Mereharidusest Taanis, Rootsis, Soomes, Hollandis ja Lätis
Sissejuhatus
Käesolev kokkuvõte koosneb Läänemere äärsete arenenud riikide ja Läti mereharidus- süsteemide ülevaatest. Ülevaate koostamisel on kasutatud nii vastavate riikide mereharidus- süsteemiga seotud spetsialistide küsitlemist, erinevatel aegadel publitseeritud ettekandeid ja uuringuid kui ka hulgaliselt interneti kaudu kättesaadavat teavet.

Koostaja eriline tänu kuulub Leif Rosendahlile Taanist ja Markku Karkamale Soome Vabariigi Opetushallitusest. 
Kõikide riikide puhul on kasutatud Euroopa Komisjoni poolt kaasrahastatud, 

Southamptoni Solent Ülikooli teadurite David Gatfield, Mike Barnett ja Bent Overgaard 

2005.aasta uuringut „The mapping of career paths in the Maritime Industries“, mis valmis Euroopa Laevaomanike Assotsiatsiooni ( ECSA ) ja Euroopa Transporditöötajate Föderatsiooni ühistellimusel.
Temaatiline ülesehitus iga riigi puhul kujunes kokkuleppel Eesti Vabariigi Haridus-ja Teadusministeeriumi Koolikorralduse osakonnaga alljärgnevaks :
· merehariduse riikliku korralduse üldiseloomustus ( s.h. õiguslik regulatsioon ) 

· õpetatavad erialad tasemete ja nimetuste kaupa koos mahu, ajalise kestvuse ning sisendtingimustega; 
· õppeasutuste loetelu ja liigitus, kus üks või teine õpe toimub
· rahastamise üldpõhimõtted
· probleemid ( teadaolevad ) 

Traditsiooniliselt käsitletakse mereharidusena laevapereliikmete kutsealast koolitust. 

Alates kvalifikatsioonidest üle 500 bruttoregistertonnistele  või üle 750 kW jõuallikate koguvõimsusega aluste puhul , reguleerib antud koolitust Rahvusvahelise Mereorganisatsiooni ( IMO ) Meremeeste väljaõppe, diplomeerimise ja vahiteenistuse aluste 1978.a. koos 1995.a. täiendustega rahvusvaheline konventsioon ( lüh.STCW-78/95 ). Eesti Vabariik ühines antud konventsiooniga 1995.a. ja jõustas selle sama aasta 29.novembril ( Jüri Lember, Eesti Mereakadeemia toimetised nr.1,lk.5-20,Tallinn 2004 ). Euroopa Liidu siseselt reguleerib laevapereliikmete kutsealast koolitust Euroopa direktiiv 2001/25/EÜ laevapereliikmete väljaõppe miinimumtasemest.

Seisuga 16.10.2007 on EL liikmesriikidele Euroopa Ühenduste komisjoni poolt laiali saadetud uus Euroopa Parlamendi ja Nõukogu direktiivi 2001/25/täiendamise ja uuestisõnastamise eelnõu meremeeste väljaõppe miinimumtaseme kohta 2007/0219(COD).
1. Rootsi Kuningriik 
Mereharidus kuni kõrgkooli tasemeni toimub Haridus- ja Teadusministeeriumi 
( www.sweden. gov.se/sb/d/2063 - 17k) haldusalas. Kõrgkoolid on Rootsi Kuningriigis autonoomsed ja aruandekohustuslikud otse valitsusele. Ministeeriumis on 2 ministrit, üks üldharidust kureeriv ja teine kõrghariduse- ja teadusminister.
Kõik merenduslikku tasemekoolitust teostavad õppeasutused on riiklikud.

Laevapereliikmete koolitus, lisaks üldistele haridusvaldkonda reguleerivatele õigusaktidele , on reguleeritud järgnevate dokumentidega:
· kutseõppe tasemel reakoosseisu riiklikud õppekavad ( õpe toimub üldhariduskoolis );

· Kõrgharidusstandardi ( ingl.k., Ordinance concerning Higher Education ) laevaohviteride väljaõppe lisa (   ingl.k., Appendix on officers training at maritime academies ) ;
· Laevapereliikmete pädevusi sätestav määrus ( ingl.k., Ordinance concerning the Competency of Seafarers );

Mereõppeasutustes teostatava väljaõppe kvaliteet tagatakse vastavuses STCW-78/95 konventsiooni sätetele kehtestatud laevapereliikmete pädevust sätestavale määrusele ( ingl.k. Ordinance concerning the Competence of Seafarers, allikas Captain Leif Strömberg, Rootsi Mereadministratsioon, ettekanne Bergeni konverentsil, lisa …  ).  Vastavalt antud määrusele on Rootsi Mereadministratsioon töötanud välja konventsionaalset õpet teostavate mereõppe- asutuste hindamiseks esitatava dokumentatsiooni koostamise juhised.  Rakendatavate kvaliteedisüsteemide jaoks ei ole ühtseid nõudeid ega ka mitte nõuet nende auditeerimiseks rahvusvaheliselt tunnustatud klassifikatsiooniühingute poolt.  Hindamiseks ehk evalvatsiooniks ette valmistatud dokumentatsiooni hindab ja auditeerimist teostab vastava, Haridus-ja Teadusministeeriumi ja Mereadminisitratsiooni vahelise, kokkuleppe alusel Rootsi Mereadimistratsioon. Täiendavat, haridusvaldkonna üldiste õigusaktide nõuetest tulenevat kvaliteedikontrolli teostab ka Haridusministeerium läbi Rahvusliku Kõrghariduse Agentuuri 
( The National Agency for Higher Education )..    
1.1.  Teki ja masinameeskonna reakoosseisu õpe toimub 10 gümnaasiumis üle Rootsi.  9 aastase põhikooli järgselt toimub õpe merekoolis ( Maritime High School ) kestusega 3 aastat , mis sisaldab 8 kuulist meresõidupraktikat , millest vähemalt 4 kuud toimub õppelaeval. See vastab kvalifikatsiooninõuete määrustiku järgselt 18 kuulisele meresõidule vahimadruse ja –motoristi kutse taotlemisel. 
1.2   Laevaohvitseride koolitust pakutakse kahes kolledžis, üks asukohaga Gõteborgis  (www.chalmers.se/sections/utbilding )ja teine Kalmaris (www.sb.hik.se). Mõlemad kolledžid võtavad aastas vastu 50 üliõpilast mõlemas õppeliinis ja 50 üliõpilast madalama astme VII sertifikaatidele ehk kohaliku rannasõidu kvalifikatsioonidele . Mõlemad õppeliinid  tagavad bakalaureusekraadi vastavalt navigatsiooniteadustes ( Nautical Science )  ja merejõuseadmetes ( Marine Engineering ), tase ISCED 5A.  Õppe maht on 3 aastat ehk 180 AP nendele, kellel on läbitud vähemalt 24 kuud meresõitu vastavuses Rootsi meremeeste kvalifikatsiooni- määrusele või 180 AP+ 90 AP praktikat õppelaeval ja töökojas, kokku õppeaja kogupikkusega 4 aastat. 
Sisseastumistingimustes on kaks alternatiivi : 

1. vahimadruse või –motoristi kvalifikatsioon ;

2. 9 aastane põhiharidus, kuid palju suurema osa ainete läbimisnõudega kui merekoolis.

Vastavalt sisseastumisviisile on õpe madruse või motoristi kvalifikatsiooniga isikutel 3 aastat,

ülejäänutel 4 aastat, sest nõutav meresõidupraktika kokku on 12 kuud.

Märkus :  Kooliskäimisest tüdinud noored valivad peamiselt reakoosseisu taseme õppe kuna see pakub rohkem praktikat merel, vähem koolisistumist ning võimalust üsna kiiresti ise raha teenima hakata. Eeldatakse , et 25-30 aasta vanuses liituvad nad laevaohvitseri õppega, kus nad saavad teatud eelistuse tulenevalt VÕTA-st.

Gõteborgi kolledžis on juurutatud kaks 1,5 aastast magistriõppekava otseselt laevaohvitseridele vastavalt logistika ja meremajanduse ning laeva jõuseadmete erialal.

Kalmari Mereakadeemias on ka kaheaastased õppekavad ISCED 5B tasemel tehnoloogiatehniku ja kuni 500 laeva kipperi kvalifikatsioonideni ( annab õiguse sõita ka vahitüürimehena lähisõidus kuni 3000 BRT laeval ).
1.3 Rahastamine on riiklik, s.t. õppeasutuste tegevuskulud kaetakse Rootsi Kuningriigi riigieelarvest . Üliõpilastele makstakse ……..
1.4 Probleemid
Peamiseks probleemiks on olnud noorte vähenev huvi meremehe elukutse omandamise vastu, ennekõike laevamehaanikuks õppimise suhtes. Seda on lahendatud kohaliku laevaomanike assotsiatsiooni ja riigi koostöös vastava elukutse avaliku propageerimise kampaaniate ja õppetöö jooksul täiendavate stipendiumite maksmise läbi.

Probleemiks on olnud ka piisava kvalifikatsiooni ja erialase töökogemusega õppejõudude leidmine.
1.5 ÜRO Rahvusvahelise Mereorganisatsiooni juures tegutsev Maailma Mereülikool (WMU, www.wmu.se) , Malmös, 2004.a. 202 statsionaarset üliõpilast, 600 lühikursuslast, eelarve 8,4 mln. US dollarit ( ekv.100 mln. krooni ) :

Magister ,MSc –   17 kuud, spetsialiseerumised , esmased 3tk. ( merenduse  administreerimine – Maritime Administration, merenduse juhtimine – Maritime Managment, mereharidus-ja väljaõpe – Maritime Education and Training ) ja lõplikud 6tk. :
· mereohutuse ja keskkonnakaitse administreerimine ( Martime Safety and Enviromental Administration )

· mereõigus ja poliitika ( Maritime Law and Policy )

· sadamate juhtimine ( Port Managment )

· mere keskkonnna ja ookeanide juhtimine ( Marine Enviromental and Ocean Managment )

· mereharidus ja treening ( Martime Education and Training ) 

· laevanduse juhtimine ( Shipping Managment )  

Doktor , PhD -  3-5 aastat statsionaaris või 5-7 aastat töö kõrvalt , 2 spets.-st – merenduse administreerimine ( Maritime Administration) ja mereõigus ja rahvusvaheline kommertsõigus ( Martime Law and International Commercial Law ).
2. Taani Kuningriik

2.1 Taani merehariduse korraldus ja õiguslik regulatsioon

      Mereharidust  Taani Kuningriigis viiakse läbi Taani Mereadministratsiooni juhtimise ja kontrolli all, seega Transpordiministeeriumi haldusalas.  Olulised mereharidusküsimused läbivad Mereharidusnõukogu ( Maritime Education Council ), mille liikmed on reederite ja meremeeste assotsiatsioonide, õppejõudude ja õppurite organisatsioonide, Taani Mereadministratsiooni ja Taani Kuningliku Mereväe esindajad.
      Kõik meremeeste tasemekoolitust teostavad õppeasutused on riiklikud. Kuni 2005.a. eksisteeris ka eraõiguslik kutsekeskhariduslikku vahiohvitseri pädevuseni õpet teostav Kogstvedi Eramerekool, mis on tänaseks suletud. 

Taani Mereadministratsiooni poolt on kehtestatud merehariduse kvaliteedijuhtimise süsteem, mis hõlmab institutsioonide kvaliteedisüsteemid ja auditeerimise vastavuses ISO9000 standarditega. 

Laevapere liikmete koolitus Taanis, lisaks üldisele haridusseadustikule ,on eraldi  

reguleeritud alljärgnevate õigusaktidega :
· Mereharidusseadus ( Act on maritime education and training, Act No16, 13.01.1997 );

· Laevamehaanikute haridusseadus ( Act on Education of Marine Engineers, Act.No 350, 01.07.1988 );

· Merehariduses eksamite läbiviimise ja eksamineerimise kord, Mereadministratsiooni määrus ( Order on certificatio and quality managment etc.of maritime training and education no 386,19.05.2004 );

· Sertifitseerimine ja kvaliteedijuhtimine merehariduses, Mereadministratsiooni määrus ( Order on certification and quality managment etc.of maritime training and education no 387, 19.05.2004 ) ;
2.2 Taanis õpetatavad erialad ja tasemed

Eksisteerib „sandwich“ tüüpi õpe samaaegselt vahetu gümnaasiumijärgse ühes tsüklis õppega. Sisuliselt õpetatakse kahte eriala, laevajuhtimist ja laevamehaanikat, erinevates õppeasutustes ja erinevate pädevuste tasemel. 
2..2.1  Sandwich tüübi puhul koolitatakse alljärgnevalt :

  I aste - laevaassistent ( taani k. skibsassistent,ISCED tase 3B ) – kestvusega 2,5 a., sellest vähemalt 18 kuud meresõitu, 6 kuud üldhariduskoolis ja 6 kuud merekoolis või õppelaeval; peale lõpetamist töökoht madruse või motoristina merel või laevaehitus ja remondiettevõtetes lukksepp-keevitajana  ( 3 koolis ja 2 õppelaeval )
  II aste -  võimalusi edasi minna I astmest on kolm :
1. rannasõidukipperi õpe -  0,5 aastat ( kvalifikatsioon kuni 500 BRT kaptenini peale koolijärgset 12 kuud meresõitu  ); - tase 3A ( 2 koolis, Marstalis ja Skagenis )
2. vahitüürimehe õpe       -  1,5 aastat ( kvalifikatsioon piiramatu vahitüürimees ehk ametikohalt 3. ja 2. tüürimees või kuni 3000 BRT laeva vanemtüürimees peale ); - tase 3 A
3. vahimehaanik – 1,0 aastat ( kvalifikatsiooniks maskinchef ? ) – tase 3 A

 Märkus :  Igasse II aste õppesse on omad sisseastumistingimused . Näiteks rannasõidukipri  õppesse saamiseks on 5 erinevat võrdset eeltingimust :
· läbitud laevaassistendi baaskursus eelmerekoolis või õppelaeval + 12 kuud meresõitu praktikandina või 18 kuud meresõitu madrusena , kusjuures kõikidel juhtudel peab olema täidetud vormikohane praktikapäevik;

· või 15 kuuline madruse meresõidustaaž, kui on läbitud laevaassistendi täiskursus, kusjuures peab olema täidetud vormikohane praktikapäevik;
· või läbitud 3-4 aastane kutseõpe mehaanika (metallitöö) valdkonnas ja 10 nädalane merenduskursus merekoolis ja 12 kuuline meresõidustaaž praktikandina, täidetud vormikohane praktikapäevik;
· või läbitud  laevamehaaniku väljaõpe koos sinna sisse kuuluva 12 kuulise merepraktikaga, täidetud vormikohane praktikapäevik;
· või 36 kuud meresõidustaaži üle 20 BRT kaubalaeval ;
III aste -  võimalusi edasi minna II astmest :
1.  rannasõidukipri eksam, 12 kuud meresõüidustaaži ja seejärel vahitüürimehe õpe 1,5        

     aastat ja seejärel kapteniõpe 1.aasta ( ainult Marstali Navigatsioonikoolis );
Märkus :  Peale eeltoodud koolituste läbimist ja 12 kuulist meresõidustaaži kipparina, on võimalik saada piiramatu tonnažiga laeva vanemtüürimehe diplom ja vastavalt ka piiranguteta töötada antud ametikohal laevades.
2.2.2 Gümnaasiumijärgne õpe

Põhimõtteliselt kaks võimalust , kas kapteniõppesse Marstali Navigatsioonikooli või vahiohvitseriõppesse ( jagunevad eraldi laevajuhi ja mehaaniku koolitusteks ) rakenduskõrgkooli :

1. kapteniõpe kutsekoolis -  2,5 aastat koolitust ( kvalifikatsioon vahitüürimees , peale meresõitu ja kutseeksameid vastavalt 12 kuu meresõidu järgselt vanemtüürimees ja kokku 36 järgselt  või minimaalselt 24 kuu järgselt kui vähemalt 12 kuud vanem- või esimese tüürimehe ametikohal piiramatu tonnaažiga laeva kapten );
2. tüürimehe õpe Svenborgi Mereakadeemias jaguneb kaheks – nooremohvitseri  õpe – kestusega 4 aastat ja vanemohvitseri õpe 1,5 aastat ( kvalifikatsioon vahitüürimees , kutsebakalauruse tiitel meretranspordi ja laevajuhtimise alal);
3. vahimehaaniku õpe – 4,5 aastat ( kvalifikatsioon vahimehaanik , kutsebakalaureuse tiitel mehaanika ( masinameister ehk maskinmester) alal );
Täieliku ülevaate karjääri ja õppimisvõimalustest saab aadressilt www.worldcareers.dk 

( taani ( rootsi ) keele mitteoskajatele on vajalik sõnaraamatu abi ).   

2. 3  Rahastamine

Taani Kuningriigis  rahastatakse kogu mereharidust riigieelarvest. Üliõpilastele makstakse ........
2. 4  Probleemid
Peamiseks probleemiks on viimase kümnekonna aasta jooksul olnud Taani noorte vähenev huvi meremehe kutse omandamise vastu.  Teiseks oluliseks hädaks on olnud piisava merel töötamise kogemuse ja kvalfikatsiooniga erialaõppejõudude nappus. 
4. Soome Vabariik
4.1. Soome merehariduse korraldus ja õiguslik regulatsioon 

Mereharidust võimaldavad õppeasutused toimivad  Soomes Haridusministeeriumi  
( Opetusministeriö ) haldusalas. Kõik meremeeste tasemekoolitust teostavad õppeasutused on riiklikud.
      Mereharidust reguleerivad õigusaktid ja kokkulepped:
· Kutseharidusseadus ( L630/98 )

· Riiginõukogu otsus ( VNp213/1999 )

· Haridusameti määrus (6/011/2004)
· Valitsuse määrus laevade mehitamisest, laevapereliikmete pädevustest ja vahiteenistusest 1256/1997)
· Rahvusvaheline konventsioon STCW-78/95

· EL direktiiv meremeeste koolitamise miinimumnõuetest (2001/25/EU)

· EL direktiiv laeva pardal meditsiinilise abi osutamise kohta ( 92/29/EU)

· Rahvusvaheline telekommunikatsiooni lepe ( ITU RR 2001 ja CEPT/ERC/DEC(99)01 )
4.2 Soomes õpetatavad erialad ja tasemed 

Vastavuses Haridusameti määrusele ( 6/011/2004) toimub merehariduslik alusõpe alljärgnevate õppekavadel ja kutsenimetustel :
· teki-ja masinaremondi õppekava ,remondimees ( korjaaja );

· elektrikasutuse õppekava, laevaelektrik (asetaja) ;

· laevajuhi õppekava ( kansipäällistön koulutusohjelma ), vahitüürimees;

· laevamehaaniku õppekava, vahimehaanik.
Lisaks õpetatakse eraldi ka reisilaevade personali: 

· restorani toiduvalmistamise õppekava, laevakokk ;

· restorani teenindaja õppekava, ettekandja.

Kõigi antud kutseõppeasutuses toimuvate  õppekavade nominaalne õppeaeg on 120 nädalat ehk 3 aastat.

Soome merehariduslik kutseõpe toimub ISCED 3.tasemel .

Rakenduskõrghariduslik õpe toimub rakenduskõrgkoolides ISCED 5 A tasemel ja kahes õppeliinis :

· merekapten RKH ( keskhariduse baasil 4,5 aastat ) ja merekapten MSc ( 1,5 aastat ); 

· laevainsener RKH ( 4,5 aastat ) .

Kogu eelpooltoodud õppekavad on detailselt kohustuslikuks täitmiseks reguleeritud  dokumendiga ( soome k. ,   Ammatilisen peruskoulutuksen opetussuunitelman ja näyttotutkinnon perusteet MEREKULKUALAN PERUSTUTKINTO, Opetushallitus 2004 ).
Akadeemilises osas hindab Rakenduskõrgkoolide tegevust Kõrgkoolide Hindamisnõukogu ja kutseõppeasutuste tegevust Koolituse Hindamisnõukogu.

Meremeeste koolitamise vastavuse eest rahvusvahelistele nõuetele, ennekõike STCW konventsiooni sätetele, vastutab Soome Mereadministratsioon (soome k., Merekulkuhallitus ).

Üldjuhul teostatakse mereõppeasutuste kvaliteedisüsteemide auditeerimise kavandamist ja auditeerimist Soome Mereadministratsiooni ja Soome Haridusameti (soome k. Opetushallitus) koostöö raames, mis on formaalselt sätestatud ka vastavasisulise koostöö- kokkuleppena.
Soome Haridusministeeriumi juurde on loodud mereõppeasutuste töörühm ( merekulkualan koulutustoimikunta ), mis otsustab STCW konventsioonile vastava kvaliteedisüsteemi auditeerimise korraldamise ja teostamisega seotud küsimusi. 2006-2007 aastal teostab Soome mereõppeasutuste välisauditi  Haridusamet koos Mereadministratsiooniga. ( allikas, Markku Karkama, Soome Haridusameti vastutav ametnik, e-posti vastus 17.01.2008 ).
4.3 Mereõppeasutused

-Kotka Kutseõppekeskus, meresõidu osakond    -   meresõidu baaskoolitus, STCW ja rannasõidu alane täiendkoolitus ;

-Kymenlaakso Rakenduskõrgkool, meresõidu osakond -  meresõidu rakenduskõrgharidusõpe ( kaugesõidukapten ja insener ) , täiendusõpe, s.h. STCW alane ;

- Ahvenamaa Rakenduskõrgkool (Yrkehögskolan Sydväst ) , meresõidu osakond  

   ja Sydväst Instituut, meresõidu osakond    -         meresõidu baaskoolitus, meresõidualane rakenduskõrgharidusõpe ( kaugesõidukapten ja vahitüürimees ), STCW ja rannasõidualane täienduskoolitus;

· Rauma Rakendusinstituut,meresõit          -      meresõidu baaskoolitus, STCW ja rannasõidualane täienduskoolitus;

· Satakunna Rakenduskõrgkool, meresõidukoolitus   -  meresõidu rakenduskõrgharidusõpe ( kaugsõidukapten ja insener ), STCW alane täienduskoolitus;

· Soome Meresõiduohutuskeskus –  STCW alane täienduskoolitus (VI osa ja simulaatorid);

· Turu Regionaalne Tõõohutuskeskus – STCW alane täienduskoolitus ( VI osa );

· Turu Ülikooli Meresõiduala Koolitus.ja Uurimiskeskus – täienduskoolitus.

4.4 Rahastamine

4.5 Probleemid

1. Mereharidussüsteem ei taga piisava hulga spetsialistide väljaõpet  – noored ei saa piisavalt informatsiooni merenduse valdkonnast, selle ametitest ja koolitusvõimalustest; vähenev noorte arv ehk demograafiline faktor; õppe noortepoolne katkestamine; laevamehaanikute õppeliini lõpetajate siirdumine tööle maismaaettevõtetesse;
2. Pädevate ja oskajate erialaõpetajate vaegus;
3. Osaliselt dubleerivad  investeeringud kallihinnaliste õppevahendite ja -baasi valdkonnas (  simulaatorid, ohutusväljaõppe seadmed ):

4. Meremeeste koolitusüksuste toimimine suurte rakenduskõrgkoolide või kutseõppekeskuste koosseisus, mis tingib raskused mereharidusliku õppe positsiooni kindlustamisel ja selle ressursside tagamisel.  ( allikas : Markku Karkama, e-post 17.01.2008 ).
5. Hollandi Kuningriik
5.1 Hollandi merehariduse korraldus ja õiguslik regulatsioon

Hollandi mereharidussüsteemile on iseloomulikud kaks asjaolu : koolitussüsteemi orienteeritus kutsealasele väljaõppele ning seega vähemale akadeemilisusele ning tüürimehe ja mehaaniku  ehk mõlema kutsekvalifikatsiooni samaaegsele väljaõppele ja sertifitseerimisele.  Viimasest on küll hakatud viimasel ajal loobuma.
Mereõppeasutused on peamiselt eraõiguslikud, kuid avaliku sektori osalemisega nii omanikeringis kui juhtorganites. 

5.2 Hollandis õpetatavad erialad ja tasemed

Enamik õppureid siseneb mereharidussüsteemi peale kaheksa aastase kohustusliku alghariduse ja keskhariduse omandamist, mis on neli aastat kutsekeskhariduse süsteemi sisenemisel ( 16 aastaselt ) või viis aastat rakenduskõrgkooli süsteemi sisenemisel ( 17 aastaselt ).
Laevaohvitseriks on võimalik koolituda kahte teed pidi : nelja aastane kutsekeskhariduse tee ( nn.MBO ) ja kolmeaastane kutsekõrghariduse tee ( HBO ). Võimalik on minna üle MBO-st HBO-sse. Peale veel ühe täiendava õppeaasta võib HBO suuna lõpetanu omandada BSc kraadi.  Mõlemad laevaohvitseride koolitusteed tagavad lõpetajatele esmalt piiramatu tonnaažiga laeva vahiohviteri sertifikaadi ehk kutsetunnistuse. 
Peale kahe kuni nelja-aastast töötamist vahiohvitserina ja peale laeva juhtimisalase  lühikursuse lõpetamist võivad asjaomased saada piiramatu tonnažiga või piiramatu võimsusega jõuallikaga laeva kapteni või vanemmehaaniku kutsetunnistuse. Teiste kutsekvalifikatsioonide, nagu süvenduslaevade ohvitser ja alla 3000 tonniste/alla 3000 kW jõuallikaga laevade ohvitser, puhul üldjuhul kasutatakse kutsekeskhariduslikku õpet.  
Kahese, nii laevajuhi kui laevamehaaniku üheaegse, kutsekvalifikatsiooni koolitust rakendati alates 1980-ndatest aastatest. Tänaseks on erinevatel põhjustel antud, kahese väljundiga, koolitusest praktiliselt loobutud ja keskendutakse ühe kutsekvalifikatsioonile spetsialiseerumisele ( Hollandi Kuninglik Laevaomanike Assotsiatsioon, aastaaruanne 2003, lk.45 ).

Hollandi Erasmuse Ülikooli uuringu ( Veenstra A., „The Duration of seafaring career : an analysis of Dutch pension fund data 1954-2001“, 2005, Erasmus University, Rotterdam ) andmetel läheb 75%  laevaohvitseride õppeliinide lõpetajatest tööle merele. 

5.3 Mereõppeasutused
2004.a. teostati merehariduslikku koolitust  paljudes kolledžites.  Kutsekeskhariduslikku koollitust ( MBO- vahiohvitseri koolitus ja SWK – rannasõidukipri koolitus ) pakuvad Noorderpoort College „Abel Tasman“, Maritieme Academie „Den Helder“, Maritieme Academie „Harlingen“, Afdeling Zeevartopleidning Zvolles, Maritiem Instituut Ijmuidenis ja 
Deltioni College.  Ainult HBO tasemel koolitust viivad läbi Maritieme Academie Amsterdam ja Maritiem Instituut „Willwm Barentsz Terschellingis.

Suurim ja kõigil tasemetel õpet ( MBO, HBO, SWK ja MSc ) teostav õppeasutus on Rotterdami Meresõidu ja Transpordi Kolledž ( The Scheepvaart en Transport College , „STC“ in Rotterdam ). Koos välismaiste üliõpilastega õpib selles õppeasutuses 4500 õpilast ja üliõpilast.
Eraldi õppeasutusi, kus toimuks reakoosseisu väljaõpe, Hollandis ei ole, v.a. siseveeteede laevandusele.
5.4 Rahastamine 

5.5 Probleemid

6. Läti Vabariik

6.1.. Läti merehariduse korraldus ja õiguslik regulatsioon

Läti mereharidusasutused toimivad Läti Haridus-ja teadusministeeriumi haldusalas. Mereõppasutused, kus toimub tasemekoolitus, on kõik riiklikud.
6.2. Õpetatavad erialad ja tasemed

Mereharidust võimaldatakse Lätis kolmel tasemel : põhikooli  tasemel kutsekoolides, (keskhariduse?) tasemel kolledžis piiratud tonnaažiga laevade spetsialistide pädevusteni ning kõrghariduse tasemel akadeemias piiranguteta laevade spetsialistide pädevusteni.  

Reakoosseisu koolitus toimub neljas erakutsekoolis üheksa aastase põhihariduse järgselt . 3 kuni 4 aastase õppe kestel , millest erialaõpe moodustab 1 kuni 2 aastat, omandatakse kutsekeskharidus.

Kõrghariduse tasemel õpet ( ISCED tase 5A )võimaldatakse Läti Mereakadeemias ( www.latja.lv ). Rakenduskõrghariduslik õpe toimub alljärgnevates õppeliinides ja kestvusega :

· Meretransport – navigatsioon , 4.a. ja 3.kuud ( 182 AP ), väljund BSc meretranspordis ja kutse mereinsener, sisuliselt STCW konventsiooni järgne laevajuhi management taseme õpe ;

· Laevanduse ja sadama managment, 4.a. ja 3.kuud, ( 182 AP ), kusjuures 40 AP tuleb läbida teise EL liimesriigi kõrgkoolis, väljund BSc meretranspordis.
· Meretransport – laeva jõuseadmed, 4.a. ja 3.kuud ( 182 AP ), väljund BSc meretranspordis ja kutse mereinsener, sisuliselt STCW konventsiooni järgne laevamehaaniku managment taseme õpe ;
· Meretransport – laeva elektrisüsteemide automatiseerimine, 4.a. ja 3.kuud ( 185 AP ), väljund BSc meretranspordis, kutse mereinsener
Kõigilt rakenduskõrghariduse õppeliinidelt on edasipääs magistriõppesse üldnimetusega meretranspordi juhtimine, mis jaguneb kaheks suunaks meretranspordi juhtimiseks ( management ) ja meretranspordi ekspluatatsioon ( operation ). MSc õppe nominaalkestvus on 1,5 aastat ja 60 AP, osakoormusega õppes vastavalt 3.aastat.  
Statsionaarsete õppe kõrval kõrgkoolis võimaldatakse eelneva meretöökogemuse ja –kvalifikatsiooniga isikutel läbida õppekava osakoormusega ( part time ) või distants( kaug) õppe vormis. 
Läti koolitussüsteem on paindlik ja võimaldab meremeestel täiendada oma kvalifikatsiooni
6.3 Õppeasutused

6.4  Rahastamine

6.5 Probleemid

7 .   KOKKUVÕTE riikide mereharidussüsteemide erinevustest
Tuginedes Southamptoni  Solenti Ülikoolis  2005. a. teostatud uuringule (   David Gatfield, Mike Barnett ja Bent Overgaard  „The mapping of career paths in the Maritime Industries“ 2005, Southampton ) on merehariduses kaks lähenemisviisi – nn. pädevus ehk kutsepõhine (ingl. „vocational“) , mida rakendab peamiselt Holland, ja rohkem akadeemiline, mis on kasutusel kõige puhtamal kujul Poolas. Esimesel puhul on koolitusprotsessis peamine rõhuasetus praktilistel otseselt tööga seotud pädevuste kujundamisel, kusjuures tuginetakse seigale, et meresõit ei ole tegelikkuses mitte kuigi akadeemiline ala ja väga edukad laevaohvitserid võivad olla ka isikud ilma ülikooli tasemel hariduseta. Teise ehk akadeemilise lähenemise puhul püütakse koolitatavatele anda rohkem ülikooliharidusele sarnast õpet, uskudes, et olemaks edukas laevaohvitser vajatakse akadeemilist teoreetilist baasi ja kriitilist analüüsivõimet.  Mitmed riigid, nagu näiteks Suurbrittannia, on mereharidussüsteem üleminekuetapis, kus kutsehariduslikku orientatsiooni tuuakse sisse akadeemilisi kraadi -õppekavu.  
Debatt ühe või teise suuna paremast sobivusest laevaohvitseride koolituses on kestnud aastakümneid.  Inglismaal on reederid peljanud, et noorte liialt kõrge harimine loob olukorra, kus noored spetsialistid lahkuvad merelt maismaale karjääri tegema tunduvalt varem kui pelgalt kutsehariduslikukoolituse saanud. Samas eelistavad aga nii noored ise kui lapsevanemad, just kõrgharidusliku õppe kasuks,  mis omakorda tekitab puuduliku subjektiivse haridusnõudluse meremehe elukutse omandamise osas. Hispaanias on peljatud, et liiga akadeemiline mereharidussüsteem paiskab tööturule ebapiisavate praktiliste oskustega noored, kes vajaksid eelnevalt täiendavat praktiliste oskuste alast väljaõpet.

Üldiselt on Euroopa Liidus võetud merehariduses aga suund nn.managment ehk vanema juhtivkoosseisu tasemel kõrghariduslikule õppele  ISCED tasemel 5A. Üheks peamiseks argumendiks on sealjuures tagada spetsiifilise kutse omandanutele edaspidiselt lihtsam töölesiirdumise võime meremajanduse klastrisse maismaal ja sellega koos ka noorte huvi kasv meremehe raske kutse omandamiseks maandades antud elukutsega seotud teatud riskid ( tervise halvenemine, perekondlikud põhjused ).

Nn. operational ehk vahiohvitseri tasemel õpet teostatakse peamiselt kutsekeskhariduse tasemel ehk nii põhikooli kui ka keskkooli järgselt. Kõige olulisemal määral pannakse praktilistele meresõiduoskustele ja meresõidustaažile koolitusportsessi käigus rõhku Taani Kuningriigi mereharidussüsteemis.
Kõikidel tasemetelt on avatud tee edasiõppimiseks.

Kõikide riikide mereõppeasutused on spetsialiseerunud peamiselt laevapereliikmete koolitamisele. Merekõrgkoolides, mille üldnimetuses tavapäraselt kasutatakse sõna akadeemia ( Kalmari Mereakadeemia, Svenborgi Mereakadeemia, Läti Mereakadeemia ), koolitatakse lisaks laevaohvitseridele mõnes kohas lisaks ka sadamamajanduse ja meretranspordi juhtimise eriala ( Läti Mereakadeemia, Rotterdami Laevanduse ja Transpordi Kolledž ). Merega seotud valdkondade teisi erialasid üldjuhul ei õpetata, v.a. Hollandis Rotterdamis hüdrograafiat ja mere süvendamist, tulenevalt antud riigi reederite omanduses töötavast suurest süvenduslaevastikust.

Iseseisvate institutsioonidena eksisteerivad Taani, Läti ja Hollandi mereakadeemiad ja kolledžid.  Soomes ja Rootsis kuuluvad mereõppeasutused kas suurema rakenduskõrgkooli (Yrkehögskolan Sydväst Ahvenamaal, Kymenlaakso Rakenduskõrgkool Kotkas, Chalmersi Rakenduskõrgkool Göteborgis ) või ülikooli koosseisu (Kalmari Ülikool ).  
Üldjuhul on kutsekeskhariduse taseme õppe, mis tagab piiramatu tonnaažiga laeva vahiohvitseri kvalifikatsiooni, kestvuseks põhikoolijärgselt 4 aastat, mis sisaldab vähemalt 12 kuud meresõidupraktikat. Eriti paindlik ja üsna oluliselt meresõidustaaži pikkust ehk erialast töökogemust arvestav on Taani mereharidusüsteem.  Näiteks peale 36 kuust meresõitu vähemalt 20 tonnisel laeval võib 0,5 aastaga õppida rannasõidukipriks ja sooritada vastava eksami. Seejärel läbitud 12 kuulise merel töötamise järgselt saab asuda õppima 1,5 aastasele tüürimehe õppekavale ning omandada piiramatu tonnaažiga laeva vahiohvitseri dipolmi. Seega õppeaega koolis tuleb vaid 2 aastat.
Kõrghariduse taseme õpe, üldjuhul ISCED 5A ( Soome, Rootsi, Läti, Taani ) kestvuseks on vähemalt 4,5 aastat ja orienteeruvalt 180 ( 40 tunnist ) AP, sealhulgas 12 kuud meresõidu- praktikat.  Enamikul juhtudel on võimalik jätkata magistri taseme õpinguid samas mereakadeemias, mille kestvuseks on üldjuhul 1,5 aastat. Riikidevaheline eripära seisneb tõigas, et näiteks Soomes loetakse 1,5 aasast kapteniõpet ehk laeva vanema juhtivkoosseisu kvalifikatsioonile vastavat koolitust magistri taseme õppeks juhul kui eelnevalt on lõpetatud piiramatu tonnaažiga laevaohvitseri kutsekeskhariduse taseme õpe ja sõidetud vähemalt 
Magistriõpe keskendub üldjuhul meremajanduse ja merenduse juhtimisega seonduvatele valdkondadele. Eriti hästi on merendusvaldkonna magistriõpe välja arendatud Rahvusvahelises Mereülikoolis Malmös Rootsis ( vt. käesoleva töö lk.3, p.1.5 ).  
Mereõppeasutuste rahastamine on üldjuhul riiklik. Mõned õppeasutused teenivad täiendavalt kuni 20% nn. omatulusid peamiselt spetsiifiliste lühikursuste läbiviimisest. Kõige drastilisem ja kallihinnalisem näide on 2 nädala pikkune sadama konteinervedaja väljaõppekursus Rotterdami Laevanduse ja Transpordi Kolledžis maksumusega 120 tuhat eek-i, kusjuures selle kursuse läbiviimiseks kasutatava virtuaalvalmendi investeering oli suurusjärgus 60 miljonit eek-i. 
Kogu Euroopa merehariduse põhiprobleemiks on noorte kõikuv huvi merega seotud kutse omandamise vastu ja mitteküllaldane riigipoolne rahastamine. 
8.   Eesti Mereakadeemias õpetatavate erialade persepktiiv
8.1   Taust

Tulenevalt kõigist Vabariigi Valitsuse vastavatest kavadest, s.h. Eesti Euroopa Liidu poliitika 2007-2011, mis kiideti heaks 25.10.2007, on Eesti eesmärgiks integreerumine üle-euroopalisse transpordivõrgustikku ja vastava EL poliitika võimalikult täielik järgimine. Euroopa Liidu teede, telekommunikatsioonide ja energiavõrgustik (Trans-European Network) ühendab Euroopa ühtseks tervikuks, et tugevdada majandust, luua töökohti ning parandada kõigi kodanike elukvaliteeti.
Euroopa Liidu transpordi põhiprobleemiks on suur maanteetranspordi osatähtsus ja sellest tulenev teede ülekoormatus, mistõttu  tulevikus eelistatakse kombineeritud transporti. Seega  Eesti  majanduse jätkuval integreerimisel teiste riikide, sh EL-i liikmesriikide majandusega, on lähiaastatel olulisim roll mere- ja raudteetranspordil. Tulenevalt raudtee infrastruktuuri rajamise kallihinnalisusest ja suhtelisest ajamahukusest, on Euroopa Liidu kiiresti kasvavate kaubavoogude transportimise vajaduse rahuldamise sama kiireks lahendiks lähimerevedude (veod meritsi Euroopa riikide sadamate vahel) eelisarendamine. Antud prioriteet on fikseeritud EL pikaajalises transpordistrateegias nn. Valges Paberis .
Eesti Euroopa Liidu poliitika 2007-2011 sisaldab esmakordselt ka eraldi ühtset merenduspoliitikat käsitlevat lõiku.  Selles öeldakse, et konkurentsivõimelise merendussektori säilitamiseks ja arendamiseks on vajalik parandada haridus-ja teadusalast koostööd liikmesriikide vahel, mis tähendab ka ühiste õppe-ja teadusvõrgustike rajamist ja koordineerimist. Samas öeldakse, et Eesti peab siseturu parema toimimise ja kaupade kiirema liikumise tagamisel prioriteetseks lähimerevedude ja merekiirteede arendamist koos ühtse mereruumi rakendamisega ( VV, Eesti Euroopa Liidu poliitika 2007-2011, lk. 24 ).   

Euroopa Liidus on tõsiseks probleemiks liikmesriikidest pärit kvalifitseeritud laevaohvitseride nappus. Viimasest tulenevalt on nii Euroopa Komisjon kui ka Euroopa Nõukogu korduvalt arutanud kvalifitseeritud laevapereliikmete probleemi. 21.veebruari 2003.aasta Euroopa Nõukogu (EN, 6432/03)  vastavasisulises arutelus laevapereliikmete koolitamisest ja töölevärbamisest rõhutas Nõukogu  merehariduse ja koolitamise tõhustamise vajadust  liikmesriikides.  Euroopa Komisjoni hinnangul aitab antud initsiatiiv kaasa mereteenuste kvaliteedi kindlustamisel. Paljude liikmesriikide delegatsioonid rõhutasid eraldi aspektina meresõiduohutuse alase koolituse tähtsust. Meresõiduohutuse alase koolituse põhikomponentideks on merelpääsemise ja merepääste alane koolitus.

Kuna Eestil puudub otsene raudteeühendus enamiku EL-i liikmesmaadega, siis maantee ja raudtee jätkutransport toimub meritsi ja seetõttu enamus kauba- ja reisijateveo voogudest läbib sadamate infrastruktuuri ning kasutab sadama operaatorfirmade ja laevandusfirmade teenuseid. Seega tuleb tõdeda, et nii Eesti  eksport- kui ka transiitkaupade konkurentsivõime oleneb muude mõjurite kõrval suurel määral merendusettevõtete toimimise efektiivsusest.

Seega on Eesti EL transpordivõrgustikku integreerumise prioriteediks on meretranspordi arendamine. Eestiga seonduvalt rahastab EL oma transpordikoridoridest lähiaastatel vaid Läänemere mereteid (“Läänemeri jõudis EL-i prioriteetide sekka”, 13.11.2003, Postimees). 

Seega on meretransport ja selle infrastruktuur ilmselgelt väga kiire kasvutrendiga tertsiaarsektori haru meie majanduses. Viimaste aastate suurimad investeeringud (nii üksikobjektide kaupa kui summaarselt) on Eestis tehtud merendusettevõtluses (AS Tallink Grupp m/l Romantika, 2002.a., 2,3 mlrd.krooni; AS Tallinna Sadam kaide rekonstrueerimine ja uute rajamine orient. 200 mln.krooni aastas). Rajatud on  Muuga söeterminaal (500 mln.krooni), Sillamäe sadam  (200 mln.krooni), Saaremaa kruiisisadam (110 mln.krooni) ja Kunda sadama juurdeehitused (100 mln.krooni). 2003.aasta märtsis veesati AS Tallink Grupp teine 2,5 mlrd.kroonise maksumusega reisiparvlaev m/l Galaxy.. Tellitud on kolmas 2,5 mlrd. kroonise maksumusega reisiparvlaev. Kõik need investeeringud tingivad nii merendussektori kui ka avaliku sektori täiendava personalivajaduse. Näiteks ainuüksi ühe suure reisiparvlaeva mehitamine toob kaasa täiendavalt 300 inimese merelpääsemise alase koolitamise vajaduse (tulenevalt kohustuslikest väljaõppekursustest vastavalt VV määrusele nr.273, 30.10.2003.a  laevapere liikmete koolitus- ja kvalifikatsiooninõuded, diplomeerimise kord ning diplomite ja kutsetunnistuste vormid).
Merenduse klaster on ettevõtete ja institutsioonide kogum, mille osised on üksteisega pidevas vastastikuses mõjus.Eesti merenduse klaster (edaspidi tekstis meremajandus ) hõlmab orienteeruvalt 1000 ettevõtet.  Meie meremajanduse osa SKT-st on orienteeruvalt 3-5 % ( tulenevalt vastavasisuliste uuringute puudumisest lähtuvalt teiste EL mereriikide analoogiast ), mis näiteks võrdlusena ületab juba täna põllumajandussektori koguprodukti.  Meremajanduse kaudne ja täiendav kogumõju Eesti majandusele on otseste mahtudega võrreldes mitmekordne. Kahjuks puudub senini Eesti merenduse klastri terviklik käsitlus riigi poolt ja sellest tulenevalt ka täpsem ülevaade. 

2004.a. moodustas kümne suurema merendusettevõtte käive 20 mlrd.krooni, millest laevanduse osa 23,5% ja merendusalase teeninduse ja vahendustegevuse osa 51,5%. 
Meremajanduse tuuma moodustab laevandus. Eesti meretranspordiettevõtete netokäive moodustas 2003.aastal 4,0 miljardit krooni (2004.a. 9 kuuga 3,4 miljardit krooni), millest välismaal laekus 2,8 miljardit ehk 69,1%. Seega üksnes veoteenuste müügist laekunud summa on küllalt suur panus riigi väliskaubandusbilansi tasakaalustamisse, mis käesoleva ajal, kus Eesti väliskaubanduse defitsiit ulatub  hetkeprognooside alusel 30 mlrd.kroonini aastas,  on omandanud eriti olulise tähenduse. 

Võttes aluseks hollandlaste uuringu tulemused, võib väita, et omamaise laevanduse käive mõjutab kogu muu kaldal paikneva ja merendusega otseselt või kaudselt seotud ettevõtluse  kasvu proportsioonis 1:3 ehk teisisõnu, tõstes Eesti lippu kandvate laevade reederite käivet 1 mlrd.krooni, saavutame kaldapealse ettevõtluse kasvu 3 mrld.krooni.  Oluliseks tuleb siinjuures lugeda laevandust toetavate ettevõtete võimekuse kasvu pakkuda rahvusvahelisel merendusteenuste turul ( logistika, ekspideerimine, kindlustus, rahastamine, õigusteenused jms.) kvaliteetset ning suuri kapitalimahutusi mittenõudvaid teenuseid.  Eestis resideeruvate ettevõtjate poolt opereeritakse täna orienteeruvalt 60 üle 1000 tonnise kaubalaevaga, mis kõik seilavad vööraste lippude all,sest ettevõtluskliima Eesti lipu all ei ole soodus. Laevandusele soodsa maksurežiimi korral oleks tõenäoline nende laevade naasmine Eesti lipu alla.

Eesti merendusettevõtete kogum ehk nn. merendusklaster  haarab merelaevandust ja sisemaalaevandust, sadamaid koos sadamaoperaatoritega, laevateenuseid ja kaldateenuseid, laevaehitust ja -remonti, seadmete ja varuosade tootmist laevafirmadele, laevade varustamist, laevandusega seotud vahendustegevust ja teenindust, mereväge ja rannakaitset, veeteede süvendust, hooldust ja märgistust, kalapüüki ja –töötlemist, huvilaevandust ja rekreatsiooni (mereturismi), mereharidust ja –teadust, keskkonnakaitset. Eesti kui ajalooliselt mereriik omab kõik merendusklastri osised. Eesti riigi olulisimaks rolliks on tagada kogu merendusklastrile kvalfitseeritud spetsialistide järelkasv. Ainukese spetsialiseeritud õppeasutusena toimub merendusspetsialistide koolitamine riiklikus rakenduskõrgkoolis Eesti Mereakadeemia , mis ühendab endas  struktuuriüksusena ka kutseõppeasutus EMA Merekooli.

Meresõit intensiivistub koos merendusettevõtluse ja meritsi veetavate kaupade ning reisijate mahtude kasvuga ning kasvavad meresõiduga seotud riskid. Ennekõike tulenevalt ida-lääne suunalisest vedelkütuste meritsi veomahu kolmekordistumisest Soome lahel aastaks 2010 (peamiselt suunaga Venemaa uutest Soome lahe idakalda sadamatest Lääne-Euroopa riikidesse), on Soome Riiklik Tehniline Uurimiskeskus (soome k. Valtion Tekninen Tutkimuslaitos, VTT) prognoosinud alates 2010 aastast Soome lahes suure tõenäosusega kaks laevaavariid aastas. Kõige ohtlikumaks kohaks loetakse ida-lääne suunalise tankerite liikluse ristumist põhja-lõuna suunalise reisi- ja kaubalaevde liiklusega Tallinna ja Helsingi vahel. Meresõiduga seotud riskide hindamise, uuringute ja erinevate sihtrühmade koolitamisega tegeleb Eestis koostöös Veeteede Ametiga  Mereakadeemia.
 8.2  Õpe kutsekeskhariduse tasemeni.
Seisuga 01.02.2008 teostatakse Eesti Mereakadeemias ( edaspidi tekstis EMA ) kutseõpet nii kutsekeskhariduse tasemel kui ka rakenduskõrghariduse tasemel. Alates 2006.a. septembrist on avatud tasuline merenduse magistriõpe.

Õppekavade perspektiivi ja vajadust esitada ühele või teisele RKT tuleb analüüsida vähemalt kolmest aspektist :

· objektiivne haridusnõudlus ennekõike Eesti merendusklastri ettevõtete ja avaliku sektori institutsioonide vajadustest lähtuvalt;

· subjektiivne haridusnõudlus ehk noorte huvi olemasolu vastava kutse omandamisest;

· demograafiline situatsioon;

Täiendava küsimusena vajav arvestamist õppeasutuse jätkusuutlikkus ja eraldi iseseisva institutsioonina toimimine tulenevalt riigi poolt rahastatavate õppekohtade koguarvust, mis on käesoleval ajal akadeemia tegevuskulude katmise põhiallikaks.

