compared to similar companies which were not so preferred. 1In
Table 9.6 we noted those rewards which seafarers in the organismic com-
panies thought were crucial to their role definitions as seafarers and
were legitimate areas of activity for their control. In the companies
with the more mechanistic structure, these rewards were not available in
the majority of cases because the campanies encroached upon the role
definition of the seafarers in the work situation.

Satisfaction and alienation are phrased in terms of control of
operations by the company. Wheri, a8 in the case of Company CA, the
management ashore goes to great lengths to brief and consult with sea-
farers, a higher level of satisfaction results in spite of poorer operating
and living conditions than as in Company AB, which briefed and consulted
through its official channels:

We believe that it is more important to let our chaps
know what we are doing so we send a circular each month
to all the masters letting them know where thF ships
are, what the schedules are, and things like that.

(bo you or one of the other managers visit the ships
or meet the crews?] No, I am too

33Merchant Navy Journal (Suymmer, 1966), p. 14.
34

R. Blauner (1964), pp. 2-3;. ch. 2.




busy obviously to visit the ports although 1
would like to. Ships' mattfers are handled by
the manager of the marine department and by
our marine superintendents.35

The practice in this company for the past few
years, since the War in fact, has been for the
Engineer Superintendent and the office junior

to visit the ship on arrival and departure from
a local port. They conduct the business neces-
sary and give the Master his inatructions for
the voyage. We are in touch with the ship by
letter and telex, and of course, the Master has
a copy of our Order Book. [Do you or one of the
other managers visit the ships or meet the crensﬂ
Good heavens, no. Why should I? If I want to 36
see an officer we ask him to come here to see me.

Seafarer and Community

In the preceding discussion we have been concerned with the rela-
tionship of the seafarer to his workplace. We shall now look at the
seafarer®s relationship with the community. One of the most important
aspects of the seafarer®s career is his adaptation to life on board the
ship, and a feature of the expgrience of the Merchant Navy has been a
growing rate of wastage in recent years. Some of this growth can
be ascribed to shorter voyages which increase the opportunity to leave
the ship and not return to sea.

However, we are concerned with the problem of the reality of the
role of the seafarer both in relation to tﬁe ship and to the community.
We believe that when the seafarer finds it difficult to reconcile the

" goals of the sﬁip with those of the community, he will experience role
strain or, loosely, anomie, which will be resolved in one of two ways.
The seafarer will leave the occupation, or he will remain and reject the

normative patterns of the community ashore.

3SResearch Notebook 2, Interview with Director, Company AB,

36Research Notebook 2, Interview with Manager, Marine Department,
Company AB,
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Palmer has held that there is little correlation between liking a
job and staying in it. She has suggested that after the age of 35, the
worker’s job experimentation ends and settled work patterns are estab-
lished. Implicit in this argument 1s.the.workers' search for satisfactory
social relationships.37 For seafarers, life in the.Merchant Navy is
very rewarding at first. The ship is a new and strange environment, and
travel and responsibility for tasks are part of the way of life. As the
seafarer matures, he finds that he has grown out of his community ashore,
and where formerly he had many friends and acquaintances who were
interested in his adventures, these too have grown up and settled down.

In addition, the excitement of travel has worn off; one port looks much
like another, and thé seafarer has little opportunity to meet and know
persons from other walks of life.

When the seafarer went to sea, he was socialized into a unique form
of industrial community. Like other societies, the seafaring community:
expects a commitment to the sea from all of its members and requires a pattern of
behaviour imposing numerous rules to ensure conformity. The purpose of
this can be said to exclude spontaneous action or outstanding achievement;
in other words, it is necessary to pecome a member of the'group.38

The goal of the ship-as~community is to train young entrants for a
life at sea and to socialize them 1n£o a community in which they would
never want so long as they remained at sea. Many of the responsibilities
of life ashore ~- the need for accommodation, for example =~ are taken
from the seafarer as long as he is afloat. One task of the ship, there-
fore, is simples it i3 to provide all the necessary life amenities in

exchange for a particular work pattern and skills. At the same time the

37G.L. Palmer (1957), esp. pp. 20-26.

38y, Arendt (1958), esp. p. 40; A. Kornhauser (1954), p. 67;
V. Aubert (1969).
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seafarer enjoys a freedom of access to the occupation whenever he wishes.
Thus, life at sea and life ashore become polarities for the seafarer;
the former is undemanding, secure, and relatively tension free, yhilst
the latter demands commitments, is insecure and is fraught with problems
of adjustment. The extreme between ship and shore becomes a problem of
role identification, of divisions between ship and shore activities.
Saenger and Fldwerman have pointed out that the discrepancy between
stereotype and reality is one of personality.39 The authoritarian
personality, in their estimate, relies more on the learning process than
on experience and will persist in an endeavour when others have decided
to leave.

We have seen that those who stay at sea fall into three groups.
There are those seafarers who have not left the sea because of the lack
of employment opportunities or other .shore.pressures such as the need
to support a family, and they remain at sea because they are economically
secure. The group accounts for almost 40% of our sample. A second group
. are those who remain at sea because they are unable to cope with the
pressures of shore life. This group in the sample accounted for half
of the seafarers remaining at sea. The third group of career seamen
were those who genuinely liked the occupation., This group of men were
found primarily in the companies with an organismic structure and were
distinguished by the fact that they engaged in hobbies or other forms
of adaptive behaviour.

The seafarers who leave the occupation, and in this sample those
who said they were going to leave, were concerned with the increasing
difficulty of adapting themselves to life ashore during leaves and study

periods. As we noted, boredom is one of the major problems facing the

39G. Saenger and S. Flowerman (1954).
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seafarer; life especially in Companies AA, AB, and CB was routine and
little initiative could be exercised or adaptive behaviour indulged in.
Marriage played little part in the assessment of reasons for going
ashore, and only 22% of all the seafarers interviewed mentioned marriage
or their family as a primary or secondary reason for leaving the occupa-

tion.

Summary

In our discussion in this chapter, it is apparent that the promises
held out to the entrant by the stereotype of the occupation rapidly
become devalued. The possibility of true responsibility and adventure:

are no longer part of seafaring today, and consequently, the seafarer

becomes alienated from his occupation. If he is working for a company

" .with a moderately certain environment and one which is engaged in rela=

tively non-specialized trade, he will enjoy greater job satisfaction and
will be more likely to remain ﬂt sea. Moreover, the possibility of using
his abilities to the full is greater in this form of company than in the

others in the sample.




CHAPTER X

CONCLUSTONS

This study set out to look at the social structure of ships’ crews
in relation to their organization and environment. We looked at -the
role of the seafarer in terms of contingency theory and said that this
was a concern with the way in which the internal states and processes of
an organization are contingent upon the external requirements of the
organization's environment and the needs of its members. |

A study of this nature requires a considerable data base if it is
to be of use. Although much has been written about seafarers and the
sea, very little material of a sociographic nature was available when
the study was started in 1967. Owing to this lack of data, the earlf
part of the study was spent collecting and analyzing data about the sea-
farer and the ship-aswa-wcommunity. PFrom the information gathered about
seafarers and their life on board ship, we have attempted to synthesize

the contingency theory outlined above.

The Reality of Seafaring

The ship as a workplace is marked by a canfusion of roles in a rigid
and authoritarian-based hierarchy. As in Goffman®s total institution,
every seafarer has his place, a specific role, and a defined system of
behaviour. This rigidity of form coupled with the legal framework of
the Merchant Shipping Acts of 1894 and 1906 created a situation at the
time of the study in whiéh companies and seafarers were largely bound

by the traditional methods of operation. Management was very conservative,
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and in the cargo companies, highly bureaucratic. The winds of change in
the management of shipping have blown away many of the practices of the
pre=Rochdale period, but the memory of these remains and colours the sea-
farer®s assessment of his own and others®' behaviour. Particularly, a
structure remains created by the craft of seamanship and ship handling; a
structure of skills and values which is taught to every seafarer in his
training school and nautical college, and is generally irrelevant on the
modern ship which requires the service of technicians on fﬁe one hand and
manual labourers on the other.

This poses problems for the seafarer's own esteem, For the officer,
the knowledge and training formerly required are no lohger adequate or
have been expanded. However, most officers have completed their training
by the gge of 28 and have little opportunity for a Systematic upgrading
of their skills. PFor the ratings, a devaluing of skills has taken place.
Few of the "sailorizing" tasks are left on the ship, and the chances to
display or learn skills are fast disappearing.

The efficiency of the ship depends upon the coordinated skills of all
crew members which requires a community of effort and shared goals. Yet
fhe authorifarian hierarchy of the crew still pervades, and as a result,
this community is rarely found except when a crew has sailed together for some
time, as in the case of the crew of Ship "X." Out-of-date equipment on
older ships leads to comparisons between the lot of different groups of
seafarers. The ratings in the.sample felt that these comparisons con-
firmed their beliefs that they were "second class"™ citizens in the sea-
faring world. 'This belief was directed largely at the officers, the
majority of whom (71%) were unaware of the ratings®' feelings because the

two groups led separate, compartmentalized lives.
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The Images of Seafaring

The images of seafaring are gained through the mass media and through
relationships with others. The stereotypes of occupations are based upon
the perceptions of others. Since seafaring, by its nature, is carried
on beyond the ken of the population, this leads to impressions based on
information that can only be second hand. For the recruit to the occu-
pation, a measure of culture shock invariably follows entry, and nearly
a third of all recruits leave the industry before the end of their first
year at sea,

For those men who stay at sea, a problém arises of adjusting the
stereotype to the reality of the shipboard experience. It is difficult
for the seafarer to model himself on the behaviour of others significant
to his knowledge of, and socialization into, seafaring because the
voyages are so0 short and the turnover'frequent on any one ship or on
subsequent voyages. Consequently, the imperfect stereotype can only be
handled within an authoritarian frame which ensures, through the use of
sanctions, that seafarers conform to what is considered appropriate
behaviour.

Thé stereotype is dysfunctional on the ship, but it remains the only
way of integrating the seafarer into the community ashore, and although
adjustments are made in the community®s attitudes to seafarers, it is
still véry difficult for a true image of the modern seafarer to emerge.
The seafarer conforms to the community stereotype when ashore in order
to fit in, and thus to display appropriate forms of behaviour. Since
the majority of seafarers are young, the patterns of behaviour called
for by the stereotype are accepted by the seafarers as a test of their

manliness as well as a way to release tension caused by the authoritarian

discipline of the ship.
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The quality of shipboard life and the stereotypical images ashore
result in anomalies in behaviour and contribute to the role strain ex-
perienced by the seafarers. The role strain comes about because of the
constraint between the two spheres of life and the need to adjust

behaviour accordingly.

The Officers

In our diséussion of officers it became apparent that significant
differences existed in education, socioeconomic background, and value
system of the deck officer and the engineer officer who entered after a
shore apprenticeship. The engineer officers who had served their ap-
prenticeship at sea (9% of all engineer officers) did not differ signif-
icantly from the sample of deck officers. In the sample the deck officer
tended to be grammar-school educated and had specialized in nonwescience
subjects.: He came from a predominantly lower-middle=-class background
and saw the sea as offering a secure career that would give him personal
status ashore and afloat. He tended to identify with the goals of the
ship and shipping company, and was vﬁlnerable to the problems of role
strain.

The engineer officer came from an educational background of secondary
modern schools and technical colleges, and his family were predominantly
skilled, blue-collar workers. There was a preponderance of engineers
from the depressed regions of onm about a third had-served their ap-
prenticeships in shipyards. The engineer officer looked upon seafaring
as an interlude in his work life, as a chance to spread his wingsand to
travel, The commitment to life at sea, then, was minimal, and values

expressed were those of group membership based on a skill hierarchy.

The engineer officer had considerable difficulty in adjusting to shipboard
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1ife styles and to officer status. Clashes with other members of the
crew, especially the catering department, over appropriate behaviour
were numerous and served to emphasize the lack of socialization amongst
the members of this group.

Both deck and engineer officers found it necessary to reinforce their
authority and status by stressing their power over other members of the
crew. There were, however, different reasons for this behaviour. The
engineer officer, and particularly the junior engineer, was unsure of
his role as an officer and was sensitive to any behaviour considered to
be slighting. The mate was sure of his behaviour as an officer, but was
conscious ‘of the diminishing level of his authority and responsibilities
as more of his tasks were transferred to or directed by shore management.
His actions were aimed.at blocking the loss of status by demonstrating the
need for his role, and by implication, thé need to preserve thg status quo
in the hierarchical systems on the ship. By doing sa, the mates lessened
the likelihood of innovative behaviour, and in the long term, their own
job satisfaction.

On several ships close cooperation between company and seafarers had
replaced the emphasis on the purely professional and ship-bperating goals.
These companies displayed an organismic structure in their shore organi-
zation and encouraged a similar, flexible approach to task accomplishment
on board. Patterns of authority were created which differed for work
tasks and workplaces but were centred on skill and merit. A dysfunction
arose because of the discrepancy between the organismic approach and the

socialization patterns,

The Ratings

With the exception of the engine-room ratings, all the sampled had

entered the industry between the ages of 16 and 17%. All were drawn from
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a similar background of secondary school education and working-class
families. Catering ratings were better educated; they held a higher
proportion of school leaving certificates than other groups and had a
significant number of Qeafarers from families engaged in service or white-
collar occupations. They were also distinguished by being virtually
autonomous in the execution of their tasks and by having the heaviest
physical work load of all seafarers. Many of these men entered the
industry because they saw it as a means of furthering their education
and achieving officer status.

The deck ratings were more outgoing and lived and worked as the
largest group of seafarers on board ship. As a result, primary group
formation was relatively frequent, and a higher level of satisfaction-
of social needs was reached than amongst any of the other groups. Deck
r;tings came from predominantly seafaring neighbourhoods such as the
Hessle Road area in Hull and the Scotland Road-Dingle areas in Liverpool,
and stereotypical behaviour was in greater evidence than amongst the

other groups. These men had few, if any, skill components in their work

with the general shift of rigging operations to shore establishments,

and older deck ratings bitterly resented such actions.

The engine~room ratings were notable for the large number of men who
had entered the industry because they were unable to get work elsewhere.
They had a broader range of experience than any of the other groups, and
tended to stay at sea for a much longer period. PFew of them came to the
Merchant Navy for adventure; rather they joined for a job. In the work-
place and in the social 1ife of the ship, they were isolated, and this
isolation was reflected in their attitudes toward the engineer officers,

their unions, and the company.




The authoritarian hierarchy of the ship engendered a great deal of
hosiility amongst the ratings, as they regarded themselves to be at the
bottom of the ladder with little possibility of redress for wrongs,
whether real or imagined. They were very conscious of the need for an
effort bargain on the ship which would guarantee their rights and provide
a measure of control over their work situation. This bargaining element
produced severe difficulties within the social system of the ship, as it

was, and is, not & recognized manner of handling group relations.

The Seafarer in Society

Nearly two-thirds of all seafarers interviewed had relatives who
were or had been at sea, In spite of this family knowledge of the strains
which seafaring places on family life, the married seafarers were as likely
to make the sea their career as any of the single men. The determining
factors were the relationships within the kin group. When the wife of a .
seafarer was able to enter into a supportive relationship with a relative
living nearby, the pressure on the seafarer to go ashore to work was con-
siderably reduced, especially for deck officers and deck ratings.

Before marrying, the majority of these wives had enjoyed occupational
or professional independence and were able to look after their families
and themselves for periods whilst the husband was at sea. The deck
ratings married women from their own or a similar community and were able
to remain within the supportive web of the community.

In the wider society the seafarer, for obvious reasons, played
small part in normal community relationships. His sense of isolation was
heightened by this and was reduced through the mechanism of conspicuous

consumption, by means of which he sought to reinforce his status in the
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community. In matters in which the seafarer could take part and affect
his own life, he involved himself only slightly. The most important of
these areas was his membership in a trade union.

All the ratings in the sample belong to the National Union of Seamen
because of the closed shop operated in the Merchant Navy. Of the officers,
85% bélonged to the Merchant Navy and Airline Officers' Association. Only
a few of these men were at all active in union affairs, and the majority
felt that union membership was not useful because the unions were thought
to be in the pockets of the shipping companies. As a result, the sea-
farers did not make use of their major tool for handling the problems and
difficulties of life on board ship, and opportunities for meaningful
participation in the workplace were often lost.

£

The Shipping Company and the Ship

Let us turn our thoughts to the shipping companies and the industrial
enviromment of the seafarer. In the discussion of shipping companies, a
continuum of certainty/uncertainty of enviromment was derived. This con-
tinuum related to the size of the company, the nature of its trading
patterns, and to the degree of specialization of its ships. Those com-
panies at the poles of the continuum displayed systems that were highly
bureaucratic, whilst the companies in a moderately certain operating
environment were relatively flexible in £heir systems of management and
approached the organismic form of consultation and innovation.

In the groupings of companies it was discovered that the companies
preferred by seafarers as employers were relatively organismic, since
they afforded opportunities for innovation and job satisfaction that were
not available in the other companies. These prefetench weré reflected

in lower wastage and deviancy rates.




Although role strain was heightened in coping with less certain -
relationships on the ships with a lesser emphasis on the authoritarian
structure, these crews coped more successfully with the requirements
of ship-operating goals than the crews on the other ships. The principal
problem for the crews was created by the occupational stereotypes, for
they affected the role performances and the coping activity required of
ships operating in a changing enviromment. The stereotypes were func-
tional, however; they reinforced the mechanistic system of the ships
and companies which operated in very certain or very uncertain environ-

ments.

Summary

Our concern has been to demonstrate the relationship between the
seafarers in the crews of British dry-cargo ships, their industrial
organization, and their social environment. We have seen how these three
elements of a social system interact at different levels, and how varia-~
tions in any of them affect the others. The industry must grapple with
this set of relationships in the years ahead as the 1970 Merchant Shipping
Act and the increasing size and automation of ships affect seafarers
and shipping companies,

In this study we have developed some ideas about differentiation
and integration from the work of Lawrence and Lorsch and that of Btzioni,
The major conclusion that can be drawn is that those shipping companies
and théeir subsystems, the ships, which have a relatively organismic
approach to management and operations are perceived by seafarers as
affording greater job satisfaction. In our sample we.discovered that

the preferred companies displayed higher levels of integration than

359



360

companies that were not preferred by seafarers, and that this integration
gave the seafarers iﬂc:eased opportunities for innovation because it was
accompanied by relatively low role definitions.

We can also conclude that companies operating in very certain or
very uncertain environments will tend to stress the formal structure of
the organization and the processes of differentiation. With the large
cargo-liner groups operating in very certain trading enviromments, this
differentiation reflected the companies' tendency to standardize pro-
cedures in order to assure standard performances from the ship-as-
subsystems. The companies operating in a totally uncertain enviromment
also used bureaucratic procedures, but this was done in an attempt to
reduce the level of ;ncertainty in environment and was dysfunctional,
since the seafarers perceived these procedures as inappropriate.

This study of the sociﬁl structure of ships' crews touched on some
aspects of the social organization of the maritime community. It has
become apparent during the course of the research that a limited study
such as this one only scratches the surface of a multitude of areas of
interest to the social scientist. It is hoped that further studies
will follow, particulary of the impact of changing technology upon the
.seafaring occupation, and of the seafarer’s faqily. The application of
the contingency theories of Lawrence and Lorsch and of others in this
study has shown that information concerning the external environment of.
an occupation and its milieu can provide useful sociological explanations
of behavioural forms. The only drawback to such a conceptual framework
is that it generates a great deal of information, and consequently,
designs for research must concentrate on both qualitative and quantita-

_ tive analysis. However, this opens the possibility of developing compara-

tive studies of organizations and occupations which are truly comprehensive.




BIBLIOGRAPHY

Abel, T. (1951). ™The Sociology of Concentration Camps,™ Social Forces
30, 150=55. .

Adler, A. (1946)., Understanding Human Nature, New York: Greenberg
Publishing Corporation. :

Albrow, M. (1970). Bureaucracy. London: Pall Mall Press.

Alsted, G. (1954). "The Sociﬁl and Public Health Aspect of Peptic
Ulcer,” Gastroenterology, 26:2, 268-87.

- Andersen, R., and C. Wadel, eds. (1972). North Atlantic Fishermen.
St. John's: Memorial University of Newfoundland.

! Anderson, B.N., Jr. (1970). ™The Floating World of Castle Peak Bay.™
Anthropological Studies Series. Washington, D.C.: American Anthro-
pological Association.

Anderson, B.W. (1959). "Mental Health Problems of Seamen in the Merchant
Marine.” WHO Conference Report: Health and Welfare of Seafarers,
Regional Office for Burope. Marseilles: World Health Organization.

Anderson, N. (1961). Work and Leisure. London: Routledge and Kegan Paul.

Arendt, H. (1958). The Human Condition. Chicago: University of Chicago
Press. '

Arner, O. (1970). ™The Role of Alcohol in Fatal Accidents among Seamen.™
Paper presented at the Third International Conference on Alcoholism
and Addiction, Cardiff,

Aubert, V. (1965). The Hidden Society. Totowa, New Jersey: Bedminster
Press,

(1969). Rlements of Sociology. Totowa, New Jersey:
Bedminster Press. )

Aubert, V., and O. Arner (1958/59). ™On the Social Structure of a Ship,”
Acta Sociologica, 3, 200-19. '

Baddeley, S. (1969). "Design of Shipboard Socio~technical Systems.”
A paper presented to the Industrial Sociology Section, British
Sociological Association.

Bakke, B.W. (1950). The Bonds of Organization. New York: Harper Bros.

Baldamus, W. (1951), "Types of Work and Motivation,” British Journal
of Sociology, 2.

(1961), Bfficiency and Bffort. London: Tavistock Publications.

Bales, R.F, (1950). ™A Set of Categories for the Analysis of Small Group
Interaction,™ American Sociological Review, 15:2, 257-63.

Barclay, R.W., and E.A, Gray (1958), "Health Problems of American Seamen
as Measured by Hospital Statistics,” Public Health Report, 73, 7.




362

Barna, T. (1961). A Study of Investment of British Industrial Firms.
London: National Institute of Economic and Social Research.

Barth, F. (1966). "Models of Social Orgunizution." Occasional Paper
No. 23, Royal Anthropological Institute (London).

Beattie, W.M., Jr. (1950). "The Merchant Seaman." M.A. d;ssertatxon,
University of Chicago.

Becker, H.S., and A.L. Strauss (1956). "Careers, Personality and Adult
Socialization,™ American Journal of Sociology, 62:3, 253-63.

Behrend, H. (1957). "The Effort Bargain," Industrial and Labor Relations
Review, 10:4, 503=15,

Bendix, R. (1960). Max Weber, An Intellectual Portrait. London:
Heinemann.

Bennis, W.G., N. Berkowitz, M. Affinito, and M. Malone. (1958). ™"Authority,
Power, and the Ability to Influence,” Human Relations, 11:2, 143-55.

Bernstein, B. (1959). ™A Public Language,” British Journal of Sociology,
10:4, 311-26. .

(1962). "Social Class and Linguistic Development,”™ in
A.H.Haisey, J. Floud, and C.A. Anderson, Bducation, Economy and
Society. New York: The Free Press.

Bierstedt, R. (1950). "An Analysis of Social Power,” American Sociological
Review, 15:6.

Black, S.A.B. (1945). ™"Crew Accommodation in the Merchant Navy," Public
Health (London), 58, 40-3.

Blake, R.R., and J.S. Mouton (1964a). The Managerial Grid. Houston,
Texas: Gulf Publishing Company.

(1964b). Managing Iﬁtergroug Conflict in Industry. Houston,
Texas: Gulf Publishing Company.

Blane, G. (1785). Observations on the Diseases Incident to Seamen.
London: Joseph Cooper. '

Blau, P.M. (1957). "Formal Organization: Dimensions of Analysis,”
American Journal of Sociology, 63:1, 58=70. .

Blau, P.M., and W. Scott (1962). Formal Organizations. San Francisco:
W. Chandler. o .

Blauner, R. (1964). Alienation and Preedom: The .Factory Worker and His:
Industry. Chicago: University of Chicago Press.

Board of Trade (1937). Instructions on the Survéz of Master's and Crew
Space. London: H.M.S.0. ’

Bott, B. (1957). PFamily and Social Network. London: Tavistock Publications.

Braceland, F.J,, and H.P. Rome (1946). "Problems of Naval Psychiatry,”
War Medicine, 6, 217-20, '

Brassey, T. (1877). British Seamen. London: Longmans, Green and Company.




363

Breijer, H.B.G. (1951). ™The Male Nurse,™ Acta Leidensia, 23, 36.

(1957). "Medical Services on Board Ship," Acta Leidensia, 26,

38.

British Shipping Federation (1967). Passport to Adventure. London:
British Shipping Federation. '

Brotz, H., and E.K. Wilson (1946). "Characteristics of Military Society,"
American Journal of Sociology, 51, 371=5.

Brown, R.K. (1967). ™"Research and Consultancy in Industrial Bnterprises:
A Review of the Contribution of the Tavistock Institute of Human
Relations to the Development of Industrial Sociology," Sociology,
1:1, 33-60. '

Brown, R;K;;.and'P. Brannen (1970). "Social Relations and Social Perspective
amongst Shipbuilding Workers,™ Sociology, 4:1, 71-84; 4:2, 197-212.

Brown, R.K., P. Brannen, M. Samphier, and J. Cousins. (1970), "Craft
Administration in Shipbuilding.”™ A paper presented to the British
Sociological Association.

Brown, W. (1960). Bxplorations in Management. London: Heinemann.

Brun-Guldbrandsen, S., and O. Irgens~Jensen (1967). "Abuse of Alcohol
among Seamen,” British Journal of Addiction, 62, 19-27.

: (1964). Alkohol Misbruk Blant Unge Norske Sjgmenn. Oslo:
Universitetsforlaget.

Burnett, J. (1968). Plenty and Want. Harmondsworth: Penguin Books.

Burns, T. (1955). "The Reference of Conduct in Small Groups,”™ Human
Relations, 8, 467-86.

Burns, T., and G.M. Stalker (1961). Management of Innovation, London:
Tavistock Publicat ions.

Burow, F.P. (1943). "Fluctuation of Venereal Disease Incidence among
Alien Seamen,™ Venereal Disease Information, 24, 45-6.

Campbell, D.T., and J.H. McCormack (1957). ™"Military Bxperience and
Attitudes towards Authority,” American Journal of Sociology, 62:5,
482-90.

Carr, G.J. (1945), "Health Problems in the Merchant Navy,”" British
Journal of Industrial Medicine, 65-73.

Chandler, G. (1960). Liverpool Shipping: A Short History. London:
Phoenix House.

Clark, K. (1953). ™Desegregation: An Appraisal of the Bvidence,” Journal
of Social Issues, 9:2,

Collingridge, N. (1894). ™Practical Points in the Hygiene of Ships and
Quarantine,™ Lancet, 1111-14,

Cooley, C.H. (1962). Social Organization. New York: Schocken Books.

Coombes, W.H. (1926). The Nation's Key Men. London: MacGibbon and Kee.




364

Cove, J. (1970). ™Technological Adaptation in a Cornish Fishery." Seminar
paper presented at the University of Wales Institute of Science and
Technology, Cardiff.

(1971). ™A Comparative Approach to Decision-Making: Risk-
Taking by Fishing Boat Captains in Two Canadian Pleets.” Ph.D.
dissertation, University of British Columbia.

Cressey, D.R., and W. Krassowski (1957). "Innate Organization .and Anomie in
American Prisons and. Soviet Labor Camps,"™ Social Problems, 5, 217=30,

Curran, D. (1943). "Note,™ Proceedings of the Royal Society of Medicine,
37’ 65-66.

Dahl, R.A. (1957). "The Concept of Power,"” Behavioral Science, 2, 201-15.

Dahistrom, B. (1966). ™"Bxchange, Influence and Power,” Acta Sociologica,
9, 237-84.

Dana, R.H. (1909). Two Years Before the Mast. New York: P.PF, Collier,

Davies, B.I. (1933), ™"Deaths of Retired Merchant Seamen,”™ Lancet, 2, 371.

Davis, A.XK. (1948). ™"Bureaucratic Patterns in the Navy Officer Corps,™
Social Porces, 27, 143-53,

DeFleur, M.L. (1964). "Occupational Roles as Portrayed on Television,”
Public Opinion Quarterly, Spring.

deHartog, J. (1966). The Call of the Sea. New York: Atheneum Press.

de la Varende, J. (1955). Cherish the Sea. trans. M. Savill. London:
Sidgewick and Jackson,

Dennis, N., F.M. Henriques, and C. Slaughter (1957). Coal Is Our Life.
London: Byre and Spottiswoode.

Devlin Report (1965). Final Report of the Committee of Inquiry into

 Certain Matters concerning the Port Transport Industry. Cmnd. 2734.
London: Houos .0.

deWalden, K.T., and R. Dolmierski (1970). *Analysis of Fatal Accidents among
Sailing Crews on the Basis of Mateiials from the Marine Chamber in the
Light of Psychoprophylaxis,” Bulletin of the Institute of Harine Medicine
(Gdansk), 21:3, 4; 117=26,

Dornbusch, S.M. (1955). "The Military Academy as an Assimilating Insti-
tution,” Social Forces, 33, 316=21.

Dubin, R. (1958). - The World of Work. Englewood Cliffs, New Jersey:
Prentice-Hall.

(1963a). "Power, Function and Organization,” Pacific Sociol;gical
Review, 6:1, 16=24.

(1963b). ”Industriul Workers® Worlds: A Study of the Central Life=
Interests of Industrial Workers,” in E.O.. Smigel, ed., Work and Leisure.
New Haven, Connecticut: College and University Press.

Duncan, P. (1963). ™Conflict and Cooperation among Trawlermen," British
Journal of Industrial Relations, 1:3, 331-47,

Durant, R. (1939). Watling: A Survez of Life on a New Hbusing Bstate.
London: P.S. Iing.

S




365

Durkheim, B. (1947). Division of Labor in Society. Trans. G. Simpson.
Glencoe, Illinois: The Free Press.

(1948). BElementary Borms of Religious Life. Trans, J.W. Swain.
Glencoe, Illinois: The Free Press.

(1950). The Rules of Sociological Method. Trans. G. Catlin.
Glencoe, Illinois: The Pree Press.

(1951), Suicide. Trans. J.A..Spaulding and G. Simpson.
New York: The Pree Press.

(1956). Bducation and Sociology. Trans. S.D. Fox, New York:
The Free Press.

Bisenstadt, S.N. (1954). ™"Studies in Reference Group Behaviour," Human
Relations, 7:2, 191-216.

Blden, R.M. (1962). .Ship Management. Cambridge, Maryland: Cornell
Maritime Press.

Bllis, R.,P. (1948). '"Victuals and Ventilation and the Health and Bffi-
ciency of Seamen," British Journal of Industrial Medicine, 5, 185-97.

Engels, F. (1971). "Crime and the Conditions of the Working Class," in
B.G. Carson and P. Wiles, eds., Crime and Delinquency in Britain.
London: Martin Robertson and Company.

Btzioni, A. (1960). "Two Approaches to Organizational Analysis: A
Critique and a Suggestion," Administrative Science Quarterly, 5.

(1961). A Comparative Analysis of Complex Organizations.

New York: The Free Press.

Bvan, W.M. (1962). "Due Process of Law in Military and Industrial
Organizations," Administrative Science Quarterly, 7:2, 181-207.

Bvang, K. (1951). ™"Health and Welfare of Seafarers,"” International Labor
Review, 63:1, 1-23,

Fanon, F. (1965). The Wretched of the Barth. London: MacGibbon and Kee.

Festinger, L. (1954). ™A Theory of Social Comparison Processes,” Human
Relations, 7:2, 117-40,

(1969). "Cognitive Dissonance,” in G, Hardin, ed., Science,
Conflict and Societx. San Francisco: W.H. Freeman and Company.

Festinger, L., dnd J.M. Carlsmith (1959). ™Cognitive Consequences of

Forced Compliance,™ Journal of Abnormal and Social Psychology, 58:2,
203-10 )

Pishman, J. (1956). "An BExamination of the Process and Function of Social
Stereotyping,™ Journal of Social Psychology, 43, 27-64.

Flanders, A. (1968). Trade Unions. 7th ed. London: Hutchinson,




366

Pleishmann, E.A., B.PF. Harris, and H.B. Burtt (1955). "Leadership and
Supervision in Industry."” Bureau of Bducational Research Monograph,
Ohio State University, Columbus.

Foot, P. (1967). ™"The Seamen's Struggle,” in R, Blackburn and A. Cockburn,
eds., The Incompatibles. Harmondsworth: Penguin Books.

Foote, N.N., and P.K. Hatt (1953). ™Social Mobility and BEconomic Advance-
ment ,” American Bconomic Review, 43:2, 364-78.

Foulser, G. (1961). Seaman's Voice. London: MacGibbon and Kee.

Frankenberg, R. (1966). Communities in Britain. Harmondsworth: Penguin
Books.

Freeman, F.D. (1948). "The Army as a Social Structure,” Social Forces,
27, 78-83.

Pricke, P.H. (1971). "The Social Role of the Naval Architect," Shipping
World and Shipbuilder, May.

(1973). Seafarer and Community. London: Croom=Helm.

Friedman, B.A., and R.J. Havighurst (1954). The Meaning of Work and
Retirement. Chicago: University of Chicago Press.

Fromm, B. (1941). Bscape from Freedom. New York: Avon Books.
(1962). Beyond the Chains of Illusion. New York: Pocket Books.

Galbraith, J.K. (1964). The Affluent Society. Harmondsworth: Penguin
Books.

(1969). The New Industrial State. Harmondsworth: Penguin Books.

Gellman, I.P. (1964). .The Sober Alcoholic. New Haven, Connecticut:
College -and University Press.

Goffman, B. (1961). Asylums. Garden City, New York: Anchor Books.

Goldthorpe, J.H. (1959). *Technical Organizations as a Factor in Super-
visor-Worker Conflict," British Journal of Sociology, 10:3.

Goldthorpe, J.H., D. Lockwood, F. Beckhofer, and J. Platt (1968). The
Affluent Worker: Industrial Attitudes and Behaviour. London:
Cambridge University Press.

Gollock, G.A. (1930). At the Sign of the Flying Angel. London: Macmillan.

Goode, W.J. (1960). ™A Theory of Role-Strain,” American Sociological Review,

(1970). ﬂbrld Revolution and Family Patterns. New York: The FPree

Press.

Gordon, G., and S. Becker (1964). ™Changes in Medical Practice Bring
-Shifts in the Patterns of Power,” Modern Hospital, 102:2, 89-156.

Gouldner, A.W. (1954). MWildcat Strike: A Study in Worker-Management
Relationships. New York: Harper and Row, Harper Torchbooks.




367

Gouldner, A.W. (1960). "The Norm of Reciprocity,” Amer1can Sociological
Review, 2532, 161-78.

Gretton, J. (1970). "Put 'em in the Scuppers?" New Society, 385, 255-8.

Gronseth, E. (1959). Reactions of Seamen's Wives to Prustrations Re-
sulting from the Absence of Their Husbands. Oslo: Institute for
Social Research,

Gronseth, B., and P. Tiller (1958). "Father Absence in Sailor Pamilies
and Its Impact upon the Personality Development and Later Social
Adjustment of the Children,”™ Nordisk Psykologi. Monograph Series
No. 9. Oslo,

Hage, J., and M. Aiken (1967). ™Relationship of Centralization to Other
Structural Propert;es," Administrative Science Quarterly, 12:1, 72-
92,

Hagen, E.B. (1962). On the Theory of Social Change. Homewood, Illinois:
Dorsey Press., .

Halbwachs, M. (1933). ™La Loi en Sociologie.” Science et Loi, Cinquidme
Semaine Internationale de Synthese, Paris.

(1958). Psychology of Social Class. London: Heinemann.

Hall, R.H. (1963). ™The Concept of Bureaucracy,” American Journal of
Sociology, 69, 32-40.

Hasland, F. (1956). ™"Welfare of Seamen on Board Ship,” International
Labor Review, T4:5. .

Healey, J.C. (1936). Fo'c's'le and Glory-Hole: A Study of the Merchant
Seaman and His Occupation. New York: ~Greenwcod Press.

Heath, D.B. (1958). ™Drinking Patterns of the Bolivian Comba," Quarterly
Journal of Alcohol Studies, 19, 491-508,

Hegel, G.W.F. (1959). BEncyclopedia of Philosophy. Trans. G.E. Mueller.
New York: Philosophical Library.

‘Hemphill, J.K. (1950). ™Relations between the Size of Group and the
Behaviour of 'Superior Leaders',” Journal of Social Psychology, 32,
11-22,

Herbst, P.G. (1957). "Measurement of Behaviour Structure by Input-
Output Data,” Human Relations, 10:4, 335-45.

(1968). ™Interpersonal Distance Regulating and Affecting

Control on Merchant Ships,” Buropean Journal of Social Psychology,
1:1,

Hill, J.M.M. (1972). The Seafaring Career. Lopdon: Tavistock Publications.

Hinings, C.R., D.S. Pugh, D.T. Hickson, and C. Turner (1967). "An
Approach to the Study of Bureaucracy,”™ Socjology, 1:1, 61~72.

Hodges, M.W., and C.S. Smith (1954). ™The Sheffield Bstate,”™ in
Neighbourhood and Community. Liverpool: Liverpool University Press.




368

Hoel, O. (1971). "Men on Board Ships of Today and Tomorrow.™ A paper pre=
sented at the Symposium on Co-operation in International Shipping, Oslo.

Hohman, BE.P. (1928). The American Whaleman. Clifton, New Jersey: Kelley, Inc.

(1952), Seamen Ashore. New Haven: Yale University Press.

Hollowell, P.G. (1968). The Lorry Driver. London: Routledge and Kegan Paul.

Homans, G.C. (1946). "The Small Warship,” American Sociological Review,
2, 294-300 ;

(1961). Social Behaviour. New York: Harcourt, Brace and World.
Home, W.B. (1922). Merchant Seamen. London: John Murray.
(1934). “Mortality of British Merchant Seamen,” Lancet, 1081-83.

Hope, R., ed. (1960). Harrap Book of Sea Verse. London: Harrap and Company.

Hope, R. (1965). The British Merchant Navy. London: Seafarers Bducation
Service.

(1967). "Social Amenities for Seafarers,” Fairplay International
Shipping Journgl, 151-55.

Hopwood, W.H. (1971). "Preparing to Be a Merchant Navy Officer: A Study
in Occupational Socialization.” M.Bd. thesis, University of Bristol.

(1973). "Some Problems Associated with the Selection and Training
of Deck and Bngineer Cadets in the British Merchant Navy,” in P.H.

Pricke, ed., MQMH!- London: Croom-Helm.
Horney, K. (1946). Our Inng:: COnfgg; London: Routledge and Kegan Paul.

(1951), ugg; 2 md Human Growth. London: Routledge and Kegan Paul.

Horobin, G.W. (1957). "Community and Occupation in the Hull PRishing .

Industry,” British Journal of Sociology, 8:4, 343-56.

Horton, D, (1943)'. "The Punctions of Alcohol in Primitive Societies,"

Quarterly Journal of Alcohol Addiction, 8, 199-320.

Hyde, F.B. (1957). -Biye Funnel. Liverpool: Liverpool University Press.
Hyde, B.B., J.R. Harris, and A.M. Bourn (1967). Shigg.i.ng Bnterprise and
Management: 1830-1939. Liverpool: Liverpool University Press.

Report of the Imperial Shiggig' Committee on the Deferred Rebate Scheme.

Cmnd., 1802. London: Stationery Office, 1923.

International Labor Organization (1950). ™The Joint Maritime Commission and
the Maritime Work of the I.L.O.,” International Labor Review, 62:5, 356-57.

Irgens=Jensen, O. (1965). Alkoholyaner i en Ukkant-kgmme. Oslo: Universitets-
forlaget.
Isajiw, W. (1968). Cgusation and ggt:lonalism in Sociology. London:

Routliedge and Kegan Paul.




369

Janowitz, M. (1960). The Professional Soldier. Glencoe, Illinois: The Free
Press.

Jellinek, J.M. (1952). *Phases of Alcohol Addiction,™ Quarterly Journal
of Studies of Alcohol, 13, 673-84,

J.I.F, (1943)., ™Alcoholism ~ An Occupational Disease of Seamen,”™
Quarterly Journal of Alcohol Addiction, 4, 498~505.

Kelley, H.H. (1952). ™"Two Punctions of Reference Groups,” in G.B. Swanson,
T.H. Newcomb, and B.L. Hartley, eds., Readings in Social Psychology.:
New York: Holt, Rinehart and Winston.

Kerr, C., and A, Siegel (1955). ™The Structuring of the Labor PForce in Indus-
trial Society,” Industrial and Labor Relations Review, January, 151-68.

Kerr, M. (1958)., The People of Ship Street. London: Routledge and Kegan Paul,

Kornhauser, A, (1954). ™"Human Motivations,” in A. Kornhauser, R. Dubin,
and A.M. Ross, Industrial Conflict. New York: McGraw=Hill.

Lane, A.D. (1966). ™The Officer and His Trade Union."” mimeographed.

(1967). ™The Officials on Shore,” New Society, 11 May, 68889,

Larrowe, C.P. (1958), -Shape Up and Hiring Hall, Los Angeles: University
of California Press. '

Lasswell, H.D., and A. Kaplan (1950). Power and Society. New Haven:
Yale University Press.

Lawrence, D.H., and L. Festinger (1963). Deterrents and Reinforcement.
London: Tavistock Publications,

Lawrence, P.R., and J.W. Lorsch (1967a). "Differentiation and Integration in
Complex Organizations,” Administrative Science Quarterly, 12:1, 1-47.

(1967b). Organization and Environment. Homewood, Illinois:

R.D. Irwin, Inc.

Liguori, V.A. (1968). Stability and Change in the Social Structure of
Atlantic Coast Commer¢ial Fisheries. Ann Arbor, Michigan: University
Microfilms. .

Lipset, S.M., and R. Bendix (1959). Social Mobility in Industrial Society.
Berkeley: University of California Press.

University of Liverpool (1956). The Dock Worker:. Liverpool: Liverpool
University Press. '

Lloyd, C. (1970). The British Seaman. London: Paladin.

Lockwood, D. (1958). The Blackcoated Worker: A Study in Class Consciousness.
London: Allen and Unwin.

Lorsch, J.W., and P.R. Lawrence (1970). Studies in Organization Design.
Homewood, Illinois: Irwin-Dorsey.

Lupton, T. (1963). On the Shop Floor. Oxford: Oxford University Press.

Lupton, T., and D. Mitchell (1954). "The Liverpool Bstate,"™ in Neighbourhood
- and Community. Liverpool: Liverpool University Press.




370

McClelland, D.C., A.L, Baldwin, U. Bronfenbrenner, and F.L. Strodtbeck
(1958). Talent and Society. Princeton, New Jersey: VanNostrand.

McCord, W., and J. McCord (1962). ™A Longitudinal Study of the Peraonaiity
of Alcoholics,™ in D.,J. Pittman and C.C. Snyder, eds., Society, Culture
and Drinking Patterns. New York: John Wiley and Sons.

MacParlane, J. (1970a). ™Shipboard Union Representation in the British
Merchant Navy,"™ International Review of Social History, 15:1, 1-18,

(1970b). ™British Shipping and Manpower Planning."™ A paper read
to the British Sociological Association, Leicester. mimeographed. o

MacIver, R.M. (1924). Community. London: Macmillan, ;

Mann, BR.C., and L.R. Hoffman (1960). Automation and the Horkef. New York: Holt.

Mann, P.,H, (1957). "The Status of the Marine Radioman: A British Contribu-
tion,”™ American Journal of Sociology, 63:1, 39-41. .

Mannheim, K. (1936). Ideology and Utopia. New York: Harcourt,Brace and World.

March, J.G., and H.A. Simon (1958). Organizations. New York: John Wiley.

Marcuse, H. (1955). Bros and Civilization. New York: Vintage Books.

(1964). One Dimensional Man. London: Routledge and Kegan Paul,.

Mars, G. (1972). ™"The Norms of Dockwork.®™ A paper presented at the
annual meeting of the British Sociological Association.

Maslow, A.H. (1968). Toward a Psychology of Being. New York: VanNostrand.

Mead, G.H. (1934). Mind, Self and Society. Chicago: University of Chicago Press.

(1956). On Social Psychology. Bd. A.S. Strauss. Chicago:
University of Chicago Press.

Mechanic, D. (1962). "Organizational Power of Lower Participants,”™
Administrative Science Quarterly, 7:3, 349-64.

Melville, H. (1964). Moby Dick. Indianapolis: Bobbs Merrill Co.,

Committee on Merchant Marine and Fisheries. A Review of Maritime Subsidy
Policy in the Light of Present National Requirements for a Merchant
Marine and Shipbuilding Industry. (Committee Print) House of Repre-
sentatives, 1954, '

o Providing for the Operation of Steamship Conferences, Report
No. 498, House of Representatives, 1961,

Merton, R.K. (1948). "The Self-fulfilling Prophecy,”™ Antioch Review, 8, 194-201.
(1957). Social Theory and Social Structure. New York: The Free Press.
Millar, R. (1966). The New Classes. London: Longmans Green and Company.

Miller, D,C., and W.H, Form (1964). ‘Industrial Sociolpgy. New York:
Harper and Row.

Mills, C. Wright 1959). The Sociological Imagination. New York: Oxford
University Press.




371

Milsom, C.H. (1968). Guide to the Merchant Navy. Glasgow: Brown, Son

and Perguson.

Miner, J.B. (1963). The Management of Ineffective Performances. New York:
McGraw-Hill. .

Mogridge, B. (1962). "Labour Relations and Labour Costs,” in S.G. Sturmey,
British Shipping and World Competition. London: Athlone Press.
Monsarrat, N, (1955). The Cruel Sea. 16th ed. London: Cassell.

Moore, W.B. (1954). "Occupational Structure and Conflict,” in A.
Kornhauser, et al., Industrial Conflict. New York: McGraw-Hill.

Moreby, D.H. (1962). "Masters and Mates: A Study of Labour Relations and
Training in the British Merchant Service.” mimeographed.

(1966). ™The Economics of Training Ships'! Personnel,"

The Journal of the Honourable Cmanz of Master Mariners.

(1968). "Labour Turnover at Sea,” Journal of Commerce Annual
Review, 281-287. '

(1969). Personnel Management in Merchant Ships, London: Pergamon,
Morse, N.C., and R.S. Weiss (1955). ™The Function and Meaning of Work

and the Job," jAmericap Sociological Review, 20:2, 191-98.

Mouzelis, N.P. (1967). Organization and Bureaucracy. London: Routledge
and Kegan Paul.

Myers, C.A. (1954). "Basic Bmployment Relations,"™ in A. Kornhauser, et al,,
Industrial Conflict. New York: McGraw-Hill.

Myrdal, A., and V. Klein (1968). Women's Two Rolegs. London: Routledge
Paperback.

National Maritime Board Year Book (The Blue Book). London: National

Maritime anrd, annual.

National Union of Seamen (1961). "The Seamen's Story.™ London: National
Union of Seamen.

Nixon, A. (1944). "Health and Sickness in the Merchant Navy," Proceedings
of the Royal Society of Medicine, 37, 510.

Nixon, J.A. (1946). "The Health and Welfare of the Merchant Seaman,”
Bdinburgh Medical Journal, 53:4, 145=59.

Pdegaard, P. (1946), "The Distribution of Mental Disease in Norway,”
Acta Psychiatrica et Neurologica, 20, 247-84.

(1956). "The Incidence of Psychoses in Various Occupations,”

International Journal of Social Psychiatry, 2:2, 85-104.
O?Loughlin, C. (1967). The Economics of Sea’ Trﬂsgort. London: Pergamon.




372

Oppenheim, F.E. (1961). Dimensions of Preedom: Analysis. New York:
St. Martin's Press.

Orzack, L. (1963). "Work as a Central Life Interest of Professionals,”
_in B.O. Smigel, ed., Work and Leisure. -New Haven, Connecticut:
College and University Press.

Otterland, A. (1960). "Sociomedical Study of the Mortality in Merchant
Seafarers,”" Acta Medica Scandinavia, Supplement 357.

Otterland, A., and B, Roos (1959). 'The Human Factor in Shipwrecks and
Other Accidents to Ships," British Journal of Preventative Medicine.

Palmer, G.L. (1957). ™Attitudes towards Work in an Industrial Community,™
American Journal of Sociology, 63:1, 20-6.

Parkinson, J.R. (1957). ™"Ship Wastage Rates," Journal of the Royal
Statistical Society, 120:1, 71-83.

(1959). "Recent Economic Trends: Demand for Ships," Scottish
Journal of Political Bconomy, 6:2, 145-52.

Parsons, T. (1949). Essays in Sociological Theory. Glencoe, Illinois:
The Free Press, "

(1961). “Suggestzons for & Sociological Approach to the Theory

of Organizations,” in A. Btzioni, ed., A Sociological Reader on Complex
Organizations. New York: Holt, Rinehart and Winston.

Pearlin, L.I. (1962). "Sources of Resistance to Change in a Mental
Hospital," American Journal of Sociology, 68:3, 325-34.

Pearson Report (1967). Final Report of the Court of Inquiry into
Certain Matters Concerning the Shipping Industry (Chairman: Lord
Pearson)., Cmnd. 3211. London: H.M.S.O.

Phillips, D.L. (1971). Knowledge from What? Chicago: Rand McNally.

Phillips, M. (1965). Small Social Groups in England. London: Methuen.

Philp, A.F. (1963). PFamily Failure. London: Faber and Faber.

Pinder, P. (1969). ™Women at Work."™ P.B.P., Broadsheet. London: Political
and Hconomic Planning.

Plimsoll, S. (1871). Our Seamen. London: Longmans.

Poggie, J.J., and C. Gersuny (1970). "The Cultural Bcology of Maritime
Occupations.” A paper presented at the Bastern Sociological Society.

Political and Economic Planning (1959). "The British Sﬁipping Industry,”™
Planning, 25:437, 191-2190, '

Porritt, W.M. (1971). ™A Social Approach to Vessel Manning,"™ Journal of.
Commerce and Shipping, February 6.

Powdermaker, F, (1945). "Review of Cases at Merchant Marine Rest Centecs,”
American Journal of Psychiatry, 101:5, 650~60.




373

Powell, L.H. (1950). The Shipping Federation: A History of the Pirst
Sixty Years, 1890-1950. London: Shipping Bederation.

(1952). "Industrial Relations in the British Shipping Industry,"
International Labor Review, 65:6, 681-702.

Powell, R. (1963). "Management Development: The Plus Factor in the
Survival of the Firm," Training Directors Journal.

Prandy, K. (1965). Professional Bmployees. London: Faber and Faber.

Prescott, J., and C. Hodgins (1966). ™"Not Wanted on Voyage: The Seaman's
Reply.” Hull: National Union of Seamen.