Kutsekeskhariduse ( KKPB ) õpet põhikooli baasil ja kutseõpet keskhariduse ( KKB ) baasil  teostab EMA struktuuriüksus Eesti Mereakadeemia Merekool  ( edaspidi tekstis merekool ) . Merekooli kaudu korraldatakse ka kutsealast eelkoolitust gümnaasiumites ( Orissaares, Pärnus, Narvas ja Tallinnas ). 
Vaadates teiste riikide mereharidussüsteemides toimunud arenguid ja arvestades nii merega seotud avaliku sektori kui ka ettevõtluse vajadusi, aga samuti noorte huvile vastavust, siis Eesti perspektiiv nn. kutsekeskhariduse õppes ( KKPB) peaks olema õpetada vähemalt alljärgnevate tasemeõppekavade alusel :

· laevajuhi õppekava , vahitüürimees, väljundkvalifikatsioon üle 500 merelaevade vahitüürimees ( STCW-78/95, reegel II/1 );
· laevamehaaniku õppekava, vahimehaanik, väljundkvalifikatsioonile üle 750 kW jõualllikaga merelaevade vahimehaanik ( STCW-78/95, reegel III/1 ).
Vastavalt oleks vajalik ümber teha praegu Merekoolis kasutusel olev KKPB õppekava Merelaevandus ja kalapüük, mille väljundiks on piiratud tonnaažiga ja piiratud jõuallikaga laevade vahiohvitseride kvalifikatsioonid.
Kutseõpe keskhariduse baasil ( KKB ) Merekoolis ei oma perspektiivi , küll aga võib seda kaaluda regionaalsete kutseõppeklasside baasil. 

Kaaluda võiks , vastavalt analoogiale Soome Vabariigis, järgnevate õppekavade alusel tasemeõpet :

· teki-ja masinaremondi õppekava ,remondimees ;

· elektrikasutuse õppekava, laevaelektrik  ;
Vastava õppe kestvus Soome Vabariigis on 120 õn, s.h. 20 õn üldhariduslikke aineid ja kõigil õppekavadel juhendatud õpe töökeskkonnas 20 kuni 40 õn. Vastavalt Eesti nõuetele peaks olema üldhariduslike ainete maht vastavalt 40 õn ja seega analoogia põhjal Soomega õppe kogukestvuseks 140 õn.
Ülejäänud mereliste kvalifikatsioonide õppe kestus ei ületa 0,5 aastat, s.h. rannasõidukipri õpe kuni 500 tonnistele alustele ja nn.püügimeistri koolitus kalalaevadele, ning seetõttu on korraldatavad üksikute kursuste näol regionaalsete mereklasside juures vastavalt tööturu nõudlusele või täiendava plokina kutsekeskhariduslikule tasemeõppekavale ( nagu hetkel Avamerekalur III kutsestandardil põhinev õpe merekoolis vahitüürimehe õppekava koosseisus ). Kogu merelise kutsehariduse süsteem peaks olema samavõrd paindlik nagu Taani Kuningriigis pikka aega  kasutusel olnud meremeeste koolituse puhul ( vt. lk.4 ja 5 ).
8.3   Õpe rakenduskõrgahriduse tasemel.
Rakenduskõrghariduslikku õpet teostatakse akadeemias kaheksal õppesuunal :

· tüürimees               ( täisakrediteering kuni 09.07.2010 )

· laeva jõuseadmed  ( täisakrediteering kuni 18.05.2013 )

· külmutusseadmed  ( täisakrediteering kuni 18.05.2013 )

· sadamamajandamine ja meretranspordi juhtimine ( täisakrediteering kuni 09.07.2010 )

· hüdrograafia           ( täisakrediteering kuni 14.05.2011 )

· hüdrometeoroloogia ja loodushoid ( tingimisi akrediteering kuni 14.05.2007 ?? )

· kalatoodete tehnoloogia ( tingimisi akrediteering kuni 25.06.2010 )

· kalandusspetsialist          ( tingimisi akrediteering kuni 25.06.2010 )

Tulenevalt objektiivsest haridusnõudlusest ehk merendusklastri institutsioonide vajadusest, aga samuti EL ühtsest merendusstrateegiast, on prioriteetsed ja väga perspektiivikad tüürimehe ( laevajuhi ), laeva jõuseadmete ( laevamehaaniku ) ja külmutusseadmete ( nii külmaseadmete spetsialsitid maismaal kui külmutusmehaanikud laevades ) õppekavad.  Mainitud õppekavadel teostatava õppe kvaliteet on saanud kinnituse täisakrediteeringu näol kuni aastateni 2010 ja 2013 ( vt. vastavat infot eelmises veerus ).
Antud õppekavade eripära , võrreldes ülejäänud akadeemia õppekavadega, seisneb täiendavalt seigas, et nad kõik kuuluvad klassikaliselt mereakadeemiates viljeldavate õppesuundade kategooriasse. Rahvusvaheliselt on mereakadeemia üldjuhul õppeasutus, kus teostatakse väga spetsiifilist ja rahvusvahelisele regulatsioonile ( käesoleval ajal IMO STCW-78/95 konventsioon ja EL direktiiv 2001/25/EU ) allutatud laevapereliikmete teatud kvalifikatsioonidele vastavat õpet. 

Täiendav erisus,  mis puudutab eelmainitud õppekavasid ja muudab nad meremajanduse kontekstis väga nõudlusele orienteerituks, on tõik, et kogu merendusklastri ettevõtlus maismaal ja selle rahvusvaheline konkurentsivõime inimressursi kontekstis toetub meretöökogemusega laevaohviteridel. 2003.a. Malmös Rahvusvahelise Merendusstatistika Assotsiatsiooni korralisel assambleel tutvustatud Hong-Kongi uurimusinstituudi uuringu kohaselt pidas 800 Hong-Kongi, kui maailma suuruselt 3-nda merendumeka merega seotud ettevõtet ( s.h. kindlustusseltsid, õigusbürood, laevaseadmete tootjad, teenindavad pangad jt.) konkurentsi ja jätkusuutlikkuse kontekstis ülioluliseks omada tervelt 75% spetsialistide ametikohtadel laevaohviteri baasharidusega ja meretöökogemusega töötajaid.   
Vastavalt Veeteede Ameti ( VTA ) informatsioonile ( vt. lisa ..... ) , oli meil seisuga 16.11.2007 tegevlaevapereliikmeid, kellel olid kehtivad STCW-78/95 nõuete kohased kutsetunnistued,  orienteeruvalt 8200 isikut. Neist 2200 laevajuhti ja 2100 laevamehaanikut üle 500 tonniste ja üle 750 kW peamasina võimsusega alustele,viimaste hulgas eeldatavalt ka orienteruvalt 110 külmutusmehaanikut.  Seoses tõigaga, et VTA meremeeste andmebaasi tarkvara ei võimalda saada automaatselt teavet laaevaohvitseride vanuselise struktuuri osas, tuleb lähtuda pelgalt kaudsest informatsioonist, et analüüsida antud kutsetunnistust omava inimressursi taastootmise vajadust. Akadeemia Pärnu Merenduskeskuse konventsionaalse merelpääsemise alase baaskursuse 2007.a. läbinute hulgas ( 780 inimest ) jaotus 28% isikutest vanuserühma 50 – 60 aastat ja 32 % vanuserühma 60 ja üle. Seega võib väga jämedalt väita, et ligi 60% tegevmeremeestest on üle 50 aasta vanad ehk arvuliselt 4100 isikut ja neist vähemalt 2000 laevajuhti ning laevamehaanikut. Siit võib järeldada, et säilitamaks olemasolevat potensiaali, peaks mereharidussüsteemi iga-aastaseks väljundiks olema vähemalt 133 laevaohvitseri igal aastal järgneva 15 aasta jooksul. Tänane akadeemia laevaohvitseride õpperühmade aastane väljund on orienteeruvalt 70 – 80 noort spetsialisti.    
Eraldi vajab äramärkimist külmutusseadmete eriala, mis on ainuke omalaadne kogu Eesti kutseharidussüsteemis. Nõudmine antud spetsialistide järele ületab juba aastaid pakkumise, seda ennekõike tulenevalt maismaal paiknevate valdkonna ettevõtete vajadusest, ning seetõttu siirdub merele tööle maksimaalselt ainult 1/3 akadeemia vastava eriala lõpetanutest. Probleem on vaid noorte suhteliselt tagasihoidliku huviga antud eriala omandamise vastu, kuid see on stabiilselt olnud üle 1 ja 1,5 kandidaadi vahel ühele riigieelarvelisele õppekohale.
Sisuliselt on akadeemias koolitatavate laevaohvitseride puhul tegemist Eesti merendusklastri ettevõtete spetsialistide põhi- ja baaskvalifikatsiooniga, mis võimaldab peale teatud täiendavate spetsialiseerumiste õpetamise ( majandus, haldus, juhtimine, logistika, hüdrograafia, mereõigus jne. ) täita väga erinevaid spetsialistide ametikohti merendusettevõtluses maismaal.  Laevaohvitseride keskmine töötamise aeg merel on EL vastava uuringu kohaselt 10,5 aastat. Käesoleval ajal töötab orienteeruvalt 75-80% Eestis resideeruvatest laevaohviteridest välismaa lippe kandvatel alustel ning vähendab meie riigi jooksevkonto defitsiiti mitte vähem kui 1 mlrd.krooni aastas, kulutades lõviosa teenitud vahenditest kodumaal ja ostes selleks valuuta eest Eesti kroone. Ainuüksi Eesti lippu kandvatel alustel töötavad meremehed täidavad oma väikesearvulisusele vaatamata ( kuskil 3500 tuh.inimest )  otseste maksude näol riigikassat kuskil 300 mln. kroonises summas. 
Kõikide järgnevate RKH õppekavade perspektiivi puhul tuginen lisaks teiste riikide mereharidusüsteemidega võrdlemisele, ennekõike 2003.a jaanuaris akadeemias valminud Merehariduskontseptsioonile ( edaspidi MHK ), mis valmis laiapõhjalise töögrupi ühistööna ning läbis merendusorganisatsioonide kooskõlastusringi ja oma sisult pidi tollel hetkel andma vastuse küsimusele, millistel õppesuundadel,-tasemetel ja mahus on vaja merendusspetsialiste ette valmistada ( v.t lisa 2 ).

Õppekava sadamamajandamine ja meretranspordi juhtimine
Analoogset eriala õpetatakse mereakadeemiates eraldi tasemeõppekava alusel (ISCED 5A) Läti Mereakadeemias ja Rotterdami Laevanduse ja Transpordi Kolledžis, Hollandis. Taani, Rootsi ja Soome puhul võimaldatakse meretranspordi ettevõtete, s.h. sadamate, juhtimise vastavasisulist õpet magistriõppena laevaohvitseri vanemjuhtivkoosseisu kõrgharidusliku õppe läbinutele ( kaptenitele ).

„Meretranspordi ettevõtete töö organisatsiooniline korraldamine ja majanduslik juhtimine kujutab endast transpordilogistika üht põhilist osa. Transpordilogistika üldistes küsimustes on Eestis võimalik saada haridust nii kutsekeskhariduse, rakendusliku kõrghariduse, akadeemilise kõrghariduse kui ka magistri- ja doktoriõppe tasemel, samuti saada täiendusõpet mitmes koolitusfirmas.

Eestis alustati sadamamajandamise ja meretranspordi juhtimise spetsialistide koolitamist Eesti Merehariduskeskuses 1992. a. Iga-aastaselt vastuvõetavate üliõpilaste arv on tavaliselt olnud 18 (õppeaastal 2001/2002 – 15), lõpetajate arv on kõikunud 6 ja 18 vahel (kokku 75 lõpetanut).

Kõik nimetatud erialal akadeeemia lõpetanud on leidnud endale rakendamist erialasel tööl laevandusettevõtetes, sadamates, stividori- ja laofirmades, agenteerimis-, ekspedeerimis- ja prahtimisettevõtetes, samuti ministeeriumide ja riiklike ametite juhtimisaparaadis ning õppejõududena EMA-s (reeglina pärast praktiliste töökogemuste omandamist)

Meretranspordi juhtimise spetsialistide ettevalmistamise kavandamisel lähiaastateks ja perspektiivis tuleb lähtuda alljärgnevatest põhiteguritest:

· meretranspordi juhtidena töötavad edukalt ka endised laevajuhid, mis vastab normaalsele rahvusvahelisele praktikale. 

· Venemaa ja Ukraina õppeasutustesse suundunute ja lõpetajate arv on oluliselt vähenenud. 
· EMA-s koolitatavad meretranspordi juhtimise spetsialistid peavad oma erialaselt ettevalmistuselt olema võimelised töötama ka sadamate, stividori- ja laofirmade, laadimis-lossimistehnika hoolduse spetsialistidena. Ülaltoodu eeldab juhtimisspetsialistide head koolituse taset tehnilistes õppeainetes.

· Säilib vajadus korraldada niisuguste mittetranspordialase haridusega või üldise transpordilogistiku haridusega võimekate  töötajate merendusalast täiendusõpet, kasutades selleks ära nii kohalikke kui rahvusvahelisi rahastamisvõimalusi.   

Olemasolevate statistiliste andmete, erialaste ühenduste,  EMA, samuti merendusettevõtete spetsialistide arvamusel merendusalase koolituse baasandmed spetsialistide vajaduse osas oleksid:

· Kommertsettevõtetes vajatakse: ekspedeerijaid – ca 800, laevaagente – 120 – 150, prahtimise vahendajaid – ca 20 - 25 inimest.

· Sadamates, stividori- ja laofirmades – ca 200 – 250 inimest.

· Majandus- ja Kommunikatsiooniministeeriumis – 1 inimene 3 aasta jooksul

Sellest tulenevalt ja arvestades valdkonna töömahtude prognoositavat kasvu oleks vajalik suurendada lähiaastatel vastuvõttu meretranspordi juhtimise erialal kuni 25 inimeseni ja jätkata iga-aastase tasulise õpperühma moodustamist.” ( Eesti Mereakadeemia, MHK, lk.22, Tallinn 2003 ).
Kokkuvõte

Eeltoodut arvestades ja võttes aluseks ka Eesti Euroopa Liidu poliitika 2007-2011 alusel kavandatava mereteede ning vastava infrastruktuuri eelisarendamise, tuleb akadeemias Sadamamajandamise ja meretranspordi juhtimise RKH õppekava alusel õpetamist jätkata. Küsimus on vaid , millises mahus RKT alusel ja millises tasulise õppena. Tulenevalt viimaste aastate suurest konkursist ( üle 11 soovija kohale ) antud õppekohtadele ja tegelikkuses vajadusest viia antud õpe osaliselt üle magistriõppe tasemele, ennekõike nn.kapteniõppe ( õppekava tüürimees ) jätkuõppena, peale vähemalt ühe aastast erialast töötamist, on ettepanek rahastada RKT alusel lähiaastatel vähemalt 10 kohta RKH õppes ehk vähendada poole võrra ja samas vähemalt 5 RKT alusel magistriõppe kohta akadeemia ning TTÜ ühisõppekava alusel. Ülejäänud kohad täituksid tasuliste õppeuritega. Soovitav oleks tihendada koostööd nii õppekavaarenduse, üliõpilaste ja õppejõudude vahetuse alal Rotterdami Laevanduse ja Transpordi Kolledžiga. Soovitav oleks iga-aastaselt riigi stipendiaatiedna  antud õppesuunal vähemalt paar kohta , üks Rotterdami Laevandus ja Transpordi Kolledžis ja teine Rahvusvahelises Mereülikoolis Malmös ( ennekõike magsitriõppe tasemel).
Õppekava hüdrograafia   
Tulenevalt teiste riikide kogemusest hüdrograafiat iseseisva õppesuunana mereakadeemiates ei õpetata, v.a. Rotterdami Laevanduse ja Transpordi Kolledž.  Hollandis tuleneb vastavate spetsialistide vajadus omamaise suure süvenduslaevastiku olemasolust, mis kuulub peamiselt kohalikule kapitalile ( Boskalis B.V. jt.). Hollandi süvenduslaevastiku käes on üle poole maailmamerede süvendusturust.
Samas on Eesti Vabariigi territoriaal- ja sisemerel  ning laevatatavatel siseveekogudel ohutu laevaliikluse tagamise üheks eelduseks kaasaegse hüdrograafia ja navigatsioonimärgistuse süsteemi olemasolu. Rahvusvahelised merendusorganisatsioonid tegelevad pidevalt ohutut laevaliiklust tagavate meetmete tõhustamisega. See seab Eesti kui mereriigi ette ülesande tõhustada meetmeid Eesti vete hüdrograafilise mõõdistamise ja kaardistamise, navigatsiooniteatmike väljaandmise,  navigatsiooniohtude täiendava märgistamise, navigatsioonimärgistuse ühtse monitooringusüsteemi edasiarendamise, meremärkide renoveerimise ja moderniseerimise vallas. Viimastel aastatel on suurenenud raadionavigatsioonisüsteemide osatähtsus, samuti suureneb lähitulevikus laevaliikluse juhtimis-, kontrollimis-ja infosüsteemide ning elektroonsete navigatsioonikaartide osatähtsus ohutu navigeerimise tagamisel. Nimetatud ülesannete täitmine on pidev protsess ja nõuab nii vastavate rahaliste vahendite eraldamist kui spetsialistide kaadri koolitamist.   

Nende ülesannete täitmine on pandud VTA-le. Riiklikku süsteemi on EMA hüdrograafia eriala lõpetanutest tööle läinud 2 – 5 spetsialisti aastas. Prognoositakse taolise nõudluse jätkumist rakendusliku kõrgharidusega spetsialistidele lähemaks 10 aastaks.( Eesti Mereakadeemia , MHK, lk.15, Tallinn 2003 ).   
Vastavalt Sadamaseadusele on sadama valdaja kohustatud tagama  hüdrotehniliste ehitiste korrashoiu, navigatsioonimärkide paigaldamise ja korrashoiu sadamaalal ning väljaspool seda nende märkide osas, mis teenindavad ainult vastavat sadamat, ning deklareeritud sügavused sadama akvatooriumil. Hüdrograafilisi töid on vaja läbi viia enne sadama avamist laevaliikluseks, enne ja pärast süvendustöid sadama akvatooriumil ja veeteedel ning deklareeritud sügavuste tagamiseks perioodiliselt.
Nimetatud kohustuste täitmine hüdrograafia valdkonnas on võimalik vastava kaadri olemasolul sadamaid teenindavates firmades, kelle tegevusalaks on hüdrograafiliste tööde teostamine ja navigatsioonimärgistuse projekteerimine-paigaldamine ning korrashoid. Seoses sadamate arendamisega on olemas ka 1-2 hüdrograafiaspetsialisti vajadus eraettevõtluses. 

Pikemaajalise prognoosi tegemiseks hüdrograafiaspetsialistide vajaduse osas ei tohi unustada ka nõudlust hüdrograafia-alaste uuringute teostajate, mõõtesüsteemide ning navigatsioonimärgistuse süsteemide edasiarendajate ning kõrgkooli õppejõudude järele. Nimetatud spetsialistide (teadlased-õppejõud) olemasolu on iseseisvas riigis strateegiliselt tähtsal kohal, et mitte jääda ainult väljaarendatud süsteemide sisseostjateks. Prognoositav nõudlus võiks olla 1-2 spetsialisti paari-kolme aasta jooksul. Spetsialistide ettevalmistuse esimeseks astmeks jääks EMA, kus omandatakse rakenduslik kõrgharidus. Edasine õpe toimuks kas Eesti ülikoolides vastava magistriõppe sisseviimise või välismaa ülikoolidesse suunamise kaudu.  

Lisaks tsiviilteenistusele täidetakse hüdrograafia-alaseid ülesandeid ka Eesti mereväes. Sõltumata sellest, kas neid funktsioone täidetakse iseseisvalt või koostöös VA-ga, on vastavate spetsialistide järele nõudlus lähiaastatel olemas.

Kokkuvõttes võib hinnata nõudluseks vähemalt rakenduslikku kõrgharidust omavate hüdrograafia ja veeteede märgistamise spetsialistidele 5 – 8 inimest aastas.(MHK, lk.15 )
Kokkuvõte.
Seega võib tõdeda, et hüdrograafiavaldkonna spetsialistide koolitamise jätkamine akadeemias ei ole iseseisva õppekava alusel otstarbekas, sest kui arvestada pelgalt riigi (VTA, Merevägi ) vajadust 2 kuni 5 spetsialisti osas ja erasektori vajadust 1-2 spetsialisti järele, on otstarbekam kokkuvõttes koolitada vastavaid spetsialiste välismaal ja akadeemias vastav õppeliin sulgeda. Antud otsust sunnib tegema ka noorte huvi järsk langus antud kutse omandamise vastu akadeemias ( vt. Lisa     ) koos demograafilise situatsiooniga, mis tingib suure tõenäosusega RKT alusel moodustatava õppegrupi mittetäituvuse järgnevatel aastatel. 
Õppekava hüdrometeoroloogia ja loodushoid
Teiste riikide praktika kohaselt antud õppesuunda mereakadeemiates ei õpetata.
Akadeemia vastav õppekava on juba alates 2004.a. tingimisi akrediteeritud. Tingimisi akrediteering lõppes 14.05.2007.a. ja on selgusetu, mis alusel akadeemia vastavat õpet jätkab.

MHK lk. 17 võime lugeda, et ” Kõige enam kasutavad hüdrometeoroloogiaalaseid teadmisi oma igapäevatöös transpordi-, militaarteenistuse ja keskkonnakaitse spetsialistid. Vajalikud on oskused kasutada vaatlusvõrgus kogutud andmeid, tunda andmeedastussüsteeme, andmete kogusid ja arhiive, operatiivtöös kasutatavaid meetodeid, koostatavaid bülletääne ja teisi teabe liike. 

Riiklikud ametikohajärgsed vajadused spetsialistide järele Eesti Vabariigis on määratletud seadusandlike aktidega, mis reguleerivad Eesti kohustusi meteoroloogia, hüdroloogia ja keskkonna kvaliteedialase teabe ning Eesti Vabariigi rahvusvaheliste kokkulepete täitmise valdkonnas. 

Hüdrometeoroloogia arengut Euroopas koordineerivad rahvusvaheliste organisatsioonide WMO, UNFCCC, WCP, FAO, UNESCO, ICSU jt. programmid, milles osaleb ka Eesti Vabariik. 

Meteoroloogia ja hüdroloogia andmete ning teabe kasutamist kõige üldisemal kujul reguleerib meteoroloogiakonventsioon. Eesti Vabariigis dokumendid, mis määraksid asjaajamise ning finantseerimise korra, praegu puuduvad. Ettevalmistamisel on ilmateenistuse seadus, kuid seoses hüdrometeoroloogiaalase töö reorganiseerimisega on see käesoleval ajal seiskunud. 

Aastane vajadus rakendusliku kõrgharidusega spetsialistide järele on ca 15, magistrikraadiga spetsialistide järele – 5 inimest. Eriala lõpetajad võivad töötada meteoroloogi, klimatoloogi, hüdroloogi, sünoptiku, keskkonnaspetsialistina. Spetsialistide pideva vajaduse tingib kaadri suur voolavus antud ametikohtadel madalate palkade tõttu.”

Kahjuks tuleb nentida, et MHK vastavas lõigus toodu vajab kriitilist ülevaatamist. Tegelikkus antud õppeliini vajalikkuse osas on küsitav. Rahvusvahelise akrediteerimiskomisjoni ekspertide aruandest võime lugeda, et aastatel 2001-2003 antud õppeliini lõpetanud 31-st spetsialistist siirdus erialasele tööle  vaid  9. See on tingitud lokaalsete ilmajaamade automatiseerimisest jt.ümberkorraldustes Eesti hüdrometeoloogia süsteemis. Üliõpilaste tungiv soov omandada rohkem aineid keskkonnateaduste valdkonnast kui pakub kasutusel olev RKH õppekava, näitab samuti tööturu poolt rohkem hüdroloogia ja loodusteaduste valdkonna spetsialistide vajadust kui vajadust hüdrometeorloogide järele.

Kokkuvõte 
Tulenevalt vähesest reaalsest haridusnõudlusest ( obj.+subj.haridusnõudlus ) ja õppeliini ebaefektiivsest toimimisest rohkem kui viimase viie aasta kontekstis tagasiulatuvalt, tuleb antud õppekava puhul RKT lõpetada ja vajadusel lähetada riigi stipendiaatidena üksikud üliõpilased lähivälismaale vastavat kutset omandama. Merekeskkonna kaitse ja hüdroloogia alast koolitust kõrghariduse tasemel võimaldavad eeldatavasti lähiaastatel nii TTÜ kui TLÜ.
Õppekavad kalatoodete tehnoloogia ja kalandusspetsialist
Traditsiooniliselt klassikalises mereakadeemias antud erialasid ei õpetata. Mitte üheski EL riigis.
Kalatoodete tehnoloogia õppekaval RKT alusel vastuvõtu jätkamise välistab reaalse haridusnõudluse puudumine ( vastuvõtt kahel järjestikusel aastal, 2006 ja 2007, puudus ehk oli 0 üliõpilast ). Õppekava sai küll tingimisi akrediteeringu kuni 25.06.2010, kuid tulenevalt kokkukuivanud õpperühmadest ( mõnes 5 üliõpilast ! ) on äärmiselt ebaefektiivne ja sisuliselt nii akadeemiale kui riigile rahaliselt kahjulik.

Antud spetsialistide järele eksisteerib teatud objektiivne haridusnõudlus kalatöötlemisettevõtetes, mis on lahendatav TTÜ toiduainete tehnoloogia õppesuunal vastavasisulise spetsialiseerumise sisseviimise näol kaasates akadeemia vastavate õppejõudude potensiaali ja olemasolevad õppematerjalid jne. 
Kalandusspetsialisti õppekava puhul on küll olemas objektiivne nõudlus. MHK , lk.18, võime lugeda, et Eestis oli 01.01.2003.a. seisuga 25 kutselist kalakasvandust. Neile lisaks on suur arv (üle 100) väikesi kalakasvandusi. Kaubakala toodangu kogumaht oli 2001.a. 464 t. Eesti kalakasvandustes on hõivatud ca 60 täiskohaga töötajat. 

Kalaturismi ettevõtteid oli 01.01.2003.a. seisuga (ERAK 2003–2006 andmetel) registreeritud 50, neist umbes 10-le on see põhitegevuseks.
2003. aasta alguse seisuga (“Päevaleht”, 09.01.2003.a.) oli Eestis registreeritud 113 ettevõtet, kus toimub kala töötlemine ja kalatoodete valmistamine. Töötleva kalatööstuse töötajate arv vähenenud 1995. aasta ca 7400 inimeselt 4700 inimeseni 2000. aastal. Eesti kalatoitude ja -konservide eksport aastatel 1997 ja 1998 oli 71 000 t, 1999. aastal - 42 000 t. Töötleva kalatööstuse kogutoodang, kaasa arvatud importkala baasil, moodustas 2001.a.ca 15% toiduainetööstuse kogutoodangust ja ca 40% toiduainetetööstuse ekspordist (ERAK 2003 – 2006). Spetsialistide hinnangul on lähiaastatel oodata ettevõtete kontsentratsiooni suurenemist kalandussektoris.

On selge, et kõik need ettevõtted vajavad lähiaastatel RKH spetsialiste. Kahjuks ei ole aga akadeemia puhul piisavat subjektiivset haridusnõudlust ning ka antud õppeliin on kokku kuivanud ja toimib ebaefektiivselt.
Kokkuvõte
Antud , kalandusega seotud õppeliinide puhul on olemas selge spetsialistide vajadus ettevõtlussektoris. Akadeemia ise on 2003.a. MHK välja pakkunud kaks õppesuunda :

- kalanduse töökorraldus ja juhtimine (omistatav kutse - kalandusspetsialist);

- kalatoodete valmistamine ja turustamine (omistatav kutse - kalatööstuse tehnoloog või kalatööstuse juht).
Samas on selge, et ebapiisava subjektiivse haridusnõudluse tõttu, mis kajastus juba 2006. ja 2007.a. vastuvõttudes, ei tundu akadeemia üksi suutvat  antud probleemi lahendada ning seetõttu vajaks antud küsimus lahendamist vähemasti HTM, TTÜ ja TÜ kaasabil.  
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ABSTRACT

The objective of the study is to provide, through the construction of a series of career maps across a range of Member States, an overview and/or global estimates of the following:

· Possible and actual career paths of seafarers;

· Seafarer manpower requirements at sea and in relevant shore-based maritime sectors, where information is available; 

· Barriers to the mobility of qualified seafarers between the sectors.
The methodology for the project had the following main elements:

· A review of existing literature and studies relevant to career mapping;

· A series of interviews with key personnel from various maritime sectors in selected Member States. The following 10 Member States were selected for the study: Denmark, Germany, Greece, Italy, Latvia, the Netherlands, Poland, Spain, Sweden, and the United Kingdom. 

· The data from the interviews was analysed to create an individual report and a career map for each of the selected Member States.

In the course of the study, it became apparent that there are a number of similarities between maritime industries in the various Member States and a number of differences. The general findings of the study can therefore be described under these two broad headings.

The similarities that are common to all the Member States are as follows:

· The personal qualities of successful seafarers in relation to both the nature of seafaring and to shore side employment;

· The reasons for choosing to go to sea initially;

· The reasons for staying at sea;

· The reasons for coming ashore;

· The general processes which seafarers undergo in order to progress their careers ashore;

· The barriers to coming ashore and mobility between sectors.

There are also a number of common factors that are markedly different in each Member State. These factors are a function of the cultures of the individual country. The following common factors, which have an influence on seafaring careers and maritime industries, have been identified during the analysis for this study:

· The geography and location of the country;

· The strength of the family culture;

· The maritime education and training system.

A comparison between these maritime dimensions and known dimensions of culture reveals some interesting relationships:

· The relationship between the presence and strength of clustering between maritime sectors and the power distance dimension;

· The relationship between the presence and strength of family connections and the individual versus collective dimension;

· The relationship between individual mobility and the Uncertainty Avoidance dimension.

The individual country reports describe the main characteristics of the maritime sectors in each selected Member State. The career path maps that have been constructed for each country demonstrate that there is a wide range of possible career opportunities for seafarers ashore. The maps also demonstrate that the take-up of opportunities vary from one State to another. All the maps give an indication as to how the maritime clustering works in each Member State and some show the extent to which the cluster has been formalised.  Although the study was not intended to provide supply and demand figures for seafarers, the maps do give an indication of the flows of manpower throughout the maritime industry in each country.
1.
INTRODUCTION

1.1
Background and Objectives of the Project

The Communication from the Commission to the Council and the European Parliament in 2001 on the training and recruitment of seafarers
 produced several significant conclusions and recommendations. Of particular relevance to this proposal were the recommendations on the organisation of co-ordinated awareness campaigns to re-launch the image of the shipping industry and the support of research into the present and potential job content and career paths of active and former seafarers, at sea and on shore.

The more recent Council conclusion in 2003
, having regard to the 2001 Communication, considered that further action should focus on the following three objectives:

· The improvement of the image of the seafaring profession, aiming at attracting young people to work at sea;

· The assessment of existing human resources and seafarers’ qualifications; 

· The improvement of maritime education and training.

The Council encourages social partners to contribute to such efforts to attract young people to the seafaring profession and invites shipowners, in particular, to promote the idea of a career with perspectives of mobility, promotions and future employment on land.

The aim of this study, therefore, is to contribute to these initiatives by mapping the multiple career opportunities that exist for European seafarers. Career maps may be used by a variety of maritime organisations in Member States for a number of purposes:

· To provide a co-ordinated and coherent set of information for potential entrants to the shipping industry, about future opportunities within a wider maritime cluster. Such an integrated network will allow a more holistic approach to the marketing and promotion of career opportunities in the maritime industries.

· To aid the analysis of the entry requirements, training, qualifications and experience required for career progression between different maritime sectors and ultimately to streamline and facilitate relevant career paths between sectors. 

· To make a contribution to the development of fundamental tools for the analysis of the maritime labour markets in the European Union.

The objective of the study is to provide, through the construction of a series of career maps across a range of Member States, an overview and/or global estimates of the following:

· Possible and actual career paths of seafarers;

· Seafarer manpower requirements at sea and in relevant shore-based maritime industries, where information is available; 

· Barriers to the mobility of qualified seafarers between the sectors.
1.2
Methodology

1.2.1 Method and Process

The methodology for the project had the following elements:

1.
A review of existing literature and studies relevant to career mapping.

2. The design of an interview schedule to elicit the information required, in order to achieve the goals of the project.

3.
A series of interviews with key personnel in selected Member States. These individuals represented both public and private maritime sectors, including representatives from a variety of maritime organisations and other stakeholders, such as ship owning organisations and associations, trade unions, and similar persons in relation to the relevant shore-based industries employing maritime expertise. The interviews were conducted primarily in person, although some interviews were conducted by telephone.  

The following 10 Member States were selected for the study:

Denmark, Germany, Greece, Italy, Latvia, the Netherlands, Poland, Spain, Sweden, and the United Kingdom. 

The selected Member States represent a range of both northern and southern States and candidate countries. All the Member States selected have significant numbers of seafarers
. They also represent different maritime cultures, regimes and clusters. 

4. Initial pilot studies were undertaken in Denmark and Greece. The process was reviewed and then extended to the other 8 Member States. The extent of the information obtained from each country is a function of what was available, what could be assembled within the resources of the project, and the willingness of individuals to participate. In this latter respect, all those who did participate were extremely co-operative and encouraging in their support for the aims of the project. In only one country did it appear that individuals were reticent to be interviewed or contribute to the project.

One country is an exception to the general method and process described above. The UK data has been obtained almost exclusively from the recent study by Gardner et al.
 The reason for this exception is partly due to the time limits for the project, but also due to this comprehensive study, which had already covered much of this ground for the UK only two years ago.  
5. The data from the interviews was analysed to create an individual report and a career map for each of the selected Member States. The individual career maps are attached to each individual country report and, where possible, adopt the same employment categories used in the 2001 study on the economic impact of maritime industries in Europe.

6. Each country report was written to the same format including the following seven sections:

· Socio-economic and Cultural Background
· Maritime Education and Training Systems
· Employment Data
· Specific Characteristics of the Member State
· Significant Sectoral Descriptors
· Table of Sectoral Representatives
· Career Map
7. Each country report and map was circulated to the interviewees for comment and amended as necessary.  The draft report including all the country reports was also circulated to delegates of both ECSA and ETF, before producing this final report.      

1.2.2
Timescale of the project
The project commenced on 01 July 2004 and was officially completed on 30 June 2005. Internal project meetings were held at regular intervals during this period and an interim progress presentations was made to the ECSA/ETF Sectoral Dialogue Working Group on Training and Recruitment in December 2004. A presentation to this group and representatives of the European Commission was held on 30 June 2005 to launch the main findings of the study. The final report was submitted to the European Commission at the end of September 2005.

1.2.3 Project management and team

ECSA was responsible financially to the Commission for carrying out the project, with Mr Alfons Guinier (ECSA Secretary General) taking on the formal role in that context. Mr Tim Marking (ECSA Deputy Secretary General) and Mr Eduardo Chagas (ETF, Political Secretary for Maritime Transport Section) were also jointly involved in the overall management of the project. 

The Project Director was Professor Michael Barnett, Head of the Technology Research Centre, Southampton Institute, UK who had day-to-day responsibility for the management of the project. The research team comprised Sonia Karassavidou (ECSA), Catherine Szyszko (ETF), David Gatfield and Claire Pekcan (Southampton Institute), Bent Overgaard, Consultant and Allan Graveson (NUMAST, UK).  

The project could not have been completed without the generous assistance given by the participants in each country. They are listed in a Table with each country report and their support is gratefully acknowledged.

1.3
Deliverables

1.
Interim progress presentation to the ECSA/ETF Sectoral Dialogue Working Group on Training and Recruitment.

2. A presentation to launch the findings of the study (held on 30 June 2005).

3. Website links, including ECSA/ETF/MIF sites, to promote the study findings.

4.  A final report containing the completed career maps for each selected Member State and other findings.

2.
GENERAL FINDINGS OF THE PROJECT

2.1 Introduction

The findings contained in this chapter are the result of either the analysis of the general views and opinions expressed by the interviewees from all the selected Member States or from the research findings of previous studies, as referenced.

In the course of this analysis, it became apparent that there are a number of similarities between the maritime industries in the various Member States and a number of differences. The general findings of the study are therefore described under these two broad headings: similarities and differences.

The similarities relate to the general nature of seafaring as an occupation and matters relating to an individual’s choice of career and the general processes that have to be undergone to effect a change in career. Seafaring, unlike most other occupations, requires individuals to leave home and spend considerable periods of time, working and socialising, in a confined vessel isolated, for the most part, from normal society. Seafaring, like occupations such as mining, is considered one of the more dangerous careers. It has a language of its own, and “knowledge” that can only be gained through the “rites of passage”. Consequently, seafaring is a way of life that knows no national boundaries and is reflected in the “brotherhood” of seafarers wherever they may come from.  It is this brotherhood that explains why seafarers are often welcomed in shore positions where they will be in contact with either other ex-seafarers or serving seafarers. The general processes, which seafarers undergo in coming ashore, are also essentially the same in all the Member States that were covered in this study.   

However, there are also a number of common factors that are markedly different in each Member State. These differences are a function of the cultures of the individual country. The following common factors, which have an influence on the way in which maritime affairs are conducted in each Member State, have been identified during the study:

· The geography and location of the country;

· The strength of the family culture;

· The maritime education and training system.

Before describing both similarities and differences in more detail, a table is presented which summarises some of the key comparative indicators for each Member State. The year to which the data applies does vary but is generally between 2003-05. The following data was generally available:

· Number of ships on own register

· Total number of vessels controlled

· Number of ratings at sea

· Number of officers at sea

· Total number of seafarers

· Total number of people employed in maritime sectors 

· Contribution of sector to national economy 

Table 1: Comparative data for each Member State
	
	Number of vessels registered
	Total number of vessels controlled
	Number of  Officers

(Deck and Engineers)
	Number of Ratings
	Total estimated number of seafarers
	Estimated number of personnel in maritime cluster
	Estimated turnover of maritime cluster

Billions Euros

	DENMARK


	509
	
	4200
	566
	6700
	81,000
	13.4

	GERMANY


	508
	2575
	4,428
	
	
	>200,000
	30.0

	GREECE


	1575
	3697
	14,000
	5,000
	18,747
	
	

	ITALY


	1004
	1412
	
	
	18,000
	
	

	LATVIA


	21
	84
	7,500
	10,000
	17,500
	500?
	

	NETHERLANDS


	768
	
	3,858
	1002
	4,860
	135,600
	21.4

	POLAND


	12
	112
	19,000
	26,000
	45,000
	
	

	SPAIN


	0
	>210
	15,000
	10,000
	25,000
	
	

	SWEDEN


	571
	
	5,300
	6,700?
	12,000
	200,000
	

	UK


	754
	668?
	13,032
	9,621
	22,653
	250,000
	54.0


The table illustrates that most Member States control vessels in addition to their own flag fleets and man them with varying levels of their nationals as officers and ratings. The exceptions to this are Poland and Latvia where there are many more officers and ratings than national flag vessels thus confirming their employment on other foreign flag vessels. The number of shore-based personnel in the maritime industries appears to be at least 10 times the number of serving seafarers and the turnover figure gives some indication of the important contribution these industries make to the European economy.      

2.2
Similarities

The similarities that are common to all the Member States, and probably all maritime nations, are as follows:

1. The personal qualities of successful seafarers in relation to both the nature of seafaring and to shore side employment;

2. The reasons for choosing to go to sea initially;

3. The reasons for staying at sea;

4. The reasons for coming ashore;

5. The general processes and problems which seafarers undergo in order to progress their careers ashore.

2.2.1
Personal qualities of successful seafarers

Seafarers are especially valued by shore employers for a number of reasons:

1. Their knowledge of ships, shipping, systems and maritime processes. They are also able to converse with clients and other seafarers using the technical jargon and language of the sea. Generally, ex-seafarers are more comfortable discussing marine issues in the company of other ex-seafarers than with non-seafarers.

2. Their maritime credibility. This is related to the above but comes with experience at sea, which is why this factor is often sought by shore employers in maritime related businesses. 

3. Their ability as independent, self-reliant and resourceful workers. Seafarers are generally good at handling uncertain situations as they develop, and are regarded as responsible employees who are committed to getting the job done.

4. Leadership potential. Officers are also regarded as potentially good and pragmatic leaders who are good at making decisions and creative at solving problems.

These are qualities and values that the seafarer adopts at an early stage in their seafaring careers, making them present even in young junior officers. Former officers often present very similar CV’s in terms of qualifications and general sea experience when seeking shore employment. They will, therefore, often be selected by employers on the basis of their personal attitude, and their “fit” with the recruiting organisation. 

Seafarers are perceived to have some disadvantages, however, and these may be summarised as:

1. Seafarers can be perceived by shore dwellers as rather narrow-minded in their relationships to the world at large. This may be explained partly by the insular life aboard ship, where work and social life mingle, but is necessarily isolated from the outside world. This focus may leave the seafarer without much desire to be socially involved in the rest of society. The result is sometimes that seafarers neglect to keep up to date with the general developments in society, and sometimes they can end up not understanding, alienated and even hostile towards society.

2. An officers’ education may be too preoccupied with narrow operational technical questions for some management positions ashore. There is a view among some prospective shore-based employers that maritime education should focus more on general management issues, including commercial and business management. This lack of general management education was mentioned by interviewees as especially noticeable in officers who lacked an extended basic education.

3.
Prospective shore employers may consider that these characteristics are especially true of senior officers, who may be seen as being fixed in their ways, and aversive to change and the authority of others.

2.2.2
Reasons for going to sea

An individual’s choice of career may be influenced by a number of factors to which any young person may be exposed, but the following appear to be the most significant:

1. The location of home or place of upbringing. In most Member States, there are traditional areas that have been, and often continue to be, significant areas from which seafarers may be recruited. Of course, these are usually coastal regions or, as a good example, the Greek islands. Each country has its own areas and these are described in the individual country reports.

2.
Family influence. It has been a repeated research finding that the majority of recruits have a seafaring family member: usually a parent, grandparent or an uncle, and this is often their source of information regarding careers at sea.  For example, Fricke (1974)
 found that 55 percent of UK cadets questioned had a father who had been to sea, and Zhao (1998)
 found that 66 percent of the female cadets she surveyed had a father in the Merchant Navy. In a more recent survey of UK cadets
, it was found that 41 percent of those who responded had received information about the sea from a family member at sea. However, as the statistics for the UK suggest, this influence may diminish fewer and fewer people go to sea.

3. Good career prospects. This is actually a combination of factors but often features as the most important single factor in an individual’s career choice
. This will include salary expectations in relation to similar levels in the individual country, status of the profession, and the opportunity for early responsibility and promotion.

4. A long-term interest in the sea.

5. Travel. This factor is probably less influential in the modern age of jet travel and “back-packing” but is still mentioned in the top five list of reasons. 

Seafaring has also tended to attract young people of a practical nature, who have been less interested in pursing formal educational qualifications, and in some cases, have found it difficult to fit in. The special mix of discipline, tolerance, professional rewards, and the socialising forces of the tight-knit team aboard, has often had a positive appeal and effect on this category of young people. But, as crews have become smaller, and long term company loyalties rarer, these positive aspects have diminished, and there is a view now that the ships’ crews of today do not possess the additional necessary resources and time to integrate young people who are not already equipped personally to fit in immediately.
2.2.3
Reasons for staying at sea

Those individuals who stay in the seafaring profession are perceived to be the more practical minded, often with a long held ambition to become a Master or Chief Engineer. They are people who appreciate the job and the seafaring lifestyle, enjoy the handsome remuneration, the long vacations and are perhaps less ambitious than others. There are also those who find fulfilment of their personal ambitions outside their working life and find seafaring conducive to the pursuit of these other activities. Perhaps they are very active in other areas, for example, managing small private businesses while ashore. In contrast, there are also the more academically inclined, who may from the offset, regard the officers’ vocation as merely a step on the ladder to a maritime career ashore and who will often plan for additional education.

Another factor that may determine the length of time spent at sea by an individual is “fast track” promotion, which in some companies has become the rule rather than the exception. Within a few years, an officer’s salary may be at a level that is difficult to match in a normal shore job. Often this high salary will be followed by financial commitments, sometimes referred to as the “mortgage trap”, which may be difficult to meet with a “normal” salary.

Fast promotion has now reached a level where some interviewees considered it a problem. This may be the case where it could result in an entire group of officers possessing only a limited amount and diversity of experience among them. The problem is accentuated by the fact that no differentiation is made between sea time earned on small and large vessels, making it possible for officers with experience from only small vessels to obtain senior officer positions on large vessels, with no prior experience in such vessels. In earlier times, the shipping companies themselves would have largely prevented this, but now they may not have the luxury of choice in the present situation. A possible solution put forward by interviewees would be a requirement for more sea time during the basic education period.
This rate of progression between the ranks thus differs considerably from one company to the next and over time. Prospects are relative to the commercial achievements and consequent expansion or reduction of individual companies. This is again partly related to the general cyclical nature of the industry, and together they from a pattern of considerable fluctuation in the demand for seafarers. The natural consequence is that some shipping companies, during rapid fleet expansion, offer fast lanes of promotion, whereas others, during stagnation or reduction, may possess a staff of relatively young officers at senor level, offering very little prospect of promotion for junior officers, a situation sometimes referred to as “dead men’s shoes”.

Bearing this in mind, generally Deck Officers may expect to be two years as a Second Officer, two years as a First Officer and six years as a Chief Officer before command. Engineer Officers benefit from a shorter ladder, and from a higher flow of people, as Engineers generally have more opportunities to leave the seagoing career than do Deck Officers, and they also tend to leave at an earlier stage. Having said that, there was a general impression among interviewees in some countries that the trend regarding Deck Officers is changing now towards the pattern of the Engineer Officers. 

Finally another trend that may have an impact on an individual’s decision to stay at sea is the changing relationship between the individual seafarer and his employer. With many seafarers now employed by crewing agencies, they will often move between different vessels and companies, and will not develop an allegiance to a particular operator or shipping company. This introduces the notion that officers, who enjoy permanent contracts with shipping companies, may be more committed to their employers and, therefore, have a higher retention rate at sea. This trend affects the employer too who, when seeking the most eligible candidate for any position, will seek someone who is experienced but not too old. The result is that it is more difficult for older officers above the age of 45 to find employment. Furthermore, the record of references is nowadays maintained and carried by the seafarer, not by the employer.  Hence, this record will require corroborating evidence, if the latest history is not totally transparent. As one interviewee put it: “Otherwise the shipowner may think that the seafarer is trying to cover some less complimentary chapters of his seafaring record”.

Where data is available, it tends to confirm the general view of interviewees that those who are still at sea ten years after graduation, are likely to stay for the rest of their working lives.

2.2.4
Reasons for coming ashore
Individuals will make career decisions based on a number of factors, which they experience during the course of their seagoing life. In the case of ratings, many regard the life as a seafarer as a passing phase of life anyway, but many have also been forced to leave the profession because of lack of employment opportunities.

Among the most common factors are pressure from the family and a commitment to pursue an opportunity that suddenly presents itself.

2.2.4.1 Pressure from the family

This major incentive to leave the sea stems from the requirements of the modern family, where it is expected that both parties will pursue a career, making the efforts of both necessary in relation to the child caring demands made by the young family. This economic development during the last forty years has resulted in a growing pressure on young seafarers with families to find a shore job. This reason for coming ashore will generally occur when an officer is in his twenties or early thirties when many couples are building families.

2.2.4.2
Coincidental opportunity

The shift towards a shore side career is often the result of an opportunity that has suddenly presented itself, by what can be described as “fortuitous coincidence”. This may be the case when the shipping company requests the officer to take employment in the shore side of the organisation, or when a job in the local port administration, or with a small local ferry operator, suddenly presents itself without anticipation.

2.2.4.3
Other reasons

Other reasons mentioned by interviewees focus on difficult social conditions on board, caused by small crews, cultural differences between nationalities, stress and high workloads, all of which results in loneliness and the need for a more conventional social life. In addition, the lack of a company culture, which helps to create a bond between the officers and the shipping company and a feeling of belonging, is reported to be a problem that diminishes job satisfaction. This is believed by some to be the result of modern shipping practices, which appear to be more concerned with short-term return on investment than with long-term commitments and good human resource management.

Other reasons mentioned in the interviews for leaving the sea include: poor ship board management, a lack of career planning and the prospect of no promotion and ambitions towards professional and personal development through work. Another reason, which is difficult to quantify, is a lack of enthusiasm, or apathy, in the face of the demanding requirements of the job, in terms of long hours, stress and loneliness. Another contributing factor, which appears to be of real concern to seafarers themselves, is the perception of diminishing legal security and the criminalisation of seafarers. This is based on the observation that senior officers in all parts of the world are subject to indefinite incarceration for reasons that the officers often feel they have little control over.

Finally, another factor, prompting seafarers to leave the sea, is the effort made by some shore employers to attract seafarers from the merchant marine to satisfy a high demand for skilled seafarers in their sector of the maritime industry. A good example of this is provided by the Danish Naval Defence, which has a serious recruitment problem and has tried to attract more seafarers by streamlining their systems of admission, training and education. They hope to recruit perhaps 20-30 officers annually by offering an on-going managerial education to Master’s level, early managerial responsibility, an attractive job content and ship board service pattern with a variety of further job opportunities.

2.2.5
The way ashore

Former seafarers who have come ashore based because the right opportunity presented itself suddenly will often tend to stay, and perhaps make career progression, with the same employer or in the same line of work. In contrast, seafarers who seek to come ashore following a more conscious planned decision, will often follow a more complicated route, by preparing and putting themselves in a position, in which they can respond to recurring opportunities. The pattern differs somewhat between engine and deck officers.

2.2.5.1
Deck Officers

Deck officers who have decided to seek employment ashore will often have to manoeuvre into an intermediate position in order to land their desired job. This is particularly the case in relation to traditional job areas like pilotage, ports administration and stevedoring, where it is customary for candidates to present themselves and their intention, and be in a position to apply and fill a vacancy, should the need arise. In a similar way deck officers need to be in position in order to monitor the employment market, reflect on job advertisements and be available for interviews.