Presthus, R.V. (1958). ™Toward a Theory of Organizational Behaviour,®
Administrative Science Quarterly, 3, 48-72,

(1959). "Behaviour and Bureaucracy in Many Cultures,” Public
Administration Review, 19,

Pugh, D.S., et al. (1963). ™A Conceptual Scheme for Organizational
Analysis,“ ~Administrative Science Quarterly, 8, 289315,

Radcliffe~Brown, A.R. (1952). Structure and Function in Primitive
Society. Glencoe, Illinois: The Free Press.

Ramsay, R.A. (1966). Managers and Men., Sydney: Ure Smith,

Raphael, I., M. Wernstein, and D, Sussman (1966). Medical Bvaluation of
Maritime Jobs. Haifa: Zim Line,

Rapoport, R., and R. Rapoport (1965). ™"Work and Pamily in Contemporary
Society,” American Sociological Review, 6.

Record, J.C. (1957). ™The Marine Radioman's Struggle for Status,
American Journal of Sociology, 62:4, 353-59.

Reich, W. (1947). Sexual Revolution. London: T.P. Wolfe.

Rex, J. (1961). Key Problems of Sociological Theory. London: Routledge
and Kegan Paul,

Rice, A.K. (1957). Productivity and Social Organization. London:
Tavistock Publications.

(1965). Learning for Leadership. London: Tavistock Publications.

Richardson, R. (1971). Fair Pay and Work. London: Heinemann,

Richardson, S.A. (1956). "Organizational Contrasts on British and
American Ships," Administrative Science Quarterly, 1:2, 168-206.

Roberts, D. (1964). That's the Life for Me. London: Hamish Hamilton.

Rochdale Report (1970). Committee of Bnquiry into Shipping (Chairman:
Viscount Rochdale). Cmnd. 4337. London: H.M.S.O.

Roethlisberger, F.J. (1943). Management and Morale. Cambridge, Massa=
chusetts: Harvard University Press.

Roethlisberger, F.J., and W.J. Dickson (1966). Management and the Worker.
New York: John Wiley and Sons.




374

Rogers, K. (1967). Managers: Personality and Performance. London:
London: Tavistock Publications.

Rose, H.K., and M.M. Glatt (1961). ™A Study of Alcoholism as an Occupa-
tional Hazard of Merchant Seamen,™ Journal of Mental Science, 107,
18-30 [

Rosengren, W.R.. (1967).. "Structure, Policy and Style," Administrative
Science Quarterly, 12:1.

(1970). ™"Division of Labor as a Perspective on Sociology:and
the Ocean,” A paper presented to the American Sociological Associa=-
tion, Washington, D.C. mimeographed. T .

Rosser, C., and C.C. Harris (1965). The Family and Social Change. London:
Routledge and Kegan Paul.

Rowntree, B.S., and G.R. Lavers (1951). Poverty and the Welfare State.
London: Longmans.

Report of the Royal Commission on Shipping Rings. Cmnd. 4668. London:
Stationery Office, 1909,

Runciman, W.G. (1966). Relative Deprivation and Social Justice. London:
Routledge and Kegan Paul.

Saenger, G., and S. Flowerman (1954)., "Stereotypes and Prejudicial
Attitudes,” Human Relations, 7:2, 217-238.

Salaman, G. (1970). "Occupations.” Unpublished Ph.D. thesis, University
of Cambridge.

Saville, J. (1960). "Trade Unions and Free Labour,” in A. Briggs and
Je. Saville, eds., Essays in Labour H@story. London: Macmillan.

Schacht, R. (1970). Alienation. New York: George Allen and Unwin.

Schanke, K. (1946). ™The Behaviour of Gastric and Duodenal Ulcers,"
Acta Chirugia Scandanavia, Supplement 115.

Schermerhorn, R.A. (1961). Society and Power. New York: Random House.

Schilling, R.S.F. (1966)., ™"Trawler Fishing: An Bxtreme Occupation,™
Proceedings of the Royal Society of Medicine, 59, 405-10.

Schon, D.A. (1967). Invention and the Bvolution of Ideas. London:
Tavistock Publications.

(1970). The Reith Lectures: 1970. London: BBC.

Schullzinger, M.S. (1956). The Accident Syndrome. Glencoe, Illinois:
The Free Press. .

Schwartz, B. (1968). "The Social Psycﬁology of Privacy," American
Journal of Sociology, 73:6, 74152,

Scott, W.H., et al. (1963). Coal and Conflict, Liverpool: Liverpool
University Press. '




375

Report of the Select Committee on Shipwrecks (1836). London.

Selznick, P. (1948a). T.V.A. and the Grass Roots. Berkeley: University
of California Press.

(1948b). "Theory of Organization,”™ American Sociological Review,
13, 22-28.

Sermier, B, (1967). "Social Bffects of Automation in Merchant Ships,”
in G.J. Bonwick, ed., Automation on' Shipboard. London: Macmillan.

Sherif, M. (1948). An Outline of Social Psychology. New York: Harper.

Sherif, M., and C.W. Sherif (1953). Groups in Harmony and Tension.
New York: Harper and Brothers.

Shibutani, T. (1962). "Reference Groups and Social Control," in A. Rose,
ed., Human Behaviour and Social Processes. Boston: Houghton-
Mifflin Company.

Shils, B. (1965). ™Charisma, Order and Status," American Sociological
Review, 30, 199-213.

Shinwell, B. (1955). Conflict without Malice. London: Odhams Press.

Shurval, J. (1957). ™The Role of Class in Structuring Inter-Group
Hostility," Human Relations, 10, 61-76.

Siegel, A.B., and S. Siegel (1957). "Reference Groups, Membership Groups
and Attitude Change,”™ Journal of Abnormal Social Psychology, 55,
360-64,

Sillitoe, A.F. (1971). Britain in Figures: A Handbook of Social
Statistics. Harmondsworth: Penguin Books.

Simpson, G. (1963). Bmile Durkheim. New York: Thomas Y. Crowell Company.

Singman, J.H. (1963). "Conference Standards and Rate Policies,” in

M.L. Fair and H.C. Reese, eds., Merchant Marine Policy. Cambridge,
Maryland: Cornell Maritime Press.

Sklair, L. (1970). The Sociology of Progress. London: Routledge and
Kegan Paul.

Smigel, B.O. (1964). The Wall Street Lawyer. New York: The Pree Press.

Smith, A.J., J. Jaffe, and D.G. Livingstone (1955). ™"Consonance of

Interpersonal Perception and Individual Effectiveness,” Human Relations,
8:4, 385-398

Smith, B.J. (1972). ™Study of the Mental Health of Seamen." Department of
Mental Health, University of Aberdeen (unpublished report).

Snow, C.P.(1959). The Two Cultures and the Sc;ent:f;c Revolution.
London: Cambridge University Press.




376

Sofer, C. (1955). "Reactions to Administrative Change: A Study of Staff
Relationships in Three British Hospitals,™ Human Relations, 8:3, 291-316.

Somerville, B. (1920). "The Ninth Cruiser Squadron,” Blackwood's Magazine,
207, 158-65. )

Stein, M.R. (1960). The Bclipse of Community. Princeton: Princeton Uni=-
versity Press,

Stewart, H.T. (1970)., "Advanced Bducation for Seagoing Staff in Merchant
Ships,” Journal of the Honourable Company of Master Mariners, 33,
29-41.

Stiles, R.G. (1972). "Fishermen, Wives and Radios,“ in R. Andersen and
C. Wadel, eds., North Atlantic Fishermen. St. John's: Memorial
University of Newfoundland,

Stinchcombe, A. (1959). “Bureaucratic and Craft Administration of Pro=
duction,”™ Administrative Science Quarterly, 4, 168-87.

Stotland, B. (1959). "Peer Groups and Reactions to Power PFigures," in
D. Cartwright, Studies in Social Power. Ann Arbor: University of
Michigan, )

Sturmey, S.G. (1962). British Shipping and World Competition. London:
Athlone Press.

Stymne, B. (1968). "Interdepartmental Communication and Intra-Organiza-
tional Strain," Acta Sociologica, 11:1, 82-100.

Sundby, P. (1956). ™Occupation and Insanity,” Acta Psychiatricﬁ et
Neurologi.cg,Suppl ementum 106, 276-87.

Sutherland, B.H., and D.R. Cressey (1955). Principles of Criminology.
Philadelphia: J.B. Lippincott Company.

Sykes, B.G. (1953). ™School and Work," Sociological Review, 1:1, 29-48.

Sykes, G.M. (1964). Society of Captives. Princeton: Princeton University
Press.

Talachi, S. (1960). ™"Organizational Size, Individual Attitudes and
Behavior ," Administrative Science Quarterly, 5, 398-420.

Tannenbaum, A.S. (1962). "Control in Organizations: Individual Adjustment

and Organizational Performance,” Administrative Science Quarterly,

Tannenbaum, R., I.R. Weschler, and F, Massarik (1961). Leadership and
Organization. New York: McGraw-Hill,

Thomas, B. (1957). "Effects of PFacilitative Role Interdependence on Group
Punctioning ," Human Relations, 10, 347-66.

Thompson, J.D. (1957)." "Authority and Power in Identical ‘Organizations,"
American Journal of Sociology, 62, 290-301.




377

Thompson, J.D., and F,L. Bates (1957)., "Technology, Organization and
Administration,”" Administrative Science Quarterly, 2, 325-43,

Thorsrud, E. (1971). "Democratization of Work Organizations: Self-
Regulating Units on Board Ships.”" A paper presented to the
Symposium on Co-operation in International Shipping, Oslo, May
(mimeo) .

Tiller, P.O. (1958). "Father Absence and the Development of Personality
in Sailor Families," Nordisk Psykologie, Monograph No. 9.

Trist, B.L., and K.W, Bamforth (1951), "Some Social and Psychological
Consequences of the Longwall Method of Coal-Getting," Human Relations,
4, 3-38 .

Trist, E.L.; G.W. Higgin, H. Murray, and A.B. Pollock (1963). Organiza-
tional Choice. London: Tavistock Publications.

Trotter, T. (1793). Medicina Nautica. London.

Tunstall, J. (1962). The Fishermen. London: MacGibbon and Kee.

Tylor, B.B. (1924). Primitive Culture. New York: Brentano.

Udy, S.H., Jr. (1952). "Technical and Institutiondl Pactors in Produc-
tion Organization,” American Journal of Sociology, 57.

Voll, A. (1967). "Manpower,” in G.J. Bonwick, Automation on Shipboard.
London: Macmillan,

Walker, C.R., and R,H. Guest (1952). The Man on the Assembly Line.
Cambridge, Massachusetts: Harvard University Press.

Walker, C.R., R.H. Guest, and A.N. Turner (1956). The Foreman on the
Assembly Line. Cambridge, Massachusetts: Harvard University Press.

Webb, B.J., D.T. Campbell, R.D. Schwartz, and L. Sechrest (1966).
Unobtrusive Measures. Chicago: Rand McNally.

Weber, G.H., (1961). "Bmotional and Defensive Reactions of Cottage
Parents,” in D.R. Cressey, ed., The Prison. New York: Holt, Rinehart
and Winston. :

Weber, M. (1947). The Theory of Social and Bconomic Organization.
Trans. A.M. Henderson and T. Parsons. New York: Oxford University
Press.

Weibust, K. (1958). The Crew as a Social System. Stockholm: Nordiska
Museets.

' Weinberg, S.K. (1950). ™A Sociological Analysis of a Schizophrenic Type,"
American Sociological Review, 15:5, 600-10.

Werner, A. (1966), "Puture of Maritime Power ,"” Monthly Labor Review,
268-71.




378

Whyte, W.H. (1960). The Organization Man. Harmondsworth: Penguin Books.

Wilkie, R., and N. Perry (1967). Shipping: The Next 100 Years. Glasgow:
J. and J. Denholm (Management) Ltd.

(1968). "The Ship as a Total Institution." A paper presented
to the British Association for the Advancement of Science, Dundee
(mimeo). .

Willings, D. (1968). The Human Element in Management. London: Batsford.

‘Willmott, P. (1963). The Bvolution of a Community. London: Routledge

and Kegan Paul.

Willmott, P., and M. Young (1960). PFamily and Social Class in a London
Suburb. London: Routledge and Kegan Paul.

Wilson, J.G. (1936). *Slum Clearance at Sea,"” Lancet, 645-9.

(1953). "Slum Clearance at Sea, 1936-53," Lancet, September 12,
248-50 [ ] "

Wilson, J.H. (1925). My Stormy Voyage through Life. London: Hutchinson.

Wilson, R. (1963). Difficult Housing Bstates. London: Tavistock Publica-
tions.

Wood, J.E..(1942). "Tuberculosis in the Merchant Service," British
Medical Journal, 716.

Woodward, J. (1965). Industrial Organization: Theory and Practice.
London: Oxford University Press.

World Health Organization (1959a). "The Health of Seafarers," WHO
Chronicle, 13:3, 111.21,

(1959b). "Health and Welfare of Seafarers in Burope,” WHD
Chronicle, 13:12, 437-40.

Worthy, J.C. (1950). "Organizational Structure and Employee Morale,"
American Sociological Review, 15:2.

Young, M., and P. Willmott (1957). Family and Kinship in Bast London.
London: Routledge and Kegan Paul.

Zander, A. (1958). "Group Membership and Individual Security,” Human
Relations, 11:2, '

Zander, A., A.R. Cohen, and B. Stotland (1957). Role Relations in the
Mental Health Professions. Ann Arbor, Michigan: Institute for Social
Research, .

'(1959). "Power and the Relations among Professions,™ in
D. Cartwright, ed., Studies in Social Power. Ann Arbor: University
of Michigan Press.

Zweig, F. (1961). The Worker in an Affluent - Society. London: Heinemanﬂ.




APPENDIX I

RESBARCH METHODS

A. THE SAMPLES

In this study three samples were used. The groups sampled were
managers of six shipping companies, B.S.P. officials, trade union officials,
and persons connected with maritime education (N=108); the crews of 28 dry~
cargo ships (officers N=317; ratings N=555) and the British officers of a
further five Asiatic~crewed cargo liners (officers N=52); finally, the
crews of two ships were studied in depth. Within these samples were sub-
samples for specific aspects of the study.

The use of three questionnaires with interlocking sections provided
these samples. Questionnaires 2 and 3 were similar in context and pur-
sued the general aims of gathering sociographic data and information about
shipboard life. Questionnaire 4 was concerned with general data to ascer-~
tain the comparability of the sample, questions about the family, questions
about housing and political attitudes, and sought information about atti-

tudes to the trade unions on the part of seafarers.

Table Al.l1. Questionnaire sample sizes.

Questionnaire

No. 2 No. 3 No. 4 N
Deck Officers 22 86 50(26)* 158
Bngineer Officers 28 81 80(33)* 189
Other Officers 2 20 0(0)* a2
Catering Ratings 24 75 41(12)* 140
Deck Ratings 47 116 80(32)* 243
Engine Ratings 14 28 30(9)* 72
Seafarers® N = 137 406 281(112)* 824
Ships?! N = 4 14 10(15)** 28(33)**

*Married seafarers sampled by Questionnaire 4.
**Five ships had British officers and Asiatic ratings;
only the officers were sampled,
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The information obtained by use of these questionnaires was amplified
through the use of open~ended interviews with 41 officers and 40 ratings
on the ships in the sample in an effort to obtain qualitative views of
seafaring life. These interviews occurred entirely at random, and the
only method of selection was to ascertain that the respondent would be
free to talk to the author for at least one hour.

Pilot studies were carried out on a collier with a crew of nineteen,
and Questionnaires 1A, 1B, and 1C were tested on this ship as were inter-
view and observation techniques. These questionnaires were developed
into the interview schedules used in the main study. All the members of
the crew of Sﬁip *X,” as the collier is known in the study, were most -
helpful "tuinea pigs™ and a great debt of gratitude is owed to this crew,

Pollowing the pilot studies voyages were carried out on two ships,
"Y" and "Z." Research techniques used included participant observation,
interviews, questionnaire interviews (using Questionnaire 3), and the
keeping of diaries for a three-week period by 12 crew members on each
ship. These men were chosen on the basis of their work in ten cases and
because they were informal leaders in two cases on each ship. Diaries
were kept by the second mate and third mate, chief, third and a junior
engineer; an apprentice; an assistant steward; a second cook; an A.B.,
and a donkey~greaser on both ships. Oh Ship "Y," diaries were also kept
by the electrician and the bosun; on Ship "Z,"™ diaries were kept by the
chief steward and a second A.B. Bach person keeping a diary was briefed
as follows:

Ships®' Crews Research Project

The purpose of keeping this diary is to give us an idea
of how the occupiers of certain ranks/ratings use their
time, both on and off duty, when at sea. We would like
you to complete at least a page a day, telling us about
the work you have done, and the time spent on it, the
people you have worked with and the feelings you have
towards the type of work you were engaged in. In
addition we would like to know about the things that
you do when you have some free time. You may comment
as freely as you wish about any aspect of seafaring,
and anything you say will be treated in the strictest
confidence.l '

This exercise provided a very useful insight into the day-to-day operation
of the ship. Furthermore, some other crew members kept diaries for interest
only and made these available as yell. The mauier of Ship "Z" wrote a long .
and detailed account of his views toward seafaring, as did an A.B., on "Y."

1Placedon the inside cover of each diary/notebook.




The Sample Frame

The sampling frame was drawn up by creating a series of criteria in
relation to the theoretical concerns of the study. Shipping is marked by
its diversity; consequently, it was decided to select participating
companies on the basis of (1) size, (2) type of trade, (3) form of owner-~
ship, and (4) regularity of run. This would enable different types of
companies to be compared in the study and.would also permit variations in
any of the criteria outlined to be controlled. At the same time we were
concerned with problems of integration and differentiation within the
companies, and assumed that those companies which were best integrated
would also be more satisfying to work for. From the population of British
dry-cargo shipping companies a list of companies was drawn up which is
summarized in Table Al.3.

The companies shared similar characteristics within each of the three
groups (A, B, and C), and operated similar types of ships under similar
conditions to the other companies in their group. To obtain the final
choice between companies and to distinguish between integrated and non-
integrated companies, fifty ratings in South Shields and seventy-five
ratings in Liverpool were asked to select the companies in each group
with which they would most like, and least like, to sail on their next
voyage. The company which scored the most ™good" points 5nd the one
which scored the most "bad"™ points in each of the groups A, B, and C
were selected for the sample. The well-integrated companies were given
the suffix letter "A® to distinguish them from the less well-integrated
companies which were designated "B."” Thus, Companies AA, BA, and CA were
chosen by size and trading characteristics and by popularity amongst
ratings. Companies AB, BB, and CB were chosen on similar size and trading
characteristics, but were less popular with ratings. All the companies
were then approached by the writer and all agreed to take part in the
study.
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Table Al.2. Character of companies from which sample was
selected.

No. of No., of

Group Companies  Ships Trades Company Characteristics
A 10 more Cargo= Member company of a shipping
: than liners group. Traditional trades. ]
30 Member of shipping conference(s).
Regular runs,
B 12 10 to Generalw Between 25% and 50% of vessels
‘ 30 purpose on long-term charter; thus,
tramps regular runs., Balance of
and bulk vessels on short-term charter;
carriers irregular runs.
Cc 9 less General- Most of vessels on shorteterm
than purpose charter. PFamily firms.
10 tramps Irregular runs,
and bulk
carriers

In drawing up the sample of companies, the following criteria were
examined in relation to the companies®' forms of organization. First, was
the company an independent operating unit with clearly defined respone
sibility for its own success or failure? This was important because so
many of the British shipping companies are part of larger groups, and
their distinctively maritime interests are submerged and combined under
overall corporate strateky. Companies AA, AB, and CB were all part of
larger holding groups but had retained the shipping divisions as separate
entities. Second, was the organization of the company ashore sufficiently
well delineated for research to be easily carried out? 'In other words
unless there was a division of labour in the organization, it was point-
less to discuss integration and differentiation of systems and subsystems.

- The sample was, therefore, broadly framed in a series of discussions
with Captain Louis Martin (M.N:A.0.A.), Captain George Barl (South Shields
Marine and Technical College), and John Kinahan (N.U.S.). This initial
information was supported by library research into the ownership and
operation of British ships. .
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Once the criteria for the division of the companies had been deter-
mined and the sedfarers in South Shields and Liverpool had chosen the
least and most preferred companies from the selection lists, the choice
of ships remained to be made. Sixteen ships from group A, eight ships
from group B, and four ships from group C were selected on a random basis
within companies but stratified by company. That is, eight ships each
were selected from Companies AA and AB, and so on., Within AA, the ships
in the sample were chosen at random and were visited when they were in
port in the U.K. The only replacement of a ship initially chosen in-
volved a ship in a company which was sold in 1968 before interviews had

taken place.

Interviews with Management Ashore

Altogether, 58 interviews took place with shore management (see
Table 3). Unstructured interviews were conducted, and each lasted for
about ninety minutes, The shortest, in Company CB, lasted for forty
minutes. The longest, in Company AA, lasted for 185 minutes and cost
the author £2 in parking fines. A further fifty interviews were held
with persons connected with the industry, in the unions, nautical colleges,
B.S.P., and the Seafarers Bducation Service. The purpose of these was
to provide an overview of the shipping industry’s management systems, and
all proved extremely useful.

Bach informant was questioned about the following general areas: the
organization of the company or companies in general; the specific duties
of the informant and his department; operating and personnel policies
within the company or companies; methods of recruitment of seafarers and
shore staff; career prospects of seafarers; the organization and operation
of the ships; and finally, the coordination of activities between ship and
company, and the specific roles of the informant and his department within
this coordination. The interviews were free ranging and usually frank and
relaxed. In Companies BB and CB, there were constraints posed by the
companies’ requirement that the author did not interview any member of

shore management without a senior member of tha{ management being present.
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The material gathered in this way was used as a qualitative base for
the assessment of bureaucracy, formality, environment and
environmental coping, and the ability to innovate. The data were later
used in conjunction with non-interview data and material gathered from the

seafarers.

Unobtrusive Measures

Webb, et al., have argued that the only uncontaminated source of data
concerning social activity are measures that record social activity but
do not involve social contact with the informanta.2 The author accepted
this premise,and much of the data was derived from shipping records. The
most important part of this sampling was an analysis of the records of
2,500 seafarers who had left the industry. The purpose of this sample was
to provide data for career patterns and to establish whether relationships
existed between types of ships, deviancy detected, periods ashore (botﬁ on
leave and sick or temporarily working ashore), and patterns of voyages.
Some of this data was not relevant to this study and has been used elsewhere,
but the prime purpose has been to corroborate and supplement information
given by seafarers. )

These records were selected as a random 20% sample of men entering
the industry in 1949, 1954, and 1964, 1,700 records were obtained from
Liverpool and 800 from South Shields M.N.B. offices, and the data were

abstracted onto cards. Bach card was laid out as below:
Table Al.3. Record survey card.

On front of card:

Code Number: Year of Bntry: Rank/Rating:
Date of Birth: Port:
Place of Birth: Contract: CSC/GSC/No
Total length of service: . Dates:
Voyages:
Ship type: Length of voyage: Ship typej Length of
. voyage:

On reverse of card:
Previous History:
Subsequent History:
Disciplinary Action:

2B.G. Webb, et al., (1966); also see D.L. Phillips (1971), esp. ch. 6.

-
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This information gave a random sample of seafarers from each port in
proportion to the number entering the industry at these ports in the
years indicated. Particular attention was paid to seafarers who had
worked for the companies we sampled.

This information was supplemented by an examination of logbooks and
the rough logs of the ships in the sample. These gave information about
voyage and passage times, discipline action, and so on. When possible,
they were discussed with the master and/or chief officer of the ship.
concerned, which provided the flesh to clothe the skeleton of the entries.

Also when possible, company records were examined. Here the interest
lay in assessing the social climate on board ship, and a useful indicator
was found in the number of small stores ~- paint brushes, chipping hammers,
electric kettles, etc. -- issued to the ship. By deriving an average
stores consumption for a given ship over a period of time, provided that
heads of department had not changed, it was poSsible to compare this
average with the number of disciplinary actions taken on board. It was
found that when stores consumption was low, so was the number of men
logged. As an indicator of job satisfaction/alienation, this was most
useful,

Further information about company policy and operations was obtained
through material circulated within the organization of the company ashore
and afloat. In particular, attention was paid to personnel records and
information. A very useful source was each company's ship order book
which laid down the operating rules and procedures. Through these various
sources, scores were derived which were equated with points of Weber's
concept of the ideal-type of bureaucracy, and a scale was developed with
high scores being the most (relatively) bureaucratic.

Similar techniques were adopted for the definition of relative
certainty/uncertainty of environment., Here the measures were derived
from the trading patterns and results of the company, and by a subjective
assessment on the part of the author witﬁ the effectiveness of the organi-
zation in coping with market pressures, government constraints, and the

pressures of the seafarers. These were scaled accordingly.

Methods of Analysis

Most of the information was recorded on Cope-Chat system record
cards. These cards which were 6" x 4" and had five rows of 42 holes

punched on each long edge and a single row of 15 holes on each short edge
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were specially prepared for this study. Analysis was, therefore, confined
to a certain extent by the need to code data in multiples or units of five.
This allowed a degree of flexibility in predesigning the coding systems
for the questionnaires, and although hand-needle sorting of the data was
laborious, it did allow for cross references of data to take place easily.
From this system of analysis each group of data were analyzed by
company; by age and marital status of seafarer; by rank/rating; by type
of ship; and by the seafarers’ expressed intention of staying at sea.
These "prime"™ factors were coded at the ends of the Cope-Chat card, and
the "secondary” factors were coded on the long edges and were derived
from the questionnaires.
Simple statistical techniques were used. These were the student's
"t* test of significance, the Pearson "r" regression coefficient, chi
square, and tests of normality of population using standard deviation
and mean of means tests, All these tests were done by hand, as the
author did not have access to calculating or computing facilities until
he moved to U.W.I.S.T.

Design of Questionnaires

The questionnaire design was based on (1) the need to obtain socio-
graphic information about seafarers, and (2) the need to assess their
attitudes to life at sea. The constraints were the limited time available
(45 minutes) for administering the questionnaires on board ship, the
need to economize in questionnaire material and to develop standard
questionnaires to be used by officers and ratings. The questionnaires,
then, were limited in length and depth of questioning possible. For this
reason it was decided to use a mix of multi-choice and open-ended
questions and to evolve a system of interlocking questionnaires which
would each provide basic sociographic data and would tackle a different
set of attitude problems.

Because of the small sample size -= potentially only 28 bosuns, for
example —- it was decided to adopt this method in order to contr&l for
variations in sample "texture." In other words, to make sure that men
who answered one questionnaire were comparable in sociographic terms with
those answering the other questionnaires. Since no significant difference
was found at the 0.001 level (students’ "t" test), we were able to

generalize from the subsample to the main population.
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With the mix of questions it was possible, for instance, to corrob-
orate open-ended questions about liking seafaring (Questionnaire 2, Q 18)
with job satisfaction (Questionnaire 2, Q 21) and with whether the sea-
farer would allow a son to go to sea (Questionnaire 2, Q 59). This mesh
of questioning provided the basis for a more detailed analysis and cor=

roboration of data than a single question would give.

Summafz

The methods chosen are eclectic because they have proved to be the
only way to tackle a complex problem. For the same reason the sheer mass
of data has made the.choice of simple statistical methods necessary.

It is planned, however, to place much of the data in a form ready for
computing, and a more sophisticated analysis will be completed in the
future.
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B, COVERING STATEMENT ACCOMPANYING QUESTIONNAIRES 2, 3, and 4.

UNIVERSITY OF DURHAM

RESEARCH PROJECT INTO THE SOCIAL STRUCTURE OF SHIPS' CREWS

Questionnaire No. (?, 3, or %}

Code no.:

The University of Durham is carrying out a survey amongst the men
who work in the shipping industry. This questionnaire is part of this
survey. ‘We would like to know your feelings about certain things related
to the shipping industry, and to know about you. This is not a test, and
there are no right or wrong answers. All answers are confidential, and
the separate identity of seafarers replying to this questionnaire will be
lost when the data is processed.*

The survey is designed to inétease the University’s knowledge of life
at sea, and is independent of the Trade Unions, the Shipping Companies,
and the British Shipping Federation.

PLEASE ANSWER ALL THE QUESTIONS.

ALL ANSWHRS ARB CONFIDENTIAL.

If you have any questions about this research project, or would like to
give us any information you feel might help us, please write to:

P.H. PFricke, B.A.
Department of Social Theory
University of Durham

" 44 01d Elvet
Durham

*Covering statement for Questionnaire 4: Last sentence in first paragraph
reads: All answers are confidential, and we do not want you to write your
name and address on this questionnaire.
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C. SPECIMEN QUESTIONNAIRE 2

CONFIDENTIAL

1. mlat is your nme? Q...'...I..........ll'.l.'.II....III....llll.llll
What is yout hme addresa? S0 N ORNSCBPERSOSNSNN0QS00POIBLOLARESIEOEE NSRS

er place Of birth? ...I.O..I.-...c.l...ll.t.l-......----...-(Tm)
o..-.-------.----o..---.-...-.-.---u..-(cwnt}')

"h..t is your ‘ge?.l.'.......l.'....l.l
2. What is your present rank/rating in the M«Ne? .ecccccccecccccsancse
3. How many years have you served in the M.Ne? .occevcecocacencs

4, What is your father's job? (Please specify; e.g., if he is a fitter,
please write in 'fitter ', not engineer. If you father is dead or
retired, please give his 1ast job.) ecccccccccccscccscocsscesconane

5. If your father is, or was, a seafarer, what rank/rating did he have?

6. Are any of your relatives other than your father seafarers?

(PLEASE TICK) Grandfather: .ccecececs
Uncles: s envecsnsessnse
Cousins: .evevcccscensse
Brothers: ecscccssssasce
In-laws: cessscevsvsesnsve

None: PO Q0GOSO DOIOAESES OO
7. How many of your close friends from home are seafarers?

(PLEASE TICK) One Or tWO: ecoceocaceace
Several: c.ccccccecnccs
Most of them: ..ceeocess
All of them: .ccececase
Nonez [ FE E N EEX NENNNNNENENHE]

8. What tYpe of Bchoo.l did YOII lllt ‘ttend? 200N 00CEPOIONRELEBOIDNSIORASRSESDS

9. Have you attended a pre=sea 8ChOOl? ..ccececccccccacsases
technical co’.lege? eecscsevctencncnen
(PLBASB Tla) nautical c°11ege? Bevssssvcssncssosnsse

10. What was your age when you left 8cChoOl? .ececececocssscsccsccs
11. How old were you when you joined the MuN.? ccccciscccccccccans
12. Did you obtain a school-leaving certificate?

(PLEASE TICK) GuCeBe? ceccovccscese

c.s.n.: ....‘.........
Other: seseosssssssess
None: ‘...........'..

13, Did any of the other boys at your school go to sea?

(PLBASB TI(!) One or two: s0csccscse
Several: essecseccecce
Most of them: ssscsnse
All of them: cceccces

None: seescessssssecose
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14.

15.

15a.
16.

17.

18,

19.
20,
21,

22.

23.

Which do you think are the two most important trades or skills
necessary on board a ship?

1 'FYYEEEN RN NNNE NN NN NN N NI NN NN ]

2 (A X AR NN NN NN NN NN NN XN NN NN NN NN NN NN

If anyone said to you that you could have any job you wanted on a
ship, which job would you SeleCt? .ecocecscccccccococscncscocesnse

Why did YOI.I Choose this job? 'l.‘ll'.....ll...Il..l...illi.l.'-IIIII.

Which three of the following reasons did you think most important

when you chose your trade? (Please place a figure 1 opposite the

most important reason, a figure 2 opposite the next most important
reason, and a figure 3 opposite the third most important.)

Varied and interesting work ..<..e.ccc.s
Good social position s.ececececccrcecee
Important work: e.ccscccsaccnccccccosene
Good PAY ceececvcrcocsseccssncssnscnces
Secure employment .e.scececosccocscccan
Scope to use your 8killSs ececccccosscsecs
Good chances of getting on ..eeccececns
Being ableé to make your own decisions...

If you had not joined the M.N., what work do you think you would be

doins no'? .........l...l...lI...'-....I.I.I.........I....lll...'.'.

Why did you choose your present job on a ship, in preference to any
other 'ork at 'ea? [ EN N NN NN N NN NN NN NN NNENE NN NN NN NN NN NN NN N NN NN

What aspect of seafaring do you like the MOSt? .ccevecsccrscscccses
What aspect of seafaring do you dislike the most? .e.cecscecccsceccs

When you think of the time you have spent at sea, would you say that
you are

(PLBASE TICK) very happy with your job? ..ccece.e
happy with your job? ...ecocececece
it’s just a JOD? .ececccecesscacace
unhappy with your job? s.ecrcescces
very unhappy with your job? .e.e...

Which of the following items do you think are the three most

most important factors vhen you choose a ship? (Please .place a
figure 1 opposite the most important factor, a 2 opposite the second
most important factor, and a 3 opposite the third.)

Short voyages with quick turnarounds ..ececececssces
Short voyages with long turnarounds e.cececscacncess
Long voyages on & regular basis .s.cecececscscccaceses
Long voyages with unknown length ..cccceccecccccccss
Not much overtime ®0cscscncecnnosscecssssecsecenssnes
A 1ot of overtime ..ccecvecvecacssccsncscncnsnsssnces
A safe and.-steady JOD cccevscnsacsccsccccscccacacecs
A new Bhip --.-occ'-o-o-.-o--oo-o-.-o-occu.o-o.----.a.
You know. someone on board .cccccscvcesesccascccnscns
You know the captain of the Ship ccccccececececcvoce

Would you accept a company service contract if offered one?
(PLEASE TICK) Ye8 ccevercnces

No .'I.I........

Don't know ....
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24. Would you take a general service contract with the M.N. Bstablishment
if
(PLEASE TICK) you were married? .e...cccceccccse
you wanted to get on? ....cc0ccv00
you. liked independence? ...cccesce
you wanted a steady job? .....cce0
for any other reason (please
SpeCify) e.ecccecececcnccncanse

25. Do you intend to make the sea your career?

Yes osvocees
NO [ NN NN N ]

25a. If you answered ‘no’ to Question 25, how long do you think you will
stay at sea?

(PLEASE TICK) A year of tWO .c.cceccconccsensans
For several years ...ccvcscoccccsa
Until you get married ...cececcee
Until you get your tickets .....s.
Until you have seen the world ....
Don’t KNOW ecesccococsccssvesnnes

26. What was your major reason for joining the McNe? oc.ccecosccccecscas
27. . Have you every been employed ashore?

Yes eeevsssnss

NO [N NN NN NN N ]
27a. If you have been employed ashore, what was your job? ..cvecceacacss
28. Do you have any good friends who are not at sea?

(PLEASB TIC‘) Qle or two esveenneeecoOn s
Several ...csececcccaccsas
Most of your friends .....
All of your friends ......
None of your friends .....

29. What types of jobs do these friends have? ..cecesccscssccocssnannes

30. Did you have any contact with the M.N, before you joined it, through
any of the following? '

(PLBASE TICK ALL Being on ‘Ship esoenensesssaas
THE ITEMS THAT Visiting the doCk8 cceccaccnese
mLYme.) Re‘ding bOOkS e 0eoadbuOobeasase

Watching TV or £films ..ccecece.
Knowing seafarer8 .c.ccecececes
Any other contact (please
SPeCify) cecceccrccecanncens
No contact at all ...ecececacee

31. Did any of the following people help you with advice when you decided
you wanted to go to sea?

(Pmsn TI“ALL er pal'ents '.._..--c.l...-.c.
THB Im THAT other telltivel @s0cessvasesve
mLYme.) Priems L RN RN I I B B BN B N NI LN N )

Youth Employment Service .....
School teacher .....cs0ccs0see
Anyone else ..cciesccccccacncne
No help at all .s.ececcccasrcne
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32.

33.

34,
35.

36.

37.

38.

39.

40.

41.

Did anyone try to persuade you not to go to sea?

(PLEASE TICK ALL Your parent8 ecececccscence
THE ITEMS THAT Other relativeSs .ccecsenee
mLYme.) Priends [ R NN ERNENE NN NN NN NN NN

Girl-friend ...ccsscscsese
Youth Employment Service ..
School teacher .escececese
Anyone else .ccscccccscnss
No one tried to stop you ..

Approximately how many ships have you sailed in for a full voyage?
(i.e., from opening to closing of articles)? ecccscercccccscnccncsse

How many ships have you stayed on for two or more VOYages? seecsces
What kind of voyage do you prefer? '

(PLEASE TICK) a voyage of less than 3 months ..ccccsse
between 3 and 6 months away secsccccccss
between 6 and 9 months away .cceocccccecs
between 9 and 12 months away c.ececcsceecs
a voyage of more than 1 year occececsceas

What type of ship do you prefer to sail in?

(PLEASE TICK). home tradeér secvcecccess
tanker ..cccocecscsccces
cargo liner sccceccccecs
bulk carrier ..cccescess
general trader o.ccccce.n

What types were your last two ships?

1 ORS00SR IDOEIOOORORGREBOINONCSS

2 '..lll.'l.‘........I.I...I..
Do you prefer to sign on a ship with men you have sailed with before?

(PLEASB TICK) Never ...cecccesece
Rarely ecccecescces
Occasionally c.....
Usually .ecococceie
Always ....c.ccccoen

If one of your friends has a senior rank/rating on a ship, would you
prefer to sign on with him?

Yes esvee
NO ieecon:

When you have leave, do you prefer it at

(PLEASE TICK) Regular intervals ccescccccces
Your discretion ®coscessencocé

When you are finishing your leave, do you prefer to go back to the

. company you have just sailed with?

(PLEASE TICK) Never eecoccceocaccoss
Rarely ocececccncses
Occasionally eececse
Usuﬂlly @esssoencsnsee
A];"ﬂ‘ys esoesdosnncnee
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42. What type of company do you prefer to work for?

(PLEASE TICX) home trade COMPANY .ccccsscces
local company eccecsccescccses
large company cccesvscecccssces
small COMPANY ccecscccccscccns

company with special trades ...

43. Have you been logged during your last three voyages?

(PLEASE TICK) Yes ccceves
No esvescee

43a. If you have been logged, what was it for? ..ecccecececccccccaccnnss
44. What do you most prefer to do when you are off-duty at sea?

(PLBASB TICK) Read .cecveovccscncoronncsvens
Talk with friend8 ...cs0:65400
Play cards or darts in the
recreation room s..ccececes
Write home .ccosecesvcacasass
Work at a hobby ....ceccveess

45. How many hours overtime (i.e., hours in excess of 40 per week) did
you average in any week during your last voyage? .....ccccesasaccss

46. Who do you normally drink with at sea?

(PLEASE TICK) Only men in your department ........
Occasionally with men from

another department ....ccoccccusss

Men of your Own 8g8€ cececcccsccnccca

Men of your own seniority e.ccccecces

ANyONe eccccececscccasscscnsccsnsanns

47. It has been said that a ship is like a football team in which the
officers and crew are on the same side, because good teamwork means
a successful voyage and a happy ship. Would you

definitely diSBgree <cccceccccencses
disagree on the whole +icccccecscss
agree on the whole .sccccsscccscnsns
definitely agree 928 0 9OV OSTISTESEDNOEBDISEDS

48, Some people have said that officers and ratings have nothing in
common. Do you think this is

true cevevcscsccces
partly true .ccese.
false LB B NN NN N NN

49, In which of the following ways do you think an officer should handle
his work relationship with the crew?

(PLBASE TI“, A no=-nonsense attitude sevovsvennae
Strict interpretation of the

N.M.B., agreements ..ccccvcvcvccccse

'*Be a good SPOLt® cecccscccocrcacacacs

Leave everything to the P.0,*S ...e00
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50.

S1.

52.
53.
54.
55.

56.
57.

58.
58a.

59.

60.
61.

Do you think an officer should

(PLEASE TICK) be friendly with crew members? .e.cveces
be familiar with crew members? ...c..o-..
be formal towards crew members? ........

How much overtime do you like to work at sea?

(PLBASB TICK) NQne at all Psessenssssnssetess
. One or two hours a week <.ceee
Pour or five hours a week ....

One or two hours a day cecsces

Three or four hours a day e.s..

What was the most hapﬁy ship you ever sailed on? Can you tell us
'hy YOI.I folmd it haPPY? [ YEFEFRFRRRRNNFNNNNNNNEEEN NN N ENN EREEENEREE ENS]

What type of ship, e.g., a bulkecarrier, do you prefer to sail in?
can you tell us 'hy? .lll...'ll..'.........l.l.l....ll.l.l.lI..].D.

Some people have said that a seafarer's workiis largely unskilled.
Do you think that this is cortect? [EE N AN EENN NN NNNNENNNENNNNNNENNMNEJNNN ]

Would you prefer your shipmates on your next voyage to come from the
same part of the U.K. as yourself? ..c.ccccscscecscssccsscscocccncs

What sort of men do you prefer to sail with? .c.ccscccecscocececess

What- sort of men would you prefer to have as officers on your next

voyagé? [ EX XXX EXEXEEEFEERFER R RN RN NN NN NN NN R NN NI NI NN IR IR N B NI N NN B RN NN SN

Age you married? YeS.ceeoee NOsoeooss
Do you have any children?

(PLEASE TICK) No children .e.ccsce.
one child LB N R N N BN I NN
Two Children esscseces
More than two e.ecsee

If you have/had a son, would you

(PLBASBE TICK) encourage him to go to 8ea? ..c.ccece.
. let him go if he wanted to? ....cccc00
discourage him? .....ces0c0c000n0000as
refuse to let him go? c.ccceccccanscece

~What do you most dislike about living on a 8hip? ...cciceccacananns

What do you most dislike about your.job on the ship? ....ccecccc.e.

THANK YOU FOR YOUR CO-OPERATION?
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SPECIMEN QUESTIONNAIRE 3

CONFIDENTIAL

1.
2.
3.

3a.

S.

6.

7.
8.

9.
10.

11.
12.

13.

14.

What is your name? ..ccesecesvcscocveorcsvsscacacnsassncanscsssssss

What is your home address?  .e...ccccscvccoscnsocssacncascssoaascanes

Your place Of Dirth? .c.cceicceccsccscccosscssccsssscscasasssss(TOWN)
What age are YOU? sceencesscccsces

What is your present rank/rating in the M.Ne? ..cccvecccccssosacace

How many years have you been going to sea? es.ccevccececececncccnces

What is your father's job? (Xf your father is retired or deceased,
ple“e write in his last fulletime j°bo) 000 sEevOCRsIGNBLIREsOORERIROETE

1f your father is, or was, a seafarer, what rank/rating does he have?

How many brothers or sisters do you have? esccssscccccccsssascecnss

Are any of your relatives other than your father seafarers or exe

Seﬂfate.I'S? [ EE NN ENNNNNRENENNENNENRNNNNNINENNNRNENINIENN N R NN RN RN NN
How many of your close friends from home are seafarers?

(PLBASB Tch) one or t'o esesescsanse
Several ..cccccececsns
"ost d thm [ A N NN NN NN
All of them cccocncess

None seeaesessssseseese
What type of school did you attend? ..ccccccccceccocccscecsscasanse

Have you attended a pre-sea School? ..cecececsceccee
tecmicﬂ'c°11ege? 9evcecececace
(PLEASE TICK) nautical c°11°ge7 sesvasssessene

HOﬂ Old 'ere you 'hen you left Bchool? [ A NN NN NNNNNN N RN NN BN BB NN NN ]

'Did you obtain a school-leaving certificate?

(PLEASE TICK) GeCeB. oevcoceces
CIS.B. [ E NN NN NN NNI
Other .scecvecccnce
None epsesscscsere

How old were you when you joined the McNe? scecccecoceces
Did any of the other boys at your school go to sea?

(PLEASE TICK) One or tWO .ecevsceces
Several .cccecsccscses
Most of them ...ccc0e0
All Of them L N N N NN NN N ]
NONEe .cceencecessensnn

Why did you choose your present job in preference to any other work

ﬂt Bel? R ....’..l.l...'.‘..l..l...l...lI......-...lli.l...l........-.

Which department do you think has the most interesting work on board

Ship? 0008000000000 000000PP0PNEEEEIOEEBDLONETS
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15. Which department do you think has the most important job on a ship?

16. Which job on a ship do you think requires the most skill?

16a. Why does this job require the most SKill? .cecececacecacoccccnccace
17. Which job on a ship do you think requires the least skill? ..ccc...
17a. Why does this job require the leasé degree of 8kill? ceesecscncases
18. What aspect of seafaring do you like the most? .cecececcccsvscceces
19. What aspect of seafaring do you most dislike? ccccccsccccccvacecace
20. If you had not gone to sea, what work do you think you would be doing

no'? ..-...-.l--l..l.l.....l.n.-.!.n.-.n...-.l...-.n.l...'.l..ll.l.l

21, When you think of the time you have spent at sea, would you say you
are

(PLBASE TICK) very happy with your job? ...c.ccececocsnes
"happy with your JOb? eccccecssscccancsccnse
it’s just & JOD ceecccevresncsscasasancnns
unhappy with your job? ..ccecccecccccscans
very unhappy with your job? ...ececocesese

22. Do you have a Service Contract with either a company? Yes.... No....
or the H.N;'Bstabliihmgnt? Ye8eeeco NOcosos

23. What do you think is the major reason why seafarers sign contracts?

23a. Why would you sign a contract? ecececccosccvcecccccsrscncosscnccsscs
24. Do you intend to make the sea your career? YeS...:. NOeo...

24a. If you answered "mo' to Question 24, how long do you think you will
stay at sea, and why will you leave the industry? ccecccececccccosee

25. Have you every been employed ashore? Yes.... No.... ]
25a. If you have been employed ashore, what was your job? .cceocececccecss
26. Do you have any good friends who are not at sea?

(PLEASB TI“) one or t'o XXX ENRYNNY KN N
Several ccececccccvccnsose
most of your friends .....
all of your friends ......

none 9.0 000000000 00800a00000¢0ce
27. What types of jobs do your friends ashore have? ..ccececscccccoscces
28. What was your major reason for going to 8€a?7 .c.cvecccvccccenacnnsse

29. Did you have any contact with the M.N., before you went to sea, through
any of the following:

(PLEASE TICK ALL visitng & Ship ecccccccccccaccee
THR ITBMS THAT vigsiting the docks ...ececccecse
mLYme.) reading books L U BN BN A B BN B BB BN NN N

watching TV or films ...ccocv.ee
knowing seafarer8 eccccccccccses
any other contact e.cceceeeccees
none at all ..ccececsssccccancns




30.

31.

32.

33.

34.

35.

35a. Why do you prefer this length of voyage?

36.

36a. Why do you prefer this type of ship?
37. Do you prefer to sign on a ship with men you have sailed with before?

38.

39.

Did any of the following people help you with advice when you decided

that you wanted to go to sea?

(PLEASE TICK ALL
THE ITEMS THAT

APPLY TO YOU.) friends

your parents
other relatives

Youth Employment Service
school teacher
anyone else
no help from anyone

Did anyone try to stop you going to sea?

(PLEASE TICK ALL
THB ITEMS THAT

APPLY TO YOU.) friends

girl friend
Youth Bmployment Service
school teacher
anyone else
no one tried to stop you

your parents
other relatives

When you first joined a ship, were you surprised or unprepared for

the type of job which you had to do?

How many ships have you sailed in for a deep-sea voyage (approx-

imately)?

How many ships have you been on for two or more deep-sea voyages

(approximately)? ..ccecvcecccscnces

What kind of voyage do you prefer?
(PLBASE TICK)

a voyage of less than 3 months
between 3 and 6 months away
between 6 and 9 months away
between 9 and 12 months away
a voyage of more than a year

What type of ship do you prefer to sail in?

(PLEASE TICK) home trader
tanker
cargo liner

bulk carrier

tramp

(PLEASE TICX) never
rarely .ceccssce
occasionally ...
usually

always

If one of your friends has a senior rank/rating on a ship, would you
Yes cceoee

prefer to sign on with him?

NO cesee

When you have leave, do you prefer it at

(PLBASE TICX)
your discretion

regular intervals

397



398

40, If you do not have a company service contract, do you prefer to go
back to the company you have just sailed with when you finish your
leave?

(PLBASB TIC‘.) never secsgsvsecancece
rarely eseasssvscccsee
occasionally scececss
usually .eeescecsccee
8lwayS <cecececccnnss

41. Do you prefer to work for a company that is

(PLBASE TICK) close to your home ..eceveces
a large COMPANY ccpoecccioce oo
a small company ecsecccsscccss
no preference .eccevceccsssass

42, Have you been logged during the past two years? Yes .... No ....
42a. If you have been logged, what was it for? .c.eccececocscecocosccence
43, How much overtime do you like to work at sea?

(PLEASE TICK) none at all cceevececscssacsces
one or two hours a week ..o
four or five hours & week .c...
one or two hours a day .ccccase
three or four hours a day .....

44, How many hours in excess of 40 per week did you average for any week
Of yout llst Voyage? S emasesosnRoReboesOn

45. It has been said that a ship is like a football team in which the
officers and crew are on the same side because good teamwork means
a successful voyage. Would you

(PLEASE TICK) definitely disagree ...e.ccs.0
disagree on the whole .ccec0ss
agree on the whole cccccscscse
definitely agree e.ccocsccccss

46, Some people have said that officers and ratings have nothing in
common. Do you think this is

(PLEASB TI“) tme [N NN NN NN NN AN NN NN ]
partly true oc.ccscccee
fal'e .-....'......‘...

47. How do you think an officer should handle his wotking relationship

'ith the cre'? FE R ERERERRERFRR R NN NNENNRE RN N NN NN NN N E NN NI RN I N NN NN NS NN BN

48, Some people have said that the trouble with life at sea is that there
are too many chiefs and not enough indians. Do you think that this is
acorrect statment? .......lII_I..I..l.I.l................'I..l.II.-

49, Some people have said that a seafarer’s work is largely unskilled.
Do you think that this applies to your job? ..ccceccseccccececccese

49a. Do you think there are any unskilled jobs at sea, and if so, which
jobs are they? .l.....I...l.....l.l..'l..l......i...'.ll........I..

50. What do you most prefer to do when you are off-duty at sea? ..ccc.o.

51. Do you find that there are any distinctions between men from different
departments in the way they use their free time? ...ccecocococeccces

52. Would you prefer your shipmates on your next voyage to come from the
same part of the U.X. as yourself? Yes8 cecee  NO oc.ee




53.
53a.
54,
55.
55a.
56.

57.

58- )

59.

If you were able to choose the other crew members for your next trip,
what sort of personality do you think a rating should have? ........

What sort of man would you choose for an officer if you could

ChOO-Se? [ENNENENNNNENNENNNNENNNNENENNNNERNRENNXN ]

What do you think are the requirements for a ship to be a "happy

Ship™? ccececsccsscecasonccocnsocsasscocscacascssrncasesssassacasssns
Are you married? Yes vecene NO cseev-e

Do you have any children? ...ccececccscccccncasasasssescacsscnsesss
If you have/had a son, would you

(PLEASE TI(X) encourage him to go to s€ea ..c.ces.
let him go if he wanted t0 ..c.0.co
discourage him ...cv.0cvctcsrvcnces
refuse to let him go to sea .......