This is very difficult as a deep-sea sailor, and in order to achieve this positioning the officer will often accept less attractive intermediate jobs ashore, in ferries or in other domestic trades, as a steppingstone towards their desired job. This is a process that may take time, and often the officer will seek to improve his or her employability, and fulfil some of their ambitions for personal development by additional education and training.

In terms of career progression ashore, indications are that the employment of Deck Officers in the traditional employment areas of ports, ships agency, ships brokerage and freight forwarding businesses, has decreased.  An explanation may be that these businesses have become more integrated into the wider logistics industry and are now less directly related to seafaring.

Deck officers will very often stay in the maritime industry as pilots, with the water police, as VTS officers
, as lockmasters, as superintendents with shipping and ship management companies, as inspectors and surveyors, in various functions with the ports, with the maritime administration and education or in a range of functions in the general logistics industry, not least in relation to internal waterways where appropriate to the individual country. 

Former deck officers are valued as leaders and will often find employment in middle management in generalist functions within administration, general management, sales, HR, education, classification or as self employed. 

2.2.5.2 Engineer Officers

Engineer officers will often aim for shore employment within a very well defined group of jobs at large plants where their operational skills and experience are in demand. This focus, a relatively steady demand and the tradition to employ engineers directly from sea, enables Engineer Officers to await the right opportunity from their regular jobs without having to first manoeuvre into position.

Engineer Officers will therefore not necessarily feel the same need for additional education and shore recognised qualifications as the Deck Officers. Their progression from sea to shore follows a much firmer tradition and pattern, and additional training is more likely to follow employment, be in-house and specific for the job. 

Engineer Officers have a wider choice, and are quite sought after wherever large comprised plants are being operated and maintained. This is the case in relation to large plants in the manufacturing and processing industries and the traditional areas of employment within public utility industries, power and nuclear plants as well as many jobs as technical supervisor for large buildings or compounds with a range of technical infrastructure like hospitals, hotels and conference centres. 
Inside the maritime industry, Engine Officers are in demand as inspectors and surveyors with shipping, management, classification and insurance companies, or in operational functions with shipping and management companies, shipyards, and engine manufacturers, with maritime service and repair and in various functions as superintendents. 

In summary, the general impression is that a significant majority of Engineer Officers will stay within the maritime sector, but in addition to this, opportunities are to be found as operations and maintenance manager functions at larger plants in industry, in hotels, hospitals, etc. and with public utilities.

2.2.6
Career Progression on Shore

The general impression is that former officers make attractive employees in shore-based professions and will progress well. They will often start at middle management level and generally progress towards the top of middle management, but only a few go much further and only very few to the absolute top of senior management. The lack of general management and business qualifications mentioned above is believed to be one explanation for this inability to reach the pinnacles of management.

It is difficult to evaluate this situation in terms of whether more ex-seafarers ought to reach higher levels on the career ladder, and if so, why they are not successful. It would appear that the obstacle of lacking qualifications could play a role. Another plausible explanation is that seafarers, at sea and later on shore, are employed as managers of technical and operational functions, whereas senior management today is dominated almost entirely by people with a commercial and financial background.

2.2.7
The Scope for Returning to Sea

This is a specific issue that is often raised in relation to discussion about future shortages, and in relation to the possible design of a more appealing job and a more flexible career path. 

Firstly, it should be noted that the numbers involved are quite small. However, the issue seems to have two categories of personnel, those who will wish to return within 3-5 years of leaving the sea, and those who stay ashore longer.

It appears that some seafarers find it difficult to adapt and get a solid foothold ashore, and return to sea within a few years. One explanation for this is that the shore job sometimes does not live up to expectations, and that the requirements on management ashore, i.e., to be available at all times, leave the seafarer missing the long periods of time-off in the seafaring profession. This is mentioned particularly in relation to former senior officers, who will return to sea encouraged by their families, who find that the seafaring life offered better conditions and more “quality time” for the family as a whole. It is also noted that seafarers ashore miss the sensation of being “on the move” and the changing pattern of their voyages. This is the “flipside” of their valued ability to think on their feet, improvise and solve problems as they occur. 

If the seafarer, however, has been ashore for more than five years, it seems that their desire to return to sea is motivated by some unfortunate occurrence more than by a genuine wish. The occurrences that are most frequently mentioned are divorce and unemployment. At the same time, changes are happening at sea at a rate that makes ship operators doubtful that a seafarer who has been ashore for more than 5-7 years can adapt successfully again to the modern way of life afloat. The result is an almost unanimous opinion of the interviewees that indicates that despite the lack of officers and a certain interest on the side of former officers to return, this will hardly be possible for officers who have been away for more than five years or who are above the age of 50. 

Finally seafarers who, perhaps through a rotation system, have tried working on shore, tend to appreciate the qualities of seafaring. What is appreciated is primarily the influence over one’s own work and the long vacations.  As one interviewee remarked: “Those who have had a look behind the curtain are astonished to learn how attractive seafaring is in comparison”. 
2.2.8
Barriers to Mobility

All individuals face their own challenges when contemplating a change of employment and seafarers are not exempt from these problems. However, there are a number of general issues for seafarers coming ashore or moving between sectors that may be summarised as follows:

· Learned helplessness. Life at sea may make some seafarers unhappy but they lack the personal drive and commitment to do anything about it. They possess “learned helplessness” and will often become embittered. The tragedy of this is that such behaviour, especially among senior officers, can have a dramatic effect on young recruits on their first voyages.

· Progression from rating to officer. Some countries have established processes for progression and encourage ratings to become officers. In other countries, the difference in rating and officer status is quite marked and there are few who make the transition.

· Lack of appropriate qualifications. In some countries, the lack of qualifications that may be equated easily with shore qualifications may be an issue. The lack of general management qualification for officers seeking shore management positions has already been mentioned. 

· Lack of opportunity.  One of the problems of being at sea is that individuals are away from the recruitment and interview circuit. It is more difficult for them to respond to advertisements by deadlines, organise interview dates. They have to rely on family and friends more to bring opportunities to their attention.

2.3 Differences

2.3.1 Introduction

Whereas there are a number of factors that are common to all Member States and create the same issues or experiences for individuals, there are also a number of common factors that are markedly different in each Member State. These factors are a function of the cultures of the individual country. The following cultural factors, which have an influence on seafaring careers and maritime clusters, have been identified during the analysis for this study:

· the geography and location of the country;

· the strength of the family culture;

· the maritime education and training system.

2.3.1.1 Geography and location.

Clearly the natural geography of a country and its location with respect to maritime trade routes are significant factors in determining the maritime tradition of a country, and by implication, the importance of maritime industries to the national economy.

The Member States selected for this study vary from an island nation like the UK to a large country like Germany with a comparatively short coast in relation to the size of the country. Location on the European map is a related factor, for example, the Netherlands calls itself the “Gateway to Europe” on the basis of its position in relation to mainland Europe. Because of the nature of this study, all the countries have a strong maritime tradition.

Such factors are likely to influence the importance that national Governments place on the maritime industries. This in turn may determine the macro-economic climate in which individuals will make career decisions. It may also be an indication of the strength of the maritime cluster. In some countries like the Netherlands, Germany and Denmark the maritime cluster is formalised and well organised, less so in countries like the UK, and maritime clusters are not so explicit in Spain, Italy or Greece. 

It is also noticeable that within Member States, there are strong regional sources for seafarers. Not surprisingly, these are the coastal regions of countries with large landmasses, like Germany and Spain. This is not so noticeable in a country like the UK, where nobody lives more than 70 miles from the sea.  

2.3.1.2
 Strength of the family culture

The interviews with key personnel in each country revealed that the influence of family and the use of extended family connections were quite different in the Member States. Greece probably represents the best example of where family connections are used to help gain employment. Such use of family connections, although present, is much less evident in a country like the UK.
Such differences may make barriers to mobility less of a problem in countries where family connections can ease the way ashore or the movement between sectors.

2.3.1.3  The Maritime Education and Training System (MET).

Previous studies, such as the Thematic Network on Maritime Education (METNET)
, co-ordinated by the World Maritime University, have highlighted the differences in the MET systems of European maritime nations. Although EU countries conform to the STCW95 requirements, the way in which this is achieved is markedly different in the Member States. Broadly speaking, there is a difference between the “vocational” approach, represented by the Netherlands, and the more “academic” approach favoured by countries such as Poland. In the former, more emphasis is placed on the practical work-based aspects of qualifications, in the belief that seafaring is not really an academic subject and that very successful officers may be produced without high levels of university education. The latter view provides individuals with a university style education, in a belief that in order to be a successful officer it is required to have an academic theoretical underpinning and powers of critical analysis. Countries like the UK are in a transitional phase, where a vocational system is now being tempered with the introduction of degree programmes.

The debate about the value of a university education for seafaring officers has continued in several countries for decades. In the UK, as an example, the ship owning community has traditionally been a little suspicious of academically qualified officers for fear of losing them early to better shore-based jobs. However, now that most parents wish their children to receive a university education, this has led to a review of this stance and degree options allied to vocational training are now being introduced.

The dangers of a degree system that offers graduates a minimum of sea time is exemplified by Spain where there is some concern that graduates can enter marine related positions of responsibility with little practical experience. However, it does have the benefit of making qualifications easier to equate to shore qualifications, thus making the transition ashore easier for individuals.

2.3.2
The Dimensions of Culture

The best-known model of national culture stems from the work of the Dutch social scientist, Geert Hofstede
, who did some seminal work in the 1960’s on national culture as a result of a survey of IBM workers in different countries. Over a number of years and in a series of books and papers, he has developed a model of culture based on four dimensions: individualism versus collectivism; power distance; uncertainty avoidance and masculinity versus femininity. Different countries can be plotted along each of these dimensions.

A comparison between these dimensions and the dimensions of maritime culture which have been identified above reveals some interesting relationships:
1 The relationship between the presence and strength of clustering between maritime sectors and Hofstede’s power distance dimension;

2 The relationship between the presence and strength of family connections and Hofstede’s individual versus collective dimension;

3 The relationship between individual mobility and Hofstede’s Uncertainty Avoidance dimension.

2.3.2.1  Maritime Clusters and Power Distance

Hofstede’s Power Distance dimension is all about hierarchies. High power distance cultures are ones in which there are many ranks and status is important; seniors are obeyed and respected and there is a large “distance” between the common man and the nation’s rulers. Low power distance cultures are exemplified by flatter hierarchies; there is more equality between individuals and less distance between “the man in the street” and the power of the nation’s leaders.
In a maritime context, this becomes apparent in the differences between those countries where parts of the maritime sector are quite independent and separate from each other, with their own hierarchies and systems and those where the boundaries are far less rigid.  A good example of a high power distance culture in this respect is Greece where the hierarchical systems for the Coastguard, Hellenic Navy and administration appointments are quite separate from the shipping industry itself. Italy and Spain share this trait to a lesser extent. In comparison, in the Scandinavian countries, the UK and Netherlands, the boundaries are less rigid and many of these shore-based appointments will come from ex-seafarers. This may in part explain why clustering of shore-based maritime activity is more or less formalised in the various Member States.
2.3.2.2  Family Connection and Individualism


Hofstede’s dimension of individualism versus collectivism refers to the extent to which an individual in society considers himself an integral part of a larger social group or feels independent and autonomous. Oriental cultures are good examples of highly collectivist cultures, in which individuals will relinquish personal rights for the greater good and harmony of the society at large. Classic individualistic cultures are the USA and UK in which the individual’s rights are paramount. In these cultures, the “self-made man” is admired whereas in collectivist cultures, such behaviour might be considered arrogant. 

In the context of the maritime industry, analysis of the interviews suggests that in certain countries, family connections, especially extended family, are much more important than others. This means that in the more collectivist Member States, it is normal for individuals to use their families to help them gain employment ashore or to move from one position to another. In the more individualistic countries, this chain of contacts is much weaker.  

 2.3.2.3   Individual Mobility and Uncertainty Avoidance

The uncertainty avoidance dimension is the extent to which an individual feels comfortable with, or will tolerate uncertainty. High uncertainty avoidance cultures are characterised by structure and procedures, and individuals will be more likely to wish to follow rules and protocols. In low uncertainty cultures, individuals will be more prone to rule breaking, but will also be more flexible with an ability to think creatively in situations of uncertainty.

In the maritime context, it may be that this cultural dimension is responsible for the extent to which individuals are prepared to leave their social environment and work for foreign owners or live in foreign countries. For example, it is noted in the individual country reports that Italian seafarers will not usually seek to work overseas. Although Greece certainly exports its maritime expertise, it is often by setting up a community overseas, such as the Greek ship owning community in the city of London. On the other hand, individuals from countries like the UK and the Netherlands are more likely to be prepared to “emigrate” to find job opportunities in other places. In this context, there would appear to be a link between the two dimensions of mobility and family connections. Clearly in countries that are both collectivist and high on uncertainty avoidance, this feature will be reinforced.

The figures on the following pages illustrate the position of each Member State for the relationships described. Unfortunately, because information on Poland and Latvia was not available, these two countries have had to be omitted. The diagrams show that there are clear cultural differences between the group of southern countries and the northern States. This “group” difference is strongest in the relationship between power distance and maritime clusters, for example, but less so for the other relationships. 

Figure 1.  Maritime Clusters and Power Distance.
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Figure 2.  Family Connection and Individualism. 
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Figure 3.  Individual Mobility and Uncertainty Avoidance.




Denmark


3.1
COUNTRY REPORT FOR DENMARK


3.1.1
Socio-economic and Cultural Background

Traditionally, a significant portion of Danish seafarers was recruited from specific geographic and social backgrounds. Officers came from the traditional seafaring communities, with ship owning and seafaring traditions ranging back centuries. This kind of background was regarded as a benefit in selection of suitable candidates, and it was in these communities formal maritime education was first established, and here the navigational colleges remain to this day.

This was also relevant in relation to the engine officers, who were often youngsters from the same background. But as entry requirements to the engineers colleges was that of the formally skilled worker, it became attractive to offer this education throughout the country, which resulted in three navigational collages and eight engineers colleges.

As modern shipping developed after WWII, ratings often came from traditional working class backgrounds in the larger cities. As one union official with this background expressed it, “at that time, every red blooded boy in the neighbourhood went to sea”. This is significant today by the fact, that perhaps half the members of the unskilled workers union over a certain age have spent time at sea.

However both these trends have changed during the last 10 – 20 years. The traditional maritime community have diminished considerably as a steady source of recruitment, and the notion of a traditional working class is irrelevant in the modern welfare society.

Denmark is a traditional maritime nation with a well-established maritime cluster ranging from shipbuilding and equipment manufacture to education, shipping, offshore and management. The cluster is labelled “Det Blå Danmark”, “Blue Denmark”.

500 ships are registered under Danish flag, with a total deadweight tonnage of 9 million tonnes. Shipping has grown to become Denmark's second most important export earner, with an aggregate turnover of more than 100 billion DKK (13.4 billion euro). The revenue derives mainly from international cross-trade operations between foreign ports; only 5% of the tonnage is employed in national and neighbouring countries' waters, 75% of the activities do not even include calls at European ports. The main areas of operation consist of full door-to-door container services, Ro/Ro and passenger operations, specialized product carrier services, salvage and offshore supply services, as well as traditional bulk, tanker trade, general cargo and reefer activities. 

In addition to the tonnage under national flag, Danish shipowners operate an equivalent tonnage chartered from foreign flag. It is estimated that together with their overseas affiliates, Danish owners operate a fleet of 50 million tonnes deadweight. Danish shipowners are also engaged in other maritime-related activities, such as shipbuilding, offshore drilling and production, storage, trucking, rail transport, inland distribution logistics and the buying and selling of vessels.

Danish owners employ more than 20,000 nationals and some 3,000 foreigners in the shipping industry alone. The inclusion of associated and maritime-related activities brings the estimated figure up to a total of some 80,000 employees. Danish owners are, like many of their competitors, experiencing problems recruiting a sufficiently large number of seafarers. As a shipping nation, Denmark has a long-standing maritime tradition, and the Danish government generally supports the maintenance of a positive framework for the industry. 

In 2003 the Danish Maritime Authority commissioned a study to clarify the structural dynamics of the Danish maritime cluster 
, the main conclusions of which are briefly reflected below.

The Danish maritime cluster is broadly defined as the industries that exploit the sea for commercial purposes, and the industries that substantially supply and purchase the goods and services of the maritime industries. The core maritime industries making up the cluster include the maritime transport, maritime services, shipbuilding, maritime equipment manufacturing, and offshore oil and gas extraction industries. To varying degrees, the cluster links trade with most manufacturing and service industries, and thus has a significant impact on the overall economy.

Accordingly, the cluster directly employed more than 81,000 people. Its total output value topped 120 billion DKK in 1998, directly contributing about 45 billion DKK in value added. In terms of value added the maritime services industry was the greatest contributor within the cluster and, together with maritime transport, contributed more than half the value added in 1998. The cluster is also seen to be highly international on both the input and the output side.

The study revealed significant trade of intermediate goods and services between sectors within the cluster, especially in the maritime transport industry, the maritime services industry, shipbuilding and the maritime equipment industry. The offshore oil and gas extraction industry was seen to lie mainly downstream to the maritime transport industry. However, patterns of intermediate trade differed widely for each of the core maritime industries. It is noteworthy to mention in this respect, that the study revealed that knowledge-intensive business services are most important for the maritime transport, maritime services and offshore oil and gas extraction industries, and less so in shipbuilding and in the production and development of maritime equipment.
3.1.2

Maritime Education and Training System
Ratings start their maritime education after a minimum of 9 years primary and secondary school, by doing a 6-month basic course followed by 6 months sea time and 6 months finishing school. Qualification to become a “Ships Assistant” is reached after 12 more months at sea. Compared to the “Ships Assistant”, the education for a “Ships Mechanic” is designed to offer better skills, and is equivalent to similar formal educations of skilled workers in Denmark. “Ships Mechanics” enter after a minimum of 9 years primary and secondary school, and follow a training regime that comprises 20 weeks basic maritime training; 20 weeks in a technical college; 6 months sea time; 10 weeks in a technical college; 17 months sea time; 10 weeks in a maritime college and another 10 weeks in a technical college.
Dual Purpose Officers start their maritime education after a minimum of 12 years of school. Officers’ education is divided into a junior and a senior section stretching 4½ and 1½-2 years respectively. Like the ratings’ education it is a “sandwich” based system, mixing college and sea time. The junior officers’ education starts off with 6 months basic maritime training at college, followed by 6 months sea time; 6 months in a technical college; 12 months at an officers college; 12 months sea time and finally 12 months back at the officers college.

After 12 months sea time, serving as a junior officer, the senior officers’ education of 1½ to 2 years at college, offers a choice of three different pathways. One leads to the Master Mariner world wide certificate, and a junior engineer’s certificate; another pathway leads to a Chief Engineers’ certificate and a junior deck officers certificate; and the final option leads to full qualification in both disciplines, as both Master Mariner and Chief Engineer.

Progression from Rating to Officer used to be the only way to become an officer, but as officer apprentice programmes were introduced in the 1960’s, the importance of this source diminished. Even so, 20-30 years ago, it is estimated that perhaps 20% of the traditional ratings became officers. Gradually the numbers of ratings progressing to officer has declined, as the theoretical level of the officers’ education rose, and the number of ratings was reduced along with the rest of the crew, as ship operation and maintenance was rationalised during the same period. Since the introduction of the dual officers education, which requires 12 rather than 9 years previous schooling, the number of ratings progressing to officers is non-existent.

3.1.3
Employment Data

In 2002 the Danish Maritime Authority commissioned a statistical based education and career path analysis regarding Danish seafarers, covering the previous 20-30 years
. The analysis was carried out to show that people with a maritime education were active not only at sea but also on shore, and that a part of the shore employment was within the maritime sector, thus contributing capabilities not only at sea but also within the shore based Danish maritime sector. The main findings of this study were as follows:
From 1987 to 2000, 1,416 “Ships Assistants” became qualified, 72.7% of these having, at some stage, been employed at sea. In comparison to the declining retention trend of officers during the 1980’s, the retention rate of these ratings in the maritime sector is more uniform. The average retention rate is 40%, and an estimated 17% of ratings remain at sea for their entire working life. 14.5% of “Ships Assistants” in the period 1987 to 2000, moved to other sectors by obtaining an additional qualification. There was a wide spread of vocations, but the dominant choice, by 10% of the ratings, was in favour of an officers education. 6.3% followed a Master Mariners education, thus accounting for 6% of the total number of Master Mariners educated during the period. By 2000, an estimated total of 772 rating were employed in the wider maritime sector.

Many ratings will leave the seafaring profession, as part of the normal progression of life and because of poor prospects regarding future employment. In fact, many jobs in smaller ships are OS
 rather than AB jobs, and often students will prefer to stay at OS level, by not finishing their education as “Ships Assistant”, thus retaining their employment, but acting as a blockage to newcomers. 

From 1981 to 2000, 4,820 Engineer Officers became qualified, 53.1% of these have at some stage been employed at sea, 25% were still at sea after 10 years and an average of 18% have stayed at sea for their entire working life. The total number of Engineer Officers employed at sea has varied between 2,250 in 1992 and 1,600 in 2000. After implementation of the second Danish register in 1988, employment grew from 1,650 to a peak of 2,250 in 2000, after which the number has declined. This is the result of a declining number of vessels in the Danish registers, replacement by foreign Engineer Officers and rationalisation efforts with new technology and smaller crews.

14% of engineers of a registered total of 13,289 have obtained an additional qualification. The main vocations are: civil engineering: 14.7%; navy officers: 6.8%; teachers: 6.2%; law and economy 5.7%; qualified plumber: 4.9%; certified electrician 4%
.

83.5% of the registered engineers have been employed inside nine main sectors. The top four are the manufacturing industry with 27% in 2000; followed by shipping (at sea and with the shipping companies ashore) at 17.8%; then the utility industries with 12%, followed by public administration and trade. In total, 43.2% of the registered engineers are employed in the wider maritime cluster.

From 1980 to 2000, 1,495 Deck Officers became qualified, 89.5% of these have at some stage been employed at sea, 55% were still at sea after 10 years and an average of 41.5% have stayed at sea for their entire working life. The total number of officers employed at sea has varied between 2,700 in 1992 and 2,200 in 2000. After implementation of the second Danish register in 1988, employment grew from 2,300 to a peak of 2,700 in 1991, after which the number has declined. This is the result of a declining number of vessels in the Danish registers, replacement by foreign officers and rationalisation efforts with new technology and smaller crews.

21% of Deck Officers of a registered total of 6,554 have obtained an additional qualification. The main vocations are: civil engineering: 13.2%; teachers: 9.3%; law and economy 8.1%; navy officers: 7.2%; police officer: 4.8%
.

87.6% have been employed inside eight main sectors: Shipping (at sea and with the shipping companies at shore) is by far the largest with 52.9%; followed by cargo operations and ports at 10% and public administration with 9.9%. In total, 83.7% of the registered Deck Officers are employed in the wider maritime cluster.

3.1.4

Specific Characteristics of the Member State 

· Denmark is a traditional maritime nation with a well-established maritime cluster ranging from shipbuilding and equipment manufacture to education, shipping, offshore and management. The cluster is labelled “Det Blå Danmark”, “Blue Denmark”.


· Seafarers contribute significantly to shore-based maritime sectors. Officers often take additional qualifications to come ashore and may enter non-maritime sectors.
· The majority of Deck Officers will stay within the maritime cluster when they go ashore. Besides ferries and other domestic officers’ jobs at sea like fishery inspection and pilotage, the traditional jobs are within ports and cargo handling, logistics, insurance, surveying, agencies, maritime equipment and product sales representatives, maritime education and administration, in the offshore industry and with the shipping companies in a range of functions. One large liner and terminal operator employs hundreds of deck officers around the world. 

· In Denmark there is no branch of engineering dedicated to plant operation and maintenance, leaving this area to marine engineers. The same capabilities are the basis for their traditional areas of employment within public utility industries, and many jobs as technical supervisor for large buildings or compounds with a range of technical infrastructure like hospitals, hotels and conference centres. In the maritime sector Engineer Officers are employed by the shipping companies, in the offshore sector, with insurance companies, classification societies, by the shipyards and by the equipment and engine manufactures. Public health and safety authorities, employ approximately 150 engineers, and looking for more. 

3.1.5

Significant Shore-based Sectoral Descriptors

Utility Industries, Heat and Power
This is a traditional area of shore employment for Engineer Officers. The jobs in this sector often have some similarities with the engineers’ shipboard jobs, by involving watch going duties and operations monitoring, but there are also other options.

The preferred candidate has the full engineer’s education and a few years at sea, but may also come from other areas, like the windmill industry. Some understanding of economic and business, as well as English and German language capabilities are valued. Additional training will mainly be specific to the job. The general impression is that the engineers comprise a well-qualified and pleasant group.

Today the sector offers a more flat organisation with limited scope of vertical progression. The normal starting position is as operations engineer, above which is the operations manager, the general manager and the CEO. The engineer may become operations manager and in some instances general manager. Other opportunities for development and progression are to become workshop manager or project manager in a special support department.

An estimated 500 marine engineers are employed in this sector. Retention is high but there is a certain predominance of people in their fifties who will retire during the coming decade resulting in a slightly growing demand. At present there is no lack of qualified candidates.

Ports

The ports employ mariners, but predominantly Deck Officers. Level of qualification is of less relevance compared with actual maritime experience, which is seen as beneficial to understanding customer needs. People with several years of experience and perhaps some business, HR and economy training, are preferred.

Career progression is possible from a starting position as port assistant to the Port Captain and/or General Manager. Often progression will be facilitated by additional education and abilities to function in the municipal political environment, which is often the highest level of port management.

The sector currently employs about 400 former Deck Officers, many of whom are in their fifties. However, rationalisation and an ongoing reform of municipal structure are expected to offset some of the recruitment demand in the coming years. There is no lack of qualified applicants at present.

Equipment Manufacturing and Sales

This sector covers both marine equipment, as well as non-marine equipment. Both Deck and Engineer Officers are employed in functions related to sales and costumer relations, for example, the development of manuals, operational support and technical service. This is different to product development and design, which is dominated by Chartered Engineers. The most appropriate candidate is someone who was a trained skilled worker before becoming an experienced Engineer Officer and finally a Chartered Engineer. 

In addition to the vocational capabilities, candidates are required to possess skills relevant to costumer relations like: assertiveness and decision-making. Candidates have to possess good social abilities and cultural awareness. It is anticipated that a growing shortage of suitable Engineer Officers will be available for employment within this sector as a result of the recent fall in recruitment onto the Engineer Officer education programmes.

The Offshore Industry

The offshore industry mainly employs Deck Officers as barge engineers, dealing with navigational and safety issues, and Engineer Officers as rig engineers, responsible for the entire technical operation and maintenance of the rig. The barge engineer will require valid maritime certificates. Fewer seafarers seek the third core vocation of the industry, as drillers.

Additional training will to some extent be needed in order for the barge engineers to retain valid STCW certificates and the same is generally relevant in relation to a range of training required by the authorities.

Career progression is limited on the barge, as the top position as Offshore Installation Manager (OIM), will require direct drilling experience. However some, especially barge engineers, have become drillers and later OIM. Progression towards shore jobs in the technical, HR and other support and management functions is more common. Progression will often be associated with additional training in HR and general management.

Naval Defence

In addition to its own internally educated officers, the Naval Defence has traditionally been able to attract merchant naval Engineer and Deck Officers as part of the general enlisting procedure of the armed forces. They would typically be drafted for 18 months of service and education to lieutenant’s level. However, this source of recruitment, which to some extent would encourage retention, is to be discontinued as from January 2005, resulting in a need to revise recruitment strategies. The recruitment need for merchant naval officers is even greater now as the regular recruitment into the Naval Defence is declining.

Traditionally some seafarers, once enrolled, appreciated the variety of job and education opportunities offered by the Naval Defence, and sought permanent employment. Now, the Naval Defence needs to be able to attract and retain as many as 20 to 30 officers annually. 

Whereas seafarers used to follow the normal education schedule for internally educated officers, one of the new approaches may well be to offer a more tailored education, offering merit for the candidate’s previous education, cutting the time needed from 18 months to 10 months. Promotion and progression will follow a pattern of continuous education and training, structured in two levels at Bachelor and Masters’ level. The education and general experience acquired in the armed forces are generally highly regarded, and some officers will move on to managerial careers in civilian society.

Serious problems of recruitment to Naval Defence are anticipated in the future.

3.1.6

Table of Sectoral Representatives Interviewed

	Sector:
	Organisation:
	Representative:

	Maritime Education
	Danish Maritime Administration
	Hemming Hindborg

	The Shipping Industry
	Danish Shipowners Association
	Michael Wengel-Nielsen

	The Shipping Industry
	Søfartens Ledere, Officers Union
	Per Gravgaard, 

	The Shipping Industry
	Maskinmestrenes Forening, Officers Union
	Henrik Amdi Madsen

	The Shipping Industry
	Metal Søfart, Ratings Union
	Niels Jørgen Hilstrøm

	The Shipping Industry
	SID, Ratings Union
	Henrik Berlau

	Shipbuilders and equipment manufacturers
	Danske Maritime 
	Hans J. Henriksen, 

	Engine manufacturer
	MAN B&W
	Per Parkhøj

	Business Science
	CBS
	Dr. Henrik Sornn-Friese, 

	Naval defence
	SOK
	Jan Stripp, 

	Heat and electricity supply
	Elsam Kraft A/S
	Kurt Petersen,

	The Shipping Industry
	DFDS
	Bertil Hohlmann, 

	The Shipping Industry
	A. P. Moller-Maersk
	H. Chr. Orloff Petersen. 

	Ports
	Nykøbing, Falster Havn
	Viggo Staberg, 

	National Health and Safety Authority
	Arbejdstilsynet
	Kirsten Monrad Jensen

Havese Mortensen

	Offshore industri
	Maersk Contractors
	Peter Brask

	Recruitment Consultant
	PMC
	Bent Bilde Jensen


3.2
CAREER PATH MAP FOR DENMARK





Germany


4.1  
COUNTRY REPORT FOR GERMANY

4.1.1
Socio-economic and Cultural Background
The employment and career opportunities in Germany for people with a maritime education are influenced by the geographic and economic characteristics of the country. 

The significant geographic factor is that Germany has a relatively short coast to the North and Baltic Seas, compared to the size of the country. The result is that the maritime industry is situated in the north, and that the appreciation of seafarer capabilities is significantly higher here than in the south. An illustrative story regarding this situation refers to an engine officer who applied for a job at a factory in the south, and was turned down with the explanation, that the factory had no steam engines requiring oiling.

Existing statistics regarding recruited “Ships Mechanics” trainees indicate that more than two-thirds originate from the five coastal states and administrative units in the north. Adding the four adjacent northern states, 85-90 % of the trainees originate from nine of the 17 states. No statistics exist regarding officer students, but a somewhat similar pattern may be expected, even if students at this level may be anticipated to be more mobile.

The most significant economic and political factors derive from the unification of the former East and West Germany, after the fall of the Iron Curtain in 1989. This development has had two major consequences:

· The maritime sector in the unified Germany is centred in the west, around and to the west of Hamburg. However, the area around the town of Leer in the far west represents the second largest shipping cluster.

· During the late 80s and early 90s, the West German maritime industry was suffering from a significant shortage of skilled officers. This situation was alleviated by the supply of a very substantial contribution of skilled officers from the former East Germany. This situation resulted in the absence of a long-term plan in relation to recruitment and training; the result of which is a factor today. 

As in other traditional seafaring countries, the proximity to the coast and the focus of the maritime cluster, as well as family tradition has and still play a role in relation to recruitment of seafarers from the north. However, interviewees note a significant interest in recruitment from the continental regions of the country.

A very important element in relation to the German maritime cluster and maritime employment is the formation of the ‘Maritimes Buendnis fuer Ausbildung und Beschaeftigung in der Seeschifffahrt’ in 2000. This is a national maritime forum, joining the forces of industry, labour unions, federal government and coastal states, in a common effort to strengthen the sector. The alliance was based on the realisation of common interests: The government wanted to maintain the employment and buoyant economic activity, in an otherwise weakening economy with growing unemployment; the industry realised the growing gap between supply and demand for skilled seafarers, and wanted to generate a favourable political environment; and the labour unions wanted to retain and expand national employment.

An agreement committing all four parties was reached. The Government created improved framework conditions through better use of the EU State Aid Guidelines
. This included state subsidies for maritime education and training. The unions allowed for more flexibility in relation to the otherwise strict German requirements regarding the number of national or EU residents employed on every vessel, in return for improved efforts in national recruitment and training on behalf of the shipping companies. In return for the improved conditions and flexibility, the industry has promised to increase the numbers of German flagged vessels by at least 100, from about 300 to 400 vessels engaged in international trade, before the end of 2005. At the same time, all parties have managed to improve the general image and presentation of the industry in the media, which is now reporting increased demand for seafarers and favourable salary and employment conditions. 

Supply of manpower has indeed become a bottleneck in relation to the development of the sector in Germany, and the shortage of supply relative to demand is expected to increase during the foreseeable future. The Central Employment Office reports a 60 % growth in the number of jobs offered, and a decline in the number of applicants. Paradoxically more than 1,000 German officers serving under foreign flag are reluctant to return, for tax reasons. Germany still has not fully utilised the State Aid Guidelines to completely alleviate the income tax for seafarers.

The government has introduced the tonnage tax, and consequently new buildings and registrations under the German flag are increasing, and recruitment has increased tremendously during the last two to three years, resulting in some schools working at 150 % of capacity, and in some 540 of a recruitment goal of 600 being reached in 2004, representing a growth of 35 % compared to 2003. However, this together with other factors, and the neglect of recruitment for many years, has resulted in a significant demand, especially for skilled officers, which coincides with a very limited supply.

In order to reverse these trends, efforts are directed towards the general image of the industry and seafarers, and a general increase in knowledge and appreciation from society. To address this issue owners are rethinking the entire social framework surrounding the vocation. One company does not provide video access in the individual cabins, and are designing living, social and working areas to facilitate social coherence by e.g. common office areas and glass walls. Consideration is also given to limiting the number of different nationalities or cultures represented in a crew, and in order to provide continuity, by rehiring the same third country seafarers. Finally issues of job-design, like the growing burden of paperwork, is also receiving attention from the shipowners.

Focused in the northern federal states, Germany constitutes a traditional maritime nation, with a large and diverse maritime cluster, including shipping companies, the bulk of European shipbuilding, leading ship finance institutes, engine and equipment manufacturers and some of the largest ports in Europe. Combined turnover of the cluster is expected to grow by another 15 % to a total of more than 30 billion Euros in 2005.

The status of Germany as a major industrial and trading nation gives a unique maritime profile and labour market, not least in relation to the ports and waterways facilitating this trade. As an example, the Port of Hamburg alone generates some 140,000 jobs, and Germany needs close to 1,000 pilots.

German shipping controls major assets outside Germany in the form of vessels under foreign flag. This however, is slowly changing following a united effort by industry, government and the unions to revitalise the sector under the German flag. With 390 shipping companies, German shipping is divided into three categories totalling 2,575 vessels of 40.9 million GT, as at 1st January 2005:

1. German registered and flagged vessels: 508 vessels and 7.6 million GT.

2. German owned and foreign flagged vessels: 1,592 vessels and 23.5 million GT.

3. Foreign registered and flagged vessels: 475 vessels of 9.8 million GT.

The German registered vessels in categories one and two amount to 2,100 vessels of 31.1 million GT, which are 648 vessels more than in January 2000. As both categories are covered by the German tonnage tax system
 introduced in 2000, this significant growth is interpreted as evidence of the success of the system. However, the growth has primarily happened in the category of German owned, but foreign flagged vessels, which is causing some grievance in the sector.

About two thirds of German shipping, more than 1,000 vessels of the current German owned fleet, are container vessels with a total capacity of 2.3 m million TEU
. This is set to prevail with a significant 409 new buildings of some 1.5 million TEU on order. Of these 72 vessels are of the +6,000 TEU post panamax
 size.

During 2004, 160 new buildings representing investments of 4.8 billion Euros were brought into service by German shipowners. By January 2005, some 570 vessels of 17.6 million GT and a value of 19 billion Euros were on order, compared to 370 vessels the previous year.

In the year 2004, the receipts of the seagoing and coastal shipping in Germany came to €12 billion compared with €10 billion in 2003. 

The 2004 production of German shipbuilding in terms of ocean going vessels amounted to 61 vessels at 1.0 million GT and a value of 2.78 billon Euros. At the end of 2004, orders of 147 vessels worth some 7 billion Euros were on the books. This figure includes repair and conversions, vessels for inland waterways, yachts etc. The 2004 turnover of all activities in 120 German shipbuilding companies amounted to some 4.5 billon Euros, and an average of 23,300 persons were employed.

In the broader scope, some 400 companies with about 70,000 employees and a turnover of 8.3 billion Euros are active as suppliers of engines and equipment to the shipbuilding industry.

In addition to the shipping, shipbuilding and equipment supply sectors the German maritime cluster includes ports with about 23,000 direct employees, inland shipping employing some 8,000, the fishing industry with 8,000 employees, shipping banks, ship financing, classification societies, education and public administration. Overall, the German maritime cluster directly employs more than 200,000 people.

4.1.2

Maritime Education and Training System

Ratings in Germany are dual purpose “Ships Mechanics”, following a three-year Government supervised vocational training. The education is an apprenticeship divided into time on board a vessel of the contracted shipping company, and time at vocational school. Time at vocational school is combined into three units, each lasting about 3 months. 

There are three vocational Seamen’s schools remaining in Germany located in Lübeck, Schleswig-Holstein; Elsfleth, Lower Saxony and Rostock, Mecklenburg-Western Pomerania. Basic safety and vocational training is taught and practised in these schools. After graduation, students have both full AB and Motorman licenses, watchkeeping licenses for deck and engine departments as well as basic safety, survival craft and rescue boat certificates.

The vocational training of “Ships Mechanics” is open to young people with no prior academic qualification. The statistical distribution of school degrees shows that 54 % of the apprentices have a middle degree, after 10 years of basic schooling, 20 % have the lowest 9 years school degree, and 26 % have Abitur or Fachhochschulreife, equivalent to A-levels in the British system.

Information on jobs in German shipping is always aimed at the officers’ level. And most of the apprentices for “Ships Mechanic” use this training as an entry to officers’ training, and are encouraged to do so. According to statistics from 2003, only a minority of around 13 % of the apprentices aim to continue as ratings, 43 % want to obtain a nautical license (deck), 29 % a technical license (engineer), and 8 % aim for dual purpose license, which requires Abitur or Fachhochschulreife as entry level. 

The recruitment effort in Germany has been increased considerably in recent years. According to statistics from the seafarers’ union ver.di the amount of “Ships Mechanic” apprentices grew from 166 in 2003 to 234 in 2004. 

The education of officers is provided in a somewhat complicated yet flexible system, designed to “open the door wide”, as one interviewee put it. Germany offers a chance for an officer’s license, regardless of the type of school degree at entry.

Unlimited deck and engineering licenses can be obtained either at the Fachschule or at Fachhochschule, which is a university of applied science. 

The Fachschule education last two years, awarding the students with a Watch Officer’s License on successful completion. Students may enter after completion of vocational college education as either a “Ships Mechanic”, or a “Ship Operation Assistant” (Schiffsbetriebstechnischer Assistant).

The Fachhochschule allows only students with Abitur or Fachhochschulreife. It takes three years of college study in addition to sea time of respectively 12 or 18 months for Deck and Engineer Officers. This curriculum leads to the same certification as the Fachschule, but also to the academic degree of Diploma, which is highly valued in Germany, and plays an important role in future career prospects.  It has been decided that the academic degrees from the Fachhochschule will be changed from “Diploma” to “Bachelor”, and that a Master’s level education be created at the Fachhochschule for Deck Officers. Engineer Officers can already obtain a higher degree, which is open to them for example in mechanical engineering.

The “Ship Operation Assistant” education is open for graduates with a middle degree, from 10 years of basic school. The training is similar to the general part of the “Ship Mechanic” education, but students are not apprentices with a shipping company, and sea time is obtained through internships with varying companies. The education takes two years at college and internships onboard, followed by sea time of either 12 months for deck, or 18 months for Engineer Officers. Students may then join the Fachschule for two years to obtain the Watch Officer’s certificate. 

In addition to the basic paths for young school graduates, there are shortcuts to the Engineer Officer’s license for certified workers from the mechanical or electrical engineering professions. After 12 months of sea time they may join the normal system at Fachschule or Fachhochschule.

Finally, the German system offers an avenue for a dual-purpose officer’s education, which was originally required by a small handful of shipping companies, but at present only by one. This path is based on the “Ships Mechanic” and requires four years at Fachhochschule.

The lack of general management and business qualifications, and perhaps even more, the strong German emphasis on formal qualifications, which in relation to senior management means a requirement for academic Masters or PhD levels, are believed to be the explanation for the lack of ex seafarers in senior management positions ashore.

In 2004 a total of 543 people were recruited into maritime education and training system:

· 234 had apprenticeship contracts as “Ship Mechanic”,

· 43 started as “Officer’s Assistant”, 

· 28 as “Ship Operation Assistant”, 

· 137 joined the 4 year Deck Officers education at Fachhochschule, 

· 5 joined the 4 year Engine Officers education at Fachhochschule, 

· The remaining 96 used the shortcuts for skilled workers and Naval Defence officers. 

Of the 543 individuals, 220 or 40 % entered with the highest basic school degree of Abitur or Fachhochschulreife, and only 5 % had the lowest 9 years basic school.

Situated in the coastal states of Germany, there are four Fachhochschule and four Fachschulen offering Nautical Studies and three Fachhochschule and three Fachschulen offering Marine Engineering. In 2004, 164 Deck Officers and 98 Engineer Officers graduated.

Those who stay at sea longer or throughout their working life, tend to be officers with a background as ”Ships Mechanics” and from the ‘Fachschule’, as opposed to the Fachhochschule. But it is also noted that the valued Fachhochschule diploma, means better job opportunities ashore. 

There is a concern regarding the current capacity of the educational system. Some schools are already operating at more than 100% load. Those are the Fachhochschulen for Nautical Studies. The Fachschulen and the Fachhochschulen for Marine Engineering could sustain more students. There are concerns regarding the availability of on board training positions. Many modern ships simply do not have the cabins available for cadets. Against this background, it seems paradoxical that a school in Hamburg was recently closed. Regarding onboard training positions, it is hoped that training ships
 might provide a solution.

4.1.3

Employment Data

An estimated 10,000 EU residents and 30,000 non residents are employed on board vessels owned and managed by German shipping companies, and a further 19,000 people are employed within the shore based management of the shipping and management companies.

According to data from the German social insurance system, 11,275 seafarers were employed on German vessels as of October 2004:

· 4,428 German Masters and German and EU officers.

· 701 officers from non-EU countries

· 3,414 German and EU ratings

· 2,732 ratings from non-EU countries.

An estimate of the employment in marine related shore based activities, primarily of former seagoing officers:

· 850 pilots.

· 100 VTS
 officers.

· 300 with the Water Police.

· 500 with maritime fairways in the waterway administration, including lockmasters.

· 1,000 in the private surveying and monitoring industry with classification, insurance and inspection/vetting providers.

· 1,500 at operational, administrational and managerial functions in shipping and ship management companies.

· 2,000 with ports.

· 1,000 within shipyards

· 1,000 with marine equipment suppliers

4.1.4

Specific Characteristics of the Member State 

· The formation of the ‘Maritimes Buendnis fuer Ausbildung und Beschaeftigung in der Seeschifffahrt’ in 2000. This is a national maritime forum, joining the forces of industry, labour unions, federal government and coastal states, in a common effort to strengthen the sector.

· Supply of manpower has become a bottleneck in relation to the development of the maritime sector in Germany, and the shortage of supply of officers relative to demand is expected to increase during the foreseeable future

· In light of the strong demand for skilled officers from the shore side of the maritime industry, retention at sea is a significant issue with German shipowners, as well as down stream employers, who prefer officers with long maritime experience. 

· One estimate indicates that the average span of seafaring activity for a Deck Officer is only five years. If Germany follows the normal pattern, Engineer Officers will probably leave even earlier. This is noted as a decline compared to estimated averages of a decade ago of 7 to 8 years.

· There is a significant demographic issue in that 63 % of seafaring officers are above the age of 45
. This is evident not only among seafaring officers, but also with former officers now working as pilots, inspectors, surveyors, cargo planners, etc. The result is a large demand for qualified seafarers, illustrated by the requirement for 20 – 30 superintendents, which is put to the central maritime employment office each month. In addition, considerable efforts to recruit young Swedish officers are being made and there are as many as four jobs for superintendents or similar positions in German companies featured in the weekly maritime newspaper of neighbouring Denmark.

· Fachschul or Fachhochschul education are controlled by the different ‘Laender’ or States of the Federation. This makes it difficult to obtain comparable and consolidated information regarding student numbers or content of curricula. There is a concern regarding the current capacity of the maritime education and training system. Some schools are already operating at more than 100% load.

· The “Ships Mechanic” is regarded as a very important avenue for the supply for officers. Young people who set out to become “Ships Mechanics” are clearly informed that employment prospects as such are very limited, and that they are expected to later pursue an officer’s licence. Noting the lack of consolidated figures, it is estimated that perhaps as many as 80 % ratings will eventually become officers accounting for more than half of the graduating officers. This avenue of officer supply is especially relevant in relation to Engineer Officers, for whom there is an even greater demand than for Deck Officers. Only about 30% of officer students are aiming to become Engineers and two thirds of those originate from “Ships Mechanics”.

4.1.5

Significant Shore-based Sectoral Descriptors

Utility Industries, Heat, Power and Waste Management


This is a traditional area of shore employment for Engineer Officers. The jobs in this sector often have some similarities with the Engineers’ shipboard jobs, by involving watch keeping duties and operations monitoring. However, the percentage of former Engineer Officers in this sector has decreased considerably during the last 10 – 20 years. The explanation is that in recent years, the number of available seafarers has declined.

The preferred candidate has experience from a few years at sea, but may also come from other areas. Mobility is low, but people will change between different plants, and to some extent to and from similar jobs in the refineries or with other industrial plants. Some understanding of economics and business is valued. Additional training will mainly be specific to the job. The general impression is that seafarers comprise a well-qualified group.

Today the sector offers a more flat organisation with limited scope of vertical progression. The normal starting position is as operations engineer, above which is the operations manager, the general manager and the CEO. The engineer may become operations manager and in some instances general manager. Other opportunities for development and progression are to become workshop or project manager in a special support function.

As many other attractive positions are offered to experienced Engineer Officers, the utility industries have found it increasingly difficult to recruit from this source. As a result, the Fachhochschule has introduced new educational programmes related to the operation and maintenance of large plants. Consequently, the demand for ships’ engineers is declining, and the scope of career paths for Engineer Officers is narrowing.

General Public and Maritime Administration and the Private Inspection and Surveying Industries

Beside the Maritime Administration, this line of work is undertaken primarily by the classification societies, but also by and on behalf of insurance companies, shipping companies, cargo forwarders and receivers and others.

It is a diverse, attractive and growing industry. New regulatory requirements like the ISM and ISPS Codes
 as well as increased legal liability and attention to public image have created a range of new job opportunities in this industry of control, verification and implementation.

Ideal candidates are relatively young but experienced officers, with good social and communicative skills. More specifically, good customer service skills are required. The career will always involve substantial job specific and ongoing training. The starting position is at the frontline, working with clients, but after some years, the career may on one hand progress towards ad-hoc, project and specialist functions, or on the other hand towards general management at various levels. At this stage additional training and education will be more specialised and individual. 

As mentioned, this is a growing industry, which is attracting many experienced seagoing officers. Even though it is attractive in terms of salary as well as personal development and career opportunities, the shortness of supply is evident, and the industry is looking towards naval architects or non marine engineers, which may eventually close this area of employment for German seagoing officers.

Ship Building, Equipment Manufacturing and Sales

This sector covers both marine equipment, as well as non-marine equipment. Both Deck and Engineer Officers are employed in functions related to sales and costumer relations, for example, the development of manuals, operational support and technical service. This is different to product development and design, which is dominated by Chartered Engineers. The most appropriate candidate is someone who was a trained skilled worker before becoming an experienced Engineer Officer and finally a Chartered Engineer. 

In addition to the vocational capabilities, candidates are required to possess skills relevant to costumer relations like: assertiveness and decision-making. Candidates have to possess good social abilities and cultural awareness. 

Although this is an attractive career path for seafarers wishing to come ashore, a shortage in the numbers of seafarers applying for these positions is being experienced within the sector. This has led the industries within this sector to find alternative sources for the positions that have traditionally been filled by former seagoing officers. For example, MAN B&W is situated in Augsburg in the south of Germany, and they are seeking to recruit Engineer Officers for their marine service department as well as for installation, implementation and service of large shore based power plants. They have found it very difficult to recruit locally, and when they advertise in the northern states, they have only limited success, as candidates are unwilling to relocate. To fill the gap they have had to train local non-marine engineers, or have transferred experienced engineers from other internal departments.

Shipping Companies

Many former seafarers will permanently go ashore following a transfer of employment from a vessel of a shipping company to the shore side administration and management of the company. Here they will mainly fill positions within the technical and operational management departments of the fleet. These positions may also include responsibilities for vessel maintenance, cargo handling, shore-based installations like port terminals, personnel, safety, and security. This is as opposed to the commercial side of the company, into which the officers will only very rarely find their way.

Officers will most often be recruited directly from the fleet, often in relation to a system of rotating secondments. Many different types of jobs are offered, and an equivalent diversity of qualifications is required. In general terms, there are career paths in general operations, project and specialist functions, and one aiming at general management. Some people may cross between these career paths as they progress within the company.