What does your wife/girl friend think about your job? .....cccevecss
What do you most dislike about living on a ship? ..c.ciesecscesasase
What do you most dislike about your job on a ship? .....ccecececaces

THANK YOU FOR YOUR CO = OPERATION?
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B. SPBECIMEN QUESTIONNAIRE ‘4

1.
2.
3.

3a.

4,
5.

S5a.

7.

8.

10.

11,

Section A

What rank/rating do you hold in the McNe? .<ccccceces
How many years have you spent at sea? .eeccccecss
Have you ever worked ashore? Yes8cee.. NOccsoo

If you answered "yes"™ to Qﬁestion 3, what was your shore job, and
how long did you have it?

First jOb 0.-..0.‘... Ti!lle [ A NN NN NN
Second job ccceecacee Time occccececee
Third job sosecscsacs Time Seosecsscne

What is, or was, your father’s job? .c.ccecces
Was your father a seafarer at any time? Yes..... No.....
If you answered "yes"™ to Question 5, what rank/rating did he hold?

What is your present age? ...ccveese .
What age were you when you first went to sea? <cceccecss

Which of the following types of school did you attend?  (Please
place a tick beside each one thit applies to you.)

2. Blementary cecee

b. Secondary Modern a.ese.
c. Comprehensive .....

d. Grammar TR

e. Technical €ollege .....
f. Private School ...s.

g. "Public"™ School ...,

Where did you have your pre-sea training? (Please state the name
of the school and the course you took. If you had no training,
please write "™none™.) ;

Schooil secscssbnnee
Coufse esessenseas

Have you had any further education since you left school, other than
pre-sea training? (Please state the name of the institution and the
courge. If you have taken a correspondence course, please state the
subject.) '

Institution -coo.-.,o.;
Course/Subject .cescssace
When you think of the time you have spent at sea, would you say that

-you are very happy with your job? .....
you are happy with your job? .e.e.

it’s Just a jOb? sseee

you are unhappy with your job? .,...

you are very unhappy with your job? .....

[
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Section B

1. Are you married? Yes eassee No evese
2. Do you h‘ve any children? [EEENENNRENTN R I A NI BN BRI B N EEEE B B A I B ]

3. Is the house you live in a detached houSe? as.cs.ecscvsscnsnsscacocns
semi~detached house? .c.cceovececavsscans
(PLEASE TICK) terraced house? eccsvvecesscccccssncnsans

fl‘t? [N NN A BN NN NN NN NI BN AN BURC A BN B

4. Is this house your own? ...e..eesceceseces
rented? ..c.cececvcccacvesse
a council house? .ccecccess
your parents'? ....ecececee
your parentstin-law's? ....

(PLEASE TICK)

5. Which of the following newspapers do you prefer to read when you are
in the U.K,.?

(PLEASE TICK) Daily Bxpress.... Sunday Citizen.......
Daily Mail.eeoses Sunday BxpresS..esse.
Daily Mirror..... Sunday Mirrore.ecescee
Daily Sketcheeess Sunday SufNeccocccccss
Daily Telegraph.. Sunday Telegraph.....
Guardign..escecse Sunday TimeSceccoveees
SuUNe.ccscececseee ObServer..ceececesces
Morning Star..... News of the World....
TimeBececscoscese PeOPlErccoscscccecncs

6. Which of the following political parties expresses the views most
similar to your own on major issues?

(PLEASE TICK) Communist Party eeceocecase
Conservative Party ....ce0
Labour Party e.ccococcceos
Liberal Party oscccscecccns
Socialist Party .ecccecese

7. VWhat jobs do three of your neighbours at home hold?

1 LU B B B B B I BB BURC LI BN BB B B B B B B BN I N B BN U
2 G >0 0P OSSO0 eOPOOIEBRPPOOSESSIESIOSOINOTOSRSSTOENSS
3 0 00000 ¢ PP a0 8008TCR8SRLIBSIRIOIBILTY

8. What are the jobs of two of your close friends who work ashore?

1 [ EE R ENE R NNENNENNENXERNNENNENNNNNENNNNN]

2 02980 UBese0eto0escRnEsgascdsnennsose

9. In your experience do people ashore know very much about the sort
of life thut yw Ie‘d at se‘? @S 000 0 00O OO EGPEEDOIS SOOI BEOSOEEEBRSSES PSS

10. What jobs do you think people ashore consider as socially being like
the one You do ‘t se‘? LB BN B BN BN BN BN BN BN B BY BN BN BURN BN N N RN BN AN BN N BN BN N B BN BN BN B NN N BN NN N

11. What jobs ashore do you think are most similar, socially, to the one

you do at sea? S PSSP N UEGOUDNOOCO00ON0000TENCESEUTNO0CAR0CEORECEOEROTOSTTRTSTS

12. Where is your present home? (TOWN) ceescoccasccscevsacsascasncns
(county) L N BN BB BN B BN BN BN BN BN BN BN BN BN BN B BN BN NN N N )
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Section C

If you are unmarried, please turn to the next page.

The purpose of this section of the guestionnaire is to learn something
about the life of your wife and family when you are away at sea. As you
know very well, their well-being affects the way in which you look at

your job at sea, and thus is of interest to the University. The questions
which follow will help us to know how they manage when you are away.

1. What was your wife’s job before you were married? o..ccccecceccnsess
2. If she is still working, what job does she hold Nnow? .....ccocecncse

3. When you are home and your wife and yourself spend an evening with
other people, are these people most likely to be your

(PLEASE TICK) shipmates o..ssccececccoscs
neighbours as.cccsecessesse
relatives eccceesvvevocess
wife's friends .acccccsnes
old friends ...cccecscsen

4. When you are away, which women are the most frequent visitors your
wife has for a gossip and cup of tea? (Please write in whether
these are friends, neighbours, or relatives, and how far away they
live from your home.)

Visj.tor no. 1 PSSO DOV OIBIPOESIPLDPOEIABBASIS lives [N N NN ] mins' w.lk.
Visitor No0e 2 cecececsssnssacnnsascscce liVves c.cee mins. walk.
Visitot no. 3 [N N NN NN NENNNENNNNNNMNNNNEN] 1ives [ E B N N ] mins. 'alk.

5. How far away do your relatives iive from youf present home?

Parents live ..e¢cs0.0.0.. miles away.
Brother liveS .ccteceess... Mmiles away.
Sister lives ...c.eve0.e..0 miles away.

6. How far away do your wife’s parents live from your present home?
ecessssnnsess. Miles away

7. How far away does your wife’s relative who lives the closest to you
1ive? ...viececessse.miles away

8. How frequently does your wife see her relatives? ....ccccccerescces
9. Are any of your wife's friends the wives of seafarers?

(PLBASE TICK) ONne Of tWO cecscocnascnses
several friends e.ccccvccee
most ‘of her friends ......
all o.f her friends XXX
none of her friends .cc...

10. Does your wife belong to any organizations; e.g., the wivesd group
at ywr\clmrch? .......O......‘.........-I.l....l.......l...l......l

11. What sort of things do you and your wife like to do during your

1eaves? [ E N NN NN RN NEN NN NNNENNNNENNNNNINKRNNNNNNNNN NN NN RN NN NN NN NN NN RN NN

12. What does your wife think of your being a seafarer? .eceiccccecssse
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Section D
1. Which Union/Association do you belong to? «.c.ecevsceccsncecnconsecs
2. As a seafarer, what do you think are the three most important things
that your Union/Association does for its members?
1 ® O 60 PO OB O OSSO0 PO RO OEPSELS SN
2 9 6 008 5 9088088 TS STE0 e eeEVEOBESBENBSPROSS
3 LR B BN BN B BN B BN BN BN B RN B BE N BN I BB BN BN BU RN BN RN B AN AN BN N N )
3. What do you think are the major weaknesses of the Union/Association?
1 .I.....Illl.l...l.;.l...'..l..l....... :
2 @ @ a0 a® 0880 5999 ¢8I ERE AV O0E0 Va0 Tsoaseetee
3 ® B8 000900 ALE0 OSSP ISR UECEPSISPANERSRseS e
4. How many times in a year do you participate in a Union meeting? .....
S. How many times a year will you normally meet a Union/Association
official other than when you pay your duUeS? ..c.ececesaseososscacsonss
6. Do you regard a Union/Association official as
(PLEASE TICK) one who can give useful information ....c.ccesee
smeone to be tolerated P00 GO OB POEOODPOISSOSOORSTSOEES
smeone to avoid 99 80 ESSSBSSTSEDPOEDPERODOIBDRESOOUDPIPSODN
someone who consumes time without
giving a worthwhile return ..ccocccccccocsaces
7. What do you think are the major advantages of having shipboard
representatim? l-'lI..IIl.l.....l......l....ll.......llI.I..........
8. What are the major disadvantages of having shipboard representation?
9. If you had to choose today between going to sea in a bulk carrier,
a cargo-liner, or a tanker, which would you prefer and why? .........
10. Some people have said that certain types of men prefer to go on certain
types of ship; e.g., older seafarers prefer home trade vessels. In
your experience have you noticed whether this happens, or is this an
old "ives’ tale? LEC AL U BB B BUIE BB B N BC I BCA BB U R B BN BURY B RN BN AU BUNE BU R B B BU B BN R N I BN NN
11. What do you most dislike about your job at 8e€8? ...cocvvevosotscacss
12. What do you most like about your life at Be&8? ,.c.ccccevccssccnnnses

THANK YOU FOR YOUR CO-OPERATION:







APPENDIX II1

DATA DERIVED FROM QUESTIONNAIRE SAMPLES

Introduction

The 102 sets of tables shown in this Appendix are summaries of the
data collected by use of questionnaires during the study. The tables are
summarized on three variables: (1) they distinguish between officers and
ratings; (2) they distinguish between departments on board the ship; and
(3) the variables derived from the questions on the schedule are intro-
duced in turn. In Appendix I we discussed the interlocking nature of the
three sets of questionnaires, and consequently, N varies from table to
table. For this reason the majority of values are shown as percentages
to facilitate comparison between groups and within groups. '

The tables shown in the body of the text are developed from the
material summarized here. The analysis of data distinguished between
the variables shown in this summary and also between age, marital status,
wish for a career at sea, rank/rating, type of ship, and the company for

which the seafarer was working at the time.

Composition of Samples

Table A2.1. Distribution of questionnaires to seafarers by number

of ships.
Questionnaire Questionnaire Questionnaire No. of
2 3 4 ships
Officers 4 14 15% 33*
Ratings 4 14 10 28

*includes 5 ships with Asian ratings

Table A2.2., Deck officers"' sample size.

Questionnaire Response Rate
2 3 4 N* % of N %
Master 0 6 0 6 4 18
Mate 4 16 15 35 a3 106%*
Second Mate 4 21 15 40 25 121%*
Third Mate 8 17 20 45 28 98
Apprentices 6 26 0 32 20 98
22 86 50 158 100% X = 88%

*potential sample N=179

**17 men in the sample are relieving officers; the response rate is
derived from the number of men responding divided by the number of
men in the rank or ship’s articles.
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Table A2.3. Bngineer officers’ sample size.

Questionnaire Response Rate
Officer 2 3 4 N® % of N %
Chief .
Engineer 1 12 16 29 15 88
Second
Bngineer 3 10 14 27 - 14 82
Third - )
Engineer 4 18 15 37 19 _ 92
PFourth ' )
Bngineer 3 14 16 33 17 100
Junior
Bngineer 11 21 19 51 27 ' 77
Apprentices 2 3 0 5 3 100
Blectricians 4 3 0 7 4 100
Potential . '
Sample N=g17 28 81 80 189 100% X=287%

Table A2.4. Other officers' sample size.

Questionnaire Response Rate
Officer 2 3 4 N¥ % of N %
Catering
Officer 0 12 0 12 54 36
Radio .
Officer 2 8 0 10 46 30*
N= 2 20 0 22 100 . X = 33%

*potential sample N = 66

Table A2.5. Catering ratings' sample size.

Response

~ Questionnaire Rate
Rating T2 3 4 N* % of N %
Chief Cook 3 16 5 24 17 84
2nd Cook 4 12 6 22 16 77
2nd Steward 3 10 - 9 22 16 77
Asst. Steward 10 22 13 45 32 90
Catering Boy 4 15 8 27 19 81
N= 24 75 41 140 100% X = 82%:

*potential sample N = 184




Table A2.6. Deck ratings’ sample size.
Response
Questionnaire Rate
Rating 2 3 4 N %of N %
Bosun and Carpenter 1 24 20 45 18 90
A.B, : 21 38 a8 87 35 78
E.D.H. 10 34 28 72 30 85
Deck Boy 15 20 4 39 16 90
N = 47 116 80 243 99% X = 84%
*potential sample N = 288
Table A2.7. Engine-room ratings® sample size.
Response.
Questionnaire Rate
Rating 2 3 4 N %of N %
FStorekeeper 0 3 6 9 13 .50
Donkey/Greaser 14 24 24 62 86 69
Wiper 0 1 0 1 1 100 AJ
N = 14 28 30 72 100% X = 60%

#potential sample N = 120

Age structure of sample (based on Questionnaire 2, Ql; Questionnaire 3,

Ql; Questionnaire 4, Q6).

Table A2.8. Deck officers by age.
Age in years

16=20 21-25 26=30 31=35 36=~40 41-45 46~50 51 N
Master 0 ] 0 ] ] 1 2 3 6
Mate 0 0 1 14 13 5 2 0 35
2nd Mate 0 2 29 7 2 0 0 0 40
3rd Mate 0 41 3 0 1 0 0 0 45
Apprentices 30 2 0o 0 0 0 0 0 32
N = 30 45 33 21 16 6 4 3 158
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Table A2.9. Engineer officers by age.

Age in years
16=20 21=25 26~-30 31-35 36-40 41-45 46-50 51+ N
Chief Bngineer O 0 0 4 10 6 4 5 29
2nd Bngineer 0 0 6 15 4 1 0 1 27
3rd Bngineer 0 2 19 9 2 3 1 1 37
4th Bngineer 0 18 12 2 0 1 0 0 33
Jr. Engineer 0 39 10 1 1 0 0 0 51
Apprentices 3 2 0 0 0 0 VR 0 5
Blectrician 0 1 2 1 0 2 o 1 7
N = 3 62 49 32 17 13 5 8 189
Table A2.10. Other officers by age.
Age in years'
16~-20 21-25 26=30 31-35 36~40 41-45 46-50 51¢ N
Catering
. Officer 0 0 1 3 3 4 0 1 12
. I'Radio .
Officer ) 4 1 2 1 0 1 1 10
N = 0 4 2 5 4 4 1 2 22
Table A2.11. .Catering ratings by age.
O Age in years
'[¢;. 16~20 21~25 26=30 31=35 36-40 41=45 46-50 51+ N
Chief Cook 0 2 6 6 3 2 2 3 24
2nd Cook 2 17 2 1 0 0 0 0 22
2nd Steward - 0. 0 8 9 3 1 1 0 22
Asst, Steward 21 13 5 1 2 2 0 1 45
Catering Boy 27 0 0 0 0 0 0 0 27
N = 50 32 21 17 8 5 3 4 140
Table A2.12. Deck ratings by age.
Age in years
© 16=20 21=25 26~30 3135 36«40 41-45 46-50 514. N
Bosun and .
. Carpenter -0 0 2 8 9 12 11 3 45
A.B. 0 18 17 9 18 15 7 2 87
B.D.H, 18- 40 11 3 0 0 0 0 72
Deck Boy 39 0 0 0 0 0 0 0 39
N = 57 58 30 20 27 27 18 5 243
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Table A2.13. Engine-room ratings by age.
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—

Age in years
16=20 2125 26=30 31-35 36-40 41-45 46=-50 51+ N

Storekeeper 0 0 4] 0 0 2 4 3 9
Donkey/Greaser O 12 9 2 11 15 8 5 62
Wiper 1 0o 0 0 0 0 0 0 1

N = 1 12 9 2 11 17 12 8 72

Socioeconomic background of seafarers: father's occupation (Questionnaire 2,

Q 4; Questionnaire 3, Q 3; Questionnaire 4, Q 4).

Table A2.14. The occupations of the fathers of deck officers.

Manual Skilled Clerical Managerial Professional N
' -1
Master 0 1 3 1 1 6
Mate 5 2 11 14 3 35
and Mate 1 14 5 12 8 40
3rd Mate 3 14 12 11 5 45
Apprentice 0 13 4 8 7 32
N = 9 44 35 46 24 158
%= 6% 28% 22% 29% 15% 100%
Table A2.15. The occupations of the fathers of engineer officers.
F
Manual Skilled Clerical Managerial Professional N
Chief BEngineer 3 9 - 11 6 0 29
2nd Bngineer 10 9 2 5 1 27
3rd .Engineer 17 16 4 0 o 37
4th Engineer 10 15 4 4 0 33
Jr. EBEngineer 16 17 8 8 2 51
Apprentice 0 0 1 4 0 5
Blectrician 1 3 0 1 2 7
N= 57 69 30 28 5 189
% = 30% 37% 16% 15% 3% 101%
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Table A2.16. The occupations of the fathers of other officers.

Manual Skilled Clerical Managerial Professional N
Catering
Officer 2 3 3 5 0 12
Radio
Officer 0 3 3 3 1 10
N = 2 6 5 8 1 22
% = 9% 27% 22% 36% 5% 99%

Table A2.17. The occupations of the fathers of catering ratings.

Manual Skilled Clerical Managerial Professional N
Chief Cook 12 7 4 1 0 24
2nd Cook 13 5 4 0 0 22
2nd Steward 10 9 2 1 0 22
Asst. Steward 31 11 3 0 0 45
Catering Boy . 15 4 5 2 1 27
N = 81 36 18 4 _ 1 140
%= 58% 26% 13% 3% 1% 101%

Table A2.18. The occupations of the fathers of deck ratings.

i Manusal Skilled Clerical Managerial Professional N
Bosun and .o
Carpenter 15 18 6 6 0 45
A.B, 40 29 2 14 0 85*%
B.D.H, 23 39 3 7 0 72
Deck Boy 30 8 1 0 ] - 39
N= ' 108 94 12 27 0 241>
%= 45% 39% 5% 11% 0% 100%
¥Iwo A.B.s did not reply to this question.
Table A2.19. The occuputiohs of the fathers of engine-room ratings.
[» Manual Skilled Clerical Managerial Professional N
Storekeeper 5 3 1 0 0 9
onkey/Greaser 36 18 6 0 1 s L
iper 0 1 0 v 0 1
N = 41 22 7 0 ' 1 71%
% = 58% 31% 10% o% 1% 100%
—

*One Donkey/Greaser did not reply to this question.




Secafarers with relatives who are also seafarers(Questionnaire 2, Q 5 and

6; Questionnaire 3, Q 3a and 5; Questionnaire 4, Q 5),

The tables following are coded as below:

O NN W=
nnunan

Pather seafarer

Cousin seafarer

Uncle and Cousin seafarers
Pather and Uncle seafarers
Father, Uncle and Cousin

seafarers

10

Uncle seafarer

Brother seafarer

Uncle and Brother seafarers

Father and Brother sea-
farers

Pather, Uncle and Brother

seafarers

11 = No relatives at sea

Table A2.20. Pamily (seafaring) relationship of deck officers.

1 2 3 4 S5 6 7 8 9 10 11 N
Master 0 2 0 0 0 0 0 0 0 2 2 6
Mate 5 6 2 2 0 0 5 0 2 0 13 35
2nd Mate 8 4 0 2 2 1 1 1 4 1 16 40
3rd Mate 4 7 0 0 2 0 2 0 3 0 27 45
Apprentice 5 3 ©0 ©O0 O 2 4 O O O 18 32
N = 22 22 2 4 4 3 12 1 9 3 76 158
®= 14% 14% 1% 2% 2% 8% 1% 6% 2% 48% 100%
Table A2.21. Family (seafaring) relationship of engineer officers.
1 2 3 4 5 6 7 8 9 10 11 N
|IChief Engineer 6 0 5 0 0 0 0 0 3 3 12 29
2nd Bngineer 4 3 2 2 0 0 2 VB 3 0~ 11 27
3rd Bngineer 4 4 0 3 2 2 3 0 2 0o 17 37
4th Bngineer 2 3 0o 2 0 0 2 2 2 7 13 33
Jr., Bngineer 14 3 0 4 1 3 3 1 1 2 19 51
Apprentice 0 1 0 0 1 0 0 0 0 0 3 5
Blectrician 1 0 0 0 0 0 1 0 0 0 5 7
= _ 31 14 7 11 4 S 11 . 3 11 12 80 189
= 16% 7% 4% 6% 2% 3% 6% 2% 6% 6% 42% 100%
Table A2.22. Family (seafaring) relationship of other officers.
1 2 3 ' 4 5 6 7 8 9 10 11 N
Catering
Officer 3 1 0 a 2 0 2 1 0 1 -0 12
Radio
Officer 0 1 (4] 1 0o 0 1 0 1 0 6 10
N = 3 2 0 3 2 o0 3 1 1 1 6 a2
%= 1% 9% 0% 14% 9% O% 14% 4% 4% 4% 27% 99%
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Table A2.23.

Family (seafaring) relationship of catering ratings.

1 2 3 4 5 6 7 8 9 10 11 N
Chief Cook 3 3 1 0 0 1 2 4 2 1 7 24
2nd Cook 2 4 1 1 2 3 1 o a 1 5 22
2nd Steward 2 2 0 0 2 0 2 3 ‘0 T 10 22
Asst. Steward 7 5 0 4 0 2 4 4 6 0 13 45
Catering Boy 1 4 2 2 0 2 3 5 1 0 7 27
N = 15 18 4 7 4 8 12 16 11 3 42 140
% = 11% 13% 3% 5% 3% 5% 9% 11% 8% 2% 30% 100%
and
Table A2.24. Pamily (seafaring) relationship of deck ratings.
1 2 3 4 S5 6 7 8 9 10 11 N .
Bosun and
Carpenter 10 7 2 1 1 0 2 1 1 2 18 45
] A.B. 22 9 1 2 3 2 4 4 2 1 37 87
E.D.H. 12 5 3 1 2 0 S 7 2 2 33 72
Deck Boy 7 4 1 0 0 2 8 4 1 3 9 39
N = 51 25 7 4 6 4 10 16 6 8 97 243
1% = 21% 10% 3% 2% 2% 2% 8% 7% 2% 3% 40% 100%
| ™ _ 3

Table A2.25.

Family (seafaring) relationship of engine-room ratings.

*One donkey/greaser did not answer this question.

Table A2.26.

1 2 3 4 5 6 7 8 9 10 11 N
Storekeeper 1 2 0 1 0 0 2 2 1 0 2 9
Donkey/
Greaser 1 3 1 1 0 0 6 5 3 1 38 61*
‘| Wiper 0 1 0 0 0 0 0. 0 0 0 0 1
. . -y
N = 2 6 1 2 0 o 8 7 4 1 40 71%
%= 3% 8% 1% 3% 0% 0% 11% 10% 6% 1% 57% 100%

"How manyof your close friends from home are seafarers?”
(Questionnaire 2, Q 7; Questionnaire 3, Q 6).

Number of friends

Rank 1l or 2 Several Most All None N .
Deck Officer 26 4 0 2 76 108
Engineer Officer 48 2 1 1 57 109
Other Officers .5 1 0 0 16 22
Catering Rating 28 3 3 4 61 99
+£eck Rating 87 17 6 11 42 163
N = 207 28 11 18 279 543
% = 38% 5% 2% 3% 511»_

99%
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Seafarers' education (Questionnaire 2, Q 8; Questionnaire 3, Q 7;
Questionnaire 4, Q 8).

Type of school:

Secondary modern school
Grammar school
Private school
Nautical school

Blementary school
Comprehensive
Technical college
"Public” school
No answer

[- -
nuwnmn

O~ W=
[ LI I |

Table A2.27. ™What type of school did you last attend?”

FT "
. Type of school
Rank 1 2 3 4 5 " 6 7 8 9 N
Deck Officer 22 18 4 97 2 0 1 14 0 158
BEngineer Officer 7 121 8 21 32 1 0 0 2 189
Other Officers 5 6 0 4 6 1 0 0 0 22
Catering Rating 9 103 10 12 4 2 0 0 0 140
Deck Rating 39 17 11 4 5 1 0 1 3 243
Engine~-room
Rating 36 23 1 3 7 1 0 0 1 72
IN=" .. 118 450 34 141 56 6 1 15 6 824
% = 14% 55% 4% 17% 7% 1% - 2% 1% 101% |

Table A2.28, ™"Did you obtain a school-leaving certificate? (Questionnaire
2, Q 11; Questionnaire 3, Q 10).

School qualifications
None GCR'Q' GCE®*A' CSE ONC/ HNC/ Other % N
Rank % % % % OND HND %
% %
L: -
Deck Officer 21 65 3 7 4 0 0 100 108
Engineer Officer 38 32 2 6 16 6 0 100 109
Other Officers 34 8 0 8 46 0 4 100 22
Catering Officer 57 8 0 24 4] 0 10 99 99
Deck Rating 76 2 0 13 0 0 9 100 163
Engine~-room
Rating 94 0 0 3 0 0 3 100 42
% = 54 22 1 11 6 1 5 100
N = 292 119 5 62 32 7 26 543
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Table A2.29. ™"Have you attended a pre-sea school?" (Questionnaire 2, Q 9;
. Questionnaire 3, Q 8; Questionnaire 4, Q 9)

R
Private LEA

I Rank None Schooll Schoo12 NSTS Other3 N
Deck Officer 63 37 52 0 6 158
Bngineer Officer 178 0 10 0 1 189
Other Officer 1 0 10 10 1 22
Catering Rating 13 1 9 115 2 140
Deck Rating 46 0 1 192 4 243
Bngine-room Rating 3 0 0 69 0 72
N = 304 38 82 386 14 824
L" = 37% 5% 10% 47% 2% 101%

;e.g., H.M.S. "Conway"™, H.M.S. "Worcester™, Pangbourne, etc.
€.g., South Shields Marine and Technical College, Reardon Smith
Nautical College
€.g., T.S. "Mercury”, T.S. "Arethusa™

Table A2.30. Age of leaving school (Ques. 2, Q 10 and 11; Ques. 3, Q 9,
Ques. 4, Q A7), e

Table A2.31. "Did any of the other boys at your school go to sea?"
(Questionnaire 2, Q 13; Question 3, Q12).