Ideal candidates are often relatively young but experienced officers with good professional, social and communicative skills. The career will always involve substantial job specific and ongoing training. At the management level, substantial additional training and education will often be an integral part of the process.

The increase in job opportunities here is similar to that of the inspection and surveying community, where the ever growing regulatory requirements, like the ISM and ISPS Codes
, have created a range of new job opportunities. New job opportunities are also arising out of the general increase in the technical and operational complexity of modern shipping.

Pilotage

Large busy ports, long approaches and the North Sea and Kiel Canal, require a very large number of pilots. The Kiel Canal alone currently employs some 270 pilots for the 40,000 annual passages, and the Approaches to Hamburg via the River Elbe some 254, not including harbour pilots. In all, there are about 830 German pilots, and there would be more if all of the vacant positions were filled. 

Pilotage is a very traditional career choice for Deck Officers. It is one of the few career options where a salary comparable to that of a senior officer at sea, is obtainable soon after leaving the seafaring profession, which makes this a very attractive career.

Entry requirements are relatively high, as a Master’s licence, three years sailing time with a full Master’s licence and at least two years of additional sea time is required. These requirements are usually met about 7 - 10 years after graduation and eligible candidates are usually in their thirties. Candidates must pass physical and psychological tests before enrolment in an eight-month programme of practical and theoretical training.

In a recent attempt to fill 20 vacant pilot positions at the Kiel Canal, only two were filled. The lack of eligible applicants for these attractive jobs illustrates the lack of skilled officers in general, and the lack of experienced officers in particular. As mentioned, the average officer will stay at sea for just five years after graduation, which is not enough to become pilot. In the recent past, pilot’s positions would be filled with experienced officers in their thirties, directly from the merchant navy. Now however, due to the lack of eligible candidates from seagoing Deck Officers, other sources are being investigated. Candidates from the Water Police or from public administration are accepted, as well as active merchant navy officers above the age of 45. Regarding the latter, the prospect of earlier retirement from the merchant marine makes a change in career less attractive for these officers.

As merchant navy cadet recruitment figures have only increased during the last couple of years, it will be a long time before the benefit is felt. With the high average age of existing pilots, and much overtime work, alternative solutions are urgently being sought. Attempts to recruit officers from the eastern states and from Poland have failed, as officers are reluctant to relocate. The notion is that if one has to work away from home, it might as well be in the Middle or Far East, where salary and tax conditions are significantly more favourable. As a result, the idea of training and educating pilots from scratch, with no prior maritime experience is being considered, with the prospect of seagoing officers losing this traditional and attractive career path.

4.1.6

Table of Sectoral Representatives Interviewed

	Sector:
	Organisation:
	Representative:

	The Shipping Industry
	VDR, German Shipowners' Association
	Bernd Titel 

	The Shipping Industry
	Hapag LLoyd
	Klaus Heinig

	Equipment Manufacturing
	MAN B&W
	Lauritz_Frisch

	Ship Builders and Equipment Manufacturing
	German Shipbuilding and Ocean Industries Association
	Gerhard Carlsson

	The Shipping Industry
	VERDI, Seafarers Union
	Dieter Benze, 

	Federal Maritime Administration
	Bundesministerium für Verkehr, Bau- und Wohnungswesen
	Juergen Goepel 

	Federal Maritime Administration
	Bundesamt für Seeschifffahrt und Hydrographie
	Artur Roth 

	Government Administration
	Government. Employment Office
	Uwe Schweitzer 

	Pilotage
	BSHL, Pilots Association
	Gerald Immens

	The Shipping Industry
	VDR, German Shipowners' Association
	Alexandra Pohl


4.2
CAREER PATH MAP FOR GERMANY






Greece


5.1
COUNTRY REPORT FOR GREECE
5.1.1

Socio-economic and Cultural Background

The Greek merchant fleet is the largest in the European Union comprising of approximately 40% of the total European tonnage. The Greek owned merchant fleet, flying national and other flags, is the largest in the world, comprising of approximately 15.5% of the worlds total tonnage.

It is believed that 10% of the Greek population of 11 million are connected in some way to shipping interests.

Table 2.  Greek Owned Merchant Fleet.


	
	Number of Ships
	GT (in million tons)

	GREEK FLAG
	1,575
	32.39

	GREEK OWNED (excl. Greek Flag)
	2,392
	66.63

	GREEK OWNED (Total)
	3,967
	99.02


The traditional source of seafarers within Greece has been from the islands. Seafaring opportunities were available for individuals, even for those with a limited education, to obtain a good income in an economy that was largely agricultural with little industry. In the early 1960’s, there was an enlargement of the industrial economy and associated service industries that have led to young people preferring to enter these shore based sectors in preference to going to sea. In addition, the older generation of seafarers have increasingly encouraged their children to enter higher education in order to qualify for professional posts such as medical doctors and lawyers. A further influence has been the development of tourism in the islands, which provides a useful employment opportunity for young people and also those retiring from seafaring.

The current situation is that, despite the negative image of seafaring, employment prospects are improving, with better financial rewards and conditions of service for seafarers. For the relatively small number of people who wish to go to sea as a vocation, the future career prospects are good.

It should be noted that employment opportunities in Greece are heavily influenced by a strong family orientated culture where jobs can be obtained through extended family contacts.

The Greek shipping community wants to employ Greek officers, particularly in senior positions, but as in other parts of Europe there are shortages due to low levels of recruitment of young people. Most Greek shipowners are recruiting to fill senior positions at sea and not for future shore-based employment other than in their own offices, consequently early wastage is not seen as a particular problem.

5.1.2

Maritime Education and Training System

There are nine Merchant Marine Academies (MMAs) in Greece for Deck Officers. These are located in Aspropyrgos, Michaniona, Preveza, Hydra, Kimi, Syros, Cefalonia, Chania, and Oinousses. There are also four Merchant Marine Academies for Engineer Officers located in Aspropyrgos, Chania, Chios and Michaniona. All of these academies are under the supervision of the Greek Ministry of Mercantile Marine.

There are 1218 cadet places within the Deck Officer MMAs and 696 cadet places in the Engineer Officer MMAs. During the academic year 2002/2003 there were 1141 deck cadets and 690 engineer cadets studying within the Greek MMAs. Including the cadets undergoing training at sea on Greek vessels, the total number of cadets in the training system during 2002/2003 was 3745.

No fees are charged to the cadets for their tuition or accommodation and subsistence. Funding for cadet training is provided from three sources, the Greek government, mandatory contributions from the owners of vessels flying the Greek flag according to size and number of vessels registered, and from the European Union.

Cadets, who must be High School graduates, have to pass an entrance examination in order to gain entry into the Merchant Marine Academies. The cadets start their studies with one semester at the MMA, followed by their first semester of onboard training. They then have two more semesters at the MMA followed by their second semester of onboard training. Their studies conclude with three more semesters at the MMA. The full course lasts almost four years, after which successful cadets are awarded their third class Deck or Engineer Officer certificate of competency. 

After 24 months of seagoing service, and successfully completing the mandatory STCW courses, third class officers are awarded their second-class certificates of competency. Following a further 36 months of seagoing service and successful completion of the mandatory STCW management level short courses they are awarded their first class certificate of competency, Master or Chief Engineer.

There are two government funded Centres of Post-Training, one at Aspropyrgos and one at Mixaniona, which run STCW professional short courses for continuing professional development of Greek seafaring officers.

In addition, there are five private maritime training institutions that run a variety of maritime training courses that are approved by various maritime administrations, but not by Greece. It is understood that the Greek Maritime Authority is looking to approve the courses at the private maritime academies at some point in the future. 

Maritime training institutions do receive support from the Greek ship owning community on a tonnage basis. Those officers destined for the service in the Greek Coastguard attend their own dedicated academy.

There are no schools in Greece offering education for ratings.

5.1.3

Employment Data

In 2002 the total number of Greek seafarers recorded by the Greek Ministry of Statistics was 18,747. Estimates given by our interviewees suggested that of these approximately 14,000 were officers and 5,000 were ratings. Of the officers 8,000 were deck officers and 6,000 were engineer officers. Of the 5,000 ratings, 4,000 were deck ratings and 1,000 were engine room ratings. The annual rate of attrition to shore based employment before retirement is believed to be about 10%.

In addition to the above, it is believed that there are approximately 2,000 officers working on domestic trade vessels, as well as 1,000 cooks and 4,000 stewards. 
5.1.4.

Specific Characteristics of the Member State

· Many seafarers stay at sea and retire directly from seafaring employment, returning home often to set up opportunities in local businesses such as tourism.


· In order to ensure a ready supply of Greek senior officers, Greek shipowners operate a fast track system for the promotion of Greek maritime academy graduates.

· Greek shipowners tend to recruit junior officers from the maritime academies straight to third engineer and second officer level. These junior officers are taken on by Greek shipowners and fast tracked to Second Engineer and Chief Officer. This means that the Greek shipowners have a ready supply of Greek senior officers.

· The most popular shore-based sector for ex merchant marine officers still in maritime employment is technical and operations management within shipping companies. It is believed that this represents 10% of the total number of seafarers leaving seafaring.

· Individuals do enter other professional maritime shore-based sectors such as maritime training, classification societies, marine equipment suppliers and law, but the numbers are extremely low and probably less than 5% of the total number of seafarers leaving seafaring. However, many seafarers will retire early from seafaring to take up non-maritime related employment, such as in tourism, taxi driving, and other individual businesses.

· Yachting provides good career prospects for officers with appropriate seafaring qualifications, but it seems to operate as a separate parallel career path. Yachting also provides good employment opportunities for merchant marine ratings. 

· Any view of career paths for seafarers in Greece has to take into account the Government administered Seamen’s Pension Fund. This is a generous national pension scheme that allows seafarers to retire from seagoing service at about age fifty with 45% of their final salary. This acts as an incentive for seafarers to retire early. Retired seafarers can get their seaman’s card back by accepting a reduced pension. This process allows them to get further seagoing employment. Approximately 30% of retiring seafarers take STCW revalidation courses.

· National Service is mandatory in Greece and it is currently a requirement to serve twelve months. This period forms a natural decision point in the career paths of seafarers and usually occurs after the initial seagoing phase of a newly qualified seafarer.

· Entrants to the national maritime administration in Greece follow a totally 
separate career path from seafarers with its own system of academies. A very small number of merchant seafaring officers are selected for posts in the Hellenic Coastguard.

· Port authorities are part of the Greek Civil Service system and as such have their own separate career structure. Other sectors, which also have separate career structures, are fishing and dredging.

5.1.5.

Significant Shore-based Sectoral Descriptors

Shipping Management

Greek shipowners tend to recruit junior officers from the maritime academies straight to third engineer and second officer level. These junior officers are taken on by Greek shipowners and fast tracked to Second Engineer and Chief Officer. This means that the Greek shipowners have a ready supply of Greek senior officers.

The management of shipping companies offer career progression for their superior seagoing senior officers in technical and operational superintendency ashore, but they do not generally transfer to the commercial management of the company.
 Maritime Education and Training

The maritime education and training sector in Greece employs in the order of 100 ex-seafarers as lecturers, made up of both deck and engineer disciplines.

The entry requirement for lecturers is generally a Masters Certificate or Chief Engineers licence, but training for trainers is given after selection.

Maritime Training establishments employ both deck and engineer officers. Seafarers are employed because of their experience and specialist technical knowledge.

The retention rate within the maritime training sector is high, with lecturers often working part time in semi-retirement. 

Yachting


Yachting in Greece is made up of two distinct categories, the private sector and the professional sector. The professional sector includes chartered boats that can accommodate 50 or more passengers and crew. Good employment opportunities lie in the professional sector. 

Currently there are approximately 7,000 seafarers employed in the yachting sector. Of these 1,000 are officers and 6,000 are ratings. Of the ratings only 1,000 are Greek.

Yacht crews are both from local Greek sources and from abroad. Greek parents want their children to become officers, so it is more difficult to recruit local ratings. Consequently most of the ratings on professional yachts come from abroad, with 70% of them being hotel staff and the remaining 30% deck staff. 
The entry requirements for a deck rating are an AB certificate, plus relevant STCW certificates. However, an important criterion at interview is the presentability of the candidate and their fluency in the English language.

Officers onboard yachts come from the maritime academies. Captain’s licences come in three grades A, B, and C :

Licence A – greater than 500 g.r.t.

Licence B – up to 500 tonnes

Licence C – up to 150 tonnes

In order to gain a licence, 50% of the candidates’ qualifying sea service needs to be on passenger vessels.

Younger people are increasingly attracted to yachting. Career path routes are similar to those for conventional shipping.  Although there are lower salaries in yachting than there are in commercial shipping, the attraction of yachting is a lifestyle choice.

The future trend in the sector is that it will be desirable to attract young people directly, in the belief that it will be easier to mould them to the sector’s requirements.
Ship Agents

Ships Agents are usually voluntary members of the Ship Agent Union of Greece and the International Ship Agent Association. There are approximately 200 ship agencies in the Ship Agent Union of Greece.

There is a lot of competition between ship agents that leads to lower agency rates. Due to these low agency rates, the ships agency sector is a low paid profession and therefore cannot attract highly qualified people. For example, a Chief Officer at sea earns in the order of Є4,000 – 5,000 per month and a ship’s agent earns in the order of  Є600 – 700 per month. 

Entry requirements are for basic literacy and numeracy. In the accounts department they may possibly look for a first degree. Ship agents occasionally employ ex Chief Officers or Cargo Officers.

Seafarers are employed because of their knowledge and experience of operational cargo matters and their knowledge of shipboard paperwork such as Bills of Lading. As a boarding agent, an ex-seafarer knows seafarers, and can empathise with their problems.

The ship agency is usually part of a shipping company. When working for a ship agency that is part of a shipping company, the ship’s agents may be ex-seafarers seconded from the fleet.

Career progression is usually by personal contact, not by virtue of qualifications or experience. Therefore progression is limited.

The employment profile in the sector will change in the future as ship agencies become more fully integrated into the overall logistics business. However, the requirement for knowledge of cargo operations will stay the same.

Shipbrokers

The Hellenic Shipbrokers Association (HSA) has 285 individual members. Membership is on a voluntary basis. The HSA was established in the 1970’s. From the 1970’s, shipbrokers were mostly deck officers with a good command of the English language. They mostly had a maritime university education. Within Greece the number of shipbrokers who are ex-seafarers is 60 out of a total of 285 shipbrokers.  Of the 60 who are ex-seafarers, these are mostly the older shipbrokers that came ashore in the 1970’s.

The entry requirements were intelligence, a good standard of English, and preferably a Masters degree. Also a seafaring background of at least one year at any rank was preferred.

Seafarers are employed as shipbrokers because of their knowledge and experience of shipping operations, shipboard technical matters and shipboard paperwork. It is hard to get seafarers to come into the sector because of the pay differential between working ashore and working onboard ships. 

The barriers to seafarers being employed as shipbrokers are:

· their lack of English language skills – specifically shipping terminology.


· their level of academic qualifications is not high enough, although this can be overcome by on the job training and experience.

Ship broking does not require the level of experience that a Master or Chief Officer might have, but is more suited to entry by a Second or Third Mate, who has come ashore and gained a higher degree. With this level of entry qualification and experience, a trainee can expect to undertake two years ship brokerage training before starting to fix vessels.

After the age of 45, when some seafarers start to think about coming ashore, they are considered too old to start training as a shipbroker, and too slow to do business. Shipbrokers are considered as needing to be active, progressive and willing to undertake continuing professional development.

Ex-seafarers who do enter the ship broking profession are seen to have a good career path. There is a high retention rate in ship broking within Greece, with most brokers leaving only to retire completely.

The employment profile of seafarers in the ship broking sector is seen to be changing in Greece because there will be less seafarers in the future. It is considered that basic ship operations knowledge can be obtained at university and then the ship broking knowledge can be gained through on-the-job training. In the future it is envisaged that shipbrokers will not come from a seafaring background.

From December 2004 the Hellenic Shipbrokers Association is introducing examinations that will lead to the issuance of a Greek Ship Broking Certificate. The Hellenic Shipbrokers Association will issue this certificate.

Maritime Law

It is a legal requirement for all attorneys at law to be members of a Bar Association, which is in turn a member of the Hellenic Bar Association.

Out of the 1800 members of the Piraeus Bar Association, only 4 are ex-seafarers.

The entry requirements to be an attorney at law are an LLM or a first degree in law.

The Protection and Indemnity Clubs like to use attorneys who are ex-seafarers.

It is believed that in the future the employment profile of the maritime law sector will have no ex-seafarers.

Classification Societies

In Greece there are approximately 200 technical staff in class societies, of which about 20 (or 10%) are ex-seafarers. In a typical classification society branch office in Greece one would expect to find about 25 technical staff plus administrative staff. The majority of the technical staff are naval architects or marine engineers that are technical university graduates. Technical university graduates are desirable employees as they are more flexible and more available than ex-seafarers.

Typically only two ex-seafarers would be employed, one ex-master who undertakes ISM and ISPS audits, and one ex-Chief Engineer who is a field surveyor.

The entry requirement for the ISM and ISPS auditor would normally be a Masters licence with command experience. The entry requirement for the field surveyor would be a Chief Engineer’s licence with experience as Chief Engineer. Both positions would preferably have had experience as a superintendent in a shipping company.

Seafarers are employed as they have the right level of knowledge and experience. In addition, they have specialised experience and ship knowledge that can be transferred to other staff. Seafarers are selected because of their personal qualities to ensure they will ‘fit in’ to the office culture.

The retention rate in the classification society sector is very good, with only a small percentage leaving. If they do leave they generally go into shipping company management.

5.1.6

Table of Sectoral Representatives Interviewed

	Sector


	Organisation
	Representative

	Shipping Company
	Golden Union Shipping Co. S.A.
	George Gabriel

	Shipowners Association
	Union of Greek Shipowners
	George Koltsidopoulos

	Maritime Training
	Quality Maritime Services S.A.
	Pangiotis Divriotis

	Professional Yacht Owners Association
	Hellenic Professional Yacht Owners Association
	Dimitris Vassilakis

	Seamen’s Federation
	Panhellenic Seamen’s Federation
	Nikolaos Koratzanis

	Ship Agents
	Golden Union Ships Agents Ltd.
	Nick Paraskevopoulos

	Shipbrokers
	Hellenic Shipbrokers Association
	Nick Pentheroudakis

	Maritime Law
	Hellenic Bar Association
	Nicholas Goyios

	Ship Repairers
	Naftosol S.A.
	Thanassis Pirinis

	Professional Institutions
	SNAME
	Spiros Malliaroudakis

	Classification Societies
	Det Norske Veritas
	Nikolaos Boussounis


5.2
CAREER PATH MAP FOR GREECE

Italy


6.1
COUNTRY REPORT FOR ITALY

6.1.1

Socio-economic and Cultural Background

Seafaring is generally viewed in Italian society as a very demanding job and a declining sector. Seafaring is not a core activity in Italy.

Traditionally, up until the early 1980’s, a lot of seafarers used to come from Genoa and Trieste, but with the improvement in the economy in the north of Italy, this is no longer the case. The majority of seafarers, around 75% or more, now come from the regions around Sicily, Naples, Sorrento and Molfetta, where the economy is still somewhat depressed.

Family ties are very strong in Italy, so jobs that require people to be parted from their families are not favoured.

Italians are not by their nature inclined to seek employment in other countries, they prefer to stay in Italy. It was generally thought that the number of Italian ex patriot workers in the maritime industry was very small.

There is a preference for young people to look to the passenger ship market if they want to go to sea, rather than other trades. The retention rate of seafarers is also better in the cruise ship market.

Between 1980 and 1995 the Italian shipping companies did not recruit any cadets. Therefore, when cadets join Italian owned and managed vessels now, they may find that the only other Italians on the vessel are the Master and the Chief Engineer, all other officers being foreign nationals. This is another reason for the poor retention rate of Italian cadets and junior officers.

Poor employment opportunities ashore have recently led to an increase in the number of applicants to Nautical Schools. However, seafaring is not seen as a rewarding profession, with the differential between shore based employment salaries and seafarers salaries being only in the order of 1 to 1.5.

The retention rate of Italian seafarers is not good. The Italian economy is growing and the number of seafarers is dropping. The pay differential between shore based workers and seafarers has reduced significantly in recent years, and this is seen as the main reason for the poor retention rate. However, an Italian cadet can currently earn in the order of €1700 per month net, compared to €800 per month net as an average for someone of the same age working ashore.

It was thought that in Italy, the seafarers who stay at sea until their thirties before coming ashore, so gaining ten years of seafaring experience, can earn up to 100% more than the people who went straight into shore based employment from Nautical School.

It was felt that, in particular, experienced ships engineering officers had no trouble in getting positions ashore in the marine equipment service, electrical generation services, utilities engineering services and refrigeration sectors.

Italy has two ship registers, one being the Italian Registry and the other, the Italian International Registry. The International Registry was set up to give certain tax benefits to Italian registered vessels.

The Italian Registry has 1,004 vessels registered over 100 gross registered tonnes.

The Italian International Registry has 408 vessels registered over 100 gross registered tonnes.

The introduction of the Italian International Registry has been seen to give a boost to the Italian shipping industry, with additional vessels coming onto the new registry, not just those that are transferring across from the original Italian Registry.

There are approximately 200 shipping companies in Italy.

6.1.2

Maritime Education and Training System

In Italy, at the age of fourteen, young persons have to decide which discipline of high school they wish to attend. One of the options available to them is a Nautical School. These schools offer a general education, but specialise in the maritime disciplines of navigation, marine engineering and naval construction. There are currently thirty-five Nautical Schools in Italy, of which five offer naval construction as an option. Students attend the state funded Nautical Schools up to the age of nineteen. Approximately 1,100 students in total graduate from the Italian Nautical Schools each year. 

Only 20% of those students graduating from the Nautical Schools take up seafaring officer cadet positions. Of the rest about 50% go on to university, many starting maritime related degree programmes. However, the retention rate at universities in Italy is not good, with about half of university entrants failing to complete their course of study. The remaining 30% of those students graduating from Nautical School go directly into employment, many of these entering the maritime sectors of port and terminal operations, shipbuilding, ship repair and the pleasure craft industry.

Most students who do choose to go to sea also express a wish to come ashore after a few years, but they are not clear as to what they want to do when they come ashore.

One criticism of the Nautical School system is that during the time students are attending the Nautical School they only visit vessels briefly, they do not sail on a vessel for any period of time. When they graduate from the Nautical School and become a cadet sailing on a vessel, many of them get a shock and do not like life at sea, so leave after only a short time.

The Nautical Schools are currently looking at developing professional yachting option within their curricula.

There are no specialist schools for training merchant navy ratings in Italy.

There are currently about ten private training centres in Italy that offer the STCW mandatory training courses. After gaining employment with a shipping company, junior officers have to fund their own training at these training centres to obtain their mandatory STCW course certificates, State funding of these courses having ceased in 2001. Italian shipping companies do not currently pay for this training either. This may change as some non-Italian shipping companies have recently started to offer to pay for the mandatory STCW training course required by their Italian junior officers. It was generally regarded that Italian shipping companies did not invest in Maritime Education and Training.

Although the Italian government has introduced a tonnage tax and a financially beneficial international register, neither of these makes any provision for the mandatory training of officer cadets, nor for the support of maritime education and training.

There are currently no dedicated maritime education and training institutions in Italy that offer courses to prepare junior officers for their first certificate of competency, the “Patentino”. Prior to taking written and oral examinations administered by the Italian Coastguard, candidates currently undertake their own preparations. There are some shipowners training programmes for cadets that offer eight months post Nautical School diploma training. This training is in two phases, four months of shore based training to take STCW mandatory courses and four months sea time. However, the funding for these training programmes has been coming from a complicated grant system that is partly financed from the European Union, partly from local government and partly from the Italian Shipowners Association. The EU component of this funding is set to cease in 2006. These grants for post diploma training are said to be very difficult to obtain.

Due to the EU component of the post diploma training funding scheme coming to an end during 2006, it has been proposed to start up a new Italian Shipping Academy during 2005. This academy will initially offer one hundred places to the top performing students of the Nautical Schools. This intake will comprise of both deck and engineer officer cadets. The cadets at the new academy will undertake a two-year programme of study, which will include one year’s sea service, and all of the mandatory STCW training courses. The cadets will earn credits towards a degree, but will not obtain sufficient credits at the academy to gain a degree.

The movement to bring about the new Italian Shipping Academy has been driven by a Genoan consortium of shipowners, seafarers unions, ship agents, shipbrokers and the Genoa Port Authority. The Italian Coastguard is controlling this consortium. The new academy would require at least 100 cadets per year to make it viable. The intention is to set up one academy in the north of Italy first, in Genoa, and then if demand for places is high, to set up a second academy in the south of Italy.

Junior officers have to serve eighteen months sea time, and obtain the required mandatory STCW training certificates, before they can put themselves forward to the Coastguard to take their 2nd class certificate of competency, the “Patentino”. After being awarded their “Patentino”, officers currently have to serve another 48 months sea time, 12 months of which have to be beyond the Straits of Gibraltar, before they are eligible to take their 1st class certificate of competency, the “Patenti”. The Italian Coastguard is currently considering reducing this length of sea service to 18 months in order to come into line with other European countries. 

After officers have obtained their “Patentino”, they do not attend any further maritime education and training institution prior to taking their “Patenti”. 

The examination process for both the “Patentino” and the “Patenti” comprises of a written and oral examination set by the Italian Coastguard. A panel of three persons, one Coastguard officer, one Italian Navy officer and one Nautical School lecturer, administers the oral examination.

There is no degree level training programme for seafarers in Italy. It was generally thought that not many Italian ex seafarers obtain degree level qualifications. 

Early in 2005, a new training institute was established in Italy to train ex seafarers and nautical school graduates for employment within the professional yachting industry.

6.1.3

Employment Data

During 2004 there were 352 Italian cadet officers at sea, 184 of these being navigating cadets and the remaining 168 being engineer cadets. Only about 50% of these go on to become junior officers, and it was felt that within five years nearly all of these would have left seafaring. The retention rate right through the ranks to the level of Master and Chief Engineer is not good.

Shipowners stated that once seafarers had left the sea, it was rare to see any returning to seafaring.

In Italy approximately 130 junior officers per year are awarded their 2nd class certificate of competency, the “Patentino”.

It was generally thought that about 50% of the cadets leave seafaring after one to two years. Of these it was felt that 25% go directly into other maritime sectors such as ship agency, freight forwarding, terminal operations and cargo logistics, whilst another 25% go to university.

There are currently approximately 27,000 Italian seafarers holding valid certificates of competency. It is not known how many of these are currently employed as seafarers, but of those sailing it is believed that about two thirds will be sailing on Italian flagged vessels and the remainder on foreign flagged vessels. A further 7,000 seafarers are believed to be employed in the coastal and fishing trades, including tugs.

It was generally felt that since Government funding for the STCW mandatory training courses ceased in 2001 there has been less interest in seafaring as a career.

In the port of Genoa there are currently in the order of 10,300 employees working directly in maritime activities, of which 1200 are stevedores. The stevedores work mostly in family orientated businesses.

In Italy, for every eight months and twelve days of sea service, a seafarer is credited for one years worth of contributions to the Italian state pension scheme. Therefore the period onboard is calculated as 1.4 times the contributions of a person ashore. This is a special allowance for seafarers. When a person has 40 years worth of pension contributions, they can claim a state pension from the age of 65. A reduced state pension can be claimed at age 60 if 35 years worth of pension contributions have been made. 

For Italian seafarers serving on vessels of either Italian registry, their employer has to pay two thirds of their state pension contribution, and the seafarer has to pay the remaining one third.

Italian Engineering Officers and Radio Officers are allowed to retire at 55 if they have reached the minimum level of state pension contributions. Navigating Officers have to work until they are 65 before they can retire and claim the state pension. Some Engineering Officers take the early retirement offered, and then return to work at sea for about four months per year in order to supplement their pension. This has caused a shortage of Italian Chief Engineers. With the introduction of the Italian International Registry in 1998, Italian shipping companies are making the terms and conditions for Chief and Second Engineers more beneficial to try to retain them. This is being done in order to try and develop a career path for Italian Chief Engineers into shipping technical management.

Some Italian shipping companies also own cargo terminals, and these companies are using the financial benefits from the Italian International Registry to try and improve the terms and conditions for Chief Officers in order to retain them. This allows these companies to develop a career path for their Chief Officers into terminal operations management.

There are very few Italian ratings and those that there are tend to be only on home trade vessels. The average age of these ratings is estimated to be between 40 and 45, with no new ratings starting at sea.

Vessels registered on the Italian International Registry have to employ at least six Italian nationals. All crew onboard vessels registered on the main Italian Registry are required to be EU nationals. If vessel managers cannot meet these manning requirements they can apply for a special dispensation from the Italian maritime authority. Many Italian registered vessels have such dispensations, as their managers cannot recruit the required numbers of Italian or EU seafarers.  

On Italian flagged vessels the Master has to be an Italian national.

6.1.4

Specific Characteristics of the Member State

· The number of Italian ex patriot workers in maritime industry sectors is thought to be very small.

· Between 1980 and 1995 Italian shipping companies took on no officer cadets. This has led to a shortage of experienced Italian seafarers in the age range of 29 to 44 years. This is now having a serious affect on recruitment for the Italian shore based maritime sectors. It is also adversely affecting the retention of the officer cadets who started in the industry after 1995. 

· During their initial period of maritime training at Nautical School, those who wish to go to sea as officer cadets, do not sail on a vessel until after they have graduated and been employed by a shipping company. 

· There are no specialist schools for training merchant navy ratings in Italy, and the number of Italian ratings is very small, and decreasing, with no new ratings being taken on.

· The retention rate of Italian seafarers is not good.

· Due to the advantageous pension arrangements in place for Italian Engineering Officers, there is a shortage of Italian Chief Engineers.

6.1.5

Significant Shore-based Sectoral Descriptors

Shipping Management

Third party ship management is not a large sector in Italy, there being only ten small third party ship management companies in Italy. Italian ship management companies tend to be located in Geneva, Monaco and Lugano for tax purposes. The ship management companies in Italy are more in the business of crew management than technical management. There is less of a requirement for experienced ex seafarers in crew management than in technical management, so there are only a few ex seafarers employed within the ship management companies in Italy.

Maritime Education and Training

There is a requirement in the Italian Nautical Schools for all teachers to have a degree. It is only the specialist technical teaching staff that have a seafaring background, and of these about 50% come from a military naval background and the other 50% from a merchant naval background. There are only about four technical teaching staff in each Nautical School, of which only two would be ex merchant navy seafarers. Therefore, throughout all of thirty-five Nautical Schools in Italy there are probably only seventy ex merchant navy seafarers.

It was felt that the number of ex merchant navy seafarers teaching in Nautical Schools was declining because of the requirement to have a degree in order to teach.

Yachting


The tax regime for registering yachts in Italy is currently very beneficial. It is therefore expected that the professional yachting industry in Italy will grow rapidly over the next few years.

For some time a career pathway has existed for retired Italian senior seafaring officers to take up positions as Masters and Chief Engineers on super-yachts. 

Currently there are no special certificates of competency for yachts over 24 metres in length. The certification of seafarers on these yachts is currently treated the same as for all other merchant vessels.

With the setting up of a professional yachting training institute during 2005, it is expected that an increasing number of Italian seafarers will be attracted into professional yachting as a career path.

Coastguard (Maritime Administration)

The Italian Coastguard has 1269 officers, of which approximately 40% are ex merchant navy deck officers. If an Italian seafaring deck officer has their first class certificate of competency, the “Patenti”, they can apply to join the Coastguard. If their application is successful they have to undertake three months training at the Military Academy, after which they can qualify as a Lieutenant in the Italian Coastguard. Most of the ex merchant service deck officers applying to the Italian Coastguard are serving 2nd Mates and Chief Officers.

No ex merchant service engineering officers enter the Italian Coastguard. The Italian Classification Society RINA provides any engineering input required by the Italian Coastguard Port State Control activities. 

Ship Agency

There are approximately 500 ship agency companies in Italy, with 130 of these being located in Genoa. It was estimated that 90% of these companies would employ one or more ex seafarers. 

About 75% of seafarers entering ship agency companies are young officers who have between two and six years of seafaring experience. The remainder have sailed as senior officers. The only requirement for ex seafarers to enter into ship agency companies is that they have a number of years of seafaring experience; they do not require a degree. 

Maritime Law

There are approximately 200 lawyers in Italy who are conversant with maritime law. However, none of these lawyers was known to be an ex-seafarer. In Italy, maritime law is not seen as a career pathway for seafarers.

Classification Societies

In the organisation of the Registro Italiano Navale (RINA) 60% of their surveyors are graduates who do not have any seafaring experience, and the remaining 40% of their surveyors are ex seafarers who are not graduates.

RINA stated that they require ex seafarers for both field surveyor and plan approval positions.

RINA is finding it difficult to recruit Italian ex seafarers, as fewer are available in the employment market. 

Shipbuilding

The Fincantieri group dominates the shipbuilding industry in Italy with its eight shipyards handling around 80% of the Italian shipbuilding market.  In general the Italian shipbuilding industry does not employ many ex seafarers, instead preferring to employ specialist graduates directly from university. 

Ship Repairing

There is not so much ship repair work carried out in Italy as the nearby ship repair yards in Croatia, Montenegro and Turkey tend to be more competitive.

Marine Equipment Service

The marine equipment service sector in Italy is a career path for ex marine engineering officers, but the numbers of ex seafarers employed are small. 

Pilotage and Vessel Traffic Services

There are 248 pilots employed in Italy and all of these are ex seafaring Deck Officers. Private companies that provide pilotage services to the Italian port authorities employ the pilots.

In Italy, all of the vessel traffic services (VTS) operators come from the military navy. Genoa is the only port in Italy to have a dedicated vessel traffic service.

Port Authorities

There are 26 Port Authorities in Italy.

Although the port authorities would like to hire ex merchant navy seafarers, because of their experience, they are unable to do so because the number of people employed in this sector has been falling, and this has meant that they have been able to retain their existing employees, of which only the tug crews are ex deep-sea seafarers.

During 1992 – 1993 the port terminals in Italy were privatised, so the port authorities no longer directly employ people to work in these areas.

Any new personnel being directly employed by the port authorities would now be expected to have a degree level qualification.

The port authority in Genoa employed eight ship inspectors, none of who were ex seafarers. Although the port authority saw these positions as requiring the skills and experience of ex seafarers, because of the requirement for the inspectors to have a degree level qualification, there were no ex seafarers coming forward to take up these positions.

Port authorities would like to see more seafarers obtain degree level qualifications so that they could enter into employment in this sector.

6.1.6

Table of Sectoral Representatives Interviewed

	Sector


	Organisation
	Representative

	Seamen’s Federation
	International Transport Federation


	Capt. Piero Luigi Re

	Seaman’s Union
	Fit Settore Marittimi
	Remo de Fiore



	Chamber of Commerce
	Centro Ligure per la Produttivita Presso la Camera di Commercio di Genova


	Dr Giampaolo Rossi

	Shipping Company
	Ignazio Messina & C.
	Capt. Stefano Canestri



	Shipowners Association
	Confitarma


	Dott. Claudio Barbieri

	Maritime Training
	Istituto Tecnico Statale Nautico “S.Giorgio” Genova e Camogli


	Wladimiro R. Iozzi

	Port Authority
	Autorita Portuale di Genova


	Giovanni G. Novi

	Ship Agency
	Mediterranean and Overseas Shipping Agency


	Dr Tommaso Pallavicino

	Ship Management
	Norbulk Enterprise Ship Management


	Gian Enzo Duci

	Maritime Law
	Studio Cavallari
	Avv. Egisto Cavallari



	Coastguard
	Guardia Costiera
	Dott. Marco Brusco

Capt. Sergio Villa



	Classification Societies
	Registro Italiano Navale
	Giovanni Poerio



	Pilotage 
	Federazione Italiana Piloti dei Porti
	Giovanni Lettich

Oreste Bozzo



	Professional Yachting 
	UCINA
	Mr Cavallari



	Seafarers Welfare
	Apostle Ship of the Sea
	Father Giacomo Martino




6.2
CAREER PATH MAP FOR ITALY

Latvia


7.1
COUNTRY REPORT FOR LATVIA

7.1.1

Socio-economic and Cultural Background

The legacy of the break-up of the Soviet Union plays a significant role in understanding the maritime industry of Latvia today.  Seafaring during the Soviet era was predominantly a profession for ethnic Russians, Belarusians and Ukrainians. These were the nationalities of the traditional seafaring families. Maritime education was offered in the Russian language in St. Petersburg, and for various reasons Latvians would often find it difficult to obtain the necessary permissions to go abroad as seafarers.

One of the consequences of this is that even today, approximately 70 % of Latvian seafarers are ethnic Russians, Belarusians and Ukrainians. They are, even if born in Latvia, labelled “non nationals”, and are not automatically issued Latvian passports. An estimated 50% of all Latvian seafarers fall under this category, and have not yet obtained citizenship. The issues of a lack of citizenship, and ethnic language difficulties, have consequences in relation to career prospects at sea, and even more ashore. The nationality issue has historic and political implications beyond the scope of this report, but the main practical concerns are related to the problems of international travel for some Latvian seafarers and their language skills.

Shipowners, operators and crewing agencies prefer seafarers that have Latvian passports, rather than the visa carried by the “non nationals”, as this makes international travel much easier. The main requirement for a “non national” to obtain Latvian nationality is to pass a test in Latvian language and history. The test is said to be not particularly difficult, many have already passed, and the union and manning agencies are strongly recommending others to do so. Despite this, there are some of the “non nationals” who will not, or cannot, obtain Latvian nationality, and these may suffer the consequence of lower employability.

During and after the break-up of the Soviet Union, Soviet vessels were more or less divided between the new emerging sovereign states according to the “nationality” of their individual captains. During the final break-up of the Soviet Union, Latvian Masters returned their vessels to Latvian ports, and these vessels then formed the Latvian fleet. Originally this resulted in 107 vessels, which were mainly reefers, oil, chemical and gas tankers, and some Ro/Ro vessels. The result is that Latvian seafarers still specialise in the skilled, and sought after, labour market of specialist vessels such as reefers and notably gas, chemical and oil tankers. It has been noted that Norwegian shipowners have chosen to train and employ Latvian seafarers specifically for positions on chemical tankers.

The Latvian maritime cluster may be characterised as a fragment of the maritime industry of the former Soviet Union. The result is that there is a relatively limited maritime industry infrastructure in terms of ports and shipyards. The few shipyards mainly undertake the repair and construction of small vessels and fishing vessels. There are only a small number of vessels under the Latvian flag or under Latvian ownership. The major part of the Latvian maritime industry is a large number of seafarers, who used to man a considerable portion of the Soviet fleet.

Today these seafarers, who are recognised for their high level of education and experience, are employed in the European and world fleet. This has resulted in the growth of a flourishing manning and crewing management sector in the maritime industry of Latvia. A large number of manning and crewing agencies are now facilitating the employment of seafarers from Latvia and neighbouring countries.

Following the fall of the Soviet Empire, the sovereign state of Latvia found itself without a legal and financial system to facilitate the ship owning industry of a market economy. In order to take out mortgages on their vessels and finance their businesses, Latvian shipowners had to transfer vessels to foreign open registers. Even though these shortcomings of the Latvian system have been rectified, a major portion of the Latvian owned fleet remains registered under foreign flags. This situation is said to be due to the maritime regulatory framework that has been established in Latvia. Despite this framework offering of a tonnage tax system, it is perceived to be too bureaucratic. Also, because the old age and poor condition of many vessels, it is not feasible to re-register vessels back under the Latvian flag; the vessels tending to stay registered with what are regarded as more lenient open registers.   

Recent data related to the Latvian registered merchant fleet shows some significant changes in its composition:

Table 3.  Latvian Registered Merchant Fleet.

	Year
	Number of Vessels
	Average Age (years)
	Total Gross Tonnage

	2001
	46
	19.1
	44,737

	2004
	15
	32.1
	60,193

	2005
	21
	33
	201,743


It is estimated that the Latvian owned, but foreign flagged fleet, may have four times the number of vessels that are in the Latvian registered fleet. Even so, there is an obvious imbalance when comparing the total number of Latvian controlled vessels with the 17,500 Latvian seafarers.

7.1.2

Maritime Education and Training System

Maritime education and training is offered at three levels: a secondary level vocational school, a college education offering the lower operational levels of certificates and an academy at university level, offering the higher level certificates.

Latvian ratings are educated in a system offered by four private vocational schools. Traditionally deck and engine ratings have been educated separately, but following inspiration from Germany and Denmark, a new dual purpose “Ship Mechanic” education is about to be introduced. Entry into the system requires nine years of basic primary schooling, and will bring students up to secondary level. The full education will be of three to four years duration of which the maritime component is one to two years.

Officers are recruited with A-levels after 12 years of basic education. The officer’s education is at university level and both Deck and Engineer officers follow a similar programme. After an admissions test, the education commences with three years at university, followed by 12 months sea time at junior officers level, and two years back at university. The last two years may be attended part time.

In addition to the full time students, the Latvian system allows students with a maritime background to undertake part time education or distance learning. This pathway is particularly attractive to ratings and maritime college graduates. 

In 2004, 312 Deck and 250 Engineer officers graduated.

The Latvian education system is quite flexible and allows seafarers to supplement their qualifications, and an estimated 10% of the officers will at some stage undertake additional education. The impression is that additional education to  Masters degree level is undertaken by individuals who want to leave the maritime industry entirely. Law is mentioned as a popular subject for supplementary education, but also economics and business administration. The MBA degree seems to be particularly popular.

Currently, the entry requirements for maritime education programmes can be set to a very high standard, because seafaring is a very attractive career in terms of employment, salary and social status. The potential therefore exists to increase the Latvian maritime education capacity and throughput. In the maritime industry there are some who express the need this, but there may be a lack of strategic guidance to achieve this goal.

7.1.3

Employment Data


According to data from the Latvian Seafarers Register and Major Crewing Agencies there are some 24,000 registered seafarers:

· In the merchant fleet approximately 20,000 seafarers are registered, 17,500 with valid certificates. Of these 10,000 are ratings and 7,500 are officers.

· There are approximately 2,000 seafarers in the fishing fleet.

· Approximately 2,000 seafarers are employed in port service vessels and inland and coastal waters vessels.

· Approximately 1,100 officers and 1,500 ratings are reported to be employed on European Economic Area flagged vessels.

· It is estimated that 500 former seagoing officers are employed ashore in the Latvian maritime sector, with crewing agencies, ship agents, freight forwarders, shipping managers, classification societies, surveyors, ports, cargo handlers, and in education.

Information on the employment of Latvian seafarers was included in a report from the U.S. Department of Transportation entitled; “Foreign-flag Crewing Practices”, a review of the nationalities and size of the crews of non-U.S.-flag cargo vessels calling at the United States during 2000. This report states that:

“In contrast with other Eastern European seafarers, the Latvian seafarers in this study sailed predominantly on chemical (50%) and other types (26%) of tanker vessels.  Latvian crews were also reported on a number of reefer vessels (17%) during 2000. Latvian seafarers sailed on vessels under a variety of flags with Liberia (42%) the only flag with a large number of crew entries. There were no Latvian flag vessels calling the U.S. study ports in 2000.” 

Unemployment is virtually unknown among officers, but is widespread among ratings. As a result, it is generally agreed that there are too many Latvian ratings, and the aim is to reverse the present division of 60 – 40 % between ratings and officers. In view of the excellent employment opportunities, ratings, as well as people from the naval defence and fishing industry, are offered programmes to become merchant marine officers.

Ratings of all categories, including catering staff, are offered officer’s education in a part time educational programme, which allows them to continue their working life as seafarers. The programme is popular with young ratings, and is believed to contribute more than 50 % of the officers graduating in recent years. However, this system is the cause of some concern regarding the quality of the officers, due to the part time nature of the programme.

Latvian officers that are specialised in chemical, gas and oil tankers, are seen to be highly attractive in the labour market and consequently can receive rapid promotion. Traditionally an officer would stay for three to four years at each rank. Today, well qualified officers with a good command of the English language, can expect to be promoted almost as soon as they gain the required certificate of competency, reaching senior officer level after only six to eight years. 


Former seafarers have played a very important role in establishing the maritime cluster of the new sovereign state. During the transitional period in the years following independence, many officers went ashore to establish their own business as entrepreneurs of the new market economy. They would start small companies in the emerging new maritime sector, as agents, brokers, forwarders, as well as in crewing, operation, associations and administration. After a few years, when the market began to stabilise, many seafarers returned to sea because of the level of salary they could earn. However, those who remained ashore still form the core of the Latvian maritime industry today. It is noticeable that throughout the industry, in business as well as administration, former Masters are found in the senior positions.

In the emerging private economy, opportunities for seafarers exist as ship agents, ship brokers, freight forwarders, crewing agents, classification society surveyors, and maritime administrators.  Seafarers can also gain employment in ports, general logistics, insurance, banking, ship management, shipping companies and the inspection and surveying industry. A minority will leave the maritime sector to join other industries such as construction, manufacturing and utility services.

Another attractive career pathway is to take up traditional superintendent employment with foreign shipping and ship management companies. One interviewee was aware of some 10 Engine Officers, in the 35 – 45 years age group, who had become technical superintendents with companies in Norway, Cyprus and the U.K.

7.1.4

Specific Characteristics of the Member State 


· There is a significant specialisation by Latvian seafarers in the skilled and sought after labour market of specialist vessels such as reefers, and notably gas, chemical and oil tankers.

· Approximately 70 % of Latvian seafarers are ethnic Russians, Belarusians and Ukrainians. They are, even if born in Latvia, labelled “non nationals”, and are not automatically issued Latvian passports. An estimated 50% of all Latvian seafarers fall under this category, and have not yet obtained citizenship. The issues of a lack of citizenship, and ethnic language difficulties, have consequences in relation to career prospects at sea, and even more ashore. There are concerns related to the problems of international travel for some Latvian seafarers and their language skills.

· The requirement for Latvian language skills in order for seafarers to get shore-based employment is paramount. Many of the ethnic Latvian resident seafarers do not have these language skills.

· The career paths and employment of Latvian seafarers is strongly influenced by the relatively high salaries earned by seafarers serving on foreign flagged vessels. The prevailing situation is that a junior officer may earn as much as 7 – 10 times the salary of someone in a comparable position ashore.

· The relatively high salaries of Latvian seafarers on foreign flagged vessels leads to a high retention rate of seafarers at sea. This in turn makes the recruitment of seafarers as teachers at the maritime colleges, in the maritime administration, as well as for other positions ashore, both within and outside the maritime cluster, extremely difficult. As a consequence, seafarers may lose many career pathways, as the wage gap is closed by the general economic development, and other sources of labour are found. 

· Many international maritime service providers, such as classification societies and insurance companies, will have a Baltic representation in the Latvian capital of Riga, rather than in each of the three relatively small Baltic States. This has opened up more opportunities for seafarers to work ashore.

· It was felt that the strategic vision for the maritime industry in Latvia was not as good as it could be. The maritime cluster is at present primarily geared towards the supply of seafarers, and is not as broad and well balanced as in other European countries. This situation has led to Latvian seafarers enjoying fewer career path opportunities than their colleagues from other EU member states.
· The retention rate of seafarers is very high compared to most other EU member states. One interviewee estimates that 80 % of the officers will still be at sea 10 years after graduation.

· Latvian officers enjoy a relatively high social status and salary level, and would expect, and are expected to, enter a shore-based career at a relatively high level in middle management. A factor that can play an important role in attracting seafarers away from the sea is the very real prospect of reaching senior management within a few years.

· The crewing industry is still benefiting from the heritage of the Soviet maritime cluster, in the form of a huge surplus of skilled and experienced seafarers. 

· There have been good levels of recruitment of new officers during the last decade, and the demographic of officers seems to be well balanced between the age groups. 

7.1.5

Significant Shore-based Sectoral Descriptors

The Crewing Industry


The Crewing Industry is perhaps the most significant part of the maritime sector in Latvia. There are presently 53 companies in operation of which 10 are relatively large. All key positions in the management and administration of these companies are filled with former seafarers of all disciplines, providing jobs for some 150-200 former officers.

This industry expanded greatly following the independence of Latvia. It has evolved from a situation with small independent service providers, to the present situation where a number of companies are agencies of large foreign shipping companies from among others major Norwegian tank ship operators. The agencies have also now formed subsidiaries and partnerships in neighbouring countries.

Attractive candidates to the industry are experienced officers of all categories, with good language skills and the ability to understand and meet the needs of the shipowner as well as the seafarer. The sector offers attractive conditions and is able to recruit well-qualified and competent executives to meet their demand.

The Ship Agents and Freight Forwarding Industry

The Ship Agents and Freight Forwarders Industry consists of some 40 – 45 primarily small companies with less than 10 employees, employing in total about 100-150 former seafarers. Approximately one third of the agents are larger companies, which combine the agency functions with freight forwarding and / or other activities like crewing.

When the industry emerged after Latvian independence in the beginning of the 1990’s, it consisted almost entirely of former seafarers, notably Deck Officers. During its subsequent development, due to the difficulty in recruiting active officers, the employee profile has changed. The former officers and original entrepreneurs are now at the senior management level, while new employees to middle management tend to be business and logistics graduates, who are bound to move towards senior management during years to come.

Appropriate candidates for this industry are experienced Deck Officers, with good language skills. In terms of salary, this industry is perhaps slightly less attractive than the crewing industry, and is to a growing extent less dependant on recruiting former seagoing officers.

7.1.6

Table of Sectoral Representatives Interviewed
	Maritime Administration
	Maritime Department
	Aigars Krastins

	The Shipping Industry
	Latvian Shipowners Association
	Gunars Steinerts
 

	The Shipping Industry
	Latvian Seafarers Union 
	Igors Pavlovs

	Maritime Education
	Latvian Maritime Academy
	Gregory Gladkovs 

	Crewing Industry
	LATBGI, Ass. of Crewing Agencies
	Alexej Churkin

	Maritime Education
	Latvian Maritime Academy
	Janis Brunavs 

	Maritime Administration
	Seafarers Register
	Jazeps Spridzans

	Agents and Brokers Industry
	National Agents and Shipbrokers Ass.
	Raimonds Toms 

	Maritime Administration
	Maritime Administration
	Ansis Zeltins


7.2
CAREER PATH MAP FOR LATVIA

Netherlands


8.1 COUNTRY REPORT FOR NETHERLANDS

8.1.1 
Socio-economic and Cultural Background

The Netherlands is one of the world's major international trading countries. The international focus and outward orientation of the Dutch stems from centuries of maritime tradition.

Although small in area, the Netherlands occupies a strategic geographical location for which it has earned the name: "Gateway to Europe". The Netherlands has turned its favorable location for transshipments, accessibility, transportation, trading culture and service industry into a major maritime cluster.

The Dutch maritime cluster comprises 11 sectors and about 11,800 companies, offering nearly 200,000 jobs, directly and indirectly. The cluster includes the Dutch shipping industry, major ports including Rotterdam, which is Europe’s largest and the world’s third largest port, the world’s largest dredging fleet, the largest European inland barge fleet, shipbuilding including yachts, offshore, fisheries, the water sports industry, shipping finance, legal advisors and insurers, maritime education and research, a modern Royal Navy and the marine equipment suppliers and service industries. The total turnover of the cluster has increased from 17.8 billion Euros in 1997 to 21.4 billion Euros in 2002. The value of the cluster’s exports amounted to 12.6 billion Euros in 2002, which represented about 2.9% of the Netherlands total Gross National Product. 

In order to create a platform for all these maritime interests to meet, the Government has actively supported the cluster through the development of the Dutch Maritime Network (Stichting Nederland Maritiem Land). This employers’ organization, operating as a network, aims at the further promotion and reinforcement of the Dutch maritime cluster. With a Board made up of prominent persons from the maritime world, this organization is actively involved in communication, long term policy development, image building, maritime education and a host of different maritime projects. In many ways, this organization has grown out of the successes of the new Dutch shipping policy, which was introduced in 1996.

Shipping by nature is an international activity and ship owners can locate themselves anywhere. The Dutch Government realized this and that the value of shipping is not only in ships and jobs at sea, but also in the supporting infrastructure on land. The Dutch shipping policy therefore is designed to enable ship owners to trade their vessels from the Netherlands on competitive and profitable terms. 

One important item of this package of measures is the option to the ship owner of determining annual fiscal profits on the basis of the tonnage of his ship, irrespective of the flag under which the ship sails – the “tonnage tax”. The Dutch flag offers additional benefits, since it allows companies to apply flexible manning regulations and to make use of additional fiscal measures, which reduce the cost of employing crewmembers domiciled in the Netherlands by around 30%.

Flexible manning regulations were made possible by the introduction in 1996 of the Manning Act, which incorporates international STCW 1995 requirements. The certification requirements for Dutch ships have been simplified. Within the framework of STCW95, the Netherlands has signed agreements with a number of labour supply countries. Officers in the possession of Certificates of Competency from these countries can be issued a Dutch endorsement of recognition, after which they can be employed on Dutch ships. Ratings are not subject to signed agreements between the Netherlands and their country of origin; therefore Dutch vessels may employ ratings from all nationalities.

There are no legal demands concerning the nationality of crewmembers, with the exception of the Master, who must possess Dutch nationality or the nationality of any of the other EU Member States, Norway, Iceland or Switzerland. Or he must possess the nationality of a country that has a recognition agreement with the Netherlands to sail on Dutch vessels. This latter category may be employed as a Master by a Dutch shipowner, if a permit for doing so is issued to the shipowner by a panel, composed by the Dutch shipowners association and the Dutch seafarers Federation. Since 2003, a dispensation has been allowed which also permits Masters from the countries that have recognition agreements with the Netherlands to sail on Dutch vessels. In 2003, about 30 non EU Masters were working on vessels in the Dutch fleet.

The number of ships registered in the Netherlands increased from 557 in 1995, year on year, to a peak of 810 vessels in 2003. As of January 2005, the figures showed a decrease in 52 vessels, giving a total of 768, representing 5.1 million gross tonnes.

In summary, due to its geographical position, the Netherlands is a maritime nation with a long tradition. The importance of the maritime cluster to the Dutch economy is recognised by Government, which has given support to the shipping industry and to the creation of the Dutch Maritime Network. Consequently, the Netherlands has a sophisticated maritime infrastructure, including the provision of statistics on its maritime labour markets, with all elements working together for the national good. This “togetherness” in the face of the potentially invasive North Sea, described by one interviewee as the “Polder” model, is evident. Although this might be expected in a relatively small country, nevertheless, it is an important factor in the continuing success of the Netherlands as a maritime nation of influence in Europe.

8.1.2.
Maritime Training and Education System

Two features have characterised the Dutch maritime education system: the vocational nature of the system and the bivalent certification for Deck and Engineer Officers. 

Most students enter the maritime education system after a compulsory primary education of eight years and a secondary education, which ranges from four years prior to entry into the intermediate vocational education system (at age 16) or five years before entry into the higher vocational system (at age 17).  

Maritime education for officers thus consists of two main routes: the intermediate vocational route (MBO) for four years and the higher vocational route (HBO), which is for three years. It is possible for students to move from MBO to HBO. After a further year’s study, and successful completion of the HBO, a graduate receives a BSc. Both systems will lead to the student’s first Certificate of Competency as a Watch keeping Maritime Officer. After two to four years as a Watch keeping Maritime Officer and a short ship management course, officers may be awarded their Certificate of Competency as Master/Chief Engineer for vessels of unrestricted Gross Tonnes or kW power. Qualifications for other officers, such as dredger officers and personnel on ships less than 3000 gross tonnes/3000 kW (SWK), generally follow the MBO model.

The bivalent system of officer certification was introduced in the 1980’s, but with the increasing number of mono-discipline foreign officers serving on Dutch vessels, this has created the situation where more specialist education is now needed for Dutch officers. Consequently, the MBO system is undergoing revision to allow the re-introduction of mono-disciplinary ‘courses’. With regard to HBO, the four institutions in the Netherlands that offer nautical education are in consultation to consider more specialisation and a change in direction towards more competence oriented education. This process is predicted to occur by 1 January 2006
.

Table 1 shows the numbers of new entrants into the various streams for the years 1996-2003. Table 2 shows the number of graduates from the streams for the same years. Of course, not all graduates will necessarily go to sea, but it is estimated that 75% of them will.

Table 4 – Number of entrants

	
	1997
	1998
	1999
	2000
	2001
	2002
	2003
	2004

	SWK
	142
	136
	121
	80
	96
	See MBO
	See MBO
	See MBO

	MBO
	251
	285
	295
	257
	232
	416
	448
	414

	HBO
	261
	227
	255
	199
	174
	183
	200
	235

	TOTAL
	654
	648
	671
	536
	502
	599
	648
	649


Table 5 – Number of graduates

	
	1997
	1998
	1999
	2000
	2001
	2002
	2003
	2004

	SWK
	96
	112
	97
	See MBO
	See MBO
	See MBO
	See MBO
	See MBO

	MBO
	180
	194
	187
	284
	317
	308
	366
	308

	HBO
	216
	209
	207
	221
	152
	155
	146
	114

	TOTAL
	492
	515
	491
	505
	469
	463
	512
	422


These figures confirm the findings of a report that states that the number of students in the Netherlands has been quite stable overall during the last few years, although there is a slight decreasing trend in the total numbers of entrants and graduates. This is also the case in other occupations so it may simply be the result of a general decrease in young people in the Netherlands.
  A noticeable increase, however, is in the number of graduates with a limited certificate for vessels less than 3000 gross tonnes/3000 kW.


In 2004, nautical education in the Netherlands in 2004 was provided by a number of colleges. MBO and SWK (Skipper for near-coastal voyages) level courses were offered by the Noorderpoort College “Abel Tasman”, the Maritieme Academie “Den Helder”, the Maritieme Academie “Harlingen”, Afdeling Zeevaartopleidingen in Zwolle, the Maritiem Instituut in Ijmuiden and the Deltion College. Courses at HBO, MBO and SWK levels were offered at the Scheepvaart en Transport College (“STC”) in Rotterdam,  and the Maritiem Instituut ‘De Ruijter’ in Vlissingen. HBO level only courses were offered by the  Maritieme Academie Amsterdam, and the Maritiem Instituut “Willem Barentsz” in Terschelling.

 There are no training institutes for ratings other than ratings for inland shipping.

8.1.3.
Employment Data

Data is available for 2002
 on the number of companies in each sector of the Dutch Maritime cluster and the number of employees in each sector. These figures are shown in Table 3 below.

Table 6.      The Sectors represented within the Dutch Maritime Network

	Sector
	Number of companies
	Total number of employees

	Shipping
	400
	19850

	Shipbuilding
	90
	10270

	Offshore
	340
	19080

	Inland Shipping
	3500
	11600

	Dredging
	290
	5170

	Ports
	620
	26750

	Royal Navy
	1
	16110

	Fishing
	795
	5650

	Maritime services
	700
	9560

	Water Sports (Leisure)
	4000
	13230

	Marine Equipment suppliers
	750
	13190

	TOTALS
	11496
	135600


The 135600 employees represents about 1.8% of the total Dutch workforce. The majority of the maritime sectors expect to remain stable in the future. Only Inland Shipping, Water Sports and Marine Equipment Suppliers expect an increase in employment. Offshore and the Royal Navy both expect a decrease in employment.

The number of seafarers employed on Dutch flag vessels has decreased from 7650 in 1996 to 4858 in 2004. During the same period, however, the increase in foreign seafarers has increased from 6100 in 1996 to 12906 recorded in 2004. These figures do not include 466 on-board trainees in 2004
. No data was available but it appears that very few Dutch seafarers work on foreign vessels.  

The number of ships is now slowly falling but, due to the age factor, many Dutch senior officers will reach retirement age soon and with the number of graduates remaining stable, the shortage of Dutch officers is expected to increase. One solution would, of course, be to recruit more Dutch officers, but another alternative would be that the number of foreign officers employed, in order to satisfy this demand, might be expected to increase. 

The evidence
 suggests that the Dutch labour market in shipping is dominated by a large proportion of young officers. This large proportion is caused by the fact that few Dutch officers remain at sea until normal retirement age. Most start working ashore after spending a relatively short time at sea – a recent study suggests that this time has decreased from 7-8 years in the 1950’s to only 5 years in the 1980’s.
  

The Dutch pension fund began in 1954. Since 1975, a seafarer’s pension is built up from age 22 to 60. At 57.5, seafarers can opt for an early pension. During this period, the pension can continue to build. Between 60 and 65, seafarers are eligible for a “bridging” pension. The normal retirement age is 65, from which age seafarers may draw a standard retirement pension.
    

8.1.4.
Specific Characteristics of the Member State

· The geographical position of the Netherlands in Europe ensures that it has a strong interest in all aspects of maritime affairs, but particularly in inland shipping and dredging.

· The Dutch Maritime Network. The concept of economic clustering of related industries, although also present in both Germany and Denmark, is probably more advanced and remarkable in the Netherlands than any other EU Member State. This may be related to the strong sense of national culture felt by the Dutch. The Dutch too have a relatively sophisticated system for measuring their labour markets.
· Due to shipping policy changes in 1996, including the adoption of a tonnage tax, the Dutch fleet has increased significantly in the period 1996-2004.

· Although the number of Dutch graduates has remained stable, the supply of Dutch officers has decreased. This has led to an increased demand for foreign officers, mainly from Eastern Europe and the Philippines. The Netherlands has equivalency recognition arrangements with several labour supply countries. There are 1002 Dutch ratings. All other ratings are foreign nationals.

· Dutch officers are generally young, and they come ashore after only 5 years at sea.  A significant number of senior officers that stayed at sea will retire in the coming years.

8.1.5.
Significant Shore-based Sectoral Descriptors

The Dutch Maritime Network

The Dutch Maritime Network comprises a cluster of 11 components, including shipping, which constitutes a significant proportion of the maritime sector in the Netherlands. The eleven sectors represented by the cluster are: shipping; ports; maritime services; ship-building; marine equipment suppliers; yachting; fishing; dredging; offshore; the Dutch Royal Navy and inland shipping.

The purpose of the Network is to provide for the members a platform for discussion and actions, and the promotion of the maritime cluster. It is a collection of employers so the labour market is seen from their perspective. 

Labour studies are conducted regularly – the 2002 survey was the most recent
. Data on labour mobility is gathered from employers by questionnaire. The level of analysis is at the cluster level not at the individual sector level. Consequently, most information available focuses on the inputs and outputs of the whole cluster, not the mobility within it. Most probably, a new comprehensive survey will be conducted in 2006. At present, a limited study/survey (for shipping and dredging) was conducted for the year 2004. 

The influx of new personnel into the whole cluster is relatively low (for example 3% in Ports and 5% in Shipping and Offshore) compared with a national average of 14%. This is explained partly by the generally low turnover rates (3% for Shipping and Ports) compared with the national average of 11%. 

One out of every six new employees in the cluster is a school leaver or graduate. In 2002, only in Dredging and Ports was this significantly lower. In most sectors, the bulk of new employees come from other sectors, often from within another maritime sector. This is especially true of the Shipbuilding, Dredging, Ports, Maritime Services and Marine Equipment Supply sectors. Some sectors do have considerable mobility within companies in the same sector – this is true of Fishing and to some extent to Shipping and Inland Shipping.

The majority of employees who leave their job also leave their sector. This level of mobility is between 65 – 75%. However, it also appears that these employees and their maritime expertise are, for a considerable part, retained within the maritime cluster.
The attached career map shows the more significant lines of mobility between the sectors of the Network.    

Most of the shore-based maritime opportunities for ex-seafarers thus lie within one or other of the sectors in the Maritime Network. However, there are some other significant maritime-related sectors that are not part of the Network.  These sectors are described below. In addition, some sectors, such as surveying, which is part of the Maritime Services sector, also provide good examples of opportunities for suitably qualified seafarers ashore, and are described here.

Surveying (part of the Maritime Services sector)

It is estimated that there are about 650 Dutch surveyors, working not only in the Netherlands, but as far reaching as from Iceland to Morocco. A company such as AMEYDE employs 23 surveyors, of whom 22 are ex-seafarers.  90% of their work is for damage and loss prevention liability cases, for example, for P&I clubs. Of this sample, 85% are former Deck Officers and 15% former Engineer Officers. 

The ideal candidates for surveying possess the following qualifications:

1 Experience (especially dry-docking) and credibility. Their really desirable qualities are their knowledge of ships and their credibility as expert witnesses. Consequently, ideal candidates are likely to be in the 30-40 age range.

2 A Master’s or Chief Engineers certificate is optimal, but lower certificates are acceptable.

3 An investigative nature and the ability to write reports are highly regarded.

The retention rate is generally good. Most staff turnover is due to retirement or moving to different companies within the maritime services sector. Some engineers do move out of the maritime sector completely, taking up opportunities in power plants ashore. However, there are current shortages for qualified surveyors.
Maritime Education and Training

There are an estimated 400 ex-seafarers in the Maritime Education and Training system in the Netherlands. They come from a range of marine sectors, including shipping, dredging, ports and the offshore industry.

Retention is high and there are about 10-20 vacancies available nationally per year.

Pilotage

Since privatization in 1988, registered pilots have been organized on both a professional and business level, under the general organization known as Nederlands Loodswezen. There are currently 500 registered pilots and 400 supporting staff.

All registered pilots together form the public body for the profession: Nederlandse Loodsencorporatie - NLC (the Dutch Pilots’ Corporation). Its main tasks are to ensure and to further the quality and continuity of the services rendered by registered pilots. As well as the national NLC, there are four regional pilots’ corporations: the Northern Region, Amsterdam, Rotterdam and the River Scheldt. A supporting company, Nederlands Loodswezen B.V. deals with the collection of pilotage charges and provides general support to the pilots. Its tasks are, for example, planning, administration, personnel, transport and IT. Its shareholders are the registered pilots.

The Maritime Pilots Institute Netherlands [MPIN] is a subsidiary of “Nederlands Loodswezen B.V.” that provides education and training for their pilots.

98% of the pilots are ex-commercial seafarers, although in an interesting trend to offset expected shortages of recruits, about 2% of the current workforce is ex Royal Dutch Navy. Normal entry requirements are a Master’s certificate, although a Mate’s certificate is acceptable if the individual has also received the HVO education. No experience of command is necessary.

The training given to new pilots is extensive. There is an initial one year training phase, including a national course with examinations to pass. This is followed by local training and the understudy of experienced pilots for 7-9 months before going solo. 

As might be expected, the retention rate is very high: it is a well paid, interesting and satisfying job. Leaving employment before normal retirement is usually the result of sickness. Retirement is compulsory at age 55.

The move from a wholly Government service to a combination of a public organisation and a private company seems to have been successful. No future shortages of recruits are anticipated, but like its counterpart in the UK, the future organisation of the pilotage service appears to be the subject of debate.

Maritime Law

It is estimated that there are about 12,000 lawyers in the Netherlands, i.e. those called to the Dutch Bar. Of these about 100 are lawyers who deal with maritime or “wet” cases. It is estimated that there is likely to be only 15 of these who will be ex-seafarers. The lack of seafarers going into the law is probably due, as in other countries, to the requirement to study Law to graduate level.

Classification Societies

It is estimated that there are about 100 ex-seafarers working as surveyors for Classification Societies in the Netherlands. This includes both “wet” surveyors and “dry” surveyors, who concentrate on audits ashore.

In addition to Deck and Engineer Officers, Classification Societies also employ naval architects. The ideal ex-seafarer candidate will hold both the vocational certification plus a BSc degree. They will have seagoing experience and need both sector knowledge and the right personal attitude.

They will receive extensive internal training and development, and may specialise in different ship types, for example, LNG or cruise ships. Alternatively, they may specialise in a type of survey, for example, underwater surveying. There are management opportunities and also opportunities to cross over to other sections, for example, ISM certification, R&D and consultancy and more recently, security and ISPS issues.

The exit destinations for most surveyors are to other companies or to the marine equipment supply sector.  

Because the Classification Societies have access to international sources for recruitment, there seems to be little concern over current or predicted shortages of Dutch ex-seafaring officers.

8.1.6.
Table of Sectoral Representatives Interviewed

	Sector


	Organisation
	Representative

	Maritime Administration


	Ministry of Transport, Public Works and Water Management
	Drs Henk Merkus

Mr Rob de Bruijn

Ing R E Donkersloot

	Maritime Networks
	Nederland Maritiem Land


	Drs Ir Henk Janssens

	Shipowners Association
	Royal Association of Netherlands’ Shipowners

(KVNR)
	Guido Hollaar

	Maritime Education and Training
	Erasmus University

Shipping and Transport College
	Franz Waals

Ton Van Essen

	Seamen’s Federations
	Federatie van Werknemers in de Zeevaart
	Marcel van den Broek



	Pilotage Associations
	Loodswezen
	Willie Bennik

	Labour Consultants
	ECORYS
	Ruud van der Aa

	National Port Services
	Nationale Havenraad
	Drs A M J Langeveld

	Maritime Law
	Nautadutilh
	Willemijn Arends

Mark Mouthaan

	Ship Surveyors
	Van Ameyde
	Aant Elzinga

	Classification Societies
	Det Norske Veritas
	Henk Akse


8.2
CAREER PATH MAP FOR NETHERLANDS


Poland


9.1
COUNTRY REPORT FOR POLAND

9.1.1
Socio-economic and Cultural Background
Based on its history and geography, Poland is clearly characterised as a maritime nation. It is located on the Baltic Sea, and is crossed by two of largest rivers that flow into this sea, the Oder and the Vistula. The main maritime cluster is situated on the coast in the Gdynia-Gdansk area, but maritime activities are also found in Szczecin, Olsztyn, Poznan, Warzawa, Katowiche and Krakow.

During the communist era seafaring was considered a very attractive vocation. Along with miners, seafarers were included in a specifically honoured group of workers who enjoyed special privileges. Furthermore, even before the collapse of the communist system, Polish seafarers were allowed to work on western ships, and seafaring was one of only a few opportunities for foreign travel, enabling the earning foreign currency and the opportunity to purchase and import foreign goods. Family traditions have always played a role in the Gdynia-Gdansk, Szczecin and other coastal areas, but the attractiveness of seafaring was such, that people from the entire country were attracted.

Poland has a diverse maritime cluster ranging from shipping, shipbuilding, equipment manufacturing and ports to the service, finance, fishery and the leisure industries.

By December 2004 the merchant fleet of Polish ownership and co-ownership under various flags counted 112 vessels of 1.6 million GT. Only 12 vessels are under the Polish flag.

The present socio-economic situation remains to a large extent the result of the situation following the fall of the Soviet Empire and the introduction of a market economy. Poland found itself without the legal and financial systems required to facilitate the ship owning industry. In order to take out mortgages on their vessels and finance their businesses, Polish shipowners had to transfer vessels to foreign open registers. From almost 300 Polish owned vessels in the late 1980’s, the number soon dropped towards the present level. 

Poland has six shipyards, and in 2004 they built 25 vessels, which is 11 more than in 2003. Shipbuilding and ship repair ranks amongst the five largest Polish exports. Linked to this industry is a large sector of equipment manufacturers.

Currently in Poland there is a great surplus of qualified seafarers, and this has become a major issue in relation to seafarer employment and career paths. Whilst shipbuilding and equipment manufacturing represent major shore based activities of the maritime sector, labour supply has become the major “sea borne” activity of the sector, as indicated by the presence of 50 – 60 crewing agencies.

In the present situation the main problem, as perceived by the interviewees, is a lack of direct interest by the Polish Government in the maritime sector. The future of shipbuilding and equipment manufacturing is considered uncertain. The situation is more positive within the ports sector, where the general economic growth in the country is leading to increased investment and increased turnover.
9.1.2

Maritime Education and Training System
In Poland maritime education follows three pathways:

· By secondary vocational schools and apprenticeship, mainly aimed at the shipbuilding and repair industry.

· By way of private maritime schools offering a fast track Diploma Course to students entering after 12 years of basic schooling. This is a 36-month educational programme at Management Level based on IMO Model courses and approved by the Polish Administration. The education includes 12 to 14 months at sea. 
· Graduates will obtain a license as officer of the watch, and will earn higher licenses based on sea time served.

· By a five to six year college/university level education for students entering after 12 years of basic schooling. This education includes sea-time on training vessels and in the Navy.
During their education, ratings will receive a standard 12-year basic schooling, making them qualified for the officers’ education where their prior learning is taken into account for entry. Although no accurate data was made available for this study relating to the progression of ratings, one estimate is that 20 – 30 % of the ratings will become officers. It is considered quite normal that officers have a background as ratings.

The general notion is that officers’ progression is quite fast, especially in the lower ranks, while individual appraisal systems play a more important role as the higher ranks are approached. Senior officer’s level may be reached after six to eight years.

9.1.3 Employment Data

Estimates indicate that of approximately 45,000 Polish seafarers, an estimated 26,000 are ratings and 19,000 officers. 40,000 are employed on foreign flag, and 5,000 on EU flagged vessels.

Information on the employment of Polish seafarers was included in a report from the U.S. Department of Transportation entitled; “Foreign-flag Crewing Practices”, a review of the nationalities and size of the crews of non-U.S.-flag cargo vessels calling at the United States during 2000. This report states that:

“Like Ukrainian seafarers, Polish crews are found in large numbers on dry cargo vessels (over 85 percent) under various flags. Where they differ is in the use of Polish seafarers by owners of RO/RO vessels.   Approximately 16 percent of Polish entries were on RO/RO vessels where Polish officers are the 3rd most common nationality and unlicensed crewmembers are the 2nd most common.   Additionally, Poland has a national flag presence in the U.S. foreign trade crewed by Polish seafarers. Overall, Polish flag vessels represented about 10 percent of Polish seafarer employment in the U.S.-foreign trade in 2000.” 

9.1.4
Specific Characteristics of the Member State 

· Poland is noted as having almost a tradition of unemployment, which creates considerable competition in the labour market, based on qualification and employability, resulting in a uniquely high level of ambition regarding education and lifelong learning. The outcome is a highly skilled workforce where individuals will often be more interested in professional and personal development opportunities than in salary.

· The abundance and mobility of skilled manpower are apparent not only in the supply of seafarers to foreign shipping but also in other maritime sectors. One interviewee pointed out that from a graduating class of some 30 naval architects only a small handful would find employment in Poland, the rest would go abroad. This availability of skill is mentioned as one reason a company like DNV has its largest presence outside Norway in Poland.

· Even though there is very little domestic demand for seafarers, due to the decline in recent years of the number of Polish owned vessels, the number of officers educated and qualifying has remained constant.

· The crewing or labour supplying industry are still benefiting from the heritage of the communist era, in the form of a huge surplus of skilled and experienced seafarers. There has also been good supply of new officers; therefore the population of seagoing officers is reasonably divided among the age groups. 

· Due to the large number of seafarers relative to the career opportunities ashore in the maritime sector, Polish seafarers have fewer opportunities to gain maritime related shore based employment. This leads to a higher retention rate of officers at sea. Estimates suggest that as many as 80 – 90% of officers are still at sea after ten years.

· Regarding seafarers’ career paths ashore, Polish ex seafarers are not normally employed in the maritime administration. Civil servants usually fill these posts.
· Transfer of manpower from the fishing industry to the merchant navy has been limited in Poland. Former fishermen have apparently found employment in the fishing fleets of other countries.

· The international salary level earned by Polish seafarers, which is considerably higher than equivalent shore based occupations in Poland, acts as a strong incentive for seafarers to remain at sea. Often a move to a shore based occupation will mean earnings reduced to a quarter of their seagoing salary.

· In addition to the traditional jobs as pilots, educators and administrators, the emerging private economy, offered new opportunities in ship agency, ship brokerage, freight forwarding, manning agencies, and shipping operations. Seafarers are also attracted to the ports, general logistics, insurance and finance, ship management, shipping companies and the inspection and surveying industry. Another popular career path is to become independent entrepreneurs by investing the accumulated capital in small hotels or vacation cottages along the coast.

· Many officers are attracted to leave Poland with their families, to take employment as superintendents with operators and shipping companies in Europe and elsewhere. 

· In the shore based maritime sectors, Engineer Officers are in demand as inspectors and surveyors with classification and insurance companies, or in technical functions within ship management companies, shipyards, and equipment manufacturers, with maritime service and repair and in various functions as superintendents. Outside the maritime cluster, opportunities are to be found as operations and maintenance manager functions at larger plants in industry, at hotels, hospitals etc. and in public utility.

9.1.5

Significant Shore-based Sectoral Descriptors

The Crewing Industry

In relation to shore employment of seafarers the crewing industry is one of the most significant maritime sectors in Poland. There are approximately 50 - 60 companies in operation. Former seafaring officers, of all disciplines, fill many key positions in the management and administration of these companies. The sector provides in the order of 200 jobs for former officers.

The industry has evolved from a situation with small independent service providers, to the present situation where a number of companies are agencies of large foreign shipping companies. These agencies have also formed subsidiaries and partnerships in the neighbouring countries.

The most suitable candidates for this sector are experienced officers of all disciplines, with good language skills and the ability to understand and meet the needs of both shipowners and seafarers. This crewing industry offers attractive conditions of employment and is able to recruit high calibre seafarers to meet their demand.

General Public and Maritime Administration and the Private Inspection and Surveying Industries 

Beside the Maritime Administration this line of work is undertaken primarily by the classification societies, but also by, and on behalf of, insurance companies, shipping companies, cargo forwarders and receivers and others. It is difficult to estimate the number of former seafarers employed in this sector, but as an indication, DNV, which accounts for perhaps 50 % of the maritime classification market in Poland, employs 20 – 25 former seafarers out of a total of 135.

It is a diverse and growing industry. New regulatory requirements like the ISM and ISPS Codes
, increased legal liability, and the attention to public image, have all led to the creation a range of new job opportunities in this industry for their control, verification and implementation.

Ideal candidates are relatively young but experienced officers with good social and communicative skills. More specifically, the abilities to appreciate the position of the client, and to deliver a prompt quality service, are highly valued.

The career will always involve substantial job specific and ongoing training. The starting position is at the frontline, working with clients, but after some years, the career may on one hand progress towards ad-hoc, project and specialist functions, or on the other hand towards general management at various levels. At this stage additional training and education will be more specialised and individual. Due to the availability of suitably qualified staff, Det Norske Veritas has placed a particularly large research department in Poland.

Ship Building, Equipment Manufacturing, Service and Sales

This sector covers both marine equipment, as well as non-marine equipment. Both Deck and Engineer Officers are employed in functions related to sales and costumer relations, for example, the development of manuals, operational support and technical service. 

In addition to the vocational capabilities, candidates are required to possess skills relevant to costumer relations like: assertiveness and decision-making. Candidates have to possess good social abilities and cultural awareness.
Three career paths are available: as head of department, and further towards senior management; as a specialist, often associated with the term “senior” in the title, and without direct managerial responsibility; or as a project manager. Promotion is rewarded in a competitive environment involving other vocations, and often related to additional education and training in business and management. 

Utility Industries, Heat, Power and Waste Management

This is a traditional area of shore-based employment for Engineer Officers. The jobs in this sector often have some similarities with the Engineers’ shipboard jobs, by involving watch keeping duties and operations monitoring. 

The preferred candidate has experience from a few years at sea, but may also come from other areas. Language abilities and some understanding of economics and business are valued. Additional training will mainly be specific to the job.

The normal starting position is as Operations Engineer, above which is the Operations Manager and the General Manager. Other opportunities for development and progression are to become workshop or project manager in a special support function.

9.1.6

Table of Sectoral Representatives Interviewed
	Maritime Education
	Gdynia Maritime University
	Henryk Sniegocki

	The Shipping Industry
	Association of Shipowners and Maritime Entrepreneurs of Poland
	Slawomir Balazy
 

	The Shipping Industry
	Polish Seafarers' Union
	Henryk Piatkowski

Anna Pokusa

	Classification and Surveillance Industry
	DNV, Poland
	John Jyng

	Crewing Industry
	Ass. of Crewing Agencies, I.E.S. Co Ltd.
	Tomek Trzaskowski

Tomaz Kuc

	Maritime Cluster Research


	Polish Chamber of Maritime Commerce
	Witold Waclawik-Narbutt


9.2
CAREER PATH MAP FOR POLAND



Spain


10.1
COUNTRY REPORT FOR SPAIN

10.1.1

Socio-economic and Cultural Background

The importance of the maritime industry for the Spanish economy keeps growing year by year. The gross tonnage transported by Spanish maritime commerce, increased again by 256 million tonnes (2.7%), reaching a new historic maximum in 2003. 79,8% of the gross tonnage represents imports and 20.2% exports. 
The gross tonnage of vessels under Spanish ownership was approximately 4 million tonnes in 1990, dropping to a minimum of 2,300 million tonnes in 1997 and growing again to a total of 300 ships with 4,176,997 tonnes in 2005
. However, of particular interest is the change in registration practice during those years.

In 1990, the main Spanish registry accounted for nearly 100% of the tonnage owned by Spanish interests. Only a very small amount was foreign flag. Foreign flag tonnage increased during the 1990’s and now represents about 1.8 million tonnes (45%). An even more noticeable trend is the increase in the second register (Canary Islands) at the expense of the main register. The Canary registry began in 1993 and has expanded rapidly so that in 2004, the main register had disappeared and the second register accounted for the remaining 55% of tonnage (approximately 2.2 million tonnes) (see Figure 4).
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Table 7.  Fleet registered in the Spanish “pavilion” (Pabellon). 

	Ship type
	01/01/2004
	01/01/2005

	
	Ships
	GT
	TPM
	Ships
	GT
	TPM

	Oil tankers
	16
	569.825
	1.061.662
	17
	492.709
	913.777

	Bulk carriers
	0
	0
	0
	0
	0
	0

	General cargo vessels
	18
	46.604
	64.015
	17
	42.155
	57.540

	Container ships
	29
	243.837
	288.990
	27
	234.970
	287.180

	Roll-on/roll-off
	40
	407.687
	219.323
	38
	410.910
	211.707

	Reefers
	9
	24.842
	23.008
	9
	24.842
	23.008

	Gas tankers
	6
	292.645
	237.984
	9
	662.126
	518.217

	Passenger ships and ferries
	63
	417.602
	91.121
	56
	375.989
	78.847

	Other vessels
	29
	174.947
	259.468
	27
	152.044
	227.323

	TOTAL
	210
	2.177.989
	2.245.571
	200
	2.395.745
	2.317.599


Table 7 illustrates the type, number and trade of vessels registered in what is termed the “Spanish pavilion” (Pabellon). “Pabellon” means exactly the same as “Bandera” or Flag. This term is used to include ships registered both in the traditional register and the special Canary Islands Register and therefore describes those vessels where the technical and commercial management of the ships is based in Spain. The term “Flota total controlada” is used when reference is made to the fleet that is managed from Spain, but is operated under foreign flags. It is important to clarify this point since, these days, there are ships that have no relation with Spanish companies, ships owned by Spanish companies with foreign registry, and Spanish companies that belong to foreign shipping companies. Clearly, these different kinds of ownership makes this kind of estimation very complicated
. 

As with other traditional European maritime nations, Spain has strong regional sources for seafarers. In recent years, however, several of our interviewees felt that the rigours of seagoing, in comparison with the relative comforts of shore life, has meant that there has been a reduction in interest in seafaring amongst the young. There are good opportunities for those with a vocation for seagoing, and many young people can enter the university system and join the shore-based maritime professions with minimum seagoing required. Consequently, there are no artificial barriers to those who wish to seek shore-based maritime employment.  A potential shortage of seafaring experience has led to concerns among those shore-based professions where seagoing experience is considered essential, for example, pilotage. However, as with the relationship between UK and India, it may be that a new source of Spanish speaking seafarers may become available in the future from Latin America, which will fill any increased demand for officers.        

10.1.2

Maritime Education and Training System

In Spain there are two academic systems to prepare future Merchant fleet officers. It is important to note that neither of them depends on the “Ministerio de Fomento”, which is responsible for STCW certification.  The academic system is the responsibility of the education authorities of the respective regional and autonomous communities.

The first system is the University system.  Within this system there are two routes:

1.
A five year degree programme at one of the seven maritime universities, based in Cadiz, Barcelona, Corunna, Gijon, Santander, Bilbao or Tenerife. This programme includes three years shore-based study, followed by six months sea time experience as a cadet, followed by a further two years academic study including a final year project. To take this route, a student must have completed the “Bachillerato” (2 years after Secondary Education) and an access test (equivalent to UK “A” levels).  The minimum age for entry is 18. The student graduates with a university degree (“Licenciatura”). To proceed to a Second Mate’s certificate, a candidate now needs to complete one year’s sea time (and an oral examination). To obtain a First Mate’s certificate requires a further year’s sea time. Finally, to proceed to a Master’s certificate, another year’s sea time is required with the successful completion of a project. 

2.
Alternatively, after the three years initial study and six months at sea, a student may receive a diploma (“Diplomatura”) and then proceed to a Second Mate’s certificate by completing one year sea time (and an oral examination). To obtain a First Mate’s certificate requires a further year’s sea time. However, to proceed any further to a Master’s certificate, the candidate must now complete the final two years academic study and another year’s sea time is required with the successful completion of a further exam. 

The second system comprises the professional schools or technical colleges (Sistema de la formación profesional).  It provides a pre-university education.  The completion of these studies is accredited by a title that is more restrictive than the university system already mentioned.  There are also two routes through the technical college system:

1.
The “formación profesional grado superior” (the “High Professional Grade”). A student is required to finish secondary education, and then a further two years. Entry age is 18 years old. 

2.
The “formación profesional de grado medio” (the “Medium Professional Grade”. A student is required to finish secondary education. The entry age is 16 years old. 

The first route of the university system is popular with many students who graduate from the degree programme but do not then go to sea. They may enter a number of professions but some do go directly into shore-based maritime employment, for example, in the maritime administration.

The system is broadly similar for both deck and engineer officers. The degrees are awarded by the Ministry of Education and Science, but the Certificates of Competence are issued by the Maritime Administration (Dirección General de la Marina Mercante del Ministerio de Fomento). 

Ratings have their own college(s) in order to obtain their AB and other relevant certificates. Promotion to officer level is rare and most ratings generally remain at sea until they retire. 

The qualification system for fishermen is quite separate and is administered autonomously on a regional basis. The qualifications are equivalent to a technical college education. Although it is theoretically possible (5%) for fishermen (in particular, engineers) to transfer to domestic commercial shipping as certificated junior officers with a limitation on tonnage and/or power, this is seldom done in practice.

The education system is funded by the Government and consequently, in general, Spanish shipping companies will recruit cadets at the completion of the five-year academic period. Manning agents will also recruit Spanish seafarers at this point.
10.1.3

Employment Data

Approximate figures for the total number of Spanish seafarers have been given as 25,000. Of these, 10,000 are ratings and 15,000 officers. Official data from the Ministerio de Fomento give the following details for student graduates and STCW certificates: 

1. Number of students 

Table 8 below refers to the number of students recruited each year through the University system. (Note that the number of graduates in the first years is low because there was a change in the Degree plan)

Table 8.  Number of entrants into Spanish MET

	Year
	(Diploma Deck) “Diplomado sección Puente”
	(Higher degree Deck) “Licenciados sección

Puente”
	(Diploma Engine) “Diplomado. sección Máquinas”
	(High degree Engine) Licenciados sección Máquinas
	 (Diploma Radio) Diplomado sección Radioelectrónica.
	Totals

	1994/1995
	66
	-
	73
	-
	77
	216

	1998/1999
	257
	5
	195
	3
	59
	519

	2002/2003
	288
	51
	159
	24
	34
	556



Table 9 below refers to the number of students recruited each year at the Technical or Professional colleges. (It is important to note that the numbers the first years are low because they were new courses which started in 1997).


Table 9.  Number of graduates from Spanish MET.

	Year
	formación profesional grado medio (medium) sección puente (Deck)
	formación profesional grado medio sección (Medium) máquinas (Engine)
	formación profesional grado superior (High) sección puente (Deck)
	formación profesional grado superior (High) sección máquinas (Engine)
	Totals

	1998/1999
	9
	6
	41
	22
	78

	2002/2003
	166
	243
	232
	174
	815


The number of students recruited in Naval Universities was 1164 in 1981 and in 2003 only 421. During 2002 the number of graduated was 33% compared to 1981.


2.    Numbers of current STCW certificates:

The numbers of graduates (with the papers required by STCW Convention) are as follows:

· Number of Higher degree Deck (“de titulados superiores de Puente): 5076.

· Number of Higher Degree Engineers (“de titulados superiores de máquinas”): 2653.

· Number of Higher degree Radio (“de titulados superiores de radioelectrónica”): 558.

· Number of Diploma deck (“de titulados medios de Puente”): 4599.

· Number of Diploma Engineers (“de titulados medios de máquinas”): 3236.

· Number of deck and engine ratings: 10039.
The major domestic employer of seafarers is Trasmediterranea that employs 300 officers on permanent contracts.

10.1.4

Specific Characteristics of the Member State

· Many seafarers stay at sea and retire directly from seafaring employment.


· The most popular shore based sectors for ex merchant marine officers still in maritime employment are: the maritime administration; technical and operations management within shipping companies; shipping agents; pilotage and other port services, and SASEMAR. 

· The Spanish dual route system for academic and professional qualification means that graduates can pursue good careers ashore in maritime related professions with a minimum amount of sea time. This has the benefit of ensuring that some necessary maritime posts, for example, in the Administration are not dependent on ex-seafarers. However, the disadvantage is that posts that do require sea experience are harder to fill and/or are filled with personnel with little practical experience at sea.  

· Individuals do enter other sectors such as education and training, classification societies, and maritime law, but the numbers are low.

· Any view of career paths for seafarers in Spain has to take into account the  pension arrangements. There is a generous national pension scheme which takes account of the trades in which a seafarer has sailed, for example, service on tankers can effectively reduce the retirement age by 0.4 for every year served. Under the scheme, seafarers could retire from seagoing service on full pension at about 55 with 25 years employment history at sea. 

10.1.5

Significant Shore-based Sectoral Descriptors

SASEMAR

SASEMAR is a Government funded agency, but its personnel are not employed on Civil Service contracts. It was formed in 1993 and currently about 90% of its employees are ex-seafarers. SASEMAR performs three main functions:

1 Maritime Search and Rescue

2 Salvage and pollution clean-up services

3 VTS services in Spanish ports and coast.

The company operates a number of salvage tugs. 400 people are employed by REMASA in salvage operations. 250 people are employed in VTS services, working a three shift system over 24 hours. 

The company offers good working terms and conditions and retention is high. It is a secure job and is better paid than regular seagoing employment, so there is no shortage of applicants for the posts available. The average age of the ex-seafaring employees, who are mainly senior officers, is 45-60 so the company does anticipate a human resource shortage in a few years time. It is accepted that the company may have to accept less seagoing experience in the personnel who are recruited in the future. 

Maritime Administration

Employment in the Spanish Maritime Administration is an attractive option for those graduates from University who are seeking a shore-based occupation in the marine field with a minimum of seagoing commitment. The Spanish Maritime Administration currently employs 201 merchant marine officers, 2 of them are women. These posts include the three departments of Deck, Engine and Radio. In addition, there are 61 naval architects, 4 of whom are women.
Shipping Management

The major shipping companies employing Spanish officers do look to select ex-seafarers to come ashore into shore-based management positions. However, the proportion of seafarers who stay at sea till retirement has been given as 80%. Ex-seafarers, particularly engineers, are sought for technical superintendent positions.

Maritime Education and Training

In addition to the seven universities already mentioned, there are 12 technical colleges in Spain. Together they employ about 500 people, with 200 of these being Maritime Education and Training lecturers in the universities. There are good opportunities for ex-seafarers in this sector. After passing an examination, the lecturer can become an Associate Professor, which is a Government post. Retention is also high in this sector.

Pilotage


Pilotage is a shore-based maritime sector that uses ex-Masters exclusively. There are currently 225 pilots operating in Spanish ports. The entry requirements are a Master’s certificate of competence and two years in command within the last ten years.  Entrants have to take two exams: a general examination of regulations and a local examination. These examinations are administered by the Pilot’s Association (Federacion de Practicos de Puerto de Espana) but the licenses are issued by the maritime administration. Apprentice pilots must also complete three months training alongside an existing pilot. To maintain registration, a pilot must be a member of the Association.

The annual requirement for pilots in Spain is about 10-20 that accounts for natural wastage. Pilots can retire at 55 with full pension but may continue until the age of 70, subject to satisfactory medical examination.

Pilot Exemption Certificates (PECs) are allowed and issued by the administration. The requirements include two months of experience in port entries for ferry Masters and eight months for regular visits by cargo vessels.

Retention is 100% because it is considered to be a prestigious occupation and the pinnacle of a navigator’s career. The posts are highly paid and there is no current shortage of applicants. However, a shortage of sufficiently experienced candidates is anticipated in 5-8 years time. A solution to this problem may be difficult as there is considerable resistance to reducing the existing qualifications.  
Ship’s Agents

Ex seafarers are employed by ships agents in a number of Spanish ports but no data on numbers was available for this study. 

Classification Societies

There are probably about 150 technical staff working in Classification Societies in Spain. Of these, about 25-30% are likely to be ex-seafarers, and the vast majority will be ex-engineers. There are very few deck officers and these will be involved in ISM audit work.

Ex-seafarers are seen as being desirable employees because of their knowledge of how ships work. Ex chief engineers, who have recent sea experience, are particularly preferred because of their qualifications and experience. Retention is high.

Although annual recruitment requirements are low, there has been difficulty recently in recruiting suitably experienced ex-seagoing staff. However, in the long term, although not desirable, this may not present significant problems because suitably qualified naval architects, particularly those who have specialised in machinery options, can fulfil most requirements.

10.1.6

Table of Sectoral Representatives Interviewed

	Sector


	Organisation
	Representative

	Maritime Administration


	Ministerio de Fomento
	Julian Abril Garcia

F. Javier Villanueva Santaulari

	Shipping Companies
	Trasmediterranea

Teekay Marine Services
	Alvaro Nunez

Luis Bueno Garcia

Jose Villasante

	Shipowners Association
	Asociacion de Navieros Espanoles (ANAVE)
	Manuel Carlier de Lavalle

Elena Seco

Jesus Barbadillo

	Maritime Education and Training
	Universitat Politecnica de Catalunya
	Prof. Dr. German de Melo Rodriguez

	Seamen’s Federations
	Transportes, Communicationes y Mar

(TCM)

Federacion de Comunicacion y Transporte (CCOO) 
	Jose Manuel perez Vega Artime

Jose Perez Dominguez

Jon Azkue Manterola



	Pilotage Associations
	Federacion de Practicos de Puerto de Espana
	Alfonso Munoz Fernandez

Enrique Yturriaga Cantos

	Salvage, Port services
	EPE Sociedad de Salvamento y Seguridad Maritima (SASEMAR)
	Carlos Donnay Garrido

	Classification Societies
	Lloyd’s Register EMEA
	Jesus Gordo




10.2
CAREER PATH MAP FOR SPAIN


Sweden


11.1
COUNTRY REPORT FOR SWEDEN


11.1.1

Socio-economic and Cultural Background

The maritime industry in Sweden, in terms of employment and commercial activity, was originally limited to two regions, one on the southwest coast, centred around Gothenburg with its Chalmers Maritime Academy, and one to the northeast on the inshore sea around Stockholm. Sweden used to have five officers academies with the majority in these regions, seafaring was a family tradition and shipping companies were family businesses.

The element of small family companies is still present in the industry, but the importance of family tradition in relation to seafaring has diminished considerably. This development started with the introduction of the officer’s cadet training in the 1960’s. Before this, going to sea was not always socially acceptable in the middle class and the possibility for ratings to become officers was merely a pathway for social climbing open to the working class.

The officer cadet title, introduced in the 1960’s, encouraged recruitment from outside of the traditional sources, and this was further enhanced by the introduction of the present officers’ education in the late 1980’s. The recruitment success is also accredited to the increased entry level to 12 years basic education and the elimination of sea time requirements prior to commencing the education; which provides sea time as an integrated part of the education. The success is evident by the fact that the maritime academies have four to five applicants for each place.

This reform did not only result in young people from all over the country and from more diverse social backgrounds to apply, but applications were also received from people who already had shore based employment. The result was an intellectual boost to the industry, which was helpful in changing the ways of this traditionally conservative industry, assisting in the modernisation and improvements in efficiency.

However, those who stay in a seafaring profession longest, or throughout their working life, tend to be characterised as those who originate from traditional seafaring families and reside in the traditional maritime communities. These are communities who understand the seafaring lifestyle, comprised of families that cope well with the conditions that accompany this type of lifestyle. Those who stay in the profession are seen to be the more practical minded with a rating background, and the ambition of becoming Master or Chief Engineer.

Sweden is an old maritime nation with a large maritime cluster. The Swedish Shipowners Association defines the Swedish shipping industry as all shipping, irrespective of flag, controlled and/or operated from Sweden, including: ships under the Swedish flag, ships under foreign flags owned by Swedish companies and ships under foreign flags on long-term charters to Swedish operators.

According to statistics from the Institute of Shipping Analysis in Gothenburg, Swedish shipping consisted of 571 ships with a total deadweight of 10.8 million tonnes by December 2003.The corresponding numbers for December 2002 were 567 ships and 10.33 million tonnes deadweight.

29 new vessels with a total deadweight of 1.1 million tonnes were delivered to Swedish shipowners during 2003. The most important shipping sectors are:

· In tanker shipping, Swedish companies operate crude carriers, products and chemical carriers and special tankers.

· The ferry industry is a large and important sector, with about 35 million passengers per year on international routes and on the route between mainland Sweden and Gotland.

· Industrial shipping as transport of forestry products and cars worldwide are two Swedish specialities.

· A large number of ships in the Swedish merchant fleet are RoRo vessels in short sea services and bulk carriers, operating mainly in European waters. There are also Swedish liner services on the North Atlantic and between Scandinavia, Western Europe and the Mediterranean.

· Reefer shipping mainly involves about 70 vessels operated from Sweden.

This structure, with a focus on the bulk spot market, industrial/contract shipping and ferries has emerged as the result of a transition that has taken place during the last 30 – 40 years. Before this transition, Swedish shipping was dominated by traditional worldwide liner shipping.

Swedish shipping may be characterised as the result of not having fully utilised the options in the EU state aide guidelines for shipping. The result is that Swedish shipping mainly consists of smaller vessels in domestic and regional trade, and a segment of larger ferries in regional and North European trade, while the majority of the once significant deep sea fleet has flagged out. 

However, the trend for flagging out has now been reversed. There are several reasons for this, one of them being the new net salary model, and the option to employ mixed crews by means of the TAP
 agreements, allowing employment of non-residents under local conditions. TAP applies only to cargo ships engaged in international traffic. The industry hopes that this trend will be sustained by the introduction of an attractive tonnage tax option.

A total of 12,000 seafarers are employed on Swedish flagged vessels, of these 760 are TAP employees. The age structure of the active ship’s officers is a concern; since a large number of officers are due to retire in the next few years. Consequently, it is recognised as being extremely important that the shipping companies hire the new graduates. Of 2,700 Deck Officers, 35% are above the age of 50. Of 1,600 Engineer Officers, 40% are above the age of 50. In the order of 900 Deck Officers and 650 Engineer Officers are expected to retire during the next decade. Therefore, in order to accommodate the expected fleet growth, there will be an annual demand for around 300 new graduate officers.