F -
Number of boys
Rank 1 or 2 Several Most All None N.A., % . N
Lf % % % %
 Deck Officers 35 7 1 0 57 0 100 108
Engineer Officers 41 17 2 1 38 1 100 109
Other Officers 57 0 0 0 42 1 100 22
Catering Ratings 42 12 .5 0 41 0 100 99
Deck Ratings 46 18 -3 3 28 2 100 163
Bngine-room Ratings 62 0 0. 0 36 a 100 42
% a7 9 2 1 40 1 100
N = 543
-

Age
Rank 13 14 15 16 17 18 N.A. % N
% 2 % ] % ) *
Deck Officers 0 8 5 62 23 1 1 100 158
-Bngineer Officers 1 7 37 39 13 4 3 100 189
Other Officers 1 10 15 39 20 15 0. 100 22
Catering Ratings 1 10 54 31 ] 1 1 100 140
‘| Deck Ratings 2 14 60 19 1 0 4 100 243
Bngine-room Ratings 8 31 51 0 0 0 10 100 72
X% = 2% 13% 37% 32% 10% 3% 3%  100%
LN = 824
A
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Table A2.32. Married seafarers and their families (Questionnaire 2,
Q 58 and 58a; Questionnaire 3, Q 55 and 55 Questionnaire 4, Q Bl and

B2).
Has
Rank Unmarried Married Children N.A. N
% % % %
Deck Officers 47 52 31 1 158
Bngineer Officers 57 41 41 2 189
Other Officers .54 46 44 0 22
Catering Ratings 67 29 21 4 140
Deck Ratings 64 33 a7 3 243
Bngine~-room Ratings 49 50 47 1 72
% = : 56% 42% 35% 2% N=824

Choice of seafaring as a career

Table A2.33. "What was your major reason for going to sea?' (Questionnaire
2, Q 26; Questionnaire 3, Q 28).

rf‘ Always  Sea~ Out- Work
Wanted faring Educa- door Availw
Rank to Family tion Life able Travel N.A. N
Ll % % % ) % % % —fﬂ.
Deck Officers 33 1 1 11 11 42 0 108
Bngineer Officers 16 0 13 2 30 40 0 109
Other Officers 5 5 24 5 24 32 5 22
Catering Ratings 4 4 27 4 28 32 0 99
Deck Ratings . 0 9 6 39 18 26 2 163
Bngine-room Ratings O 0 0 0 74 24 a 42
X% = 10 3 12 10 31 33 1 N=543
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Table A2.34. "Why did you choose your present work in preference to any
other work at sea?" (Questionnaire 2, Q 18; Questionnaire 3, Q 13).

Officers Ratings ' - *F

Deck Engineer Other Catering Deck Engine X

Reason % % % % )
Family tradition 3§ 4 5 0 3 0 3
Training offered 13 10 56 49 26 2 26
Formerly in R.N. O 2 ] 2 0 6 2
Outdoor life 19 0 5 0 60 0 14
Work available 8 3 0 16 7 84 20
Quickest way to )
leave home 16 3 0 14 4 0 6
Travel 9 3 0 4 0 6 4
Already trained 0 57 5 8 0 0 12
Most interesting 25 17 24 6 2 0 12
Good status 4 0 0 1 0 0 1

A-;= 99% 99% 100% 100% 100% 100% 100%

LN = 108 109 22 99 163 42

Table A2.35. "Which department do you think has the most interesting work
on board ship?® (Questionnaire 3, Q 14).

[ Engine All |
Catering Deck Room Radio Equal

Rank % % % % % % N

FB;ck Officers 1 39 54 2 3 99 86
Engineer Officers 0 11 86 2 1 100 81
Other Officers 40 5 20 35 0 100 20
Catering Ratings 58 13 22 2 5 100 75
Deck Ratings 0 41 51 1 7 100 116
Engine-room Ratings 0 19 73 0 8 100 28
= 17 21 51 7 4 100 Nm406 .

Tabke A2.36. ™Which department do you think has the most 1mportant job on
a ship?” (Questionnaire 3, Q 15).

Bngine All
Catering Deck Room Radio Equal % " N
Rank 2 % % %
fr——
Deck Officers 16 35 31 0 18 100 86
Bngineer Officers 2 ) 4 82 0 12 100 81
Other Officers 51 10 15 20 5 101 20
Catering Ratings 64 12 21 1 2 100 75
Deck Ratings 6 41 52 0 1 100 116
Bhgine-room Ratings O 8 78 0 4 100 28
rgi = 23 20 47 3 7 100 N=4064JT
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’ Table A2.37. "Which job on a ship do you think requires the most
skill?® (Questionnaire 2, Q 14; Questionnaire 3, Q 16).

Job with the most skill ‘*T
| Chief Radio
| Master Engineer Officer Mate Cook Other % N
| Rank % % % ) %
|
| 0
Deck Officers 43 32 10 9 0 6 100 108
"Engineer Officers al 64 0 0 7 8 100 109
Other Officers 24 31 21 0O 19 5 100 22
| Catering Ratings 40 42 4. 4 6 4 100 140
| Deck Ratings 37 32 3 20 3 5 100 163
| Bngine~room Ratings 32 41 0 10 17 0 100 42
B = . 33 40 6 7 9 5 100 N=543

Table A2.38. "Which job on a ship do you think requires the least skill?™
(Questionnaire 2, Q 54; Questionnaire 3, Q 17 and Q 49).

Job with the least skill
Chief- Chief .
Stewards Boys Engineer Steward Mate Other NA - % N
| Rank * y 3 % % * % %

Deck Officers 4 30 2 14 0 13 36 99 108
Bngineer Officers 28 26 0 21 4 0 21 100 109
Other Officers 0 39 0 0 0 9 53 101 22
Catering Ratings 0 18 20 0 10 12 40 100 140
Deck Ratings 18 12 6 30 2 9 22 99 163
BEngine-room Ratings 18 0 19 0 0 0 61 100 42
X% = 11 21 - 8 11 3 7 39 100 N=543

Table A2.39. "What do you most dislike about your job at sea?' (Ques-
tionnaire 2, Q 20; Question 3,  Q 19; Questionnaire 4, Q D11).

Officers Ratings
Dislike Deck! Bng.z Other Cat.> Deck B.R.% X N
% % % % * % %

Rough weather 0 8 5 12 2 3 5 41
Not stimulating 42 7 9 14 29 16 20 162
Poor equipment 2 1 9 0 19 0 5 40
Lack of social ‘

life 15 28 14 11 16 31 19 154
Leaving family 12 26 33 21 13 8 17 138
Bad accommodation 8 0 14 18 10 12 10 81
Bad officers/

bad ratings 19 28 17 23 11 29 21 170
Irregular hours 2 1 9 1 0 2 3 24
% = 100 99 100 100 100 101 100
N = 150 188 22 138 243 69 810

1Eight deck officers did not reply. zOne engineer officer did not reply.
3Two catering ratings did not reply. 4Three engine~room ratings did not reply.
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Table A2.40. "What aspect of seafaring do you like most?" (Questionnaire
2, Q 19; Questionnaire 3, Q 18; Questionnaire 4, Q D12).

Officers . Ratings

Aspect liked Deck1 l'!ng.2 Other Ca.t.3 Deck B.R.4 X N

% % % % % % %
Good weather 18 6 9 21 19 15 15 © 122
Lack of stress o 1 0 0 2 0 2 15
-Always learning 8 23 4 7 12 0 9 74
Travel 5 38 15 12 9 27 18 146
Coming home 21 16 15 12 19 31 19 154 .
My work ) 32 14 24 13 10 2 16 130
Time for oneself 4 3 19 17 6 13 10 81
Healthy 0 ) 4] 11 13 6 5 4Q
All aspects 3 0 14 8 10 5 7 55
%= 100 100 100 101 100 99 101
N = 156 188 22 - 139 243 69 817
;TWO deck officers did not reply.
3One engineer officer did not reply.

One catering rating did not reply.
Three engine-room ratings did not reply.

H

Table A2.41. "If you had not gone to sea, what work do you think you:
would be doing now?” (Questionnaire 2, Q 17; Questionnaire 3, Q 20).

pa— _
Officers Ratings
Job ashore Deck BEng. Other Cat. Deck E.R. X N
% % % ) % % %
Professional 6 4 4 1 0 0 3 16
Managerial 28 14 16 5 3 0 11 60
Non-managerial 56 18 31 14 S 2 21 113
white collar
Service worker 2 0 31 69 11 2 19 102
Armed forces 6 2 14 1 9 7 7 37
Skilled 0 59 0 6 8 1 12 64
Manual 0 0 0 1 59 83 24 130
No reply 2 3 4 2 5 5 4 21
) ) -
F-ﬁ = 100 100 100 99 100 100 101
'N = 108 109 22 99 163 42 543
___




419

Table A2.42. Job satisfaction (Questionnaire 2, Q 21; Questionnaire 3,
Q 21; Questionnaire 4, Q All),

Officers Ratings H

Job satisfaction Deck Eng. Other Cat. Deck BE.R. X N

* % % % % %
Very happy 21 24 19 28 18 18 21 176
Happy 41 36 39 40 46 37 40 328
Just a job 32 34 29 30 27 39 32 262
Unhappy 4 4 9 2 4 4 5 37
Very unhappy 1 2 4 1 5 2 3 2144
%= 99 100 100 101 100 100 101
N = 158 189 22 140 243 72 824

Table A2.43. ™Do yu have a service contract? (Questionnaire 3, Q 22).

Officers Ratings
Contract Deck Eng. Other* Cat. Deck B.R. X N
* % % % % % %
Company Service .
Contract 78 64 40 22 14 8 38 153
General Service ]
Contract (MNE) 3 1 10 47 41 52 27 104
No contract 12 22 45 28 44 36 31 127
No reply 7 13 5 3 1 4 5 22
| .
% = 100 100 100 100 100 100 101
N = 86 81 20 75 116 28 406

*Radio operators may have a contract with either a radio company or
the shipping company. As there were 10 radio officers in this group,
the figures given may not reflect the actual number of contracts held
as the question did not specify contracts with radio companies,

Table A2.44. ™"What do you think is the major reason why seafarers sign
contracts?™ (Questionnaire 2, Q 24; Questionnaire 3, Q 23).

Officers Ratings '
Reason Deck Eng. Other  Cat. Deck BE.R. X N
% % % % % % %
Married men 31 36 30 37 31 42 35 187
Increased oppor-~
tunity 37 35 44 4 18 16 32 173
Wanted indepen-
dence 6 0 5 0 3 0 2 13
Job security 21 29 20 21 45 42 30 162
Other reasons 5 0 0 o 3 0 1 8
% = 100 100 99 99 100 100 100
N = 108 107 22 99 _ 163 42 543
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Table A2.45. "Do you intend to make your career at sea?" (Questionnaire
2, Q 25; Questionnaire 3, Q 24; Questionraire 4, Q Al2).

Officers Ratings _
Career Deck Bng. Other Cat. -Deck BE.R. X N
* % % * % % %
Yes 48 25 50 40 34 61 43 354
'} No 49 73 50 54 63 36 54 446
¥Eb reply 3 2 0 6 3 3 3 24
% = 100 100 100 100 100 100 100 .
N-= 158 . 189 22 140 243 72 824 :

Table A2.46. ™If you do not intend to make the sea your career, how long
do you think you will stay at sea?” (Questionnaire 2, Q 25a; Ques=
tionnaire 3, Q 24a).

Officers ’ Ratings
f;;“ﬂ:e Deck Eng. Others Cat. Deck E.R. X N
% % % % % % %
A year or two 25 32 18 29 33 17. 26 82
Por several .

"years 16 19 46 26 21 59 31 100
Until mdrriage 11 14 9 9 10 o 9 28
Until certifi-

cated 41 21 0 0 0 0 10 33
Until world seen 2 6 0 18 15 6 8 25
Don®’t know 2 3 18 16 19 12 12 . 38
No reply 3 6 9 2 2 6 5 16
% = 100 101 100 100 100 100 101
N = 52 81 11 ‘55 105 17 321

‘Table A2.47. ™Have you ever been employed ashore?" (Questionnaire 2,
Q 27; Questionnaire 3, Q 25; Questionnaire 4, Q A3).

Officers ﬁntings
Deck Eng. Other Cat. Deck E.R. X N

% % % % % % %
Yes ' 6 96 100 77 88 100 74 606
.No _ 90 4 0 18 8 0 25 205
‘No reply 4 2 0 5 4 0 2 13
% = 100 100 100 100 100 100 101
‘N = 158 189 22 140 243 72 824
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Table A2,48. ™If you have been employed ashore, what was your job?"
(Questionnaire 2, Q27a; Questionnaire 3, Q 25a; Questionnaire 4,

Q A3a).
Officers Ratings _
Job ashore Deck Bng. Other Cat. Deck B.R. X N
y % % % % % %
Managerial 0 3 0 0 o 0 1 5
Non-managerial
white collar 89 0 5 1 0 0 2 10
Service worker 11 3 90 94 12 0 26 156.
Amed forces 0 1 5 0 3 5 2 12
Skilled 0 94 0 0 6 0 30 183
Manual 0 0 0 5 79 96 40 240
% = _ 100 101 100 100 100 101 101
N= 9 181 22 108 214 72 606
-

Table A2.49. ™Do you have any good friends who are not at sea?”
(Questionnaire 2, Q 28; Questionnaire 3, Q 26).

Officers Ratings - :1

Friends ashore Deck Bng. Other Cat. Deck E.R. X N

' % % % % % % %
One or two 26 22 36 31 53 19 34 184
Several 29 19 45 40 39 24 33 177
Most 29 32 14 17 3 48 21 113
All 15 26 0 8 0 7 10 55
None 2 1 0 2 3 0 2 11
No reply 0 0 S5 1 2 2 1 6
% = 101 100 100 99 100 100 101
N = 108 109 22 99 163 42 543

Table A2,50. ™"What types of jobs do your friends ashore have?" (Question-
naire 2, Q 29; Questionnaire 3, Q 27; Questionnaire 4, Q B8),

Officers Ratings
Friends’ jobs Deck BEng. Other Cat. Deck E.R. X N
% % % % % % %
— F
Professional 19 8 5 1 0 0 6 46
Managerial 27 25 14 12 3 0 14 116
Non-managerial
white collar 38 21 23 21 12 3 20 165
Service worker 7 11 45 46 19 24 20 169
Armed forces 3 2 0 4 6 4] 4 30
Skilled 3 27 9 4 37 27 21 173
Manual 0 4 0 7 19 43 12 97
No reply 3 2 5 S 4 . 3 3 28
% = 100 100 101 100 100 100 100
N = 158 189 22 140 243 72 824
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Table A2.51. "What was your major reason for going to sea?“ (Question-
naire 2, Q 26; Questionnaire 3, Q 28).

: Officers_ Ratings
Reason Deck Eng. Other Cat. Deck BE.R. X N
% % % % % % %
Travel/adventure 423 40 45 48 63 52 49 271
Open-air life 11 2 10 3 8 5 6 34
No other work
available 11 30 41 14 15 31 19 10&.
Disliked job 1 13 0 10 10 7 9 46
Always wanted to. 34 16 5. 24 3 2 15 82
No reply 2 0 0 0 1 2 1 6
%= 101 101 100 99 100 100 . 99
J'§7= 108 109 22 99 163 42 543

Table A2.52. ™Did you have any contact with the M.N. before you went to
sea, through any of the following (items)?" (Questionnaire 2, Q 30;
.Questionnaire 3, Q 29). )

Officers . Ratings

Contacts Deck BEng. Other Cat. Deck BE.R. X N

% % % % ) » %
Visits to ships 1 1 4 1 2 2 1 8
Visits to docks 13 7 9 16 13 2 11 61
Reading books .20 , 8 0 7 0 0 7 37
T.V. and films 2" 0 0 4 1 0 1 7
Knowing seafarers 54 53 74 56 64 81 60 326
Other contact 1 24 0 1 6 0 7 39
No contact 9 7 9 14 12 17 11 61
No reply 0 0 4 0 2 0 1 4
% = 100 100 100 99 100 100 99
N = 108 109 22 99 163 42 543

Table A2.53. "Did any of the following people help you with advice when
you decided that you wanted to go to sea?" (Questionnaire 2, Q 31;
Questionnaire 3, Q 30).

r: o ' Officers Ratings
Advice givers Deck Eng. Other Cat. Deck B.R. X N

% % % % % i;
Your parents 29 31 28 38 41 12 33 180
Other relatives 41 . 46 36 30 37 19 37. 200
Priends’ . 8 17 28 24 15 52 19 102
Youth Bmployment ’

Service 1 0 0 2 . 0 2 1 4
Teacher 1 0 0 0 3 0 1 6
Others . 4 2 0 2 1 7 2 12

| No advice -16 5 9 5 3 7 7 39
%= 100 101 101 99 100 100 100 .
IN= - 108 109 22 99 163 42 543




Table A2.54. "Did anyone try to stop you going to sea?' (Questionnaire
2, Q 32; Questionnaire 3, Q 31).
. . Officers Ratings
Advice against Deck Eng. Other Cat. Deck E.R. N
going to sea % % % % % % %
—
Parents 33 39 a7 41 29 10 32 176
Other relatives 19 21 23 16 17 10 18 96
Priends 17 9 0 3 1 24 8 43
Girl friend 14 18 9 8 11 14 13 69"
Y.B.S. 0 1 0 1 0 0 1 2
Teacher 15 3 18 11 9 0 9 48
Others 0 3 5 4 1 7 2 13
No opposition 2 6 13 14 26 24 14 78
No reply 0 1 5 1 6 12 3 18
| —
% = 100 101 100 99 100 101 100
N = 108 109 22 99 163 42 543

Table A2.55.

"When you first joined a ship, were you surprised or un-
prepared for the type of job which you had to do?" (Questionnaire 3,

Q 32).
Officers Ratings -
::::i;in Deck Eng. Other Cat. Deck BE.R. X N
) 3 * % % %
ﬁ
Very surprised 22 16 14 32 21 15 22 87
Surprised 51 52 55 46 51 50 50 203
Not surprised 26 32 32 21 28 35 28 112
J_F!io reply 1 0 0 0 1 0 1 4 4
%= 100 100 101 99 101 100 101
N = 86 81 20 25 116 28 406
—

Table A2.56. "Hhﬁt length of voyage do you prefer? (Questionnaire 2,
Q 35; Questionnaire 3, Q 35).

Officers Ratings
L:::s:::f Deck Bng. Other Cat. Deck BE.R. X N
% % % %
i
Less than 3 mos. 48 32 36 29 . 39 47 38 .206
3 to 6 mos, 37 4 36 52 45 45 43 236
6 to 9 mos. 6 12 18 18 13 5 - 13 68
9 to 12 mos. 5 7 5 0 2 ‘0 3 17
More than 12 mos. 2 1 5 0 0 0 1 4
No reply 2 8 0 0 1 2 2 12
%= 100 100 100 99 100 99 100
Lg = 108 109 22 99 163 42 543

423
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Table A2.57. ™"What type of ship do you prefer to sail in?" (Qnestionnaire

2, Q 36; Questionnaire 3, Q 36).

rri Officers Ratings -]
Ship Deck Eng. Other Cat. Deck E.R. X N
% % % % % % %
Home trader 14 8 14’ 25 31 36 22 118
Tanker 12 9 8 16 11 7 11 62
Cargo=liner a7 a3 36 32 34 21 29 158
Bulk carrier 20 23 14 14 13 16 17 92
.] Tramp 16 17 9 10 10 14 13 69
All 2 7 0 1. 2 0 2 13
No reply 9 13 18 1 0 6 6 31
| S
%= 100 100 99 99 101 100 100
N= 108 109 22 99 163 42 543

Table A2,58.

"Why do you prefer this type of ship? (Questionnaire 3, Q 36a).

: Officers Ratings

Reason Deck Eng. Other Cat. Deck BE.R. X N
% % % % % % %

{ Work more varied 6 2 9 4 26 14 11 46
Regular voyages 23 15 32 24 19 18 20 82
Better for family : _

life 18 16 18 12 12 17 15 62
Longer stays in

port 28 36 18 27 21 29 27 110
Better crews 24 28 23 19 22 10 22 89
Other 0 2 0 11 0 8 3 13
No reply 1 2 0 2 0 4 1. 4
%= 100 101 - 100 99 100 100 99
N = 86 81 20 75 116 28 406

Table A2,.59,

"Do you prefer to sign on a ship with men you have sailed

with before?” (Questionnaire 2, Q 38; Questionnaire 3, Q 37).

Fi
Officers Ratings
Preference Deck Eng. Other Cat. Deck E.R. 2 N
% % % % % %
Nevef 5 15 5 2 ° 8 12 8 42
Rarely 8 16 23 17 23 21 17 94
Occasionally 29 a7 36 34 42 39 32 187
Usually : 34 30 36 32 28 20 30 163
1 Always 11 11 (4] 14 0 0 7 38
No reply 13 1 0 Y 0 8 3 19
1= 100 100 100 - 99 101 100 99
N = 108 109 22 99 163 42 543
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Table A2.60. ™If one of your friends has a senior rank/rating on a ship,
would you prefer to sign on with him?" Questionnaire 2, Q 39; Ques-
tionnaire 3, Q 38).

T-r* 1
' Officers Ratings _ T
Preference Deck Eng. Other Cat. Deck BE.R. X N
* % % % % % %
Yes 27 42 28 38 18 17 29 155
No 64 56 67 40 72 80 62 336
No reply 9 2 5 21 10 4 10 52
%= 100 100 100 99 100 101 101
N = 108 109 22 99 163 42 543
s

Table A2.61. ."When you have leave, do you prefer it at (1) regular inter-
vals, (2) your discretion?” (Questionnaire 2, Q 40; Questionnaire 3,

Q 39).
_
. Officers Ratings
Leave Deck Eng. Other Cat. Deck E.R. X N
. % % % % % % %
Regular intervals 44 41 54 56 40 39 45 242
Your discretion 46 57 45 42 58 54 52 282
No reply 9 2 0 1 2 7 3 19
F N
%= 99 100 99 99 100 100 100
N = 108 109 22 99 163 42 543

_‘ R
Table A2.62. ™If you do not have a company service contract,* do you
prefer to go back to the company you have just sailed with when you
finish your leave?" (Questionnaire 3, Q 40).

*See Table A2.43 for a breakdown of those with contracts.

—
Officers Ratings
Preference Deck Eng. Other Cat. Deck BE.R. X N
% % % % ® % %
Never 0 0 0o 0 1 8 1 3 7
Rarely 0 0 0 8 14 16 10 23
Occasionally 0 "0 0 14 43 35 27 61
Usually 44 47 33 43 31 31 36 81
Always 44 53 58 28 7 8 21 46
No reply 11 0 8 .7 4 0 4 10
o
h-%=_ 99 100 99 100 100 99 -_99—_7
N = 9 19 12 58 100 26 224
re——————— ———
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Table A2.63.

Type of company preferred (Ques
naire 3, Q 41),

tionnaire 2, Q 42; Question-

|

Officers Ratings -
Preference Deck Eng. Other Cat. Deck BE.R. X N
% % % .'i % % %
Close to home. 0 36 27 25 31 30 33 178
Large company 31 32 33 28 26 29 29 157
Small company 28 29 37 39 37 31 34 182
No preference 0 1 4 5 1 10 2 12
No reply 1 2 0 3 5 0 3 14
% = 100 100 101 99 100 100 101
N = 108 109 22 99 163 42 543

Table A2.64.

Disciplinary action taken against seafarers.

"Have you been

logged during the past two years/three voyages? (Questionnaire 2,
Q 43; Questionnaire 3, Q 42).

Officers Ratings
Logged Deck Bng, Other  Cat. Deck E.R. 2 N
% y ) % % % %
. o |
Yes 0 1 4] 28 37 31 19 102
No 94 96 100 57 42 29 69 376
No reply 6 3 0 14 21 20 12 65
%= 100 100 100 99 100 100 100
IN = 108 109 22 99 163 42 543
e
" Table A2.65. ™If you have been logged, what was it for?® (Questionnaire
2, Q 43a; Questionnaire 3, Q 42a).
ﬂ-- Bngineer Ratings :
Offence Officers Cat. Deck E.R. X N
% % % % % jJ
fene—
Drunkenness 0 7 17 38 17 17
AW.0.L. 100 50 35 31 39 40
Disobeying an order 0 14 23 0 18 18
'} Late on watch 0 0 10 0 6 6
Other o 0 7 0 4 4
No reply 0 29 8§ 31 17 17
e -
% = 100 100 100 100 101 :
IN = 1 28 60 13 102




Table A2.66,

naire 2, Q 51; Questionnaire 3, Q 43).