The shore-based shipping industry will also require an increase of well-educated personnel in the future. The whole shipping cluster is expected to expand and there will be jobs for more people with a good education in business, finance, naval architecture, maritime law and information technology.

The Swedish maritime cluster is focused on the Gothenburg and Stockholm areas. Approximately 13-14,000 persons are employed as seafarers, and within the administration and commercial management of shipping companies. An estimated additional 65,000 are employed in closely linked industries and public administration. A further 120,000 are employed in organisations with some attachment to the maritime industry, resulting in a total of some 200,000 people employed in the cluster. 

The Swedish maritime sector is uniquely affected by the geography of the country, characterised by a long coastline and hundreds of small islands. These features offer employment and careers to a large number of seafarers on small passenger vessels, including some 340 vessels owned by members of the Small Passenger Vessels Association, SWEREF,
 employing some 1,000 Deck Officers
 and 1,300 ratings. Other coastal careers are pilots and professionals required to monitor and maintain the 6,300 nautical miles of fairways, which carry the 95 % of Swedish foreign trade that is transported by sea.

11.1.2

Maritime Education and Training System
The engine and deck ratings education programmes are offered at 10 High Schools throughout Sweden. The two education programmes follow the same pattern. Entering from a minimum of nine years primary and secondary school, the education programme consists of three years at a Maritime High School, including eight months sea time, half of which is on a training vessel. This is equivalent to the 18 months of sea time required for the ratings to graduate at AB
/motorman level.

The officers’ education programmes are only offered at two colleges, one in Gothenburg and one in Kalmar. Each college accepts approximately 50 students of each discipline and 50 students for lower class VI certificates. The education programmes lead to the award of either a B.Sc. in Nautical Science or a B.Sc. in Marine Engineering. Both programmes basically follow the same pattern. 

There are two alternative admission criteria for officer education programmes. The first is as a qualified AB or motorman. The second is with a minimum of nine years primary and secondary school, but with significantly more subjects required than the entry requirement for the ratings Maritime High School. The curriculum is the same, whichever admission route is taken. The education programme lasts three years if entering as a qualified AB or motorman, or four years for the other admission route, due to the inclusion of 12 months sea time

Young people who initially choose the ratings, rather than the officers’, education programme, are often school weary and prefer the ratings education as it offers more sea time, less schooling and a more immediate opportunity to earn an income. However, it is expected that upon reaching the age of 25 – 30 years they will apply to enter the officers’ education programme, where they benefit from some accreditation for prior learning, and are favoured for admission before others.

Two Masters Degree programmes have recently been introduced at the maritime college in Gothenburg. These programmes are mainly directed towards Deck and Engineer Officers. The programmes are of 1½ years duration in either, logistics and maritime business, or in ships engineering. So far, 30 students have been enrolled, however, it is still too early to draw any conclusions regarding the impact of these programmes on career progression.

11.1.3

Employment Data


According to figures provided by the Swedish Shipowners’ Association for October 2002, their members employed the following personnel on Swedish flagged vessels
:

· 563 Masters and 938 Deck Officers on Swedish conditions and 133 on TAP conditions.

· 401 Chief Engineers and 412 Engineer Officers on Swedish conditions and 89 on TAP conditions.

· 1864 ratings including cooks and mess men, on Swedish conditions and 410 on TAP conditions.

· 2685 hotel personnel on ferries and passenger vessels.

Estimates of the employment of Swedish officers on non-Swedish flagged vessels owned by members of the Swedish Shipowners’ Association are:

· 74 Masters, 95 Deck Officers, 74 Chief Engineers and 80 Engineer Officers. 

Other employment data:

· The company Star Cruises is managed by a Swedish management company and employs an estimated 280 Swedish Deck and Engineer Officers.

· The Swedish Maritime Administration employs some 235 pilots and 320 officers and ratings on pilot boats, icebreakers and other vessels operated by the Authority.  

· An estimated 1000 Deck and Engineer officers are employed in Swedish controlled vessels under foreign flag.

· Small costal ferries and passenger vessels below 500 GT employ approximately 1,000 Deck Officers, primarily holding class 6-8 certificates, and 1,300 ratings, during the summer season and perhaps 800 officers and ratings during the rest of the year.

· Many merchant marine officers will at some stage join the naval defence but only a few will stay there permanently as more than reservists.

A study into the behaviour of merchant marine officers in the 1990’s by Janhunen and Schröder
, on behalf of the Swedish Shipowners’ Association, verified that a total of 795 students graduated from the two academies in 1998; 503 persons or 63 % as Deck Officers and 292 persons or 37 % as Engineer Officers. This study presented the following information:

· Promotion was faster in the engine room than on the bridge. Whilst only 16% of Deck Officers covered by the study who had obtained a full Masters certificate held a position requiring that license, the equivalent figure for Engineer Officers was 52 %. 

· Retention amongst those with a rating background was higher than those who entered directly onto the officers’ education programme, without first being a rating. The data showed that 10 out of 25 graduates who entered directly into the officers’ education programme had left the sea, while the figure for graduates with a rating background was only 5 out of 27.

Janhunen and Schröder provide a valuable source of information relating to seafarer employment and careers in another study
. This study attempts to map the career paths of Deck Officers graduating from the Gothenburg Chalmers Academy in the years 1965-70-75-80-85-90 and 95. The study is based on questionnaires sent to 228 identified graduates, of which 141 (67 %) answered. This study presented the following information:

· 80 out of the 141 Deck Officers, or 57%, were still in a seagoing career.

· Out of the 54 Deck Officers now working ashore, 26 left the sea within the first six years after graduation. 

· Including those who had been employed ashore but had returned to sea, 72 or 52% of 138 Deck Officers, had at some stage left the sea.

· Of 78 Deck Officers remaining at sea, 23 or 29.5% had plans of leaving; including 17 or 41.5% of 41 of the youngest graduates from 1990 and 1995.

· 28 out of the 54 Deck Officers who left the seagoing profession did so to take up jobs that they had not applied, but that had been offered to them.

· 52 or 37.4% of 139 Deck Officers have obtained additional formal education as: officers with the naval defence (13), in finance (12), maritime business (4), Engineer Officers (4), law (3). 

· Of 97 Deck Officers without additional education, 30 expressed the intention to undertake it later.

· 64 of 72 or 89 % of Deck Officers in shore-based employment are active within the maritime cluster. 18 are involved in shipping companies, 10 are with the maritime administration, 9 with ports, 9 in cargo handling, 6 in insurance, 5 in the inspection industry, 4 as shipping brokers, 4 as freight forwarders, and 3 in ship management.

· 32 or 58% of 55 Deck Officers in shore-based employment indicated some interest in, or were not totally opposed to, the notion of returning to sea.

It was noted by the authors of this report that the sample size was relatively small, including only one fifth of the graduates, and that only the Chalmers Academy was covered, leaving out evidence of possible geographic differences. It should also be noted that this data was collected in 1997. 

A majority of Deck Officers will stay within the maritime cluster when they go ashore. Besides ferries and other domestic officers’ jobs at sea like fishery inspection and pilotage, the jobs are within logistics, insurance, surveying, agencies, maritime equipment and product sales representatives, maritime education and administration and with the shipping, manning and management companies in a range of functions. Recent year’s introduction of demanding requirements like the ISM and ISPS Codes
 has created a range of new job opportunities, mainly for Deck Officers.
In the maritime sector, Engineer Officers are employed by shipping companies, insurance companies, classification societies and by the equipment and engine manufacturers. Some become self-employed offering consultancy or repair services both within and outside the maritime sector.

There is a general optimistic feeling regarding the future of the Swedish maritime industry, and this is also the case in relation to the recruitment, supply and employment of Swedish seafarers. There are some differences of opinion between employers and employees, but a strong shared will to address and solve problems.

There is no unemployment at present, but a lack of qualified Engineer Officers, which to some extent is accredited to the lack of junior officer positions, which in turn is seen as the result of the TAP system. There is also general concern that too few junior officers are recruited and educated, taking into account the large number of Swedish officers that are getting close to retirement.

With currently only 70 Deck Officers graduating each year, and an annual requirement of approximately 25 experienced officers for pilotage alone, the problem of a lack of qualified officers is very possible.

The sector of small costal passenger vessels also anticipates a manpower shortage in the future. In the Swedish system there is 2,500 valid certificates of class VI to IIX, of these 1,000 are active in this sector. The problem is that of the 2,500 certificate holders, 1,300 are above the age of 50 and only 450 are below the age of 37. This may lead to the increased recruitment of deep-sea officers into the coastal passenger sector. The solution proposed by the industry is to introduce a specific education programme for this sector, which would only require integrated sea time in these types of vessels.

The requirement for sea time on international trade, in order to obtain the higher certificates of competency, has also reported to be a problem in relation to larger vessels. The imbalance towards domestic and local trade’s results in a lack of jobs in the deep-sea fleet, which forces young officers towards foreign flag, in order to obtain the sea time required to obtain their higher certificates of competency. Recently, German owners, in need for EU seafarers for their own shipping revitalisation efforts, have been very active in the Swedish officers market.

11.1.4    
Specific Characteristics of the Member State

· Officer cadet recruitment is very successful, as evidenced by the fact that the maritime academies have four to five applicants for each place offered.

· Former ratings still supply a significant 20 % of the students at the officers’ academies. The ratings position is not seen as lifelong vocation, but very much as a step towards either becoming an officer or leaving the seafaring profession.

· It is generally agreed that promotion within the officer ranks is faster today than it used be a few years ago. The upturn in Swedish shipping following the introduction of the TAP system, and the prospect of a tonnage tax system, together with an aging senior officer profile, is expected to create opportunities for fast promotion in the coming years.

· The Swedish maritime industry perceives a seagoing career as one phase of a more diverse career. The trend is that fewer officers stay at sea for their entire career, and more leave earlier. The indications are that 40 – 50% of Deck Officers will have left the sea within the first 10 years after graduation, and that 50 – 60% of the Engineer Officers will have left the sea within 7 – 8 years after graduation. It is also thought that close to half of the Engineer Officers never go to sea after graduation, but proceed directly to a shore job.

· Retention amongst those officers with a rating background is higher than those who entered directly onto the officers’ education programme, without first being a rating.

· For Deck Officers, the career path away from deep-sea sailing, and towards shore-based employment, is facilitated by the availability of positions in the very large sector of small coastal passenger vessels, as well as other domestic, or semi domestic, passenger or cargo services.

11.1.5

Significant Shore-based Sectoral Descriptors

Utility Industries, Heat, Power and Waste Management

This is a traditional area of shore employment for Engineer Officers and motormen. The jobs in this sector often have some similarities with the Engineers’ shipboard jobs, by involving watch keeping duties and operations monitoring, but there may also be other duties. However, the percentage of former Engineer Officers in this area has decreased considerably during the last 10 – 20 years. It is thought that as many as perhaps one third used to be former seafarers, where today only a few are found. The explanation given is that in recent years there are ever fewer seafarers available for recruitment.

The preferred candidate has experience from a few years at sea, but may also come from other occupations. Mobility is low, but people will change between different plants, and to some extent, to and from similar jobs in the refineries or with other industrial plants. Some understanding of economics and business is valued. Additional training will mainly be specific to the job. The general impression is that ex-seafarers comprise a well qualified group.

The sector offers a flatter organisation today with limited scope for vertical progression. The normal starting position is as operations engineer, above which is the operations manager, the general manager and the CEO. The engineer may become operations manager and in some instances general manager. Other opportunities for development and progression are to become a workshop or project manager in a special support function.

No shortage of manpower is felt at present, but it is anticipated in the future. The failure of the initiative to educate civilian engineers in operations is regretted and has resulted in ongoing considerations about establishing a “Land Engineers’” education at the maritime officers’ college.

General Public and Maritime Administration and the Private Inspection and Surveying Industries 

Interviewees mention the Swedish Maritime Administration as the largest single employer of Deck Officers besides the shipping companies. Even though this is partly due to the high number of pilots, the inspection and surveying industries form a major field of employment for Deck and Engineer Officers alike. In addition to the Maritime Administration, this type of work is undertaken primarily by the classification societies, but also by, and on behalf of insurance companies, shipping companies, cargo forwarders and receivers and others.

This is a diverse, attractive and growing industry. New regulatory requirements like the ISM and ISPS Codes
, as well as increased legal liability and an attention to public image, have created a range of new job opportunities in this industry of control, verification and implementation.

Ideal candidates are relatively young but experienced officers with good social and communicative skills. More specifically, good customer service awareness is highly valued.

This career will always involve substantial job specific and ongoing training. The starting position is working directly with clients, but after some years, the career may progress either towards ad-hoc, project and specialist functions, or towards general management at various levels. At this stage, additional training and education will be more specialised and tailored to individual requirements. 

This is a growing industry that is already attracting a high number of experienced officers, but it is attractive in terms of salary as well as personal development and career opportunities, and there is no indication of a supply shortage. On the contrary, applicants, who may have waited for years for the right opportunity, will approach employers. 

Shipping Companies

Many former seafarers will permanently settle ashore following a transfer of employment, from a vessel of a shipping company to the shore side administration and management of the company. Here they will mainly fill positions with the technical operation and maintenance of the fleet in all its aspects, including cargo handling and shore side installations like port terminals, personnel, safety, security etc. This is as opposed to the commercial side of the company, to which the officers will only very rarely find their way.

Officers will most often be recruited directly from the fleet, often through a system of rotation. Many different types of jobs are offered, and an equivalent diversity of qualifications is required. In general terms, there are two career paths: one in general operation, or project and specialist functions, and one aiming at general management, although the two may be combined. 

Ideal candidates are often relatively young but experienced officers with good professional, social and communicative skills. The career will always involve substantial job specific and ongoing training. At the management level, substantial additional training and education will often be an integral part of the process.

Developments in this sector reflect that of the Inspection and Surveying community. Ever growing regulatory requirements like the ISM and ISPS Codes
 have created a range of new job opportunities

This is also an attractive career path in terms of salary as well as personal development and career opportunities. As the shipping companies have the pick of the crop of their own employees, there is no indication of shortages. The requirement for shore side personnel does imply a loss of seafaring staff, where the shortage may be more problematic.

11.1.6

Table of Sectoral Representatives Interviewed

	Sector:
	Organisation:
	Representative:

	The Shipping Industry
	Swedish Shipowners' Association
	Per A. Sjöberger

	The Shipping Industry
	Swedish Shipowners' Association
	Jan Ifwarsson

	Maritime Education
	Kalmar Maritime Academy
	Rolf Zeeberg, 

	The Shipping Industry
	Sveriges Fartygsbefäl-förening, Officers Union
	Christer Lindvall 

	The Shipping Industry
	Sjöbefälsförbundet, Officers Union
	Christer Themnér, 

	Maritime Administration
	Sjöfartsverkat
	Olle Wadmark, 

	Maritime Education
	Gothenburg Maritime Academy
	Lars-Eric Carlsson

	Maritime Administration
	Sjöfartsverkat
	Jan Peter Elf

	Port Management
	Port of Gothenburg
	Peter Svanberg

	Shipping Agents and Forwarders 
	Sveriges Skeppsmäklareförening 
	Berit Blomqvist

	The Shipping Industry
	SWEREF
	Leena Tegevi

	The Shipping Industry
	Walleniusrederierna
	Goran Lindström, 

	The Shipping Industry
	Silja Line
	Ulf Samuelson


11.2
CAREER PATH MAP FOR SWEDEN


United Kingdom


12.1 COUNTRY REPORT FOR UNITED KINGDOM

12.1.1   
Socio-economic and Cultural Background

The UK’s geographical position and the volume of its trade makes UK waters some of the busiest for shipping in the world, with 95% of its trade by weight arriving or leaving at sea. As an island nation, the UK has a strong maritime tradition, both in shipping and in related maritime sectors. Following a decline in its merchant fleets in the last quarter of the 20th century, the shipping industry is now showing signs of re-vitalisation. Fifty million people travel to, from and around the UK by ferry each year. We are technological leaders in offshore oil and gas extraction, and strong in marine manufacturing. The Royal Navy is the second strongest navy in the world and London is the world centre for maritime financial and legal services.
 
Both shipping and the overall maritime sector play a significant part in the UK economy. In 2003, UK shipping had a total turnover of almost £6.7 billion (9.6 billion Euros), with container shipping followed by the cruise industry being the main contributors. The maritime sector has turnovers larger than both aerospace and agriculture together, with an annual turnover of £37 billion (54 billion Euros). The maritime sector employs 250,000 people in sectors ranging from shipping and shipbuilding to fishing, marine leisure, ports and maritime services. 

With the introduction of the tonnage tax, the UK owned fleet has more than doubled in the last five years. In 2004, 668 vessels were owned and operated from the UK. This represented UK-registered vessels, other Red Ensign ships and foreign registered vessels, owned in the UK. These three elements of about 5 million gross tonnes each resulted in a total deadweight tonnage for the UK of 16.5 million tonnes. 

The tonnage tax has also been responsible for an increase in the throughput of cadets in recent years. The first cadets trained under the tonnage tax regime are now emerging from the education system, but it will take time to deliver significant increases in officer positions.

In 2003, a national campaign called “Sea Vision” was launched. Sea Vision is a national and local initiative that has brought together 60 organizations and associations from all aspects of the UK maritime sector. Sea Vision has two objectives: to raise the profile of the maritime sector with the general public and specifically to target awareness among the young. Secondly, the initiative aims to set a blueprint for co-operation across the sector for the future. The campaign is led by the UK Chamber of Shipping, and those involved in the initiative include the manufacturing sector (shipyards and marine equipment producers), ports, marine financial and legal services, the leisure sector (both boat-building and recreational activities), Government, the Royal Navy, commercial fishing, academia, professional institutes and societies.

In addition to a National Core Group, Sea Vision uses regional networks and structures to promote the maritime cluster. Existing regional clusters such as Marine South West, Maritime London and Mersey Maritime are part of the regional structure. The campaign uses a variety of material for promotion and supports career events at both national and local levels. 

12.1.2   
Maritime Education and Training System


The UK state education system consists of a number of stages starting at about age five, and is based on a national curriculum. By age 16, most students will sit examinations for General Certificates of Secondary Education (GCSEs). Compulsory subjects include Maths and English and Science. From age 14, students who wish to take more work-oriented qualifications can study for National Vocational Qualifications, beginning at Level 1 at this age. There are five NVQ levels. Foundation and Intermediate general vocational qualifications (GNVQs) provide a basis for this system but are now being replaced by “vocational” GCSEs. Options after GCSE’s include advanced level qualifications at college  (“A” levels) or work related qualifications. 

Currently, there are five entry routes into the UK Merchant Navy, as shown in the figure below:

Figure 5.  Entry routes into the UK Merchant Navy
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All entrants must be in good health and pass a statutory medical examination before being employed at sea. A good standard of eyesight is also required for prospective deck personnel. Individuals will need to be sponsored by a shipping company or training provider.

For Deck and Engineering ratings, there are two entry routes, the marine traineeship and the marine apprenticeship, depending on entry qualifications. 

The marine traineeship develops seafarers for employment in the deck or engine-room department of a ship, in support of the Officer of the Watch. Trainees have employed status, and will be taken on as part of the normal complement of the ship’s crew, receiving training through alternating periods at marine college and on the job training on board ships at sea.  Both Deck and Engineering trainees will be trained to support the maintenance and operational functions of the ship, and in the event of contingencies, to participate in emergency teams and take charge of survival craft. For the Marine Traineeship you will need to have at least 3 GCSEs, a Foundation GNVQ, or equivalent.


The Marine Apprenticeship develops seafarers for the role of Officer of the Watch in the deck or engineering department of the ship, and involves considerable responsibility in monitoring and controlling operations during watch (shift) duties. Apprentices have employed status, and like trainees will be taken on as part of the normal complement of the ship's crew, receiving training through alternating periods at marine college and on the job on board ships at sea. For the Marine Apprenticeship entry route, applicants will need to have at least 4 GCSEs in English, Mathematics, Physics or a Combined Science, or intermediate GNVQ or equivalent.


Deck apprentices will be trained to manage a small team of people to control work in support of the ship in a broad range of operations, depending on the function of the ship. This may include loading and discharging cargo, direction and care of passengers, dredging and survey operations, supply and emergency support to offshore installations etc. Deck apprentices will develop their competence to take charge of the navigation of the vessel.  Engine-room apprentices will be trained to manage a small team of people to monitor and control the engine-room machinery and services in support of the ship's operations at sea and in port, including maintaining machinery and equipment. They will develop their competence to take the role of duty engineer in a periodically unmanned engine-room. Both Deck and Engineer apprentices will learn how to control or guide other people in response to contingencies or emergencies, and the protection of persons and the environment.

For Officer Cadet Training, successful applicants can enter with at least 4 good GCSEs in English, Mathematics, Physics or a Combined Science; or with “A” levels (or Scottish equivalents), or with an Intermediate GNVQ or equivalent. The training programme is designed for those who are seeking to become an officer and progress through the ranks as junior officer, senior officer, chief mate or second engineer to master or chief engineer officer. The training typically lasts 3 years and follows the pattern of alternating periods at sea and at marine colleges ashore. The planned programme of experience at sea is undertaken under the direction of qualified ships officers. 

Sponsored degree courses are also available for those who want a degree-based education and who have an interest in a seafaring or shipping industry career. Degree options include Merchant Ship Operations, Nautical Science or Nautical Studies linked to seafarer training for the deck department, and in Marine Engineering degrees for the engineer department. A number of shipping companies offer sponsorship for these degree courses. Training lasts approximately four years, of which three are spent at university/college. The other year will enable the development of seafaring skills, to complete the sea-service needed for the initial professional Certificate of Competency, and to provide shipboard experience. It can be undertaken at various stages throughout the programme, depending on the sponsoring company and University/college, and will either be as a sandwich-based model or as the final year. Entry is in accordance with the admission requirements of the University/college concerned and typically will include mathematics and/or physics at “A” Level. 

A graduate entry for both Deck and Engineer Officers is possible and is designed for graduates with a science based background who wish to progress to the highest levels of professional certification (i.e. Master and Chief Engineer) in the shortest period of time. Candidates will need to have a science-based or related degree.

A new framework of a two-year Foundation Degree is being introduced nationally in the UK. Partnership and collaboration between employers and providers of higher education, the planned integration of work-based skills and academic learning and the relevance of skills and their application in a work-based environment are all central to the concept of the Foundation Degree. These and other key characteristics align very closely with the planned and progressive nature of cadet training in the Merchant Navy. So far as the Merchant Navy is concerned, it is envisaged that:

1. training schemes incorporating a Foundation Degree will become the mainstream entry for those who are recruited and trained as officer cadets (i.e., those individuals who are committed to going to sea from the outset but who may progress in different directions at a later stage of their careers);

2. an under-graduate entry route based on the more traditional form of three-year Honours degrees will continue to be offered to any individuals who are attracted to a career in the maritime sector but who are not committed from the outset to employment at sea;

3. alternative training programmes will continue to be available for those sections of the industry where degree-level programmes are not appropriate and to provide an entry route for potential officers and ratings who have the right attributes, motivation and ambition to succeed but not the academic standard appropriate for Foundation Degree entry.

The revised framework will be phased in over the next two to three years, with a target for the first Foundation Degrees to be available as from September 2006. It is expected that the existing schemes will continue for some time after that. This will provide the basis for the ‘alternative’ route, ensure continuity of supply during the transitional period and provide a fallback position should there be any difficulties in recruiting for the Foundation Degree.

12.1.3

Employment Data

Since 1997, an annual analysis of UK Seafarers has been published. The data given in this section is from the latest analysis available for 2004
. The tables include data from 1997 to allow for trends to be observed.

Table 10.   Summary of employment data for estimated number of UK seafarers 1997 - 2004

	
	1997
	1998
	1999
	2000
	2001
	2002
	2003
	2004

	Officers
	
	
	
	
	
	
	
	

	TOTAL
	17026
	16128
	15419
	15970
	13300
	14655
	16477     
	15514

	Active at sea
	14302
	13548
	12952
	13415
	11172
	12310
	13841     
	13032

	Deck
	6722
	6368
	6087
	6439
	5340
	6143
	6921
	6777

	Engine
	7580
	7180
	6865
	6976
	5832
	6167
	6920
	6255

	Dual purpose
	
	
	
	
	
	
	
	22

	Ratings
	
	
	
	
	
	
	
	

	TOTAL
	10860
	10795
	8925
	10331
	6395
	8897
	10554
	9621

	Deck
	
	
	2617
	2450
	1924
	2983
	3265
	3479

	Engine
	
	
	884
	835
	710
	911
	1164
	989

	General purpose
	
	346
	520
	57
	699
	612
	462
	

	Trainees
	
	
	
	
	
	
	
	

	In training
	
	
	779
	981
	1020
	1012
	1053
	1124

	Officer cadets
	
	
	779
	981
	1020
	1012
	1002
	1033

	Ratings
	
	
	
	
	
	
	51
	48


Notes:


1. The difference between total officers and “active at sea” is based on an assumption that 16% of certificated officers work ashore. This is taken as a mid-range assumption between 9% and 21% from previous studies.


2.  The figures for officers also assume a retirement age of 62. Such assumptions 
affect the figures but it is believed that this gives the most realistic set.

Table 11.  Total Employment in the UK Maritime Sectors

	
	Maritime Sector
	Estimated Number of Personnel Employed

	1
	Classification Societies
	2896

	2
	Consultants/surveyors
	9150

	3
	Port Services
	3526

	4
	Terminal Operators
	7228

	5
	Towage/Salvage/Dredging
	4727

	6
	Ports
	8909

	7
	Marine Lawyers
	2344

	8
	Marine Insurance and P&I
	3375

	9
	Ship Finance
	834

	10
	Ship Brokers and Charterers
	2511

	11
	Ship Agents
	8482

	12
	Marine Equipment and Information Technology
	39266

	13
	Marine Engineering
	7321

	14
	Non-Federated Shipowners and Offshore
	14637

	15
	Federated Shipowners and Offshore
	5012

	16
	Ship and Crew Management
	2488

	17
	Maritime Schools
	1962

	18
	Miscellaneous
	7182

	
	TOTAL
	131850


Source: Gardner, B. M., Marlow, P. B., Naim, M.M., Nair, R.V. and Pettit, S.J. “The UK economy’s requirements for people with experience of working at sea 2003” Report to the DfT Contract No; PPAD 9/70/15  

The table above shows that the central estimate for total employment in the maritime industry is 131,850 employees. The confidence interval attached to the central estimate indicates there is a 95 per cent probability that the actual number in the sector lies somewhere between a lower limit of 120,433 and an upper limit of 143,267 employees. Gardner’s 2003 study also estimated that 15,700 jobs were identified that employers would prefer to fill with ex-seafarers. 8,800 jobs were identified where employers consider it to be essential to employ former ships’officers.

12.1.4      Specific Characteristics of the Member State

· Tradition of ex-seafarers working in shore-based sectors, particularly in the City of London; 
· Recent development of regional maritime “clusters” and the “Sea Vision” campaign;

· New Foundation degree system planned to combine both academic and vocational requirements;

· Popular destinations for ex-seafarers include technical management, consultancy and surveying. 
12.1.5 Significant Shore-based Sectoral Descriptors

This entire Section is taken from Appendix 4 of Report to the UK Department of Transport by Gardner et al and is a description of the sectors categorised in the Table above.

Classification Societies

Classification societies in the UK employ a range of qualified personnel including naval architects. Lloyd’s Register has been a major employer of ex-seafarers but both Det Norske Veritas and American bureau of Shipping employ ex-UK seafarers. Classification societies often employ ex-engineer officers as surveyors and, in the past, will most likely have had seagoing experience as a Chief Engineer and hold an Extra Chief Engineer’s certificate. Consequently, they will have attained Chartered Engineer status. 

Lloyd's Register
 has a graduate training programme for graduates with an honours degree in marine or mechanical engineering, naval architecture or electrical and control engineering. Degree courses undertaken in the United Kingdom must be accredited by the UK Engineering Council, to satisfy stage 1 of their requirements for achieving chartered engineer status. Degree courses undertaken in other countries must be recognised by an equivalent national professional body in the locations concerned. 

Successful applicants to the programme will normally undertake a training period of two years depending on their experience. This will consist of training in various London office departments, practical survey training in Lloyd's Register field offices, attending technical and vocational courses, shipyard experience and time at sea.
Consultants and Surveyors

Companies or individuals in this category are involved in a wide range of maritime related work. They may be engaged in surveying activities such as marine surveys, statutory surveys, condition surveys, and cargo surveys or in providing technical advice to the legal profession or in arbitration cases. Some firms specialise in economic related maritime consultancy work. They will often undertake work on behalf of third parties such as insurance companies, P and I clubs, average adjusters and vessel charterers. Some surveying firms also provide technical advice to insurance companies, legal firms, banks and other companies operating within the maritime related sector. 

Cargo surveyors generally work for third parties. They are often engaged to provide advice to marine cargo insurance underwriters in matters relating to liability claims and loss assessment. They undertake loss and damage surveys in the event of cargo sustaining damage during transport and may also provide advice on loss prevention measures prior to the dispatch of cargo. They may also be required to act as expert witnesses.

Marine Surveyors are usually former Merchant Navy deck officers with a an unlimited Masters or Chief Engineers certificate. Over 90 per cent of the present members of the Institute of Marine Surveyors hold this qualification. Some ship surveying firms also conduct draught surveys, bunker surveys and marine engineer repair surveys. For the latter two types of work they generally employ former Merchant Navy Engineers, usually with a an unlimited Chief Engineers certificate but sometimes with an unlimited Second Engineers certificate.

Most firms in this business category are small, often ten or fewer employees, including clerical staff. Professional staff are largely ex-seafarers, usually former deck officers with an unlimited Masters or Chief Engineers certificate.

Port Services

Businesses in this category are companies supplying stevedoring and cargo handling services and companies providing pilotage services that have not been included under ports. Very few ex-seafarers are employed by stevedoring or cargo handling companies. Where they are, however, they tend to be ex-Deck Officers holding an unlimited Masters or Chief Engineers certificate. Such people are employed either as cargo superintendents or in general management. Businesses providing pilotage services, on the other hand, are major employers of ex-seafarers. Former deck officers are employed as pilots and are usually required to hold an unlimited Masters or Chief Engineers certificate. Former ratings are employed as launch or pilot cutter crews.

Ex-seafarers are employed by pollution control companies as oil pollution vessel crews and in a wide range of other jobs. Former deck ratings are employed as boat handlers; former deck and engineer officers with Officer of the Watch (formerly Class 3 or 4 certificates) as oil spill technicians and unlimited Masters or Chief Engineers certificate holders as marine and engineer superintendents and as technical, sales and commercial managers. Some former seafarers are directors of such companies.

Ports and Terminal operators

The port industry remains a major employer of ex-seafarers, particularly former Merchant Navy Deck Officers and ratings. Former Deck Officers employed as Harbour Masters and pilots are generally required to hold an unlimited Masters or Chief Engineers certificate.

Towage, Salvage and Dredging 

Towage companies with tugs working in river estuaries employ former seafarers as officers and ratings on their tugs and some as shore-based personnel. The requirement for shore-based personnel is, however, limited. Salvage companies employ former seafarers as marine and engineer superintendents, safety officers and salvage masters. Such employees are generally required to hold an unlimited Masters or Chief Engineers certificate, although some may hold an unlimited Chief Officers of Second Engineers certificate.

Dredgers can either be employed in capital or maintenance dredging within a port area or in aggregate dredging offshore. Essentially, dredging companies, like towage and salvage companies, are specialised shipping companies. Their requirements for shore-based personnel with seafaring experience are, consequently, similar. Former seafarers, therefore, are employed as marine and engineering superintendents and in other technical capacities. Some are also employed as dredging superintendents where they have gained the necessary experience on leaving deep sea employment.

Ex-naval personnel are employed as hydrographic surveyors by some companies. Where former seafarers are employed, they will usually hold the appropriate qualification for the level of the job. Marine and engineering superintendents will, therefore, normally have an unlimited Masters or Chief Engineers certificate.

Maritime Law

Companies within this category provide legal advice and services covering a wide range of maritime activities. Small legal firms tend to buy-in their non-legal technical expertise from consultants, but larger firms, with fifty or more employees, may employ former seafarers to provide such expertise in-house. Former seafarers working for them may be employed on casualty investigation work or, if appropriately qualified, as legal executives or lawyers.

Marine lawyers, who are also ex-seafarers, are usually former deck officers an unlimited Masters certificate. In addition to their professional legal qualifications, they often hold a maritime related degree. Some former seafarers are partners in legal firms carrying out maritime work.

Marine Insurance, Protection and Indemnity Clubs and Loss Adjusters,

The marine insurance market in the UK is composed of various insurance companies and Lloyd’s of London. Former seafarers are seldom employed as marine insurance underwriters. Where their technical knowledge is required, it is usually bought in. Some companies, however, employ former seafarers in their marine claims department as specialists. Where a business itself specialises in marine claims work, they provide the technical expertise to evaluate claims. In such businesses ex-seafarers are employed as consulting surveyors, energy surveyors, average adjusters and claims executives. For these types of job an unlimited Masters or Chief Engineers certificate is usually required, and the nature of the job will determine whether a former Deck or Engineer Officer is employed.

P and I clubs are formed by shipowners to secure cover for risks which are beyond the scope of normal marine insurance risks. Such clubs are, therefore, a specialised sector of the marine insurance market, i.e., mutual indemnity. Former seafarers may be employed by such clubs as surveyors in their condition survey department or as claims executives. They may also, occasionally, be employed as underwriters. Clubs usually look for either people with a seafaring or legal background to work as claims executives. For survey work, the clubs require former Deck or Engineer Officers with an unlimited Masters or Chief Engineers certificate. For claims handling and loss prevention work they generally prefer former Deck Officers with this qualification.

Loss Adjusters may employ former seafarers as loss adjusters or as marine surveyors. For the former type of employment either ex-Deck or ex-Engineer Officers may be required and for the latter type ex-Deck Officers. Such people are usually required to have an unlimited Masters or Chief Engineers certificate.

Ship Finance

Clearing banks and other institutions within this category, which provide shipping companies with loan capital and other forms of finance, do not generally see that there is any advantage to be gained from employing seafarers because of the technical expertise they possess, unless they also have other qualifications and skills which are more relevant to their specific line of business.

Where technical expertise is required it is bought in from consulting or surveying firms. Such companies, however, do recruit shore-based shipping company personnel with financial management experience and, therefore, may occasionally recruit former seafarers who have gained such experience with a shipping company.

Ship and Cargo Broking and Ship Chartering

Broking firms provide services to international commodity traders and to tramp vessel owners. Chartering firms are generally involved in chartering in vessels to provide shipping services within the bulk sector. Some former seafarers are employed as chartering or sale and purchase brokers, but seafaring experience is not generally considered to be a prerequisite for such jobs. Seafaring experience is considered useful, however, in sale and purchase matters, particularly when the handover from one owner to another takes place.

Many larger ship broking firms which have other shipping interests besides broking employ former seafarers. They are often not employed, though, in a broking capacity, but as terminal managers, husbandry managers and operations managers or in agency work. For such jobs they are required to have appropriate seafaring qualifications. Good interpersonal skills are seen as being an essential requirement for a broker. Former seafarers may not always possess such skills.

Most Chartering companies are small, employing less than ten personnel; some are subsidiaries of larger foreign companies Former seafarers are usually employed in a technical capacity as operations managers or supervisors or to provide support to the chartering function by carrying out tasks such as technical audits. They may also be employed as marine or engineer superintendents, but this is not likely. Such jobs usually require an unlimited Masters or Chief Engineers certificate.

Ship Agents

Companies in this category provide shipping companies with liaison services for their ships while in port. They liaise on the ships behalf with bunkering, stevedoring and other contracting companies and provide other services, such as accounting, where necessary. They will, for example, arrange for the berthing and un-berthing of ships and for tugs and fire fighting services if required.

Most firms within this category are small, few employ more than thirty people. While some employ former seafarers, the consensus of opinion appears to be that the positions they fill could be easily filled by non-seafarers. For run of the mill agency work, the technical expertise which seafarers possess is seldom required.

Marine Equipment Suppliers and Information and Technology

Companies in this category provide a wide range of job opportunities for former engineering officers in particular, although the numbers employed by individual firms are generally small. Firms that manufacture more sophisticated equipment are more likely to employ ex-seafarers as salesmen or for providing technical advice in the use of equipment. This provides job opportunities for former Deck Officers as well as Engineer Officers.

Many former seafarers employed in this business category hold an unlimited Masters or Chief Engineer’s certificate, although some jobs may not require this level of qualification.

Marine Engineering

Employment opportunities for ex-seafarers in marine engineering are mainly for former Engineer Officers. They may be employed as system and control engineers or as electrical and engineer designers. Former Royal Naval officers are preferred for many of these jobs. Ex-Merchant Navy personnel are also employed as superintendents and helmsmen.

Shipping and Offshore Companies

Shipping companies employ former merchant seafarers usually in fleet management jobs. Such employees generally hold an unlimited Masters or Chief Engineers certificate and depending on the nature of the post could be either former Engineer or Deck Officers. Offshore companies are also engaged in water based maritime operations. Their requirement for shore-based personnel with seafaring experience is, therefore, similar to that of shipping companies. Ex-seafarers are, consequently, employed in similar capacities and are required to have the appropriate level of qualification for the job. Among the jobs that they fill in such companies are those in marine safety management. They are also employed in other technical management capacities, including quality control and as marine and engineer superintendents as well as in chartering operations and in technical training.
Ships’ Crew Management

Ship Management companies are capable of providing shipowners with a complete range of management services for their vessels. They may takeover the whole operation of managing a fleet of ships for an owner or only some of the functions. They, therefore, employ former seafarers in the same capacities as shipping companies, which own and manage their own ships. Consequently, former seafarers are primarily employed as marine and engineer superintendents and as ship operations managers. Such employees are usually required to hold an unlimited Masters or Chief Engineers certificate.

Crew Management firms provide an employment agency service for shipping companies and other firms in the maritime related sector seeking to recruit seafarers. They are also sometimes involved in activities relating to the training of cadets as well as their recruitment. Former seafarers employed in this type of personnel work are usually either ex-Deck or ex-Engineer Officers with at least an Officer of the Watch certificate. Many hold an unlimited Masters or Chief Engineers certificate.

Education and Training

Four mainstream nautical colleges: Blackpool and Fylde College, South Tyneside College, Glasgow College of Nautical Studies and Warsash Maritime Centre are the main providers of professional maritime education and training in the UK. Other establishments provide different types of specialised training for maritime activities or higher education services. The four main colleges are employers of ex-seafarers, mainly former officers. Most hold at least an unlimited Masters or Chief Engineers certificate.

Miscellaneous

This category includes non-profit and charitable organisations, Seamen’s missions, publishing, representative organisations and public sector agencies.

Non-profit and charitable organisations are concerned mainly with the welfare and education of both seafarers and ex-seafarers and with the maintenance of the national maritime heritage. Depending on their function, they may see it as a requirement or an advantage to employ ex-seafarers but often this is not the case.

Publishing companies in this category include the specialised maritime press and publishers of trade journals and books. The more specialised technical journals and the maritime press tend to see it as an advantage to employ at least one ex-seafarer but the business related publications generally do not.

This category also includes organisations like the RNLI, Trinity House and the Maritime and Coastguard Agency (MCA). These organizations are large employers of former seafarers, particularly ex-petty officers and ratings. This category also includes the maritime unions. Former officers, where employed, often hold an unlimited Masters or Chief Engineers certificate. MCA inspectors have responsibility for operating UK Flag State control as well as the Port state control system in the UK which ensures, among other things, that specific international regulations relating to vessel safety are complied with by vessels visiting UK ports. The Marine Accident investigation Branch (MAIB) has responsibility for investigating accidents to shipping within UK territorial waters, regardless of whether such accidents involve UK registered ships or whether such vessels are merchant, fishing or pleasure craft. The MAIB is also responsible for investigating accidents involving UK vessels in foreign waters. In the past, former seafarers working for this agency in a professional capacity were required to hold an Extra Master’s certificate or Extra Chief Engineer’s certificate or a Class 1 certificate and a relevant degree qualification.

12.1.6 Table of Sectoral Representatives Interviewed

Because of the way in which the UK report was constructed, using existing data and texts, interviews with key personnel were not conducted. However, this report has been reviewed by Mr Richard Matthew (MNTB) and Allan Graveson (NUMAST) and their comments incorporated in the report.
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13.
CONCLUSIONS

The original objective of this study was to provide an overview of the following aspects of maritime employment for ten selected states:

· Possible and actual career paths of seafarers.

· Seafarer manpower requirements at sea and in relevant shore-based maritime industries, where information is available.

· Barriers to the mobility of qualified seafarers between the sectors.

13.1 Possible and actual career paths of seafarers.

The career path maps that have been constructed for each country demonstrate that there are a wide range of possible career opportunities for seafarers ashore. The categories of work are similar across the member states, but the actual career paths taken are a function of the culture of the member state. For example, ex seafaring Engineer Officers enter the power utilities industries in some states, but not in others. 

The career path maps also demonstrate that the take-up of opportunities varies from one state to another. The maps therefore range from a simple structure, such as Greece, to much more complex structures such as Denmark. For example, in Greece, this reflects the fact that most seafarers stay at sea until retirement, whereas in Denmark, most officers do not.

All the maps give an indication as to how the maritime clustering works in the member states and some show the extent to which the cluster has been formalised. The most prominent example of a formalised clustering is the map of the Netherlands.

Although the study was not intended to provide supply and demand figures for seafarers, the maps do give an indication of the flows of manpower throughout the maritime industry in each member state. In some cases actual percentage values for these flows were available.

13.2 Seafarer manpower requirements at sea and in relevant shore-based maritime industries, where information is available.

The seafarer manpower requirements are very much a function of the socio-economic climate and social culture within each member state. Each country report details the situation with respect to their maritime sectors. Each country report also describes the maritime education and training system. As mentioned elsewhere, the differences between these systems are quite significant. This can lead to differing requirements for entry into various shore-based sectors.

In Italy, for example, it is difficult for ex seafarers to work within a Port Authority, as their system requires these employees to have a degree, which few ex seafarers will have. In addition, few seafarers will enter the Maritime Administration in Spain because there is a plentiful supply of maritime graduates who satisfy the entry requirements.

There are some shore-based sectors that are common across all member states as being difficult for seafarers to enter due to the qualification level required. Maritime Law is a good example of a sector in all member states where ex seafarers would need to undertake considerable extra education and training before entry.

There are some sectors that are common across all member states, where maritime skills are considered essential, pilotage being a good example of this. However, most shore-based sectors where ex seafarers are seen as desirable, will look to alternative manpower sources to satisfy their requirements if ex seafarers are not available.

Most of our interviewees, although regretting the likely future shortage of seafarers, did not report any particular concerns about meeting their future manning requirements. 

13.3 Barriers to the mobility of qualified seafarers between the sectors.

The following common barriers to mobility were identified during the course of the study:

· Learned helplessness. Life at sea may make some seafarers unhappy but they lack the personal drive and commitment to do anything about it. 

· Lack of opportunity.  One of the problems of being at sea is that individuals are away from the recruitment and interview circuit. It is more difficult for them to respond to advertisements by deadlines, organise interview dates. They have to rely on family and friends more to bring opportunities to their attention.

· Lack of appropriate management qualifications. The lack of general management qualification for officers seeking shore management positions is an issue.

The following member state specific barriers to mobility were identified during the course of the study:

· Progression from rating to officer. Some countries have established processes for progression and encourage ratings to become officers. In other countries, the difference in rating and officer status is quite marked and there are few who make the transition.

· Lack of equivalent qualifications. In some countries, the lack of qualifications that may be equated easily with shore qualifications is an issue.

In addition to a greater understanding of the issues described above, it was found during the analysis that there were certain interesting similarities and differences between the individual Member States that may have an impact on career opportunities. These are summarised below:

The similarities that are common to all the Member States relate to the nature of seafaring as an occupation, the reasons for employment change, and the processes which seafarers undergo, as a consequence of their occupation.

These factors are as follows:

· The personal qualities of successful seafarers in relation to both the nature of seafaring and to shore side employment;

· The reasons for choosing to go to sea initially;

· The reasons for staying at sea;

· The reasons for coming ashore;

· The general processes and problems which seafarers undergo in order to progress their careers ashore.

There are also a number of common factors that are markedly different in each Member State. These factors are a function of the cultures of the individual country. The following common factors, which have an influence on seafaring careers and maritime industries, have been identified during the analysis for this study:

· The geography and location of the country;

· The strength of the family culture;

· The maritime education and training system.

A comparison between these maritime dimensions and known dimensions of culture reveals some interesting relationships:

· The relationship between the presence and strength of clustering between maritime sectors and the power distance dimension;

· The relationship between the presence and strength of family connections and the individual versus collective dimension;

· The relationship between individual mobility and the Uncertainty Avoidance dimension.

These factors and relationships affect the way a maritime industry, or a cluster of different sectors, develops in individual countries. Although there may be common solutions to some of the issues of modern European shipping, for example, in the way career opportunities may be promulgated to young people, or in the harmonisation of MET systems, this study concludes that because of the individual socio-economic situation and culture of each Member State, the development of strategies to improve seafaring and shore-based maritime careers has to be done within these parameters for each State. 

It is hoped that this study has made a contribution to the understanding of those parameters and that individual Member States will be able to learn from each other where it is appropriate, but also to resolve the issues that affect them within their own distinctive maritime and national culture. 
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1. SISSEJUHATUS

1.1. Eesti merehariduse kontseptsiooni vajalikkus ja saamislugu

Eesti on mereriik. Meie elus ja majanduses on merendusel suur osa. Selleks et Eesti võiks ka  tulevikus olla rahvusvaheliselt tunnustatud mereriik, peab tal olema piisaval hulgal mereharidusega juhte ja spetsialiste. Inimressursi arendamise prioriteet toetab ka merenduses kõigi teiste prioriteetide elluviimist nii tööjõu üldise kvaliteedi tõstmise kui ka spetsiaalsete koolitustega seoses muude prioriteetide raames elluviidavate projektidega (ERAK 2003–2006).
Merendus on merega seotud ettevõtete ja organisatsioonide süsteem, mis toimib riigis merenduse enda ja ühiskonna huvides. Laiema mõistena hõlmab merendus kõiki inimesi, kelle elu ja tegevus on seotud merega. 

Merenduses on oluline osa inimeste kvalifikatsioonil. Tulenevalt tegevuste iseärasustest merel ja kokkupuutes merega ning spetsiifiliste ohtude tõttu, mida maismaal ei esine,  peab merendusega tegelevatel inimestel olema lisaks üldisele haridusele ka merealane haridus ja töökogemus.  

Mereharidus on eeskätt selliste teadmiste, oskuste ja vilumuste kogum, mis on inimesele tarvilikud selleks, et olla valmis kutsetööks merenduse alal. Spetsiifiline mereharidus on nõutav ka paljudeks harrastuslikeks kokkupuudeteks mere ja merendusega. Mereharidust antakse kõikidel tasemetel. Merehariduse hulka võib lugeda ka üldisi teadmisi merest ning oskusi ja vilumusi, mis on vajalikud eluks ja tööks mere läheduses või seotult merega, meretavade tundmist jms.  

Tulenevalt eespool toodust jaguneb mereharidus paljudeks suundadeks, aladeks ja tasemeteks. Neid ühendab  merendusalaste mõistete, terminoloogia,  reeglite ja traditsioonide tundmine ja rakendamine. Milline mereharidus  kellelgi peab olema, sõltub sellest, millist osa ta merenduses  täidab. Mingil määral peaks merendusalaseid teadmisi olema igal mereäärse riigi elanikul.

Teadmiste puudumine merest ja merendusest suurendab oluliselt riske ka sellistel merega seotud tegevusaladel, kus spetsiaalne mereharidus ei ole formaalselt nõutav. Nende riskide ja ohtude vältimiseks peab piisavalt mereharidust olema kõigil merendusega seotud aladel töötavatel inimestel,  sealhulgas   merendusettevõtete juhtidel ja spetsialistidel.   

Professionaalset mereharidust saadakse õppimise  kaudu  õppeasutustes, millega kaasneb praktika ja merealane kasvatus. Eriti tähtis on see neile, kel eelnev  merealane kogemus puudub. Et merendus areneb tänapäeval kiiresti, on tarvis ka pidevat enesetäiendamist.
Mitmetes Euroopa riikides on suur vajadus kvalifitseeritud laevaohvitseride järele. Siit tuleneb võimalus koolitada neid Eestis, kui orienteeruda rahvusvahelisele tööturule, samuti võiks kaaluda merehariduse andmist Eestis välismaalastele. 

Eesti merehariduse arendamiseks on vaja teadvustada, millise mereharidusega inimesi ja kui palju vajab Eesti, ning otsustada, kuidas ja kus on neid otstarbekas ette valmistada. Samuti on vaja teada, kui palju merendusspetsialiste oleks otstarbekas Eestis ette valmistada rahvusvahelise tööturu jaoks, ning otsustada, millist mereharidust võiks siin anda välismaalastele. Nendele küsimustele  püüab vastuseid leida käesolev kontseptsioon. 

Eelmine merehariduse kontseptsioon, mis kandis nime “Eesti Merehariduskeskuse Arengukontseptsioon”, koostati ja kinnitati 1993. a. Möödunud seitsme aastaga on arenenud nii Eesti merendus kui selle infrastruktuur, oluliselt muutunud merendusettevõtete töökorraldus, tasemelt tõusnud Eesti Mereakadeemia (edaspidi - EMA) õppe- ja teaduspotentsiaal. Nimetatud dokument ei määratlenud teiste õppeasutuste kohta Eesti merehariduse süsteemis. Kõik see tingibki vajaduse uue, merenduse ja merehariduse tänase päeva olukorda ja tulevikuperspektiive arvestava merehariduskontseptsiooni järele. Käesolevas merehariduse kontseptsioonis ei kajastata algtaseme koolitust, mida  teostavad ja arendavad merendusega seotud ettevõtted põhiliselt iseseisvalt.  

Eesti merehariduse kontseptsioon saab olema aluseks järgmisena koostatavale dokumendile – Eesti Merehariduse Arengukavale ja viimase rakenduskavale.

1.2. Kontseptsiooni koostamise metoodilised alused  

Otstarbeka, nii tasemeõpet kui täiendus- ja ümberõpet hõlmava  mereharidussüsteemi kujundamise lähtekohtadeks on ühelt poolt vajadus erialase haridusega juhtide ja spetsialistide järele tööturul ehk objektiivne haridusnõudlus ja teiselt poolt inimeste arv, kes soovivad seda erialast haridust omandada ehk haridusturu subjektiivne haridusnõudlus. Haridussüsteemi ülesehitamise seisukohast on tähtis  reaalne haridusnõudlus. See on eelmisest kahest vähim.

 Parim on selline olukord, kus need nõudlused on võrdsed. Selle  saavutamist soodustab tööturul pakkumise ja nõudluse vahekorrast tulenev suurem palkade tase kõrgema objektiivse haridusnõudlusega aladel, mis on subjektiivse haridusnõudlusega katmata. Kuid stiihiliselt toimib selline haridusturu regulatsioon väga aeglaselt ning majandusliku situatsiooni kiirete muutuste korral kaasneb sellega ühelt poolt võimalik vajalike spetsialistide puudus, teisalt vähem vajalike ülemäärane ettevalmistamine. Selle vältimiseks tuleb prognoosida haridusnõudlust (töökohtade arvu) ja selle katet pikemaks ajaks, levitada seda teavet potentsiaalsete õppurite hulgas ja orienteerida vastavalt õppeasutusi ja riigipoolset haridustellimust. 
Eesti merehariduse siseturu objektiivse nõudluse hindamiseks on vaja: 

· analüüsida merenduse valdkondi Eestis, neis tegutsevate ettevõtete arvu, töötajate arvu ja koosseisu ning prognoosida nende  arengut;

· prognoosida mereharidusega juhtide ja spetsialistide  vajadust ettevõtetes,  arvesse võttes töötajate praegust arvu,  vanuselist koosseisu, nende töölt lahkumist jm. 
Eesti merehariduse rahvusvahelise turu objektiivse nõudluse hindamiseks on vaja  prognoosida Eestis merehariduse  saanud inimeste rakendamisvõimalusi rahvusvahelisel tööturul.

Subjektiivset haridusnõudlust on vaja prognoosida ühelt poolt erialade ja haridustasemete kaupa, teiselt poolt hinnata, kui suur on nõudlus taseme-, täiendus- ja ümberõppe järgi. Subjektiivse mereharidusnõudluse hindamisel tuleb arvestada ka rahvastikuprognoosi. 

Kontseptsiooni esialgselt soovitud lõpptulemuseks oli  töökohtade arvu prognoos erialade kaupa ning vajaduse prognoos merealase taseme-, täiendus- ja ümberõppe süsteemi  lõpetajate  järele erialade ja haridustasemete kaupa. 
Kontseptsiooni koostamise käigus selgus, et töökohtade arvu täpsemaks prognoosimiseks Eesti merenduses on vaja lähteandmeid, mis praeguses statistikas kas puuduvad või ei olnud kättesaadavad. Mitmed andmed olid, sõltuvalt nende algallikatest, oluliselt erinevad, mistõttu nende kasutamine osutus praktiliselt võimatuks. Usaldusväärsete lähteandmete väljaselgitamiseks teevad valdkonna kompetentsed spetsialistid spetsiaalseid sektoriuuringuid. Seetõttu lähtuti personalivajaduse prognoosimisel peamiselt senisest lõpetanute arvust ja nende rakendatusest  erialasel tööl.

Seoses EMA diplomite rahvusvahelise tunnustamisega on alates 2002. aastast EMA lõpetanud tüürimeestel ja laevamehaanikutel võimalus asuda tööle mistahes maa lipu all sõitvatele laevadele. Rahvusvahelise tööturu nõudlust nendel aladel hinnatakse EMA seisukohast lähtudes praktiliselt täitmatuks. 

Subjektiivse haridusnõudluse hindamisel merehariduse osas võeti aluseks varasemate aastate andmed konkursi kohta  akadeemiasse sisseastumisel. 

1.3. Kasutatud lühendite selgitused

BIMCO – Baltic and International Maritime Council - Balti ja Rahvusvaheline Merendusnõukogu
COLREG – Convention on the International Regulations for Preventing Collisions at Sea, amended - Konventsioon rahvusvahelistest eeskirjadest kokkupõrgete vältimiseks merel

CSC – Convention for Safe Containers - Rahvusvaheline konventsioon ohututest konteineritest

GT – kogumahutavus  – laevaruumide ja kinniste tekiehitiste ruumala mõningate mahaarvamistega (määratakse spetsiaalse valemi järgi)

ERAK 2003 – 2006 – Eesti riiklik arengukava Euroopa Liidu struktuurifondide kasutuselevõtuks – ühtne programmdokument 2003 - 2006

FAL – Convention on Facilitation of International Maritime traffic - Rahvusvaheline mereliikluse hõlbustamise konventsioon

FAO – Food and Agriculture Organisation – Toidu- ja Põllumajandusorganisatsioon

IAMU – International Association of Maritime Universities – Rahvusvaheline Mereülikoolide Assotsiatsioon
IMO – International Maritime Organisation - Rahvusvaheline Merendusorganisatsioon

ISF – International Shipping Federation – Rahvusvaheline Laevandusföderatsioon

ISM Code – International Safety Management Code – Rahvusvaheline Ohutuse Korraldamise Koodeks

ICSU – International Council of Scientific Unions – Teadusliitude Rahvusvaheline Nõukogu

KKPB – kutsekeskharidus põhikooli baasil

KKKB – kutsekeskharidus keskkooli baasil

LLMC 1976 – Convention on Limitation of Liability for Maritime Claims, 1976 -  Merinõuete korral vastutuse piiramise 1976. aasta konventsioon

MARPOL – The International Convention for the Preventing of Marine Pollution from Ships - Rahvusvaheline konventsioon laevade põhjustatud merereostuse vältimiseks

METHAR – Harmonisation of Maritime Education and Training in EC – Merehariduse ja praktilise mereväljaõppe harmoniseerimine EL-s

METNET – Thematic Network on Maritime Education, Training and Mobility of Seafarers  - Meremeeste Väljaõppe- ja Koolitusvõrgustik

SALVAGE 1989 – International Convention on Salvage, 1989 - Vara merepääste 1989. aasta rahvusvaheline konventsioon

SAR – International Convention on Maritime Search and Rescue, 1979 - Rahvusvaheline mereotsingute ja –pääste 1979. aasta konventsioon

SOLAS – Safety of Life at Sea - Rahvusvaheline konventsioon inimelude ohutusest merel
STCW – The Standards for Training, Certification and Watchkeeping for Seafarers - Rahvusvaheline Meremeeste Väljaõppe, Diplomeerimise ja Vahiteenistuse aluste konventsioon

SUA 1988 – Convention for the Suppression of Unlawful Acts Against the Safety of Maritime Navigation, 1988 - Meresõitu ohustava ebaseadusliku tegevuse tõkestamise konventsioon

SRÜ – Sõltumatute Riikide Ühendus

TAK – Transpordi arengukava aastateks 1999-2006

UNCTAD – United Nations Conference on Trade and Development - ÜRO Kaubandus- ja Arengukonverents

UNESCO – United Nations Educational, Scientific and Cultural Organisation – ÜRO Hariduse, Teaduse ja Kultuuri Organisatsioon

UNEP – United Nations Environment Programme – ÜRO Keskkonnaprogramm

UNFCCC – United Nations Framework Convention on Climate Change – ÜRO Kliimamuutuste Raamkonventsioon

VALGE RAAMAT – Euroopa transpordipoliitika aastani 2010: Aeg otsustamiseks

VTMIS – Vessel Traffic Management and Information System - Laevaliikluse korraldamise ja teabe süsteem

VTS – Vessel Traffic Services - Laevaliikluse korraldamise teenistus

WCP –World Climate Program – Ülemaailmne Kliimaprogramm

WMO – World Meteorological Organisation – Ülemaailmne Meteoroloogiaorganisatsioon

2. EESTI MEREHARIDUSE KONTSEPTSIOONI LÄHTEKOHAD

 2.1 Eesti merendus maailma ja Euroopa poliitika, majanduse ja merenduse taustal 
Dokumendi ERAK 2003–2006 kohaselt on Eesti eesmärgiks integreerumine üle-euroopalisse transpordivõrgustikku ja vastava EL poliitika võimalikult täielik järgimine. Euroopa Liidu teede, telekommunikatsioonide ja energiavõrgustik (Trans-European Network) ühendab Euroopa ühtseks tervikuks, et tugevdada majandust, luua töökohti ning parandada kõigi kodanike elukvaliteeti.

Euroopa Liidu transpordi põhiprobleemiks on suur maanteetranspordi osatähtsus ja sellest tulenev teede ülekoormatus, mistõttu  tulevikus eelistatakse kombineeritud transporti. Seega  Eesti  majanduse jätkuval integreerimisel teiste riikide, sh EL-i liikmesriikide majandusega on mere- ja raudteetranspordil oluline roll rahvusvahelistele turgudele juurdepääsu tagamisel. 

Kuna Eestil otsene raudteeühendus EL-i liikmesmaadega praegu puudub, siis maantee ja raudtee jätkutransport toimub meritsi ja seetõttu enamus kauba- ja reisijateveo voogudest läbib sadamate infrastruktuuri ning kasutab sadama operaatorfirmade ja laevandusfirmade teenuseid. Seega tuleb tõdeda, et Eesti  eksport- kui ka transiitkaupade konkurentsivõime oleneb muude mõjurite kõrval suurel määral tarneahela (sh merendusettevõtete) toimimise efektiivsusest.

EL-i kuuluvate ja mittekuuluvate Läänemere-äärsete riikide sadamate ja  teiste transpordisüsteemi oluliste osade ümberkujundamise eesmärgiks on olemasoleva  transpordisüsteemi, sh. ka regionaalsete transpordisüsteemide arendamine ja muutmine kontinendi ühtseks  transpordisüsteemiks. Üle-euroopaline transpordikoridor nr.1 baseerub olulisel määral just Tallinna ja selle lähiregiooni sadamate osalusel (TAK 1999-2006). Eesti Vabariigi Transiidikomisjoni spetsialistide hinnangul suurem osa rahvusvahelistest kaubavedudest (transiit 2002.a. kokku – 69%) toimub Tallinn – Peterburi suunal ja  see nõuab ühelt poolt raudtee ning meretranspordi arengukavade kooskõlastamist ja teiselt poolt sadamate operaatorfirmade kiiret arengut.

Eesti väikesele avatud majandusele on iseloomulik tugev sõltuvus rahvusvahelise majanduskeskkonna muudatustest. Eestis viimase kümne aasta mere- ja raudteetranspordi arengus on olnud   määravaks just rahvusvaheliste vedude korraldus. 

Võrreldes Eesti, Läti ja Leedu meretranspordi arengut Soome, Rootsi ja Taani omaga, näeme, et Balti riikide sadamate   kaubakäive   on  lühiperioodil (viimasel aastakümnel)  kasvanud kiiresti  (ca 65%) ja seda põhiliselt ida-läänesuunaliste transiitkaupade mahu suurenemise tõttu (ajakirja “Transit” andmetel). 

Eesti  sadamatega  otseselt  võistlevate  sadamate kaubavood on samuti suures osas ida-läänesuunalised ja 70-75 % kogu kaubaveomahust moodustab transiitkaup. Veomahud läbi Eesti sadamate on viimastel aastatel kasvanud. Transiitkaubavoogude mahu suurenemisel on poliitiliste tegurite kõrval oluline roll sadama ja seal tegutsevate operaatorite töö kvaliteedil  ning raudtee-/meretranspordi koostoime edukusel.

Eesti sadamate  ja terminalide konkurentsieelisteks on nende hea tehnoloogiline tase ning  hinna ja  kvaliteedi suhe. Olulist tähtsust omab hiljuti rajatud Muuga sadama konteineriterminal, mis suurendab Eesti suurima sadama - Muuga sadama atraktiivsust ja  vähendab ühe-kahe transiitkaubagrupi veomahtude  muutustest  tulenevaid tegevusriske. 

Eesti sadamate tulevikuvisioonide kujundamisel tuleb arvestada  kindlasti transiitkaupade turuosa  muutust, seda eelkõige naaberriikide sadamate arengu tõttu. Eesti mere- ja raudteetranspordi spetsialistide hinnangul vajavad Venemaa ja SRÜ riigid lähikümnendil eksport- importkaupade veol tõenäoliselt teiste riikide sadamateenuseid ca 110 mln tonni aastas. Paljude muude tegurite kõrval mõjutavad transiitvedude turgu  raudteeoperaatorite ja erinevate  sadamate operaatorite veotariifid, teenuste  kvaliteet ja usaldatavus. 

2.2. Eesti merendusettevõtted ja nende vajadused erialase personali järele

Merendusettevõtete ja merendusalaste tegevuste arengu suunad ja tempo määravad küllaltki suurel määral vajadused kvalifitseeritud erialase personali järele. ERAK 2003–2006 märgitud üldine puudus – suurimaks probleemiks Eesti tööturul on tööjõu ja pakkumise mittevastavus, kus samaaegselt esinevad kõrge tööpuudus ja kvalifitseeritud tööjõu nappus – on paljuski iseloomulik ka merendusvaldkonnale. Nõudlus tööjõu järele ja sellest tulenev koolitusvajadus on olulisel määral seotud ettevõtluse arenguga. Inimressursi arendamine on tulemuslikum siis, kui see on vastavuses ettevõtluse arengu ja tööhõivevõimaluste laiendamisega. Alljärgnevalt antakse lühiülevaade kõige olulisematest merendusvaldkondadest ja nende erialase personali vajadustest, loomaks alust merehariduse arengusuundade põhjendamisele kontseptsiooni järgnevates osades.

2.2.1. Laevandusettevõtted                                                                     

Laevandus on meie väljundiks maailmaturule. Seoste tõttu erinevate meremajandusharudega  on tal oluline osa rahvusliku tulu andjana ja tööhõive seisukohalt. Seetõttu on laevanduspoliitika riigi kogu merendus- ja majanduspoliitika üks loomulik komponent. Erinevatel andmetel on meremajanduse (laevandus, kaldateenistus, laevandusega seotud transiit) osakaal eesti rahvuslikus koguproduktis ca 8 – 12 %, selles majandusharus töötajate  tööhõive – ca 10 % töövõimelisest elanikkonnast. Seisuga 01.04.2002 oli Eestis registreeritud 40 firmat, kellel oli merekaubaveo litsents.

Rahvusvahelisel reisijateveol jääb ka edaspidi domineerima meretransport - 75-80% reisijate arvust. (Valge raamat).

Kaubalaevu ja reisilaevu  opereerivatele laevandusettevõtetele kuuluvaid  aluseid oli seisuga 01.01.2001 laevakinnistusraamatusse kantud: kaubalaevu – 32, reisilaevu   - 18, ja laevapereta prahitud laevade registrisse: kaubalaevu – 33, reisilaevu – 10. Laevakinnistusraamatusse kantud laevadest on 30 laeva kogumahutavusega 500 GT ja üle selle ning laevapereta prahitud laevadest on 43 laeva  kogumahutavusega 500 GT ja üle selle, seega on kokku 73 laeva kogumahutavusega 500 GT ja üle selle. Laevade koguarv seisuga 25.09.2001 oli 456. Laevade koguarv on 2001. aasta jooksul kasvanud 10 võrra, kuid kogumahtuvus vähenenud 79233 GT võrra, seega on  vähenenud suurte kaubalaevade osakaal ja suurenenud väikelaevade (purjejahid, kaatrid) hulk.   Positiivsena tuleks märkida uute reisilaevade soetamist AS-i Tallink Grupp ja Linda Liinide AS poolt 2002. a.
Eesti lipu all sõitvaid kauba- ja reisilaevu opereerib 21 laevandusettevõtet, lisaks operaatorid, kes opereerivad teiste riikide lippude all sõitvaid laevu, nende arv on teadmata. Suuremates laevandusettevõtetes töötab meremehi, sh. teenindav personal: Eesti Merelaevanduses 781, AS-is Tallink Grupp 1500, Saaremaa Laevakompaniis 214 meremeest. 

Seisuga 01.06.2002 on Eestis väljastatud diplomeid ja tunnistusi:

STCW 78 alusel väljastatud diplomid ja tunnistused:

Laevajuhid                                                                               - 1337

Laevamehaanikud                                                                    - 1228

Raadioelektroonikud                                                                 -    85

Vanemmadrused                                                                       - 2407

Laevamotoristid                                                                        - 1726

Päästevahendite vanemad                                                         - 1266

Mittekonventsionaalsed  tunnistused:

Läänemere ja kohaliku rannasõidu laevajuhtide tunnistused    -   399

Läänemere ja kohaliku rannasõidu mehaaniku tunnistused     -    194

Elektrimehaaniku diplomid                                                      -    197

Külmutusseadmete mehaaniku diplomid                                  -     57

Madrusetunnistused                                                                  - 1659

Elektrikutunnistused                                                                 -  174

Laevakoka tunnistused                                                               -  456

Päästeparve vanemad                                                                  - 1088

Tööjõu taastootmiseks vajavad Eesti ettevõtted kõrgharidusega laevajuhte  ja mehaanikuid töötamiseks:

· Eesti laevandusettevõtetes – laevadel ja ettevõtete juhtimisaparaadis (ekspluatatsiooniteenistus, kommertsteenistus - laevajuhte);

· Eesti riiklikes laevadega opereerivates struktuurides – Veeteede Amet (edaspidi VA), Piirivalve, Merevägi (nii laevadel kui ka juhtimisaparaadis laevajuhte ja mehaanikuid);

· Õppejõududena EMA-s ja selle kooseisu kuuluvates struktuurides (nii laevajuhte kui ka mehaanikuid);

· Merendusalases vahenduses ja teeninduses – agenteerimis-, ekspedeerimis- ja prahtimisettevõtted (laevajuhte);

· Sadamates – kohustuslikult sadamakapteni teenistuses, rakendatavalt juhtimisaparaadis (tootmisteenistus, arendusosakond).

· Lootsinduses – nii lootsidena kui ka lootsilaevade juhtide ja mehaanikutena.
Laevanduse arenguperspektiivid (VA andmetel) näitavad, et Eesti lipu all sõitvate laevade arv  ja tulemusena riigisisene vajadus noorte spetsialistide järele (laevajuhid ja mehaanikud) viimasel aastakümnel püsivalt vähenenud ja võib, kui riiklikul tasandil radikaalseid meetmeid ei rakendata, väheneda ka lähiaastatel. TAK 1999-2006 lisa 3 “Merenduspoliitika” konstateerib: “Eesti merenduse seisukohast omab tähtsust Euroopa Liidu nõuetele vastava riigiabi süsteemi väljatöötamine, lisaks maksusoodustustele, mis maksimaalselt soodustaks Eesti lipu kasutamist reederite poolt ning tagaks ja tõstaks nende konkurentsivõimet, eriti võistluses Läänemere laevandusturul.” Ülalnimetatud dokument näeb ette 5 maksusoodustust, kuid tänaseks pole neist mitte ükski rakendunud.

Kuid Eesti lipu all sõitvate laevade arvu drastilist vähenemist on siiani kompenseerinud täielikult rahvusvaheline tööturg. 

BIMCO andmetel töötas maailmas laevadel 2000. aastal 404 000 ohvitseri ja 823 000 reakoosseisu meremeest. Aastal 2000 oli puudu 16 000 ohvitseri. ISF ja IMO prognoosivad, et selle sajandi esimese kümnendi lõpuks on laevaohvitseride, sealhulgas ka laevamehaanikute vajak kokku ligikaudu 50 000. Rahvusvahelise Külmainstituudi poolt teostatud uurimused kinnitavad, et maailmas on pidevalt vajaka ligi 10 000 külmutusseadmete inseneri, ümmarguselt 20 000 keskastme spetsialisti ja veel rohkem erialast koolitust saanud töölisi.   

Tehnoloogia areng  ei too kaasa laevaperede olulist vähenemist - mereohutuse taseme tõstmine kompenseerib selle. Lähiajal jääb püsima meremeeste elukohariigist sõltuv palkade vahe. See sõltub oluliselt meremehe kodumaa elatustasemest, meremehe ettevalmistusest-kvalifikatsioonist. Euroopa meremeeste palk on ca 45 – 55 % kõrgem kui arengumaades ja endistes nn. “sotsialismibloki riikides”.
Nõuded, mida esitatakse laevaohvitserile, kes soovib töötada välistööjõuturul (välislipu all) on järgmised:

 STCW ‘78 vastav koolitus;

 erialase inglise keele valdamine kõrgtasemel;

 ISM koodeksi nõuete teadmine ja täitmine.

JÄRELDUS: Vajadus laevaohvitseride järele maailmas on suur ja lähiaastail kasvab. Arvestades seda, et Eesti Mereakadeemia (edaspidi EMA) rakendusliku kõrgharidusega laevaohvitserid vastavad ülalnimetatud nõuetele täielikult,  on nende erialane rakendatus tagatud. 

Laevaohvitseride töö välisriikide laevadel on kasulik ka riiklikust seisukohast lähtudes. Välisriikide laevadel töötavate isegi madalama taseme laevaohvitseride kuutöötasu ületab Eesti keskmise näitaja 3 - 4 korda. Laevaohvitseride ja perekondade elukohaks jääb Eesti, kuhu laekuvad laevaohvitseride maksud ning kus kulutatakse rõhuv osa nende kõrgest sissetulekust.

 Rahvusvahelisest meresõidust suhteliselt noorena naasvad laevaohvitserid moodustavad suurte kogemustega järelkasvu paljudele ametikohtadele merendusettevõtetes maismaal, ennekõige laevandusettevõtetes, sadamateenistustes, lootsinduses, ekspedeerimisfirmades ja merendusega seotud riigiametites.

Ülaltoodu tõttu oleks otstarbekas neil erialadel vastuvõttu suurendada.

2.2.2. Sadamad

Sadamad on Eesti ühtse logistikasüsteemi üks olulisemaid osi. Teede- ja Kommunikatsiooniministeeriumi andmetel oli nende 2001. aasta summaarne kaubakäive 41,3 mln tonni, millest transiit moodustas 28,6 milj. tonni ehk 69%. AS Tallinna Sadam osa summaarses kaubakäives oli 32,3 mln tonni. Summaarne 2001. aasta reisijakäive oli 5,9 mln inimest, sh. 132 tuh. kruiisireisijat.

VA riikliku sadamaregistri aruande kohaselt (2002. aasta juuni seisuga) oli Vabariigi Valitsuse määrustega akvatoorium eraldatud 37 sadamale, neist 16 omasid kinnitatud sadamapassi, olid laevaliikluseks ametlikult avatud ja kantud sadamaregistrisse.

Tallinna regiooni sadamad on välja arendatud eelkõige transiitkaubanduse teenindamiseks. Transiitveoste töötlemine moodustab enam kui 3/4 sadamate töömahust ja kindlustab koos teiste transpordi- ja teenindusstruktuuridega tööga  ca 12 000 inimest. 

Eesti sadamate töökorraldus ja sellest tulenev personalinõudlus on väga erinevad. Suursadamad on muutunud nn. “landlord-tüüpi” sadamateks, väikesed ja keskmise suurusega sadamad aga säilitanud kompleksse transpordiettevõtte staatuse. Tallinna regiooni sadamatest on tähtsaim AS Tallinna Sadam, mille aastane tootmisvõimsus võib kasvada 2015. aastaks kuni 70 mln tonnini, aastane kasum aga saavutada praeguse aastakäibe taseme – ca 800 mln krooni. Suureneb kaupade, sh. ka puiste- ja vedelkaupade vedu universaalsetes ja spetsialiseeritud konteinerites. 

Teised sadamad on orienteeritud põhiliselt Eesti eksport- ja importkaupade, samuti kohalike kauba- ja reisijatevedude teenindamiseks. Regionaalpoliitiliselt omavad erilist tähtsust mandri ja Lääne-Eesti saarte vahelisi parvlaevaühendusi kindlustavad sadamad. Nende 2001. aasta reisijakäive oli 1,31 mln reisijat ja 436 000 autot. 

Merenduse stabiilse arengu seisukohalt on oluline sadamate avatuse tagamine aastaringselt (TAK 1999-2006).

Et Eesti sadamate omandivormid, haldajad ja struktuur on erinevad,  on erinev ka personalinõudlus. Kuid summaarse personalinõudluse osas ei oma tähtsust varem sadamateenuste alla kuuluvate teenuste (stividoritööd, laomajandus jm.) üleminek suuremates sadamates operaatorfirmadele.

Sadamate töö korraldamine, detailsete arengukavade koostamine ja teostamine eeldab seda, et ettevõtete olulisemaid töölõike juhiksid ja sellistes töötaksid erialaspetsialistidena vastava merendusalase haridusega ning praktiliste töökogemustega spetsialistid. 

Sadamate arengu ja summaarse personalinõudluse vaheline seos sõltub sadamate kaubavoogudest, eelkõige kaupade nomenklatuurist – vedel- ja puistekaubad on väikese, tükikaubad suure tööjõuvajadusega. Sadamate ja operaatorfirmade hinnangul vajatakse aastateks 2006 – 2010 rakenduskõrgharidusega spetsialiste järgmistesse struktuuriüksustesse ametikohtadele: meretranspordi juhid, laevajuhid (tootmisteenistus - stividorid, dispetšerid; arenguosakonna spetsialistid), hüdrograafia ja vesiehituste spetsialistid (sadamate enda või tütarettevõtete kapitaalehitus-/arendusosakonna spetsialistid). Kõiki neid valmistatakse täna ette vaid EMA-s.
Laevajuhi haridusega spetsialiste vajavad ka sadamakapteni teenistused, kuid seal töötamiseks on täiendavalt nõutav eelnev töökogemus laevajuhina.

2.2.3. Laevaehitus ja -remont

Laevaehitus Eestis piirdub  praegu paatide, jahtide ja mõne eriotstarbelise väikelaeva (lootsikaater, piirivalvekaater, poilaev jt.) ehitamisega. Vaid Balti Laevaremonditehases on loodud tingimused kuni 50 m pikkuste laevade seeriatootmiseks ja püstitatud eesmärk taaskäivitada Eestis laevaehitus, mis täidaks nii Eesti kui ka ümberkaudsete riikide laevaomanike tellimusi. Laevaehituse tehnilisi võimalusi ja paindlikkust suurendas oluliselt  Tallinna Meretehase ja  Klaipeda Laevaremonditehase ostmine Balti Laevaremonditehase poolt ja selle baasil kontserni BLRT Grupp loomine.  

Riiklik laevaehitusprogramm Eestis praegu puudub, kuid selle vajadust on tunnistanud nii spetsialistid kui ka poliitikud. Laevaehituse arendamine võimaldaks tellida laevu oma riigist, luua uusi töökohti ja saada riigile täiendavat tulu laekuvate maksude näol. 

Tulevikuprognoosid näitavad, et suurte laevade ehitamisel ei ole Eestis perspektiivi.  Väiksemate laevade ehitamisel on siin enam väljavaateid, sest Eestis on nende ehitamine täna odavam kui Lääne-Euroopa riikides.  
Laevaremont on lähiminevikus läbi teinud suuri muudatusi. Kümne aasta eest oli Eestis mitu laevaremonditehast, kus remonditi suuri laevu, eeskätt kalatraalereid. Ent Eesti taasiseseisvumisest käesoleva ajani on ookeani kalapüügilaevastik vähenenud enam kui kümnekordselt. Vähenenud on väikeste laevade tehaseremondi maht. Laevaremont  kui tööstusharu töötab ennekõike Soome, Norra, Rootsi, Leedu ja Venemaa tellimuste alusel. 

Eesti suurim laevu remontiv ettevõte on Balti Laevaremonditehas  töötajate üldarvuga ca 2000. Varem ainult kalalaevade remondile spetsialiseerunud tehas on hakanud remontima ka kauba- ja reisi- ning tanklaevu. Suurim laevaremonditehas väljaspool Tallinna on  Loksa Laevaremonditehas,  mis kuulub Maersk-kontserni koosseisu ning tegeleb põhiliselt lihtrite ja laevakonstruktsioonide tootmisega. 

Endiste suurettevõtete baasil tegutseb rida väikesi ettevõtteid, nende hulgas OÜ Diisliteenindus (80), Laudon-S (35), LHT-baas (90), SRC Laevaremont OÜ. Säilinud on väikestele laevadele remonditeenuse  pakkumine ka mõnes väljaspool Tallinnat asuvas väikeettevõttes. 

Nii laevaehituses kui laevaremondis on edu saavutamiseks nõutav kvalifitseeritud tööjõud. Kuid käesoleval ajal napib insenere, kes oleksid võimelised juhatama laevade remonditöid, koostama projekte nii olemasolevate laevade ümberehitamiseks kui uute ehitamiseks ning tegema tehnilist järelevalvet laevade ehitamise, remondi kui ka tehnilise ekspluatatsiooni üle. 

Laevade ümberehitamise ja uute laevade projektide koostamiseks ning nende elluviimiseks on vaja akadeemilise kõrgharidusega laevaehitus- ja laeva jõuseadmete insenere. Neid on vaja ka tehniliseks järelevalveks laevade ehitamise, ümberehitamise ja kasutamise üle. Nende iga-aastane vajadus Eestis võib praegu ulatuda 8 - 10 inimeseni. Edasine vajadus laevaehitusinseneride järele sõltub konjunktuurist ja ettevõtete initsiatiivist vastavate tellimuste hankimisel. Tänaseks on laevaehituse spetsialiste tööjõuturul liiga vähe. Pidades silmas praegust olukorda laevaehitusturul, on siiski raske näha siin suuremat vajadust kui 1 - 2 inimest aastas. 

Sellise väikese arvu laevaehitusinseneride ettevalmistamine on Eestis ebaotstarbekas. Balti Laevaremonditehas on akadeemilise kõrghariduse saamiseks laevaehituse alal saatnud stipendiaate õppima Peterburi ja Kaliningradi. Alustatud on  väikese arvu laevaehitusinseneride ettevalmistamist TTÜ ja Helsingi Tehnikaülikooli koostöös.  

Lihtsamate laevaremonditööde juhatamiseks piisab kas rakenduskõrgharidusega mehaanikainseneridest, kellele on antud teatud laevade alane täiendav koolitus, või laevaremondialase täienduskoolituse läbinud EMA laevamehaaniku eriala lõpetanud spetsialistid.  

2.2.4. Hüdrograafia ja veeteede märgistamine

Eesti Vabariigi territoriaal- ja sisemerel  ning laevatatavatel siseveekogudel ohutu laevaliikluse tagamise üheks eelduseks on kaasaegse hüdrograafia ja navigatsioonimärgistuse süsteemi olemasolu. Rahvusvahelised merendusorganisatsioonid tegelevad pidevalt ohutut laevaliiklust tagavate meetmete tõhustamisega. See seab Eesti kui mereriigi ette ülesande tõhustada meetmeid Eesti vete hüdrograafilise mõõdistamise ja kaardistamise, navigatsiooniteatmike väljaandmise,  navigatsiooniohtude täiendava märgistamise, navigatsioonimärgistuse ühtse monitooringusüsteemi edasiarendamise, meremärkide renoveerimise ja moderniseerimise vallas. Viimastel aastatel on suurenenud raadionavigatsioonisüsteemide osatähtsus, samuti suureneb lähitulevikus laevaliikluse juhtimis-, kontrollimis-ja infosüsteemide ning elektroonsete navigatsioonikaartide osatähtsus ohutu navigeerimise tagamisel. Nimetatud ülesannete täitmine on pidev protsess ja nõuab nii vastavate rahaliste vahendite eraldamist kui spetsialistide kaadri koolitamist.   

Nende ülesannete täitmine on pandud VA-le. Riiklikku süsteemi on EMA hüdrograafia eriala lõpetanutest tööle läinud 2 – 5 spetsialisti aastas. Arvestades valdkonna tähtsuse pidevat tõusu võib prognoosida taolise nõudluse jätkumist rakendusliku kõrgharidusega spetsialistidele lähemaks 10 aastaks.   
Vastavalt Sadamaseadusele on sadama valdaja kohustatud tagama  hüdrotehniliste ehitiste korrashoiu, navigatsioonimärkide paigaldamise ja korrashoiu sadamaalal ning väljaspool seda nende märkide osas, mis teenindavad ainult vastavat sadamat, ning deklareeritud sügavused sadama akvatooriumil. Hüdrograafilisi töid on vaja läbi viia enne sadama avamist laevaliikluseks, enne ja pärast süvendustöid sadama akvatooriumil ja veeteedel ning deklareeritud sügavuste tagamiseks perioodiliselt.
Nimetatud kohustuste täitmine hüdrograafia valdkonnas on võimalik vastava kaadri olemasolul sadamaid teenindavates firmades, kelle tegevusalaks on hüdrograafiliste tööde teostamine ja navigatsioonimärgistuse projekteerimine-paigaldamine ning korrashoid. Seoses sadamate arengu hoogustumisega viimastel aastatel võib nõudlust hüdrograafia eriala spetsialistidele, kes saavad tööd erafirmades (kas suuremates sadamates või hüdrograafilisi töid teostavates firmades), hinnata 1 – 2 rakendusliku kõrgharidusega spetsialistile aastas. 

Pikemaajalise prognoosi tegemiseks hüdrograafiaspetsialistide vajaduse osas ei tohi unustada ka nõudlust hüdrograafia-alaste uuringute teostajate, mõõtesüsteemide ning navigatsioonimärgistuse süsteemide edasiarendajate ning kõrgkooli õppejõudude järele. Nimetatud spetsialistide (teadlased-õppejõud) olemasolu on iseseisvas riigis strateegiliselt tähtsal kohal, et mitte jääda ainult väljaarendatud süsteemide sisseostjateks. Prognoositav nõudlus võiks olla 1-2 spetsialisti paari-kolme aasta jooksul. Spetsialistide ettevalmistuse esimeseks astmeks jääks EMA, kus omandatakse rakenduslik kõrgharidus. Edasine õpe toimuks kas Eesti ülikoolides vastava magistriõppe sisseviimise või välismaa ülikoolidesse suunamise kaudu.  

Lisaks tsiviilteenistusele täidetakse hüdrograafia-alaseid ülesandeid ka Eesti mereväes. Sõltumata sellest, kas neid funktsioone täidetakse iseseisvalt või koostöös VA-ga, on vastavate spetsialistide järele nõudlus lähiaastatel olemas.

Kokkuvõttes võib hinnata nõudluseks vähemalt rakenduslikku kõrgharidust omavate hüdrograafia ja veeteede märgistamise spetsialistidele 5 – 8 inimest aastas.

2.2.5. Sadamate ja veeteede ehitus ning korrashoid

Erinevate algallikate (VA andmed, uuringud jm) andmetel on Eesti sadamate kaijoone üldpikkus ca 23 km, lisaks veel  ca 5 – 6 km kaitsemuule ja lainemurdjaid.

Sadamate ja veeteede ehitus ja korrashoid koosneb sellistest etapiviisilistest tegevustest nagu tasuvusuuringud, ehitusgeoloogilised, litodünaamilised ja keskkonnakaitselised uuringud, ehitiste ja rajatiste tehniline projekteerimine, ehitustööde teostamine koos järelevalvega, objektide tehnilise seisundi kontroll nende kasutuse käigus ja hooldus- ning remonditööde teostamine.

Sõltuvalt konkreetsest situatsioonist teostavad nimetatud töid oma õiguste ja kohustuste piires ning lähtudes tehnilistest võimalustest ja majanduslikust otstarbekusest spetsialiseeritud asutused, organisatsioonid ja ettevõtted  või sadamad iseseisvalt.

Ajakirjanduse ja muudel andmetel on uute suuremate vesiehitusobjektidena kuni aastani 2010. ette näha Sillamäe ja Aseri sadama rajamist, Narva laevatõstuki/lüüsi ehitamist ja Hara sadama rekonstrueerimist. Juhul kui rajatakse Narva laevatõstuk/lüüs, on olulist arengut ette näha Peipsi-Pihkva järve vesikonna külalissadamate  osas. Sisevee- ja kombineeritud laevaliikluse (jõgi, järv-meri) arendamise tähtsust rõhutab ka Valge Raamat, märkides, et “… lähimaamerelaevanduse taaselustamise viisiks oleks tõeliste meremagistraalide rajamine trans-Euroopa võrgustiku üldplaani raamistikus. See nõuab paremaid ühendusi sadamate ning raudtee- ja siseveeteede võrgustiku vahel”.

Jätkub Muuga Sadama, Paldiski Lõunasadama ja mitmete teiste sadamate ning nende juurdesõiduteede (merekanalite) väljaarendamine. Vähem või rohkem regulaarseid süvendustöid vajavad kõik sadamad, paljudel juhtudel on vajalikud regulaarsed juurdesõiduteede-merekanalite süvendustööd. Viimase kahe aasta jooksul on taotletud vee erikasutusluba ligikaudu 80 taolise arendusprojekti või süvendustöö tegemiseks.

Ülalnimetatud tööd eeldavad tehniliste vahendite olemasolu, rahaliste vahendite piisavust ja kvalifitseeritud erialast personali. 

Vesiehituse spetsialistid peavad oma erialaselt hariduselt olema põhiliselt ehitajad, soovitavalt – hüdrotehniliste ehitiste ja rajatiste alal. Arvestades piiratud nõudlust selliste spetsialistide järele, tuleks Tallinna Tehnikaülikooli tsiviilehituse erialal võimaldada spetsialiseerumist EMA baasil, st. rakendada  ühist õppekava. Teine reaalne lahendus oleks vajaliku arvu üliõpilaste suunamine naaberriikide spetsialiseeritud õppeasutustesse.

Vesiehituse ja veeteede hoolduse spetsialistide seas peavad lisaks puhtalt ehituse erialal ettevalmistuse saanud inimestele olema ka nn. rannikuinsenerid (insenerid, kes tunnevad hüdrofüüsikalisi protsesse rannikumeres ja oskavad hinnata ning modelleerida merekeskkonna mõju nii rannikute arengule kui vesiehitistele; tulemused leiavad kasutamist vesiehitiste projekteerimisel ja korrashoiul), kelle ettevalmistuse võtaks enda peale EMA. Piiratud nõudlusega spetsialistide ettevalmistuse üks võimalus on õppetöö koos hüdrograafide ja merekeskkonna kaitsjatega, millele järgneks spetsialiseerumine viimasel kursusel.

2.2.6. Hüdrometeoroloogia

Kõige enam kasutavad hüdrometeoroloogiaalaseid teadmisi oma igapäevatöös transpordi-, militaarteenistuse ja keskkonnakaitse spetsialistid. Vajalikud on oskused kasutada vaatlusvõrgus kogutud andmeid, tunda andmeedastussüsteeme, andmete kogusid ja arhiive, operatiivtöös kasutatavaid meetodeid, koostatavaid bülletääne ja teisi teabe liike. 

Riiklikud ametikohajärgsed vajadused spetsialistide järele Eesti Vabariigis on määratletud seadusandlike aktidega, mis reguleerivad Eesti kohustusi meteoroloogia, hüdroloogia ja keskkonna kvaliteedialase teabe ning Eesti Vabariigi rahvusvaheliste kokkulepete täitmise valdkonnas. 

Hüdrometeoroloogia arengut Euroopas koordineerivad rahvusvaheliste organisatsioonide WMO, UNFCCC, WCP, FAO, UNESCO, ICSU jt. programmid, milles osaleb ka Eesti Vabariik. 

Meteoroloogia ja hüdroloogia andmete ning teabe kasutamist kõige üldisemal kujul reguleerib meteoroloogiakonventsioon. Eesti Vabariigis dokumendid, mis määraksid asjaajamise ning finantseerimise korra, praegu puuduvad. Ettevalmistamisel on ilmateenistuse seadus, kuid seoses hüdrometeoroloogiaalase töö reorganiseerimisega on see käesoleval ajal seiskunud. 

Aastane vajadus rakendusliku kõrgharidusega spetsialistide järele on ca 15, magistrikraadiga spetsialistide järele – 5 inimest. Eriala lõpetajad võivad töötada meteoroloogi, klimatoloogi, hüdroloogi, sünoptiku, keskkonnaspetsialistina. Spetsialistide pideva vajaduse tingib kaadri suur voolavus antud ametikohtadel madalate palkade tõttu.

Vajadus kutsekeskhariduse tasemega spetsialistide järele on ca 10 inimest aastas.  

Ilmateenistuses kasutatavad tehnika ja teadmised arenevad kiiresti ning uute seadmete ja meetodite rakendamine nõuab personali täienduskoolitust iga 2-3 aasta tagant. Täienduskoolitus toimub eraldi kutselistele meteoroloogia- ja hüdroloogiaspetsialistidele ning hüdrometeoroloogilist informatsiooni kasutavate erialade spetsialistidele.

2.2.7. Kalandus  ja muude mereressursside kasutamine

Eesti kalandus moodustub kalapüügist, kalasadamate majandamisest, kalakasvatusest, kala töötlemisest ja turustamisest. 
Kalandus on Eestis viimasel kümnendil täiesti muutunud ning muutused jätkuvad. Kõik kalandusettevõtted on erastatud. Tekkinud uued ettevõtted on väheste eranditega väikeettevõtted. 

Eesti kalurite Liidu andmeil tegeleb kalapüügiga ligikaudu 5400 kutselist ja laevakalurit. Lisaks neile elatuvad rannakalandusest osaliselt või täielikult rannaküla elanikud. Neist töötas kaugpüügilaevadel kokku ligikaudu 630 - 650 inimest., umbes 1000 tegelesid avamerepüügiga, ülejäänud rannapüügiga. Töötlevas kalatööstuses töötas ca 4700 inimest. Neile lisandusid sisevete kalurid ja kalakasvatajad ning muud kalanduse alal töötajad,  kokku umbes 650 inimest. .

Kalasaak oli 2001. aastal 122510 t, sellest Läänemeri ja Liivi laht 84997 t,  kaugpüük 17526 t, siseveed 2461 t. 
Eesti ookeanipüügilaevastik on vähenenud 100 aluselt 1992. aastal 15-le laevale 2002. aastaks, püügimahud on kahanenud ca 10 korda.  Läänemere traallaevu oli 1996. aastal 219, 2002. aastal 154. Nende keskmine iga oli 22 aastat, nende omanikeks ca 130 firmat. Läänemere- ja rannapüügi arengupotentsiaal on hea. Kuid seda piiravad ühelt poolt kalavarude olukord ja rahvusvaheliselt limiteeritud püügimaht, teiselt poolt kalapüügilaevastiku mahajäämus, mis pole võimaldanud seni isegi lubatud kogust välja püüda.  

Vajalik on laevastiku kiire moderniseerimine ning kalurite teadmiste täiendamine  majanduslikult efektiivse kalanduse arendamise osas uutes tingimustes, eriti seoses tõenäolise eelseisva astumisega EL-i. Viimastel aastatel on laevastiku koosseisu soetatud ka lääneriikides ehitatud kalalaevu, mille ehitusaastad ühtivad eelmainitud laevade omadega, kuid nende ekspluatatsiooni väärtus on tunduvalt kõrgem tingituna madalamatest ekspluatatsioonikuludest ja ehituse paremast kvaliteedist. Kalapüügi kulutuste vähendamiseks ja kalapüügi kvaliteedi tõstmiseks on Eesti kalalaevastikku vaja moderniseerida, võttes kasutusele kaasaegsemad ja selektiivsemad püügivahendid. Tulenevalt kalavarude olukorrast ei tohi kalalaevade moderniseerimisega kaasneda püügivõimsuse suurenemine. Osa Eesti kalalaevastikust kuulub utiliseerimisele, kuna laevastiku püügivõimsus on suurem kui püügivõimalused.

ERAK 2003-2006 andmetel on Eestis praegu 37 kalasadamat, kus toimub traalpüügi (räim ja kilu) saagi  lossimine, ja 46 rannapüügi sadamat rannikul, lisaks veel 15 sadamat Peipsil ja 2 Võrtsjärvel. Kõik neist ei ole kantud Sadamate Registrisse. Peale nende on rannalähedaste traalpaatide(laevade) jaoks rida madalaid väike-sadamaid (sügavusega 2-2,5m) Läänemaal, Soome lahes ja saartel, rannakalapüügi sadamaid kogu rannikul ja suurematel järvedel. Endiste kalurikolhooside 58 kalalaevade randumist võimaldavast kalasadamast (kus peeti arvet laevade-paatide väljumisest-saabumisest) on täna kalurite otseses omandis ainult mõned üksikud väikesadamad. Siit ka probleemid kalureile vajalike spetsiifiliste sadamarajatiste väljaarendamiseks. Kala lossimise seisukohalt on oluline sadamate vastavusse viimine kala käitlemise sanitaarnormidega ning sadamais peavad olema vastavate riiklike järelvalveteenistuste esindused. Mujal maailmas on kalasadamad üldjuhul munitsipaalomandis ja kalurid rendivad neis kaisid.
Eestis oli 01.01.2003.a. seisuga 25 kutselist kalakasvandust. Neile lisaks on suur arv (üle 100) väikesi kalakasvandusi. Kaubakala toodangu kogumaht oli 2001.a. 464 t. Eesti kalakasvandustes on hõivatud ca 60 täiskohaga töötajat. 

Kalaturismi ettevõtteid oli 01.01.2003.a. seisuga (ERAK 2003–2006 andmetel) registreeritud 50, neist umbes 10-le on see põhitegevuseks.

2003. aasta alguse seisuga (“Päevaleht”, 09.01.2003.a.) oli Eestis registreeritud 113 ettevõtet, kus toimub kala töötlemine ja kalatoodete valmistamine. Töötleva kalatööstuse töötajate arv vähenenud 1995. aasta ca 7400 inimeselt 4700 inimeseni 2000. aastal. Eesti kalatoitude ja -konservide eksport aastatel 1997 ja 1998 oli 71 000 t, 1999. aastal - 42 000 t. Töötleva kalatööstuse kogutoodang, kaasa arvatud importkala baasil, moodustas 2001.a.ca 15% toiduainetööstuse kogutoodangust ja ca 40% toiduainetetööstuse ekspordist (ERAK 2003 – 2006). Spetsialistide hinnangul on lähiaastatel oodata ettevõtete kontsentratsiooni suurenemist kalandussektoris.

Muude mereressursside kasutamise kohta üldistatud andmed puuduvad. Kasutamisvõimaluste poolest peaks olema perspektiivikamad meremuda ja adru.  

Eesti kalandussüsteemi arenguperspektiivid määravad kalandusspetsialistide vajaduse. 

Jätkuvalt vajavad neid kalapüük ja kalatöötlemine.  Et ookeanil töötavate laevade arv on vähenenud viimase kümne aastaga umbes kümme korda, on kaugpüügispetsialiste olemasolevate laevade jaoks piisavalt. Täiendava hariduse soovijad võivad vajaliku kvalifikatsiooni saada EMA eksternõppes. 
Tulenevalt rahvusvahelistest piirangutest  Läänemere-püük suureneda ei saa. Seoses sellega ja eeldatavasti uute, tootlikumate laevade kasutuselevõtuga väheneb vajalike töötajate arv, kuid suureneb vajadus senisest kõrgemini kvalifitseeritud  laevajuht-mehaanik-püügimeistrite järele. Koolitamine peaks toimuma keskerihariduse tasemel EMA Merekoolis ning võimaluste piires Suuremõisa Põllumajandustehnikumis, täiendusõpe EMA-s.  

Kõrgema    tasemega   väljaõpe   püüniste   konstrueerimise,   uute   kalapüügiviiside   ja -vahendite, kalaluure jm. kalanduse jaoks vajalikul alal võiks toimuda  EMA-s  eeskätt täiendusõppe näol või firma stipendiaatidena välismaal.  

Rannakalurid vajavad väljaõpet kutsekeskhariduse tasemel ja täienduskoolitust. Rannakalurite koolitamine  ja täiendusõpe peaksid toimuma Suuremõisa Põllumajandustehnikumis, vajadusel - Eesti  Kalurite Liidu ja konsulentide (nõustajate) abiga kohtadel. Konsulentideks võivad olla väljaõppinud ja töökogemustega spetsialistid. 

Kõrgharidusega kalakasvatajaid ja kalavarude taastootjaid võiks ette valmistada Tartu Ülikool. Kalakasvatusalaseid aineid õpetatakse  ka EMA-s. Kutseharidusega kalakasvatajaid valmistab ette Suuremõisa Põllumajandustehnikum. 
Kalatöötlemise ja kalatoodete viimine vastavusse Euroopa turu nõuetega tingib kompetentsete tehnoloogiaspetsialistide vajaduse, mis tõenäoliselt jääb stabiilseks. Neid peaks jätkuvalt ette valmistama EMA. 