"How much overtime do you like to work at sea? (Question=-

Officers* Ratings -
Overtime Deck Eng. Other Cat., Deck E.R. X N
% % % % % % %
F
None at all 50 62 45 9 7 S 28 154
1 or 2 hours/week 35 15 18 12 11 7 17 91
4 or 5 hours/week 0 4 0 28 23 29 15 82
1 or 2 hours/day 3 2 0 27 38 38 20 110
3 or 4 hours/day 0 0 0 20 16 16 10 53
No reply 12 17 36 3 5 65 10 53
%= 100 100 99 99 100 100 100
N = 108 109 22 99 163 42 543

*In none of the ships in the study were the officers paid overtime, .

Table A2.67. ™"How many hours in excess of 40 per week did you average
for any one week last voyage?™ (Questionnaire 2, Q 45; Questionnaire
3, Q 44).

F Officers Ratings

Hours Deck Eng. Other Cat. Deck B.R. X N
% % % % % % %
0-10 0 1 0 0 0 0 * 1
11-20 3 8 55 14 16 12 13 69
21-30 45 37 36 32 39 48 39 213 -
3140 48 44 5 42 41 33 41 224
41+ 2 3 0 2 0 2 1 8
No reply 2 7 5 9 4 5 5 28
% = 100 100 101 99 100 100 99
N = 108 109 22 99 163 42 543
_

*less than 0.5%
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Table A2.68. ™It has been said that a ship is like a football team in which
the officers and crew are on the same side, because good teamwork means

a successful voyage."

Officers Ratings
Opinion Deck Emg. Other Cat. Deck BE.R. 2 N
% ® % % % % %

Definitely disagree 31 37 27 22 32 43 31 171
Disagree on the

whole 43 45 32 34 30 40 38 204
Agree on the whole 16 12 18 29 18 7 17 95
Definitely agree 7 1 14 11 9 0 7 38
No reply 3 5 9 3 11 10 6 ~ 35
% = 100 100 ‘100 99 100 100 99
N = 108 109 22 99 163 42 543
E

(Questionnaire 2, Q 47; Questionnaire 3, Q 45).
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Table A2.69. "Some people have said that officers and ratings have
nothing in common, 1Is this true?" (Questionnaire 2, Q 48; Ques-
tionnaire 3, Q 46).

B Officers Ratings -

Perception Deck BEng. Other Cat. Deck BE.R. X N
% % % ® % % %

| =
True 7 11 18 18 18 24 15 81
Partly true 31 33 36 41 52 33 40 217
False ' 39 37 27 35 24 19 31 170
No reply 23 19 18 5 6 24 14 75
% = 100 100 99 99 100 100 100
N = 108 109 22 99 163 42 . 543
v -

Table A2,70. ™How do you think an officer should handle his working
relationship with the crew?® (Questionnaire 2, Q 49, 50; Questione
naire 3, Q 47). |

Tszicers' Officers Ratings
relations Deck Eng. Other Cat. Deck E.R. X N
with crew % * % ] » % %
Very firm 42 38 14 11 12 8" 23 123
By letter .

NMB agreement 21 28 41 36 36 35 31 170
Informal 10 5 27 34 38 41 25 135
Delegate to '

P.O.8. 8 0 9 12 10 S 6 33
No reply 19 29 9 6 4 11 15 82 A
% = 100 100 100 99 100 100 100
N = 108 109 22 99 163 42 : 543

_

Table A2.71. "What do you most prefer to do when you are off duty at sea?"
(Questionnaire 2, Q 44; Questionnaire 3, Q 50). -

Officers Ratings
Preference *  Deck Eng. Other Cat. Deck B.R. X N
% % % ) > % %

Read 41 34 27 29 20 36 30 164
Chat with friends 37 45 32 38 42 40 40 219
Play cards, darts,

etc. 12 9 32 -14 23 7 16 85
Write letters 8 7 5. 12 12 10 10 53
Hobby 1 0 0 2 2 .0 1 6
No reply 1 5 S5 S 1 7 3 16
% = ’ 100 100 101 99 100 100 100 jT
N = 108 109 22 99 163 43 543
— .




Table A2.72.

"Who do you normally drink with at sea?' (Questionnaire 2,

Q 46).
Officers Ratings -
Drinking partners Deck Eng. Cat. Deck BE.R. X N
% % % % % %
HLOnly from own department 45 57 75 81 36 64 87
Sometimes from other
departments 27 21 17 11 50 21 28
Usually from other de- .
partments 5 0 4 0 7 2 3
Men of own age ] 4 4 4 4] 4 6
Men of own seniority 14 7 0 2 0 - 4 6
Anyone 0 11 0 2 7 4 5
- -
%= 100 100 100 100 100 99
N = 22 28 24 47 14 135
;‘

Table A2073o
Questionnaire 3, Q 56).

Attitude to son going to sea (Questionnaire 2, Q 59;

Officers Ratings
| Attitude Deck Eng. Other Cat. Deck BE.R. ¥ N
% % % % % % 'l
Encourage him 6 7 5 2 2 0 4 21
Let him go if he
wanted to 43 31 41 34 40 S0 46 252
Discourage him A2 38 36 27 52 36 41 220
Refuse to let him
go 8 4 14 17 4 12 8 45
No reply 1 0 ] 0 2 2 1 5
l%-= 100 100 101 99 100 100 100
N = 108 109 22 99 163 42 543
-
Table A2.74. ™What do you most dislike about living on a ship?” (Ques=
tionnaire 2, Q 60; Questionnaire 3, Q 58). '
Officers Ratings 1]
Dislike Deck Bng. Other Cat. Deck E.R. X N
% % % % % % %
A
No social life 46 58 50 61 53 67 54 295
No privacy 21 23 14 18 15 10 18 98
{ No family life 17 8 27 11 19 14 15 82
Class distinction 2 0 0 8 10 9 6 31
Other 13 9 9 1 3 0 6 33
Fﬂg reply 1 2 0 0 1 0 1 4
%= 100 100 100 99 101 100 100
N = 108 109 22 99 163 42 543
——
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F _
i Officers Ratings
Dislike Deck Eng. Other Cat. Deck E.R. X N
% % * % % % )
: . -
Boredom 52 41 a3 44 41 52 44 240
Irregular hours 6 14 59 26 11 19 16 86
YA lot of bosses™ 1 5 0 15 28 24 14 77
Particular job ;
components® 21 13 9 11 13 2 13 73
] Other 6 8 5 3 6 2 6 30
No reply 14 18 5 0 1 0 7 37
_ —
%= 100 99 101 99 100 99 100
N = 108 109 22 99 163 42 : 543

Table A2,75. "What do you most dislike about your job on the ship?"
(Questionnaire 2, Q 61; Questionnaire 3, Q 59).

*e,g., deck officers complained about deep tank inspections; deck ratings
complained about hatch cleaning; catering ratings complained of the mess
left by engine-room boots and shoes.

Questionnaire 4 Sample

Table A2.76. Type of house lived in by seafarers -(Quest:_lon.naire 4, Q B3).
Officers Ratings
House type Deck Eng. Cat. Deck H.R.

% % _ % Y ]
Detached 22 10 2 8 3

Semi-detached . 34 54 24 23 18

Terraced ' 14 a3 58 53 57

Plat 30 .14 14 12 16

Other 0 V] 2 0 3

No reply 0 0 0 0 3
|

r-i = 100 101 100 100 100

N = _ 50 80 41 80 30




Table A2.77. House ownership of seafarers (Questionnaire 4, Q B4).

Officers Ratings
Borm of ownership Deck Bng. Cat. Deck B.R.
% * 4 % %
Owner/occupier 30 29 10 12 6
Rented 18 6 21 20 26
Council house 4 10 56 47 34
Parents' house 48 50 10 15 15
Parents-in-law 0 5 3 4 13
No reply 0 0 0 1 6
%= 100 100 100 999 100
N = 50 80 41 80 30

Table A2.78.

Daily newspapers read by seafarers (Questionnaire 4, Q BS).

Officers Ratings F
Newspaper Deck Eng. Cat. Deck B.R.
* ) % ] %
Daily Express 36 52 27 11 6
‘] Daily Mail 8 9. 4 6 0
Daily Mirror 12 27 56 53 50
Sketch 0 0 - 5 6 0
Telegraph 42 11 0 0 0
Guardian -’ 2 2 o 0 0 -
Morning Star 0 0 0 1 0
Sun 0 0 2 14 11
Times 0 0 0 0 0
Local dailies 0 0 0 6 0
No reply 0 0 0 3 33
|
%= 100 101 100 100 100
N = 50 80 41 80 30

Table A2.79.

"Which of the following political parties expresses the

views most similar to your own on major issueas?” (Questionnaire 4,

QB¢ ).
- ‘—
Officers Ratings
Party Deck Bng. .Cat. Deck B.R.
% % % )

| ‘——
Communist 0 2 0 2 - 33
Conservative 64 46 34 14 3
Labour 26 44 62 81 51
Liberal 8 6 2 1 0
Other 2 2 2 2 13

ﬁ.;il' 100 100 100 100 100

N = 50 80 41 - 80 30

431



432

Table A2.80. "What jobs do three of your neighbours do?" (Questionnaire 4,

Q B7). 1In this summary table, the mean of occupational ratings has

been taken where theee are neighbours with different occupational

levels,

Officers Ratings
Occupation Deck Bng. Cat. Deck B.R.
% % % % %

Manual 4 23 a8 48 66
| Skilled 22 53 58 42 20
Clerical 18 18 12 10 3
Managerial 20 6 0 0 0
.Professional 22 0 0 0 0
No reply/D.XK. 14 0 2 1 10
%= 100 100 100 101 99
N = 50 80 41 80 30

Table A2.81.

"In your experience, do people ashore know very much about

the sort of life that you lead at seéa?” - (Questionnaire 4, Q B9).
] Officers Ratings
Knowledge Deck Bng. Cat. Deck B.R..
% %

None 80 75 64 50 33

Very little 12 15 28 35 33

Some 6 4 8 11 10

Quite 3 lot 0 0 0 3 0

No reply 2 6 0 1 23

% = 100 100 100 100 99

N= 50 80 41 80 30
Questionnaire 4 - Married Sample

Table A2.82. Sample size (Questionnaire 4, Q B1).

Officers Ratings
| Married Deck Bng. Cat. Deck B.R. N
% - % % % %

Yes 52 41 30 40 30 110
No 48 59 70 60 69 250

%= 100 100 100 100 . 99

N = 50 80 41 80 30 260
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Because of the small size of this sample, the ratings’ section of the
following tables will show all ratings as a group, and deck ratings only

as a separate group,

Table A2.83. ™"What was your wife's job before you were married?"

(Questionnaire 4, Q C1).

Officers Ratings
Wife's job Deck Bng. All Deck

% % % %
Manual 0 33 19 28
Skilled 0 9 38 28
Clerical 65 48 26 22
Managerial 0 0 0 0
Professional 35 0 0 0
No job 0 9 17 22
% = 100 99 100 100
N = 26 33 33 32

Table A2.84. "If your wife is still working, what job does she hold now?"

(Questionnaire 4, Q C2),

Officers Ratings
Wife's present job Deck Bng. All Deck

* % % %
Manual 0 3 V] 0
Skilled 0. 9 0 0
Clerical 42 24 0 0
Managerial 0 0 4 6
Professional 27 0 2 0
No job 31 63 94 94
% = 100 99 100 100
N = 26 33 53 32

Table A2.85. Persons with whom seafarer .and his wife spend leisure time.

(Questionnaire 4, Q C3).

Officers Ratings
Persons Deck Bng. All Deck

% % %
Shipmates 7 18 0 0
Neighbour 7 15 55 62
Relatives a7 42 19 12
Wife’s friends 31 24 17 16
Seafarer’s friends a7 0 9 10
% = 99 99 100 100
N = 26 33 53 32
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Table A2.86. ™"When you are away, which women are the most frequent
visitors your wife has in for a gossip and a cup of tea?' (Question-
naire 4, Q C4).

Table (a)
Officers Ratings
Visitor No. 1 . Deck Eng. All Deck
% % .i
Friend 50 30 26 28
Reldtive 31 48 40 25
Neighbour 19 21 19 25
Don't know 0 0 7 12
No reply 0 0 8 10
%= 100 99 100 100
N = 26 33 53 32
Table (b)
. Officers Ratings
Visitor No. 2 Deck Eng. All Deck
% % % %
Friend ' 69 42 38 37
Relative 19 21 19 28
Neighbour 12 36 28 16
Don®t know 4] V] 7 9
No reply V] 0 8 10
% = 100 99 100 100
N = 26 33 53 32
Table (c)
Officers Ratings
Visitor No. 3 Deck Eng. All Deck
% % % %
PFriend 27 30 49 53
Relative 54 30 8 10
Neighbour 19 39 ] 8 10
Don't know 0 0 8 3
kfb reply _ 0 0 27 24
% = 100 . 99 100 100.
N = 26 33 53 a2 .




Table A2.87.

Distance

wife's visitors live from her home (Question-
naire 4, Q C4; distance is given in minutes of travelling time),

Table (a)
Officers Ratings
;i:i::zem' 1 Deck  Eng. All  Deck
y % % %
0-3 mins. 27 51 21 16
4-7 mins. 0 0 19 16
8-11 mins. 35 18 10 9
12-15 mins. 19 0 17 13
16% mins. 19 30 14 21
No reply 0 0 19 25
% = 100 99 100 100
N = 26 33 53 32
Table (b)
. s Officers Ratings
;;:;:;’zem' 2 Deck Eng. All Deck
% % % %
0-3 mins. 8 39 38 43
4-7 mins. 0 0 0 (4]
8«11 mins. 0 0 0 0
12-15 mins. 0 27 0 0
16% mins. 92 33 40 32
No reply 0 0 22 25
%= 100 99 100 100
N= 26 33 53 32
Table (c¢)
. Officers Ratings
Iv,;::::;"“ 3 Deck  Eng. All  Deck
% % % %
0-3 mins. a7 39 19 53
4-7 mins. 0 0 0 0
8-11 mins. 8 3 8 13
12-15 mins. 12 9 10 6
16% mins. 53 48 30 0
No reply (V] 0 33 28
% = 100 99 100 100
N = 26 33 53 32
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Table A2.88. Distance (in miles) of seafarer's relatives from his home
(Questionnaire 4, Q C5). ’

Table (a)
Parents Officers Ritings.
Distanc Deck Bng. All Deck
€ % % % %
0-~2 miles 38 15 26 25
3=5 miles 19 39 4 0
6-10 miles 8 12 . 2 3
11=50 miles 19 3 8 13
S51% miles 8 21 41 47
No reply* 8 9 19 12
% = 100 99 100 100
N = 26 33 53 32 |
*includes no relatives of this relationship ' :
Table (b)
Officers Ratings
::::2:::’) " Deck Eng. A1l Deck
' % ) % )
0=2 miles 27 15 0 0
3-5 miles 8 21 0 0
6~10 miles 0 0 0 0
11-50 miles 19 12 0 0
51% miles 19 12 55 63
No reply 27 39 45 37
%= 100 .99 100 100
N = 26 33 53 32
Table (c)
OfficerQ Ratings
gi::::ﬁ:) Deck Bng. All Deck
) % % %
0-2 miles ' .0 .18 10 12
3-5 miles 19 12 17 16
6-10 miles 19 21 2 0
11-50 miles 8 3 0 0
51+ miles 8 21 45 41
No reply 46 24 26 31
%= 100 99 100 100
N = 26 33 53 32




Table A2.89.

Distance (in miles) of seafarer's home from those of his
wife's relatives (Questionnaire 4, Q C6).

Table (a)
Officers Ratings
:;:::::e Deck  Eng. All  Deck
% % %
0=2 miles 46 63 40 41
3=5 niiles 19 3 10 12
6=10 miles 8 3 0 0
11-50 miles 0 9 0 0
51% miles 19 3 24 35
No reply* 8 18 26 12
% = 100 99 100 100
N = 26 33 53 32
*includes cases in which no relatives are alive
Table (b)
. Officers Ratings
| :;::ﬁzg’) Deck  Eng. All  Deck
. % % %
|
‘ 1 0=2 miles 35 36 10 2
3-5 miles 27 6 10 10
6-10 miles 0 0 17 22
11=50 miles 0 9 0 0
51+ miles 19 3 40 44
No reply 19 45 23 22
%= 100 99 100 100
N = 26 33 . 53 32
Table (c)
. foicers Ratings
gi:::;’ﬁ:) Deck BEng. All Deck
% % %
0=2 miles 8 12 51 64
3-5 miles 27 15 10 2
6-10 miles 0 9 0 0
11-50 miles 8 21 15 12
51% miles 19 12 13 22
No reply 39 30 11 0
%= 100 99 100 100
N = 26 33 53 32
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Table A2.90. "How frequently does your wife see her relatives?"
(Questionnaire 4, Q C7).
Officers Ratings

Brequency Deck Bng. All Deck

: % % % %
Bvery 1 or 2 days- 62 75 34 25
Twice a week 19 12 26 25
Weekly 0 0 0 0
Monthly 12 9 0 0
Less frequently 8 3 34 44
No reply 0 0 6 6
% = 101 99 100 100
N = 26 33 53 32

Table A2.91. "Are any of your wife's friends the wives of seafarers?”
(Questionnaire 4, A C8).

. Officers Ratings
Number of friends Deck Bng. All Deck
: % % . %
1 or 2 50 42 17 22 |
Several . 19 21 36 a2
Most 0 0 0 0
All 0 0 : 0 0
None 34 36 47 56
% = : "100 99 100 100
N = ; 26 33 53 32

Table A2.92. "Does your wife belong to any organization, e.g., the
wives® group of the local church?® (Questionnaire 4, Q C10).

Officers Ratings
Organtzation ) Deck Eng. All Deck

% % % . %
Social club : 20 0 8 6
Political or educational 19 12 0 0
Unspecified 12 0 9 3
Don’t know 50 87 32 35
No reply . -0 0 51 56
% = 100 99 100, 100
N = 26 33 53 32




439

Table A2.93. "What social activities do you and your wife enjoy during
your leaves (Questionndire 4, Q C10).

Officers Ratings
Activity Deck Eng. All Deck

% % % %
Centred on house and garden 0 0 26 31
Attending sporting events 23 "6 "0 0
Social drinking - 19 39 8 9
Visiting friends and

relatives 27 24 9 3

Just being together 31 30 24 22
Don't know o 0 11 13
No reply 0 0 22 22
% = _ ~ 100 99 100 100
N = 26 33 53 32

Table A2.94. "What does your wife think of your being a seafarer?"
(Questionnaire 4, Q C11). ’

Wife's feelings Officers Ratings
toward seafaring Deck Eng. All Deck
% % %
Noncommittal 8 12 15 3
Prefer*s husband home - 46 33 17 12
Does not like husband away a7 42 36 44
BExtreme dislike of seafaring 19 12 17 22
Don’t know 0 0 9 12
No reply 0 0o 6 7
%= ‘ 100 99 100 100
N = 26 33 53 32

'Table A2.95. Union membership (Questionnaire 4, Q B1),

Officers Ratings

Union Deck Brig. Cat. Deck BE.R.

% % ] % %
A.B.U, 0 6 0 0 0
M.N.A.Q.A. 84 . 74 0 0 0
N.U.S. ) 0 0 100 100 100
None 16 19 0 0 0
No reply ' 0 1 0 0 0
%= 100 100 100 100 100 .
N = 50 80 41 80 30
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Table A2.96. "What are the three most important things that your union
does for its members?' (Questionnaire 4, Q D2).

Table (a): Pirst choice

Important Officers Ratings
Union Deck Bng. Cat. Deck B.R.
Activity : ' % % % % %
Pay and benefits 24 25 41 25 o
' Tax matters 0 0 2 5 0
Improvement in )
conditions 8 14 49 10 20
Legal matters 56 49 0 10 0
Handles grievances 0 0 0 0 0
No reply 12 12 8 50 80
% = 100 100 100 100 100
N= 50 80 41 80 30
Table (b): Second choice
Important Officers ‘Ratings
Union Deck Bng. Cat, Deck B.R.
Activity % % % % %
Pay and benefits 38 25 36 11 10
Tax matters 18 0 5 0 3
Improvement in
conditions 24 33 17 23 0
Legal matters 12 11 7 2 0
Handles grievances 0 0 2 0 0
No reply 28 31 34 64 87
e = 7100 100 101 100 100
N = 50 80 41 80 30
Table (c): Third choice
Important Officers Ratings
Union - Deck Eng. Cat. Deck EB.R.
Activity 3 % % % %
Pay and benefits 18 9 2 0 0
Tax matters 10 0 2 0 0
Improvement in
conditions 10 13 0 0 0
Legal matters 12 - 9 5 4 0
Handles grievances 6 14 12 11 0
No reply _ 44 56 78 85 100"
%= 100 101 99 100 100
N = . 50 80 41 80 30
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Table A2.97. "What do you think are the major weaknesses of your union?”
(Questionnaire 4, Q D3).

Table (a): Pirst choice

Officers Ratings
::a::::: Deck Eng. Cat. Deck B.R.
. ) % % % %
Inactive 16 30 47 30 40
Not all wish membership 64 35 12 5 .0
Not controlled by mem- .
bership 4 16 20 20 17
Too close to owners 4 14 5 5 23
No reply 12 5 17 40 20
%= 100 100 101 100 100
N = 50 80 41 80 30
Table (b): Second choice
Officers Ratings
Weakness Deck  Bng.  Cat.  Deck  E.R.
' % % % ‘ % %
Inactive 12 19 22 14 4]
Not all wish membership 8 15 10 6 0
Not controlled by mem=
bership 48 24 12 8 27
Too close to owners 0 19 10 5 23
No reply 32 24 . 47 67 50
_ %= 100 101 101 100 100
N= 50 80 41 80 30
Table (c): Third choice
Officers Ratings
':;‘:::2: Deck Eng. Cat. Deck E.R.
% ) % % %
Inactive 20 9 0 4 0
Not all wish membership 4 16 0 0 0
Not controlled by meme
bership 12 19 5 5 6
Too close to owners 12 1 0 7 3
No reply 52 55 95 . 84 90
® = 100 100 100 100 99
N = 50 80 41 80 30
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Table A2.98. "How many times a year do you participate in a union meeting?™
(Questionnaire 4, Q D4).

Officers Ratings
Number of times Deck BEng. Cat. Deck EB.R.
}- % % % %
Never 86 91 75 70 43
.1 or 2 2 0 15 9 47
3 or 4 ’ 0 0 3 11 10
S5o0r 6 0 0 0 0 0.
No reply 12 9 7 10 0
% = 100 100 100 100 100
N = 50 80 41 80 30

Table A2.99. "How many times a year will you normally meet a union
official, other than when you pay your dues?” (Questionnaire 4, Q D5).

Officers Ratings
Number of times Deck Bng. Cat., Deck B.R.

% % ' % %
Never 20 50 60 - 40 40
1or 2 30 39 33 27 50
3o0or 4 40 4 0 22 6
50r6 2 S 0 0 3
No reply 8 2 7 10 0
% = | 100 100 100 100 100
N = 50 80 41 80 . 30

Table A2.100. Attitudes of seafarers towards unions officials. "Do you
regard a union official as: (a) someone who can give useful infor-
mation? (b) someone to be tolerated? (c) someone to.be avoided?
(d) someone who consumes your time without giving a worth while
action?™ (Questionnaire 4, Q D6).

Officets Ratings
Attitude Deck Bng. Cat. Deck B.R.
% » % % %
(a) 62 65 44 55 37
(b) 2 18 41 34 40
(c) _ _ 0 0 0 4 0
(d) 20 12 3 3 23 ‘_L'
No reply 16 5 - 12 5 0
% = 100 100 100 101 . 100
N = 5 80 41 80 30
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Table A2.101. ™"What do you think are the major advantages of having shipe
board representation?” (Questionnaire 4, Q D7).

Table (a): First choice

Officers Ratings
Advantages Deck Bng. Cat. Deck B.R.
% % % %
None 28 13 30 23 27
Complaints in open 44 50 30 40 67
PFosters teamwork 4 7 S 0 7
Immediate response
to grievances 4 1 2 11 0
Information channel 0 15 2 6 0
No reply 20 14 32 20 0
%= 100 100 101 100 101
N = 50 80 41 80 30
Table (b): Second choice
Officers Ratings
Advantages Deck BEng. Cat. Deck B.R
: % % % ? %
None 28 13 30 66 a7
Complaints in open 8 21 5 23 3
Fosters teamwork 4 16 7 11 14
Immediate response
to grievances 8 19 0 0 10
Information channel 28 0 5 0 3
No reply 24 31 53 0 43
%= 100 100 100 100 100
N = 50 80 41 80 30
Table (c)$ Third choice
Officers Ratings
Advantages Deck Eng. Cat. Deck B.R.
% % % % %
None 28 13 30 23 27
Complaints in open 0 1 0 0 V]
Bosters teamwork 14 14 2 0 10
Immediate response
to grievances 4 0 0 0 0
Information channel 14 8 0 0 0
#fo reply 40 65 67 77 63
% = 100 101 99 100 100
N= 50 80 41 80 30
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Table A2.103. "What are the major disadvantages of shipboard represen-
tation?® (Questionnaire 4, Q D8).
Table (a): First choice
. Officers Ratings
Disadvantages Deck Eng. Cat. Deck B.R,
% % % % %
None 8 16 40 59 64
Poor quality of .
representatives 40 30 35 7 3
Trivial complaints
magnified 28 45 17 8 10
Not proper union
representation 0 0 2 0 0
No reply 26 9 7 26 23
%= 100 100 101 100 100
N = 50 80 41 80 30
Table (b): Second choice
Officers Ratings
Disadvantages Deck Eng. Cat. Deck B.R.
' % % % % %
None 8 16 40 59 64
Poor quality of
representatives 26 18 15 0 10
Trivial complaints
magnified 12 14 20 0 3
Not proper union
representation 2 o 4 0 0
No reply 52 52 22 41 23
% = ' 100 100 101 100 100
N = 50 80 41 80 30
Table (c): Third choice
Officers Ratings
Disadvantages Deck Bng. Cat. Deck B.R.
) % % % % %
None 8 16 39 59 64
Poor quality of . .
representatives 0 0 0 0 0
Trivial complaints
magnified 0 -0 0 0 0
Not proper union
representation 6 0 7 0 0
No reply 86 84 55 41 36
% = 100 100 101 100 100
N=. - 50 80 41 80 30




APPENDIX III

SPECIMEN OF SUMMARY CREW AGREEMENT

The following is taken from Form U, issued by the Board of Trade
and entitled ™Copy of Agreement to be made accessible to the Qrew."
This summarizes the major points in the Ship’s Articles, which each sea-
farer signs when joining the ship. The shipping company can vary the
agreement by inserting the company and N.M.B. clauses. The document

cited was used on Ship "AA7".

"THE SEVERAL PERSONS whose names are hereto subscribed, and whose
descriptions are contained herein and of whom ......ee... are engaged
as Sailors, hereby agree to serve on board the said Ship in the several
capacities expressed against their ..eceeeeesse years duration to any
ports or places within the limits of 75 degrees north and 60 degrees .
south latitude, commencing at ..eescecesse proceeding thence t0 seevsses
to end at such port in the United Kingdom or Continent of Burope (within
Home Trade limits) as may be required by the Master.

"If the voyage is not ended within fourteen days after the vessel
has arrived at the first port of call in the United Kingdom any member of
the crew who has served under this Agreement for a minimum period of six
months may give forty-eight hours® notice to the Master in writing, or
verbally before a witness, to terminate his engagement at that port or a
subsequent port of -call before the final port.

"And the Crew agree to conduct themselves in an orderly, faithful,
honest and sober manner, and to be at all times diligent in their respec-
tive Duties and to be obedient to the lawful commands of the said Master,
or of hny person who shall lawfully succeed him and of their Superior
Officers, in everything relating to the said Ship and the Stores and
Cargo thereof, whether on board, in boats, or on shore; in consideration
of which Services to be duly performed; the said Master hereby agrees to
pay to the said Crew as Wages the Sums against their Names respectively
expressed, and to supply them with provisions according to the Scale

printed herein.

“And it is hereby agreed that any Bmbezzlement, or wilful or negligent

Destruction of any part of the Ship's Cargo or Stores shall be made good to

the Owner out of the Wages of the Person guilty of the same.
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"And it is further agreed, that if any Seaman enters himself in a
capacity for which he is incompetent, he is liable to be disrated.

“And it is also agreed, that the additional clauses and the Regula-
tions authorised by the Board of Trade which are printed herein and
numbered .ees0c0e0.:.20 are adopted bg the parties hereto, and shall be
considered as embodied in this Agreement. And it is also agreed, that if
any Member of the Crew considers himself. to be aggrieved by any breach of
the Agreement or otherwise, he shall represent the same to the Master or
Officer in charge of the Ship in a quiet and orderly manner, who shall
thereupon take such steps as the case may require; and it is also stipu-
lated that advances on account and allotments of part of wages shall be
made as specified against the names of the respective seamen in the
columns provided for that purpose.

COMPANY’S CLAUSES _
“AND IT IS ALSO AGREED THAT - the Crew shall consist of, at least,

Mate, Carpenter, Steward, Cook, Seamen, 2 BEngineers and Firemen;

Seamen and Firemen mutually to assist each other. If the Chief Steward’s
cash or liquors are deficient, the amount of deficiency may be deducted
from his wages. Stewards and Cooks liable for lost plate and linen. No
cash advanced or liberty allowed abroad except at the Master's discretion.
No grog allowed. Also to assist in towage services to any vessels under the
management of [Company MJ The Crew or any member thereof may be trans-
ferred, if required, at any port, and at any time during the period of
this agreement to any other vessel under the management of E:ompany Ag\ '
wages, capacity, and terms of service being the same.

"SUBSTITUTES -~ Should any member of the Crew fail to join at the time
specified, or join and then leave the vessel without the Master's per-
mission, he will not be allowed to join later, and the Master has the
option of &ipping a substitute at once.

"VACCINATION ~ The members of the Crew shall conform to the laws of
any country within the territorial jurisdiction of which the ship ﬁay come
in the courne.of the voyage and that in the event of such laws requiring
the vaccination or inoculation of any members of the Crew, for the purpose
of enabling a clean bill of health to be granted to the ship, such members
of the Crew shall on the demand of the Master made at any time in the course
of the voyage submit themselves forthwith to such vaccination or inoculation.

"The Crew will take all the necessary precautions against sickness as
directed by the Master and Surgeon. If the ship has Mosquito Screens it
shall be the duty'of the crew, in mosquito infected districts, to see that
all such protected doors and portholes are carefully closed by means of the

screens.
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"GOVERNMENT SERVICE - The vessel to be free to carry troops and/or
horses and/or Government stores, or as may be required by the Master.

"UNIFORM - Crew to appear in Uniform at all times the Master may
require.

“"BED AND BEDDING - OFFICERS AND RATINGS « The National Maritime Board
Agreement of 11th Feburary, 1949, with subsequent amendments applies to
officers and ratings, as indicated therein. It is agreed that, if any
item of bed and bedding is not returned at the termination of the voyage
or engagement in good condition (reasonable wear and tear excepted), the
officer or rating concerned shall be liable for the current cost of re-
placement.

"OVERTIME ~ Crew to work overtime when and where required.

"SOAP - 3 oz. Toilet Soap or 4 oz. Washing Soap per man per week to
be supplied free by the Master. -

N.M.B. CLAUSES _
1. TTRETROSPECTIVE! CLAUSE. Notwithstanﬁing the statements appearing in
column 11 of this Agreement, the amounts there stated shall be subject to

any increase or reduction which may be agreed upon during the currency of
this Agreement by the National Maritime Board or the appropriate Panel
thereof as applying to the rating to which the statement appertains and
such increase or reduction shall take effect from such date as the Board
or appropriate Panel may decide.

"It is further agreed that any alteration of any of the printed
clauses contained in this Agreement which may be agreed upon during the
‘currency of this Agreement by the National Maritime Board or the appro-
priate Panel thereof shall take effect from the date agreed by the Board
or appropriate Panel. '

2. T™COMPENSATION FOR LOSS OF EFFECTS BY MARITIME PHRIL. The National
Maritime Board Agreement applies to officers and ratings.

3. T™MERCHANT NAVY OFFICERS PENSION FUND. The Trust Deed and Rules con~
stituting "The Merchant Navy Officers Pension Fund®" shall be deemed to be
incorporated herein to the effect and intent that such of the parties here=
to (including the Master) who are or are eligible to be members of the said
Fund hereby agree for the purposes of this Agreement to be bound by all the
provigions of the said Deed and Rules and to authorise the deduction from
the wages payable to them lereunder of the contributions payable by them
respectively to the said Pund. And the Master hereby undertakes that the
contributions payable under the said Deed and Rules by the employer shall
be paid to the Fund in respect of such members.
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4, “KEEPING QUARTERS CLBAN. The crew individually and collectively agree
to keep their quarters clean and tidy and in readiness for inspection by
the Master or officer deputed by him. PFurther, it is agreed that at the
time when the crew or any individual member finally leaves the ship at
termination of the contract, they shall leave the quarters in-a clean and
orderly condition, to the satisfaction of the Master (or his authorised
deputy). When éhe crew are ready to leave the ship they may requesat the
Master (or his authorised deputy) for a certificate that the quarters are
clean,

"Por each breach of the foregoing the Master may, at his entire
discretion, impose on each member of the crew concerned a fine not ex-
ceeding two days®' pay. '

5., "UNCONSUMED PROVISIONS. All stores and provisions issued to the crew
are only for use and consumption on board the ship and any unused or une
consumed stores or provisions remain the property of the shipowner.

"Any member of the crew taking ashore, selling, or destroying or
giving away any such stores or provisions renders himself liable to prose-
cution,

6. "HOURS ~ OFFICERS AND RATINGS. It is an implied provision in every
Hours Agreement that hours, both ordinary and overtime, shall be worked

at sea and in port by officers and ratings as may be required by the Master.
7. “HOURS - NAVIGATING AND ENGINEER OFFICBRS. Section 'A' of the Officers®
Hours Agreement, adopted by the Navigating and BEngineer Officers®' Panels

of the National Maritime Board, appliei. B

8. "HOURS OF DUTY AND OVERTIME OF RATINGS shall be regulated in accordance
with the appropriate National Maritime Board Agreements. '

9, "COMPANSATION FOR WEEK-ENDS AT SEA - EXTRA LBAVE-FOR SUNDAYS. The .
National Maritime Board Agreement applies to officers and ratings.

10. "PROLONGED SERVICE ABROAD -~ OFFICERS AND RATINGS -~ FOREIGN-GOING
VESSELS. A Prolonged Service Abroad allowance shall be paid as follows:

(a) 10% additional pay for periods in excess ‘of 12 months
but up to 18 months;

(b) 15% additional pay for periods in excess of 18 months.
Provided always that where apécial company rates are already payable,'
these companies shall only be obliged, by virtue of this Agreement, to pay
so much, if any, of the foregoing allowances as may be necessary to bring
these rates up to National Maritime Board standard rgtes plus the allowance.
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"RETURN FARBS CLAUSBE. In the event of the engagement of any member
of the crew originally made in the U.K., through no act or fault of his
own, at a port other than the port at which he was engaged, he shall be
entitled upon notifying of his desire at the time of his discharge, to
a free ticket by such train as may be selected by the owner or his
representative to his port of engagement, or, if preferred, to his home,
when nearer.

PROVIDED THAT:

(i) A seaman who is discharged by mutual consent before completion
of the voyage is not entitled to a free railway pass.

(ii) If the Master, on the termination of a voyage in the United
Kingdom which has not exceeded 3 months offers a seaman immediate and
continuous employment in the same, or in a not inferior capacity on
board ship, ﬁnder the National Maritime Board wages and conditions, the
seaman shall not be entitled to a railway fare, if he refuses the Master's
offer. If the Master terminates the seaman's employment otherwise than
thi:ough the seaman®s act or fault before the voyage begins, he shall then
be entitled to his railway fare.

. SHORT SUMMARY OF THE PROVISIONS OF SBECTION 2 OF THE MERCHANT

SHIPPING (INTERNATIONAL LABOUR CONVENTIONS) ACT, 1925, WHICH

IS RBQUIRED TO BE INCLUDED IN EVERY AGREEMENT WITH THE CREW
BY SECTION 2(3) OF THAT ACT

"The employment of a person under the age of 18 in a ship as fire-
man or trimmer is prohibited except in school ships or training ships
specially authorised by the Board of Trade or in ships which are mainly
propelled otherwise than by means of steam (e.g., auxiliary sailing
ships) or under special conditions in ships exclusively engaged in the
Indian or Japanese coasting trade.

"Where in any port a fireman or trimmer is required and no person
over 18 years of age is availabie, young persons over 16 may be employed,
but in suchcases two young persons must be employed to do the work which
would otherwise be done by one person over 18 years of age.

"The Agreement with the crew must contain a list of all members of
the crew under 18 years of age with the dates of their birth. .

"This summary must be included in every agreement with the crew.”




APPENDIX IV

The following is taken from Form U, issued by the Board of Trade
and entitled "Copy of Agreement to be made accessible to the Crew.™ Form
U is a summary of the main points contained in the Ship's Articles or
voyage contract signed by each seafarer. The documeht cited was used on
Ship ™AA7."

"REGULATIONS FOR MAINTAINING DISCIPLINE SANCTIONED BY THRH
BOARD OF TRADE IN PURSUANCE OF SECTION 114(2) OF THE
MERCHANT SHIPPING ACT, 1894

"These Regulations are distinct from, and in addition to, those
contained in the Act, and are sanctioned but not universally required by
Law. All or any of them may be adopted by agreement between a Master
and his Crew, and thereupon the offences specified in such of.them as
are so adaopted will be legally punishable by the appropriate Fines or
Punishments. These Regulations, however, are not to apply to Certificated
Officers. These Regulations are all numbered, and the numbers of such of
them as are adopted must be inserted in the space left for that purpose
in the Agreement, page 1, and the following copy of these Regulations must
be made to correspond with the Agreement by deleting such of the Regue
lations as are not adopted. The signature or initials of the Superin-
tendent or Consular Officer before whom the Agreement is made, must be
placed opposite such of the Regulations that are adopted.

"PFor the purpose of legally enforcing any of the following penalties,
the same steps must be adopted as in the case of other Offences punishable
under the Act: that is to say, a statement of the Offence must, as soon
as possible after its commission, be entered in the Official Log=Book by
the direction of the Master, and must at the same time be attested to be
true by the signatures of the Master and the Mate, or one of the Crew;
and when the log entry has been made a copy of such entry must be furnished,
or the same must be read over to the Offender before the ship reaches any
Port or departs from the Port at which she is, and an entry that the same
has been so furnished or read over, and of the reply, if any,'of the
Offender, must be made and signed in the same manner as the entry of the
Offence. These entries upon discharge of the Offender mmst be shown to
the Superintendent or Consular Officer before whom the Offender is
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discharged; and if he is satisfied that the Offence is proved, and that
the entries have been properly made, the Fine must be deducted from the
Offender's wages, and paid over to the Officer.

"If, in consequence of subsequent Good Conduct, the Master thinks
fit to remit or reduce any Fine upon any Member of his Crew, which has
been entered in the Official Log, and signifies the same to the Officer,
the fine shall be remitted or reduced accordingly, an entry being made
of the fact in the Official Log. If wages are contracted for by the
Voyage, or by Share, the amount of the Fines is to Be ascertained in the
manner in which the Amount of Forfeiture is ascertained in similar cases
under Sec. 234.

No. OFRENCE

1 Striking or assaulting any person on board or belonging to
the Ship (if not otherwise prosecuted).

Bringing or having on board intoxicating liquors.
3 Drunkenness.

4 Taking on board and keeping possession of any fire-arm,
knuckle-duster, loaded cane, slung shot, sword-stick,
bowie knife, dagger, or any other offensive weapon or
offensive instrument without the concurrence of the Master,
for every day during which a seaman retains such weapon or
instrument. '

5 Insolent and contemptuous language or behaviour to the
Master or any officer, or disobedience of any lawful command
(if not otherwise prosecuted).

6. Absence without leave (if not otherwise prosecuted) for each
day on which such absence occurs.

"Bach of the above offences shall be punishable by a Fine equal to
one day's pay, for the first occasion on which such offerice is committed
during the currence of the Agreement, and two days® pay for the second
or any subsequent occasion.™




APPENDIX V

MEDICAL AND WELFARE STUDIES OF SEAFARERS

By far the largest number of studies are those dealing with the
health of the seafarer, and these can be conveniently divided into three
sections: health and accommodation, general health and accidents, and
studies of alcoholism. The seaman poses a special problem with regard
to the health of the communities he visits, for he can carry disease with
him,and on a modern ship, can infect two or three communities before the
disease is recognized. The ship can pose further problems in that its
cargoes may be tainted, causing illness if they have not been properly
loaded or carried, or the cargo may be a health hazard by its nature;
for exahple, benzene, acrylotrite, or tuolepé. In addition, the cargo
may harbour animals or insects which carry disease or are poisonous,

Because of these problems, stringent medical controls are applied
on ships entering and leaving port. Yet little has been done to provide
medical care for the seafarer at sea ~- the Department of Trade and
Industry requires masters and mates to possess a first-aid certificate ~-
except on those ships carrying more than s hundred persons or more than
twelve passengers.

Scurvy and bad food were long recognized as the prime causes of
mortality at seal together with poor accommodation. Both Pliﬁsoll and
Brassey argued that poor accommodation, in some cases non-existent
accommodation, was a chief cause of dissatisfaction in the merchant
aervice.z Admiral Somerville’s description of the fo’c’s’le of a
passenger liner taken over by the Navy as an armed merchant cruiser in
1914 is worth repeating:

The first, and worst, and rudest shock reached us all
on the first Sunday on which we went ™rounds™ of the
living quarters allotted to the deckhands and firemen
of the ship's original crew. . . .We were conducted
into the very eyes of the ship -- to the forecastle
and the narrow triangular depths beneath it. . .

1G. Blane (1785); T. Trotter (1793).

2S. Plimsoll (1871); T. Brassey (1877).
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There were three decks, one beneath the other, each
divided into steel walled compartments, whose sides
had once (long ago) been daubed over, first, with
thin red lead and afterwards with thick and sticky
white paint. The decks, also steel, were thickly
bedded with cement. . . .Round the filthy sides of
each den there were riveted as many iron bed-frames
one above the other, as spaces could be found for
them, to the number of about fourteen. Regardless
of the solemn hour of Captain's Sunday Rounds, each
bedplace contained its proper human occupant dirty
and sweaty, just as he had come from the stoke-hold
« o « oBach man was couched on a "Donkey's Breakfast.”
This consists of a coarse brown sack, tightly stuffed
with hard straw. . . .As8 for the rest of the furni-
ture or fittings of this pleasant home from home on
the sea, there was none! No table, no chair, no
bench: and as a receptacle for clothes, a little
shelf that scarce would hold a cap. . . .The long-
sanctioned custom was that each man, as he came off
watch, whatever the day or hour, threw himself down.
on his bunk, just as he was, and there remained
until it was time for him to go to his next turn of
watch in the stoke~hoid.3

Cohditions have improved considerably for seafarers since 1914, and
much of the improvement is due to the work of the International Labour
Organization together with the articles of Wilson, Collingridge, Black,
Carr, and Ellis, which fostered a climate of public concern about the
health of merchant séamen and led to steps taken in 1937 to alleviate
the comditions.4 Until 1950, tuberculosis was the major cause of death
amongst seafarers, and Wood viewed overcrowding in living quarters as the
main cause of the disease and the reason for its pe:sisténce.s

Section 210 of the Merchant Shipping Act, 1894, laid down the amount
of cubic space (72 cubic feet) and superficial space (12 square feet)
required for living quarters of seamen. The Act of 1906 bettered this
scale in -overall space, but the sleeping accommodation remained the sime,
whilst the additional allowance of 48 cubic feet and 3 square feet pef
man was allocated to washing spaces and mess rooms.

33. Somerviile (1920).
47.6. Wilson (1936, 1953); W. Collingridge (1894); S.A. Black (1945);
G.J. Carr (1945); R.P, Bllis (1948). Also see W.E. Home (1922), especially
ch. 11; W.B. Home (1934).

55.B. Wood (1942).
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In 1937, the Board of Trade issued instructions to its surveyors
concerning crew accommodation in new ships. These indicated that, where
practicable, no more than four men should share a room; crews should
be housed amidships or aft; cabins should have metal bulkheads sheathed
to prevent moisture condensation and heat loss or transmission, and heating
and some mechanical aid to natural ventilati&n; each man should have a
locker providing 5% cubic feet of space with use of a drying room and
oilskin locker. The instructions made the provision of washrooms and a
bath or shower compulsory, and a water closet for every ten men was
recomnended.6 Today it is recommended that each man have his own cabin;
and conditions have been ameliorated.

Seamen's health was discussed at all the Special Maritime Sessions
of the International Labour 0rganization,7 and Bvang makes the point that
these meetings were crucial in improving the conditions of service of sea-
farers.8 The World Health Organization and the I.L.0. set up a joint
consultative committee in 1950, and the reports of this committee have
supplied much information about the lives of seafarers.9 Initially, the
concern of W.H.d., as was the concern of its predecessor, the Office
Internationale d'Hygidne Publique, lay with the treatment of venereal
diseases amongst seamen.10 Many port clinics were established under the
aegis of these bodies, and pressure was exerted upon governments to
provide treatment for seamen of any nationality for any disease or
illness.11 The purview of these two bodies, the I.L.O. and W.H.O.,
has thus been with health services ashoré, health services on board
ship, particularly in the training of medical auxiliaries, and provision
of proper equipment; mental héalth problems, dental health, and social

services for seamen.1

6Boazd of Trade (1937). In addition, each man was to be issued a
mattress, blankets, towels and linens by the shipowner.

7The Special Maritime Sessions met in 1920, 1926, 1929, 1936, 1946,
1951, 1960, and 1970. Por a summary of the work of the I.L.O. to 1950,
see I.L.O. (1950).

8. Bvang (1951). W.H.0. (1959a and b).

QOW.H.O. (1959a), p. 117; for the problem of veneral disease in the

Port of New York, see F.P, Burow (1943).

11See, for example, H.B.G. Breijer (1957) about the training and
provision of paramedical personnel and equipment on Dutch ships.

12".“.0. (1959’)’ Pe 147.
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The work of Wilhelm Reich on personality types and their transmission
through the socialization pgocess13 was expanded by Gronseth and Tiller
to explain the effect of the mother-dominance in a seafarer's family,
which functions as a single~parent family during the father’s absences,
about four-fifths of the year. Thus,

by going to sea the youth escapes from the ambivalence-
provoking presence of his mother (and father), from the
scornful girls and their forbidden, bewildering sexual
attraction. By the protest often implied in going to
sea, the economic independence, and by the outer air of
masculinity and adventure rendered to the sailor, his
(however weak) ego is probably considerably bolstered.
For the passive feminine character it may be greatly
satisfying at the same time to enter the bottom level
of an extremely authoritarian, small, simple, isolated
and exclusively men's society on board the ship, where.
the Captain is the motherly woman carrying him in her
womb, 14

With regard to the process of identification, the researchers assumed
that because of their clinical experience supported by psychoanalytic
theory, a child will tend to indentify with the,ﬁerson who is the source
of its most sevefe frustrations. In normal p:actice.this'pe:son will be
the parent of the same sex as the child, but because of the father's
absence, the son of a seafarer will tend to identify with his mother,
and Gronseth and Tiller argued that men who have developed in this way as
a passive-feminine personality type will find life at sea to their liking.

This analysis fits the need for a structured occupational role on
board the ship. All the seafarer's material wants are taken care of, his
work is routinized, and he has little responsibility for the organization
and consequences of his work. Purther, his personality defécts, in
Gronseth and Tiller®s analysis, are not important on a ship, since the’
seafarer does not have to relate to women., Usually none are on board, and
he can maintain a séereotypical view of a woman., - Those women with whom he
has contact are usually "good-time girls™ (amatew or professional) in
foreign ports who are available because of his money, not his attractive-

15
ness.

13y. Reich (1947).

148, Gronseth and P. Tiller (1958), p. 4.

138, Gronseth and P. Tiller (1958); J. Tunstall (1962), pp. 138-41;
E.P. Hohman (1952).
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On occasional visits hame, he can surround himself
with his impressive, but to a large extent rather
easy adventures in foreign harbours and generously
distribute exotic gifts. . . .To maintain his feeling
of masculinity and his ability to have it accepted by
others, he must, however, typically remain in his
sailor role,l6

The studies of the mental health of seafarers will be mentioned
briefly. Powdermaker's work in New York was the firat systematic ex-
ploration of the problems of the mental health of seafarers.17 She found
that of the seamen treated who had been at sea for a long time, the
majority had few family ties in the sense that

the family appears to be supplanted by the ship., It
offers a life with companionship but without social
or personal responsibilities except for the job,
which is very clearly defined and set. Food, shelter
and recreation are provided, even clothing if neces-
sary. The ship is also thought of as a refuge if a
man gets into trouble ashore.l8

The studies of the Norwegian sociologists and social psychologists
referred to earlier re-emphasize this notion of low emotional involvement.
with other persons, It is in this context that studies of seafarers and
the use of alcohol are important. If, as suggested by Gronseth and Tiller,
Tunstall, and Irgens-Jensen, the seafarer uses alcohol as a means of
bolstering his "image™ in the community and facilitating casual social
relationships, alcoholism is the unintended result of behaviour designed
to aid the fostering of an informal social pattern as well as being a
depressant capable of shutting out the harsher realities of sea.faring.19

There is a high correlation between alcoholism and neuroticism
amongst seafarers,ao and also between these factors and the accident and

death rates. deWalden and Dolmierski showed that nearly 92% of all fatal

163. Gronseth and P, Tiller (1958).

17F. Powdermaker (1945); also see F.J. Braceland and H.P. Rome (1946);
D. Curran (1943)’ Pe 65.

185, Powdermaker (1945), p. 652; also see S.K. Weinberg (1950),
especially p. 604; W. McCord and J. McCord (1962), pp. 415-6.
19D. Horton (1943), p. 223, suggests that "the primary function of
of dcoholic beverages in all societies is the reduction of anxiety.”
(Bmphasis in original.)

2OS. Brun-Gulbrandsen and O. Irgens-Jensen (1964), pp. 164~7; (1967),
pp. 22=3; A, Otterland (1960), p. 155ff; there is also a high correlation
of neuroticism/anxiety and ulcers; see G. Alsted (1954); J.M, Jellinek
(1952), pp. 676=7. ’
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accidents to seafarers were the result of psychic disturbances. Of

these, 30% were alcoholics, 20% were persons suffering from acute psy-
choses, 20% were seafarers with slight psychoses, and the balance occurred
to seafarers -displaying irrational behaviour for the first observable
t:i.me.21 Rose and Glatt also noted this phenomenon in their s't_udy and held
that in the ship-community, there may be a relatively high incidence of
psychosexual immaturity and instability, but the institutional aspects of
the ship compensaté for these, the only noticeable symptom being the '
high consumption of alcohol a.nd'the high rate of a_l.co!'nol:i.sm.22

21y .T. deWalden and R. Dolmierski (1970), p. 123; also see O. Arner
(1970). '

224 X. Rose and M.M. Glatt (1961), especially p. 33; also see J.I.F.
(1943), p. 498. = |