Kalandusspetsialiste vajab Eesti haldussüsteem - ministeeriumid, ametid, maavalitsused ja  omavalitsused, looduskaitse- ja kalakaitseinspektsioonid, samuti sihtasutused ja ühingud. Vajadust kalanduse alal haritud ametnike järele on suurendanud ja suurendab veelgi rahvusvahelise koostöö ja kalavarude haldamise ning taastootmise järjest keerukamaks muutumine, eriti seoses ettevalmistustega liitumiseks EL-ga ja ka pärast liitumist. 

EMA on ainus õppeasutus Eestis, kus toimus kalandusspetsialistide koolitamine rakenduskõrghariduse tasemel, viimase ajani kahel erialal – kalatoodete tehnoloogia ning töönduslik kalapüük ja kalakasvatus. Neist kalatoodete tehnoloogia õppekava on akrediteeritud,  lõpetajate diplomitel on riiklik tunnustus ja nad leiavad erialast tööd. Tööndusliku kalapüügi eriala mitmed lõpetanud ei ole leidnud erialast rakendust. Seoses sellega on vastuvõtt sellele erialale alates aastast 2001 lõpetatud. Tööturu hinnangute alusel on selle eriala asemel ettevalmistamisel uus õppekava orienteeruva nimetusega “kalandusspetsialist”, mis hõlmab kalavarude haldamist ja kasutamist, kalapüüki ja selle  korraldamist ning kalandusettevõtte juhtimist. Selline haridus võimaldab neil olla hilisema töökoha valikul ja muutmisel senisest enam paindlik, samuti jätkata haridusteed akadeemilise kõrghariduse omandamisel ja kraadiõppes. 

Edaspidi võiks kalandusharidust EMA-s anda kahel erialal: 

- kalanduse töökorraldus ja juhtimine (omistatav kutse - kalandusspetsialist);

-  kalatoodete valmistamine ja turustamine (omistatav kutse - kalatööstuse tehnoloog või kalatööstuse juht).

Kalanduse ja kalandusharidusega seotud strateegiliste küsimuste lahendamisele kaasaaitamiseks tuleks EMA juurde moodustada kalandusnõukogu. Sellesse töösse tuleks kaasata oma eriala tippspetsialiste kogu vabariigist.

2.2.8. Mereturism ja rekreatsioon

ERAK 2003–2006 järgi moodustab Eesti turism tervikuna ca. 15% SKP-st. Oluline osa turistidest kasutab transpordivahendina meretransporti (liinilaevandus, merekruiisid, mereturism). Mereturism kui väikelaevade (põhiliselt isiklikud kaatrid, jahid) kasutamisel baseeruv turismi liik on kutsutud põhiliselt teenindama kõige jõukamat ja kõige nõudlikumat reisihuvilist. Seetõttu tavaturisti teenindamiseks vajalikule 10 – 15 teenuseliigile lisandub mereturismi puhul veel kümneid teenuseliike. Teatud määral on mereturism seotud harrastusliku kalapüügi ja sportliku purjetamisega. Seetõttu omab mereturism tähtsust mitte ainult sellest saadava tulu, vaid ka rekreatsiooni seisukohast. 

Tänase päeva (juuni 2002) seisuga on Eestis 11 rahvusvahelistele nõuetele vastavat külalissadamat, 5 külaliskaid ja 18 paadisilda. 2001. aastal (9 kuu jooksul) külastati 46 Eesti väikesadamat, külalisaluste arv oli 9 711 ja külalisi 34 815.  

Mereturismi korraldamisel on keskne roll 1990. a. asutatud Eesti Mereturismi Assotsiatsioonil. Viimane korraldab merendusalaste seadusandlike aktide täiustamist ja parendamist ning mereturismi võimaluste reklaamimist. 

Eesti Mereturismi Assotsiatsiooni liikmesfirmadel on töösuhted ca 150 väikelaevadele merendusteenuseid osutava  kvalifitseeritud inimesega (põhiliselt – erineva haridustasemega laevajuhid). Lisades aga kõik mereturismi teenindavad tegevused, see arv mitmekordistub. 

Mereturism vajab purje- või veemootorispordialast, mõnikord isegi kõrgemat, kutsekeskhariduse tasemel haridust. Selle  saamine vajab kvalifikatsiooninõuete täpsustamist, väljaõppe ja täienduskoolituse korraldamist, mis peab leidma kajastust merehariduse arengukavades. 
VA andmetel oli seisuga 01.01.2002 väljastatud väikelaevajuhi tunnistusi (mootorpaadijuhid, kaatrijuhid, jahiroolimehed ja jahtkaptenid) kokku 1503. Ajavahemikul 01.01.2001 – 01.09.2002 väljastati väikelaevajuhi tunnistusi: paadijuhid – 1960, kaatrijuhid – 130, jahtkipparid  – 117, jahiroolimehed – 180, jahtkaptenid – 116. Kehtivate tunnistuste arv peaks olema, arvestades, et endise Mereinspektsiooni poolt väljastatud tunnistused on kehtivad kuni 2005. aastani ja seetõttu veel välja vahetamata, tõenäoliselt 4000 - 4500 piires. Aastaks 2010 Eesti Mereturismi Assotsiatsiooni hinnangul ja arvestades VA väikelaevaregistri statistikat need arvud orienteeruvalt kahekordistuvad. Et enamikke ettevõtete ja üksikisikute kaatreid ja jahte kasutavad paljud inimesed, siis vajadus väikelaevajuhtide koolituse järele kasvab veelgi. Koolitusvajadust suurendab ka asjaolu, et kehtivad väikelaevajuhi tunnistused vahetatakse ilma eksamita ainult mootorpaadijuhi tunnistuste vastu, kaatrijuhi tunnistuse saamiseks tuleb aga läbida vastav koolitus. 

Mereturismi ettevõtete juhtimisaparaadi nõudlus erialaspetsialistide järele piirdub erineva haridustasemega laevajuhtidega, ametikohad – sadamakapten ja sadama järelevalveinspektor.

2.2.9. Merekeskkonna kaitse

Eesti Valitsuse keskkonnastrateegias on ühe prioriteedina ära toodud pinnaveekogude ja rannikumere kaitse ning veekogude ratsionaalne kasutamine. 2001 aasta juunis kinnitatud keskkonnategevuskava sisaldab merekeskkonnakaitse alal järgmisi planeeritavaid tegevusi: sadamate reoveekäitlussüsteemide ehitamine; operatiivsed teabesüsteemid ja mudelid rannikumere ebatavaliste olukordade (naftaavariid, üleujutused, toksilised vetikad jm.) lahendamise juhtimiseks; rakendusuuringud rannikumere reostustundlikkuse määramiseks kõrgendatud keskkonnariskiga piirkondades (sadamad, kaadamiskohad, sumbad jm.); keskkonnaregistri jõgede, järvede ja merealade täpsustatud nimekirja koostamine ja kirjastamine; rannikumere regionaalplaneerimine; õigusaktide koostamine ja täiustamine vastavuses EL-i direktiivide ja rahvusvaheliste kokkulepetega; pinnavee ja rannikumere riikliku ja piirkondliku seire arendamine. 

Merekeskkonnakaitse spetsialistide palkamine tööle sadamatesse või tööde tellimine spetsialiseeritud firmadelt on vältimatu vastavalt Eesti seadusandlusele ja rahvusvahelistele konventsioonidele. Sadamaseaduse kohaselt on sadama valdaja kohustatud tagama keskkonnanõuete täitmise sadamas: korraldama laevadelt pilsivee, fekaalvee, prügi ja muude saasteainete vastuvõtmise, reostuse kõrvaldamise oma territooriumil. Keskkonnamõju hindamise ja keskkonna auditeerimise seadus sätestab, et üle kaheksa meetri sügavuse faarvaatriga meresadamate või maismaaga ühendatud laadimis- või mahalaadimiskaide rajamine ning veekogude süvendamine või kaadamine on kõik olulise keskkonnamõjuga tegevused ja järelikult tuleb selliste arendustegevuste puhul hinnata ka keskkonnamõjusid.

Keskkonnakaitseliste tegevuste realiseerimiseks Eestis puuduvad käesoleval ajal täielikult rakendusliku kõrgharidusega spetsialistid (on olemas teadlaskond Tallinna Tehnikaülikooli Merendussüsteemide Instituudis ja üldkeskkonnaspetsialistid, kuid mitte rakendusliku kõrgharidusega merekeskkonna kaitse spetsialistid). Rakendusliku kõrgharidusega merekeskkonna kaitse spetsialistide nõudluseks riiklikes struktuurides (Keskkonnaministeerium; Majandus- ja Kommunikatsiooniministeerium, sh. riigi sadamad; Siseministeerium, sh. piirivalve, kelle ülesandeks on õlitõrje merel; Kaitseministeerium jt.) ja erastruktuurides Eestis võib hinnata kokku 30 - 40 inimesele. Lähema kümne aasta jooksul oleks vaja koolitada 3-4 spetsialisti aastas. Ülikoolides valmistatakse ette rohkem loodusteadlasi - keskkonnakorralduse spetsialiste või keskkonnatehnika asjatundjaid puhastusseadmete ja kanalisatsiooni alal. Merekeskkonna kaitse nõrgaks kohaks on praegu niisuguste spetsialistide puudumine, kes tunneksid laevaliikluse ja sadamate tegevusest merekeskkonnale sugenevaid riske ning nendega võitlemise meetodeid ja tehnoloogiaid.

Keskkonnamõju võivad hinnata vastavat tegevuslitsentsi omavad isikud. Seadusega on tegevuslitsentsi taotlemise õigus füüsilisel isikul, kes on omandanud kõrghariduse kõrgkoolis, millel on Haridusministeeriumi antud koolitusluba või mille antud haridust tõendav dokument on Eestis tunnustatud. Käesoleval aastal on süvendus-kaadamistöödega, sadamate arendamise, sidekaablite paigaldamise jmt. seoses algatatud üle kümne keskkonnamõju hindamise protseduuri, mis, arvestades sadamate arengut, tagab töö ka lähiaastatel mitmele vastavat rakenduslikku kõrgharidust omavale spetsialistile.

Lisaks merekeskkonna kaitse spetsialistide koolitusele on tähtsal kohal ka sellealaste teadmiste andmine laevandusettevõtete ja sadamate töötajatele. See tähendab, et EMA-s, kus valmistatakse ette laevajuhte, mehaanikuid ja meretranspordi juhte, tuleb tutvustada vastavate rahvusvaheliste konventsioonide (MARPOL, Londoni konventsioon, Läänemere piirkonna merekeskkonna kaitse konventsioon jne.) nõudeid. Samuti tuleb korraldada sellealast täienduskoolitust, et Eesti laevandusfirmad ja sadamad oleksid rahvusvahelisel turul konkurentsivõimelised. Mereuuringutega tegeleva teadlaskaadri täienduse üheks keskuseks peaks olema samuti EMA, kus ettevalmistus on olnud tihedalt seotud kogu merenduse spektriga. Ühe lahendusena näeme merekeskkonna kaitse spetsialistide koolitust koos hüdrograafidega ja rannikuinseneridega spetsialiseerumisel vanematel kursustel merekeskkonna kaitse suunale. 

2.2.10. Merendussüsteemi juhtimine ja õiguslik reguleerimine

Administratiivne ja majanduslik juhtimine. Eesti merendussüsteemi juhitakse nii administratiivsete, majanduslike kui ka õiguslike meetoditega. Eesti merendussüsteemi otsest administratiivset juhtimist teostavad riiklikest struktuuridest  Majandus- ja Kommunikatsiooniministeerium ning selle haldusalas olev VA.

Majandus- ja Kommunikatsiooniministeeriumi roll meretranspordi administratiivsel juhtimisel tuleneb põhiliselt ministeeriumi põhimäärusest, millise alusel ministeerium täidab omanikufunktsiooni riigi osalusega äriühingute juhtimisel. Merendusvaldkonnas tähtsamaks sellistest on AS Tallinna Sadam, kus riigi osalus on 100 %.

VA täidab kontrollifunktsioon. VA-l on õigus vajadusel otseselt sekkuda laevade majandustegevusse, nt. keelata laeva väljumine sadamast. Vastavalt konventsioonile STCW-78 kuulub VA kohustuste hulka ka riigis korraldatava merehariduse taseme ja rahvusvahelise mereorganisatsiooni IMO nõuetele vastavuse kontrollimine ning tagamine. 

Meretranspordi ettevõtete töö organisatsiooniline korraldamine ja majanduslik juhtimine kujutab endast transpordilogistika üht põhilist osa. Transpordilogistika üldistes küsimustes on Eestis võimalik saada haridust nii kutsekeskhariduse, rakendusliku kõrghariduse, akadeemilise kõrghariduse kui ka magistri- ja doktoriõppe tasemel, samuti saada täiendusõpet mitmes koolitusfirmas.

Meretranspordi osas on lahenduseks kujunenud  kas meretranspordi juhtimise alase kõrghariduse omandamine Eestis (rakenduslik kõrgharidus) või Ukrainas ja Venemaal (akadeemiline kõrgharidus). Perspektiivne on merendusalane täiendusõpe reeglina Eestis (EMA-s) ja vajadusel välismaal. 

Eestis alustati sadamamajandamise ja meretranspordi juhtimise spetsialistide koolitamist Eesti Merehariduskeskuses 1992. a. Iga-aastaselt vastuvõetavate üliõpilaste arv on tavaliselt olnud 18 (õppeaastal 2001/2002 – 15), lõpetajate arv on kõikunud 6 ja 18 vahel (kokku 75 lõpetanut).

Kõik nimetatud erialal lõpetanud on leidnud endale rakendamist erialasel tööl laevandusettevõtetes, sadamates, stividori- ja laofirmades, agenteerimis-, ekspedeerimis- ja prahtimisettevõtetes, samuti ministeeriumide ja riiklike ametite juhtimisaparaadis ning õppejõududena EMA-s (reeglina pärast praktiliste töökogemuste omandamist)

Meretranspordi juhtimise spetsialistide ettevalmistamise kavandamisel lähiaastateks ja perspektiivis tuleb lähtuda alljärgnevatest põhiteguritest:

· meretranspordi juhtidena töötavad edukalt ka endised laevajuhid, mis vastab normaalsele rahvusvahelisele praktikale. 

· Venemaa ja Ukraina õppeasutustesse suundunute ja lõpetajate arv on oluliselt vähenenud. Vastavalt tõuseb nõudlus Eestis koolitatavate spetsialistide järele.

· EMA-s koolitatavad meretranspordi juhtimise spetsialistid peavad oma erialaselt ettevalmistuselt olema võimelised töötama ka sadamate, stividori- ja laofirmade, laadimis-lossimistehnika hoolduse spetsialistidena. Ülaltoodu eeldab juhtimisspetsialistide head koolituse taset tehnilistes õppeainetes.

· Säilib vajadus korraldada niisuguste mittetranspordialase haridusega või üldise transpordilogistiku haridusega võimekate  töötajate merendusalast täiendusõpet, kasutades selleks ära nii kohalikke kui rahvusvahelisi rahastamisvõimalusi.   

Avada EMA-s meretranspordi ökonoomika eriala iseseisva erialana ei ole käesoleval ajal otstarbekas,  kuid tuleb parendada ökonoomika õpetamist kõikidel erialadel ökonoomika õppekavade ümbervaatamise teel ja laiemalt rakendada täiendusõpet, arvestades seejuures õppurite varasemat haridusalast ettevalmistust, ettevõtluse vorme ja töökohti.

Olemasolevate statistiliste andmete, erialaste ühenduste,  EMA, samuti merendusettevõtete spetsialistide arvamusel merendusalase koolituse baasandmed spetsialistide vajaduse osas oleksid:

· Kommertsettevõtetes vajatakse: ekspedeerijaid – ca 800, laevaagente – 120 – 150, prahtimise vahendajaid – ca 20 - 25 inimest.

· Sadamates, stividori- ja laofirmades – ca 200 – 250 inimest.

· Majandus- ja Kommunikatsiooniministeeriumis – 1 inimene 3 aasta jooksul

Sellest tulenevalt ja arvestades valdkonna töömahtude prognoositavat kasvu oleks vajalik suurendada lähiaastatel vastuvõttu meretranspordi juhtimise erialal kuni 25 inimeseni ja jätkata iga-aastase tasulise õpperühma moodustamist.

Tuleb saavutada ülikooliseaduse ja rakenduskõrgkooli seaduse muutmise kaudu õigus alustada ja ka alustada magistri-, tulevikus  ka doktoriõpet meretranspordi juhtimise alal EMA-s.
Õiguslik reguleerimine. Merendus, eriti selle rahvusvahelisest laevaliiklusest ja kaupade ja reisijate merevedudest tulenev tegevus, on olnud, on ja jääb suures osas baseeruma rahvusvahelistele õigusaktidele. Eesti merendust reguleerivad erineva tasemega õigusaktid - rahvusvahelised konventsioonid, mitmepoolsed rahvusvahelised lepingud, kahepoolsed rahvusvahelised lepingud, siseriiklikud seadused, muud siseriiklikud õigusnormid, ettevõtete, organisatsioonide ja asutuste vahelised lepingud, sadamate eeskirjad ja rahvusvahelised ning kohalikud tavad. 
Ülalnimetatud õigusdokumentide väljatöötamiseks on vajalik, et sellekohase tegevuse kõikidel etappidel osaleksid üheaegselt nii küsimuse sisu hästi tundvad merendusspetsialistid kui ka erihariduse ja töökogemustega juristid mere- ja rahvusvahelise õiguse valdkonnast.

Tervikuna on diplomeeritud juristide arv nii õigusdokumentide koostamiseks kui ka merendusalaste ettevõtete, asutuste ja organisatsioonide igapäevase tegevuse õiguslikuks teenindamiseks käesoleval ajal piisav, kuid sageli jääb neil puudu merendusalasest haridusest ja töökogemustest. Diplomeeritud juriste merenduse valdkonnas Eestis varem ette valmistatud ei ole ja seda ei tehta ka käesoleval ajal. 

Arvestades, et paljude merendusstruktuuride, nii riiklike kui ka mitteriiklike juhtideks ja juristideks on saanud ka inimesi, kellel merendusalase töö kogemused puuduvad või need  on ebapiisavad, vajavad need inimesed merendusalast taseme-, ümber- ja/või täiendusõpet.

Põhimõtteliselt on kaks võimalust merendusjuristide ettevalmistamiseks ja merendusspetsialistide õigusalaste teadmiste taseme tõstmiseks. Esimene -  juriidilist kõrgharidust omavad isikud saavad täiendava koolituse merenduse ja mereõiguse valdkonnas; teine - merendusalase haridusega ja praktiliste kogemustega isikud (ennekõike meremeeste-laevajuhtide ja meretranspordi juhtide hulgast) omandavad täiendavalt teadmisi õigussfäärist. Reaalsem ja tulemuslikum näeb välja teine variant. 

Lähtudes ülaltoodust võib järeldada, et: 

- on võimalik korraldada üheaegselt nii juriidiliste õppeasutuste lõpetajate merendusalast koolitust kui ka töötavate juristide täiendusõpet üldistes merendusküsimustes (meretranspordi juhtimine ja ökonoomika, kommertsekspluatatsioon, meresõidu ohutus jne.) ja mereõiguses;

- perspektiivne näeb välja nii üldise kui ka spetsiifilise merendusalase      juriidilise täiendusõppe võimaldamine tegevmeremeestele ja merendusega seotud kaldaettevõtetes töötavatele spetsialistidele soovitatavalt EMA ja Tartu Ülikooli Õigusinstituudi koostöö baasil.  
Õppevormid: 1-2-aastane eksternõpe, 1-aastased 1–2-päevased loengutsüklid, poolepäevased ja ühepäevased temaatilised teabepäevad, loengud ja seminarid, õigusalased konsultatsioonid, osalemine õigusdokumentide väljatöötamises ja rakendamises.

2.2.11. Merendusalane vahendus- ja teenindustegevus

Rõhuv osa Eestit läbivatest transiitkaupadest (ca 95 %) ning Eesti enda eksport- ja importkaupadest saabub/väljub sadamate kaudu. Laeva- ja kaubaomanikke teenindavad sadamates spetsialiseeritud (agenteerimis-, ekspedeerimis-, prahtimis-, stividori- jne.) ettevõtted. Ainuüksi AS-i Tallinna Sadam operaatorfirmade 2001. aasta käive oli üle  5 mld kr. 

Laevade agenteerimine.  Sadamaid külastavad laevad vajavad mitmesuguseid teenuseid – kaikohtade broneerimist, piiri- ja tolliformaalsuste korraldamist jne. Neid töid teevad spetsialiseeritud agenteerimisfirmad. Seisuga 01.04.2002 oli kehtiv litsents 103 ettevõttel. Tegevusvaldkonna erialaspetsialistide arv on ca 120 – 150.

Kaupade ekspedeerimine kujutab endast kogu transpordiprotsessi või selle mingi osa korraldamist spetsialiseeritud ekspedeerimisettevõtete poolt. Eesti Mereekspediitorite Liitu kuulus 01.01.2002. aasta seisuga 4 Mereagentuuri, Eesti Ekspedeerijate Assotsiatsiooni (EEA) -  57 firmat, umbes sama arv firmasid tegutseb sõltumatult EEA-st. Justiitsministeeriumi registrikeskuse andmetel on ekspedeerimine tegevusalaks 221 ettevõttele. Tegevusvaldkonna erialaspetsialistide arv –  EEA liikmesfirmades töötavaid – 627, kokku – ca 800. 

Laevade prahtimise vahendamine. Prahtimise vahendamine kujutab endast teenuse osutamist üheaegselt kahele osapoolele – kaupade leidmist laevahaldajatele ja laevade leidmist kauba-/laevahaldajatele, neid teenuseid osutavad põhiliselt komplekssed mereagentuurid. Tegevusvaldkonna erialaspetsialistide arv – ca 20 - 25

Kokku on laevade agenteerimise, kaupade ekspedeerimise ja prahtimise vahendamise teenuseid osutavate Eesti firmade aastakäive orienteeruvalt 6 – 7 mld kr. Seejuures EEA liikmete  2001. aasta kogukäive oli 2,68 mld kr, sellest “puhtalt” ekspedeerimine – 1,44 mld kr. 

Operaatorfirmade poolt osutatavad endised sadamateenused  on:

 Stividoritööd (kaupade lastimine-lossimine ja sellega seotud abitööd). Suuremates sadamates on stividoritööd üle läinud iseseisvatele operaatorfirmadele. Enamik keskmisi ja väikesadamaid osutab stividoriteenuseid ise. 

 Laomajandus (kaupade lühi- või pikaajaline ladustamine ja hoiustamine ladudes).  Laomajandusettevõtete eriliigiks on jaotuskeskused, kus peale hoiustamise antakse kaupadele veel lisandväärtust.  

 Talmaniteenused  (tükikaupade koguse ja/või nende välise seisundi kontroll kaupade üleandmisel kas ühelt transpordiliigilt teisele, sadamatele, laooperaatoritele või kaubasaajatele)

 Sürveieriteenused  (siin - kvalifitseeritud kontroll stividoritööde üle).

Muud pakutavad teenused laevadele, kaupadele ja reisijatele on laevade lootsimine, laevade varustamine  kütuse, vee, toiduainete jne., laevade mehitamine, teenused laevaperedele, merendusalased konsultatsioonid jne. 

Vahendus- ja teenindustegevuse arenguperspektiivid ning personalinõudlus sõltuvad põhiliselt Eesti Vabariigi transiit- ja väliskaubanduse hetkeseisust ning tulevikust, olulisel määral - sadamate tegevuse arengust. Et selle tegevusvaldkonna töötajad on suhteliselt noored (reeglina 30 – 35 aastat), töötajate vanuselist väljalangemist lähemal aastakümnel ei prognoosita.

Mereagentuuride, stividorifirmade ja laondusettevõtete hinnangul vajatakse aastatel 2006 – 2010 igal aastal mereharidusega personali (meretranspordi juhid, laevajuhid; ametikohad – ekspediitorid, laevaagendid, stividorid, laojuhatajad), ca 25 – 30 inimest.
Prahtimise vahendamise alal praktiliste töökogemusteta spetsialiste reeglina ei rakendata. 
3.  MEREHARIDUSE STRUKTUUR JA TASEMED TÄNASES EESTIS

3.1. Kutsealane eelõpe gümnaasiumides

Kutsealast eelõpet (algtase) Eesti Vabariigis annavad: 

- gümnaasiumide ja keskkoolide merendusklassid (Pärnu, Orissaare, Kunda.

Kõik nimetatud õppeasutused annavad mereharidust algtasemel õppeajaga:

- madrus – 7 nädalat

- motorist – 11 nädalat

3.2. Kutseõpe põhikooli (KKPB) ja keskkooli (KKKB) baasil

Kutseõpet põhikooli ja keskkooli baasil (keskeriharidus)  Eestis annavad :

1. EMA Merekool koos oma Tartu filiaaliga, kus valmistatakse ette järgmiste erialade spetsialiste:

· Laevajuht (kuni 500 GT). Õppeaeg KKKB – 2 aastat, KKPB – 3 aastat 10 kuud

· Laevamehaanik (kuni 750 kW). Õppeaeg KKPB – 3 aastat 10 kuud 

· Külmutusmasinist. Õppeaeg KKPB – 3 aastat 10 kuud

· Sisevete laevajuht-mehaanik. Õppeaeg KKKB – 2 aastat

2. EMA Pärnu Merenduskeskus :

· Madrus – 2 kuud

· Motorist – 3 kuud

· Kippar-mehaanik kuni 250 GT – 4 kuud 2 nädalat

· Laevajuht kuni 200 GT – 3 kuud 3 nädalat 

· Paadijuht – 1 kuu 3 nädalat

· Kaatrijuht (paadijuhi kvalifikatsiooni olemasolul) – 2 nädalat

3. Suuremõisa Põllumajandustehnikum :

· Kalur-laevajuht – 3 aastat 2 kuud 

Kõik mainitud kutseõppeasutused on riiklikud, munitsipaal- või eraomanduses õppeasutused tänases Eestis puuduvad. 
3.3. Rakenduskõrgharidus

Rakenduskõrgharidust keskkooli baasil annab riiklik rakenduskõrgkool EMA, kus valmistatakse ette järgmiste erialade spetsialiste:

· Insener-laevajuht. Õppeaeg 4 aastat + 0,5 aastat merepraktikat

· Insener-mehaanik. Õppeaeg 4 aastat + 1 aasta merepraktikat

· Külmutusseadmete insener-mehaanik. Õppeaeg – 4 aastat

· Meretranspordi juht. Õppeaeg – 4 aastat

· Kalatoodete tehnoloogia insener. Õppeaeg – 4 aastat

· Kalandusspetsialist. Õppeaeg – 4 aastat

· Insener-hüdrometeoroloog. Õppeaeg – 4 aastat

· Hüdrograafiainsener. Õppeaeg – 4 aastat. Võimalus spetsialiseeruda erialal “vesiehitiste korrashoid ja keskkonnakaitse”

3.4. Täiendus-, ümberõpe ja täiskasvanute koolitus
Eestis korraldatakse täiendusõpet ja täiskasvanute koolitust:

EMA täiendus-ja ümberõppeosakonnas

EMA Pärnu Merenduskeskuses

AS MSCA koolituskeskuses (eramerekool “Reval”)

Kõik loetletud täiendusõppe korraldajad pakuvad käesoleval ajal vaid nõutud kohustuslikku täiendusõpet.

Ettevõtete  nõudlusest tulenev täiendusõpe Eestis on käesoleval ajal väikesemahuline. Merendusega seotud Eesti ettevõtted (sadamad, laevandus- ja agenteerimisfirmad jm.) korraldavad oma töötajate täiendus- ja ümberõpet üldjuhul iseseisvalt vastavalt firma poliitikale ja rahalistele võimalustele. Selles valdkonnas puudub praegu koordineeritus ja koostöö. 

Eesti merendusspetsialistide täiendus- ja ümberõpet koordineerivaks keskuseks sobib kõige paremini EMA, kuhu on koondunud nii erialaainete õppejõudude kui ka merendusteadlaste rõhuv enamus. Praegu toimub selline töö suhteliselt hästi vaid kitsas meremeeste täiendusõppe valdkonnas, kuid kindlasti on EMA-l suur potentsiaal ka muude valdkondade (juristid, meretranspordi juhid jne.) spetsialistide täienduskoolituse organiseerimisel. Sellist tegevust ongi juba alustatud. 

4.  PEAMISED PROBLEEMID MEREHARIDUSE KORRALDUSES

4.1. Ressursside piiratus

Ressursside piiratus avaldub kahes aspektis:

1. Erialase kõrgharidusega ja tänapäevase erialase töö kogemusega õppejõude on vähe. Põhjuseks on õppejõudude madal ja tegevmeremeestele vähemotiveeriv palgatase ning õppejõu ja teadustöö suhteline ebapopulaarsus ja selle alahindamine ühiskonnas.

2. Riigieelarveliste vahendiste piiratuses ja täiendavate rahastamisallikate  vähesuses. Täiendavad rahastamisvõimalused puuduvad ennekõike seoses merendusega seotud ettevõtete vähese huviga hariduse ja rakendusliku teadustöö korraldamise vastu Eestis.

Arvestades ressursside vähesust ja Euroopa Liidus teostatud uuringutes  (METHAR ja METNET) esitatud soovitusi, on Eesti Vabariigi puhul optimaalne arendada vaid ühte, kogu mereharidussüsteemi metoodiliselt juhtivat ja haridusökonoomilisest aspektist efektiivselt majandavat õppeasutust. Eestis on taoline loodud juba 1991. a. Eesti Merehariduskeskuse, tänase EMA  näol. Merehariduse edukaks ja kvaliteetseks arendamiseks vajaliku ressursi hajutamine erinevate riiklike või eraõiguslike institutsioonide vahel on ebaotstarbekas ja mereharidussüsteemi arengule kahjulik.    

4.2. Õppejõudude järelkasv

Esmane ja olulisim merehariduse arendamise tingimus on vajaliku kvalifikatsiooniga õppejõudude pideva järelkasvu tagamine. Selle eelduseks on tegevmeremeestele ja teistele merendusspetsialistidele piisavalt motiveeriva palgataseme tagamine ka töötamisel õppejõududena. Tulenevalt rahvusvaheliselt väljakujunenud praktikast tagatakse merelt lahkunutele ja õppejõududena tööleasujatele 75 % nende töötasust.

Esimeses etapis on otstarbekas kaasata erialaspetsialiste erialase töö kõrvalt või sellest vabal ajal. See võimaldab pedagoogilisele tööle asujatele atraktiivse põhisissetuleku ja tagab vastavate õppejõudude pideva kõrge professionaalse taseme.

Õppejõudude järelkasvu korraldamine peab toimuma tihedas koostöös merendusettevõtetega.

4.3. Merehariduse riikliku korraldamise koordineerimatus

Üldise korra kohaselt on kogu haridusalane töö Eestis antud Haridusministeeriumi korraldada, kellele on allutatud ka merehariduslikud õppeasutused. Merehariduse korraldamine eraldi on Eestis Eesti Vabariigi põhiseaduse ja  Vabariigi Valitsuse seadusega sätestamata. Majandus- ja Kommunikatsiooniministeeriumil ning selle haldusalasse kuuluval VA-l sellel alal sätestatud ülesandeid ei ole.

Samas on VA oma põhimääruse järgi vastutav kõigi meresõidu ohutusega seotud, sh. rahvusvaheliste konventsioonide nõuete täitmise järelevalve eest. Nende hulka kuulub ka konventsioon STCW-78, mis otseselt reguleerib meremeeste koolitust ja väljaõpet. 

Merehariduse korraldamiseks ei ole Haridusministeeriumis eraldi allüksust ega spetsialisti, ametnikel ei ole spetsiifilist mereharidusalast kompetentsi, VA ametnikud reeglina aga ei oma kogemusi haridusküsimustes. Mõlemad ametkonnad suunavad mereharidust, omamata selleks piisavat kompleksset kompetentsi, ja teineteisega sageli kooskõlastamata. Olukorra lahendamiseks oleks vaja vastu võtta eraldi mereharidusseadus, sätestamaks täpse kohustuste ja vastutuse jaotuse merehariduse korraldamisel, rahastamise alused, laevapere liikmete koolituse erinõuded jne.

Korraldamatuse tulemusena ei toimu käesoleval ajal merehariduse koordineeritud arendamist. 

4.4. Riigisisene merehariduse kvaliteeti kahjustav ja piiratud ressursse hajutav konkurents

Eesti Vabariigis tegutseb käesoleval ajal kaks meremeeste koolitamise ja väljaõppega tegelevat juriidilist isikut, millest EMA koos oma Merekooli ja Pärnu Merenduskeskusega on riiklikud  õppeasutused. Lisaks veel Suuremõisa Põllumajandustehnikum ja merendusklassid. Täiskasvanute koolitamisega tegeleb ka  juriidiline isik AS MSCA (eramerekool “Reval”). 
Vastavalt Vabariigi Valitsuse määruse nr.159, 21.juulist 1998 lisale 5 on laevapere liikmetele ette nähtud hulk kohustuslikke täiendusõppe kursusi, millest enamik kordub viieaastase perioodiga. Valitsuse kõnealune määrus tekitab laevapere liikmete täiendusõppeturul, kus osalevad kaks eelmainitud eraõiguslikku ja üks riiklik institutsioon, õppe kvaliteedile kahjuliku konkurentsi, sest laevapere liikmed ehk kliendid püüavad valida loomulikult võimalikult odavad ja võimalikult lihtsalt läbitavad täiendusõppekursused. Ennekõike odavust taotlevad ka ettevõtted, kes oma töötajatele vastavaid kursusi tellivad. Sellise konkureerimispõhimõtte puhul on praktiliselt võimatu tagada väljaõppe nõutavat taset, aga samuti kursusi pakkuvate institutsioonide arengut.

Teisalt on tegemist meremeeste haridusturul pakutavate väheste ressursside hajutamisega. Arvestades meie tegevmeremeeste arvulist piiratust (orienteeruvalt 8000 inimest) ning merehariduse kallihinnalisust (väikesed õppegrupid, kallis õppevahendite baas jne.)  on käesoleval ajal tegemist Eesti Vabariigi huvide kahjustamisega, sest luuakse olukord, kus mitte ükski meremehi koolitav institutsioon ei suuda tagada täiuslikku ja kaasaja kiiresti muutuvatele nõuetele vastavat arengut. Positiivsena tuleks märkida VA kvalifitseeritud spetsialistide osalemist laevapere liikmete väljaõppe korraldamises. 

Riigieelarvelisi vahendeid täiendusõppeks ja konventsiooni STCW-78 nõuete täitmiseks õppeasutustele eraldatud ei ole seoses siseriiklikust seadusandlusest tuleneva õigusliku aluse puudumisega (haridusseadus ei näe ette meremeeste kohustuslikku täiendusõpet). Samas moodustavad antud täiendusõppest laekuvad tulud EMA omatuludest olulise osa, millega omakorda kompenseeritakse kadettide õppeprotsessi täiustamiseks ja tänapäevasel tasemel hoidmiseks vajalikud investeeringud. Vaatamata EMA arengukavaga sätestatud investeeringute vajadusele riiklikke investeeringuid õppevahenditesse ei ole EMA-le pärast 1998. aastat eraldatud.

Probleemi lahendamiseks oleks vaja korrastada koolituslubade väljastamise korda ning eksamineerimisprotsessi, laevapere liikmete kutseõppe ja/või täiendusõppega tegelevate äriühingute eksameid või kuulutada see riigi huvidest ja meresõiduohutuse olulisusest tulenevalt riigi monopoliks.
5. EESTI MEREAKADEEMIA ROLL EESTI MEREHARIDUSE KORRALDAMISES

5.1. Eesti Mereakadeemia struktuur ja selle vastavus tänapäeva nõuetele

Et kaasaegse merehariduse andmiseks vajalikud seadmed on kallid ja kvalifitseeritud õppejõude vähe, peab  merehariduse andmine sellises väikeses riigis nagu Eesti olema  kontsentreeritud ühte keskusesse. Sellise suuna realiseerimiseks moodustati 1992. aastal rakenduslik kõrgkool Eesti Merehariduskeskus, mis 1999. aastal reorganiseeriti Eesti Mereakadeemiaks. Eesti mereharidussüsteemi perspektiivne struktuur on järgmine: 

· EMA, selle koosseisus EMA Merekool (kasutavad suures osas sama tehnilist baasi ja samu õppejõude) ning viimase koosseisus EMA Merekooli  Tartu filiaal, samuti Pärnu Merenduskeskus

· Suuremõisa Põllumajandustehnikum, gümnaasiumide ja keskkoolide merendusklassid ning MTÜ Noorte Mereklubi.

Mereharidussüsteemi ühe koostöövormina on kavas süvendatult arendada moodulõpet, mis võimaldab ühe astme kooli lõpetanutel jätkata teise kooli kõrgemas astmes lühendatud õppekava alusel,  esmajoones merendusklasside lõpetanutel EMA Merekoolis või  EMA-s, ning EMA Merekooli lõpetanutel EMA-s. Ülemineku hõlbustamiseks on kavandamisel vaheplokid. 

Oluline on arendada astmelist täiendusõpet EMA praegusest tasemest kõrgemale (nt. kapteniõpe), rakenduslikku uurimis- ja arendustööd ning kraadiõpet. EMA kaudu võiks korraldada, koordineerida ja toetada välismaal õppimist sellistel merehariduse aladel ja tasemetel, mille õpet Eestis pole väikese nõudluse tõttu mõtet arendada.

On kavandatud, et EMA kaudu võiks toimuda merealaste õpingute korraldamine, koordineerimine ja toetamine välismaal sellistel merehariduse aladel ja tasemetel, millel pole Eestis väikese nõudluse tõttu mõtet  õpet arendada. 

Tulenevalt merealase hariduse vajadusest on EMA põhitegevust arendavate struktuuriüksuste koosseis (akadeemiline struktuur) järgmine: 

Laevandusteaduskond
:






Navigatsiooniseadmete ja side õppetool




Meresõidu õppetool



Mehaanikateaduskond:



Laevamehaanika õppetool



Külmatehnika
õppetool

Rakendusmehaanika õppetool






Õppetöökojad








Merendusteaduskond:






Kalanduse ja keemia õppetool





Hüdrograafia õppetool




Hüdrometeoroloogia õppetool







Meretranspordi juhtimise õppetool

Üld- ja alusõppe teaduskond:

Keelte õppetool








Matemaatika ja füüsika õppetool





Sotsiaalteaduste õppetool






Kehalise kasvatuse õppetool






Informaatika õppetool

Täiendus- ja ümberõppe  osakond

Kuigi üldjoontes vastab EMA ja Eesti merehariduse struktuur tänapäeva ning Eesti kui väikeriigi merenduse nõuetele, tuleb nende täitmise tagamiseks tulevikus rakendada tõhusaid meetmeid. 
EMA ja Eesti mereharidussüsteemi kavandatud struktuuri ja arengu realiseerimist raskendavad Eesti Vabariigi mitmed haridusalased õigusaktid, mis suuresti takistavad eri tasemega koolide vertikaalset integreerumist. Osa seadusandlikke probleeme on lahendatud, osa lahendamisel, kuid osa jaoks on mereharidussüsteemis vaja võib-olla erilahendeid. 

Teatud probleeme tekitab erahariduse pürgimine mereharidusturule ilma eelduste ja võimalusteta tagada kvaliteetne, rahvusvahelistele nõuetele vastav õpe. Oletatavalt lahenevad ka need probleemid lähiajal seoses rahvusvaheliste nõuete jõustumisega meremeeste väljaõppe, diplomeerimise ja vahiteenistuse korraldamise suhtes. 

5.2. Eesti Mereakadeemia materiaal-tehniline baas – hetkeseis ja vajadused

2003.aasta alguse seisuga ei olnud EMA ega tema Merekooli materiaal-tehniline baas piisav ega ratsionaalne, tagamaks STCW-78 konventsiooni ja tänapäeva merendusettevõtluse vajaduste rahuldamist.   

Mereakadeemia hooned on Tallinnas paigutunud kolme erinevasse kohta: Lasnamäele (Mustakivi tee 25; peahoone ja ühiselamu), Kesklinna (Luise 1A; õppekorpus) ja Lillekülla (Västriku 8; Merekool koos ühiselamuga). Selline hoonete paigutus ei ole logistiliselt ratsionaalne ja tekitab haldamise ja transpordi täiendavaid püsikulusid, mida annaks hoonete ühes kohas paiknemise korral vältida.            
Mustakivi 25 hoone (1994. a. valmis suurejoonelisest projektist vaid ühiselamuosa) ei ole ehitatud õppeotstarbelisena ja seetõttu ei vasta oma ruumide paigutuselt ega ehitusnormidelt õppehoonetele esitatavatele nõudmistele.  Puuduvad vooruloengute auditooriumid, ujula ja ratsionaalse paigutusega administratiivruumid.

EMA ja tema Merekooli õppeprotsessi ratsionaliseerimiseks ja eelmainitud tarbetute haldus- ja transpordikulude vältimiseks on kaks võimalust:

Esimene - rajada Mustakivi praeguse hoone kõrvale uus õppe- ning administratiivkorpus, tänane Mustakivi hoone muuta aga täies mahus ühiselamuks, milleks ta ehitatud ongi. 

Teine – rekonstrueerida olemasolev, praegu kasutamata seisev hoone Miinisadamas õppe- ja spordikompleksiks, mis võimaldaks koondada kogu EMA, sh EMA Merekooli õppetöö ühte kohta. Ühiselamuks tuleb leida täiendavad võimalused. Variandi oluliseks eeliseks on asukoht sadamas, mis võimaldaks tõsta mere- ja sadamapraktika uuele kõrgemale tasemele.

Suurim vajakajäämine tänase õppeprotsessi korralduses on see, et Eestis puuduvad võimalused viia kvaliteetselt läbi laevaohvitseride merepääste- ja ohutusalaseid praktilisi harjutusi. Riiklike investeeringute puudumise tõttu on EMA siiani kasutanud eraõiguslike väljaõppekeskuste teenuseid, mille tase on alates 1990. aastate keskpaigast pidevalt langenud ega rahulda enam EMA õppeprotsessis eesmärgiks seatud taset. Siiani puudub EMA-l õppelaev, mis võimaldaks juhendajate järelevalve all teha konventsionaalset “in-service”- väljaõpet.

EMA õppeprotsessi praktilise väljaõppe osa viimiseks rahvusvaheliselt aktsepteeritavale tasemele on vaja välja ehitada merepääste õppe-treeningkeskus (parima võimaliku asukohaga Pärnus), koostöös  Sisekaitseakadeemia Päästekolledžiga juurutada meremeeste praktiline tuletõrjekursus.  Juhendatud ja pideva järelevalve all toimuva merepraktika läbiviimiseks on vaja ehitada õppelaev või leida võimalus kasutada vastavat baasi koostöös teiste riikide merekoolidega.   

Tõsist parendamist vajab gümnaasiumide juures toimivate merendusklasside materiaalne baas.

5.3. Õppe- ja teadustöö – ühe küsimuse kaks lahutamatut tahku

Tänapäeva nõuetele vastav haridus, eriti ülikooli ja rakenduskõrgkooli tasemel, eeldab, et teadmised ja oskused, mida annavad õppejõud õppijatele, on valdkonna viimaste saavutuste tasemel. Sel juhul on võimalik õpetada inimest, eriti noort, olema elus tegija, mitte ainult täitja. See  on hädavajalik läbilöömiseks praeguses kõrgtehnoloogia ja karmi konkurentsi maailmas. On selge, et selliste “tulevikuteadmistega” saab olla vaid selline õppejõud, kes ise on kvalifitseeritud teadlane (erialale ja õppeainetele vastav kõrgharidus + vastav teaduskraad + praktilise töö kogemused omas valdkonnas) ja tunneb end kodus oma valdkonna viimaste saavutuste alal.

Mitte vähem tähtis on õppejõukaadri rotatsiooni ja järjepidevuse säilitamine. Kõrgkoolides rakenduslike õppeaineid õpetavad õppejõud kasvavad reeglina välja sama valdkonna kõrgema hariduse saanud ning tööelus praktilisi kogemusi ja oskusi omandanud isikutest.  

Täiendusõppe korraldamisel EMA töötajaskonnale tuleks täiendavalt rõhutada, et erialaainete õppejõudude akadeemilise kraadi omandamine on nõutav iga kõrgharidust andva õppeasutuse, sh. EMA jaoks. Põhiliseks teaduskraadiks peaks olema erialadoktor või sellele vastav endine kandidaadikraad, algetapil aga  praegune magistrikraad.

Selle teostamist raskendab meretranspordi ja eriti meresõiduga seotud erialadel magistri- ja doktoriõppe võimaluse puudumine Eesti Vabariigis. Akadeemilistes õppeasutustes, millel on magistri- ja doktoriõppe korraldamise õigus, puuduvad kvalifitseeritud juhendajad. Nii nõutavat teaduslikku taset ning praktiliste uuringute ja muude teadustööde läbiviimise kogemusi omavaid EMA teadlasi ei rakendata vajalikul määral. Õppimine välisriikides on väga kallis. 

Ainuke reaalne lahendus oleks merendusalase magistri- ja doktoriõppe korraldamine EMA baasil. Selleks vajalik teaduslik ja pedagoogiline potentsiaal on mitmetel erialadel olemas, kuid praegu ei saa seda teha lünkade tõttu Eesti Vabariigi seadusandluses. Alternatiivse, olgugi et vähemreaalse variandina võiks vaadelda EMA ümberkujundamist ülikooliks.

Rakendusuuringute teostamisel on vajalik arvesse võtta EL soovitusi, et “… transporditeenuste poliitika näeb ette viia siseriiklikul ja eratasandil tehtud erinevad jõupingutused rohkem kooskõlla Euroopa uuringute valdkonna suundadega” (Valge Raamat).

Põhiline rakenduslik teadustöö, sh. ka tasuliste teenuste osutamise vormis, toimub teaduskondades ja õppetoolides, suuremamahuliste komplekssete uuringute läbiviimiseks moodustatakse ühtsed töörühmad erinevate erialade spetsialistidest. Kuid rakendusliku teadustöö mahtude suurenemise puhul võib tekkida vajadus luua mõningates hea teaduspotentsiaaliga teaduskondades (esmajärjekorras merendusteaduskonnas) täiendavaid, otseselt teadustööga seotud ametikohti (etapiviisiliselt: vähendatud õppekoormusega töötavad teadurid > õppetööst täielikult vabastatud teadurid > teadusliku uurimise sektor või osakond õppetooli või teaduskonna juures). Teaduspotentsiaali olulise kasvu puhul võib kaugemas tulevikus osutuda võimalikuks ja otstarbekas moodustada selliste baasil  EMA koosseisus (või mittetulundusühinguna) Teadus- ja Arendusinstituut. 
5.4.  Õppejõudude ja teadustöötajate koosseis – olemasolu ja vajadused

Küsimust on mingil määral juba valgustatud kontseptsiooni osas 5.3, konkreetsed andmed EMA õppejõudude ja teadustöötajate koosseisu kohta on toodud tabelites 5.1, 5.2.

Nagu nähtub tabelist 5.1, on teaduskraadiga spetsialistide koguarv suur, kuid samaaegselt:

· teaduskraadiga õppejõud on teaduskondade vahel jagunenud ebaühtlaselt;

· merenduses kesksel kohal olevates teaduskondades (laevandusteaduskond, mehaanikateaduskond) on teaduskraadiga õppejõudude osakaal  ebapiisav.

Liiga väike (ca 50 %) on põhikohaga töötavate teaduskraadi omavate õppejõudude osakaal. 

EMA töötajate teaduslik kvalifikatsioon (seisuga 01.01.2003.a.):

                                                                                                                          Tabel 5.1

	Nr.
	Teaduskond
	Doktor
	Kandi-daat
	Magister
	Kokku

	1.


	Laevandusteaduskond
	-
	1
	-
	1

	2. 
	Mehaanikateaduskond


	-
	6
	2
	8

	3. 
	Merendusteaduskond
	5
	11
	6


	22

	4. 
	Üld- ja alusõppe

teaduskond
	1
	5
	1


	7

	5.
	KOKKU
	6
	23
	9
	38


Teaduskraadiga õppejõudude vanus:

Tabel 5.2

	Vanus
	Doktor
	Kandidaat
	Magister
	Kokku

	Üle 70
	2
	2
	-
	4

	61 – 70
	1
	15
	2
	18

	51 – 60
	1
	4
	1
	6

	41 – 50
	-
	2
	4
	6

	31 – 40
	2
	-
	1
	2

	Alla 30
	-
	-
	1
	3

	KOKKU:
	6
	23
	9
	38


Nagu tabelist 5.2 näha, ei saa õppejõudude vanuselist koosseisu lugeda rahuldavaks. Ilmselge on vajadus teaduskraadiga noorte õppejõudude koolitamise järele. Arvestades, et EMA on ja suure tõenäosusega jääb rakenduskõrgkooliks, tuleks magistri- ja doktoriõppesse rohkem kaasata võimekaid noori, erialast haridust omavaid ja piisavate praktilise töö kogemustega spetsialiste. Praegune EMA õppejõudude palgatase, põhiliselt tingituna riikliku koolitustellimuse alusel moodustatud õppekoha baasmaksumusest (rakenduskõrgkoolid – 12 600 kr, ülikoolid bakalauruseõppes – 20 000 kr, ülikoolid magistriõppes – 30 000 kr), mis jääb oluliselt (2-3 korda) alla ülikoolide palgatasemele, välistab sellise tegevuse süstemaatilisuse.

5.5. Sise- ja välisriiklik koostöö õppe- ja teadustöö valdkonnas

EMA kõrghariduslike õppekavade koostamisel võeti aluseks teiste õppeasutuste õppekavad.  Esialgsete õppekavade aluseks olid võetud Tallinna Tehnikaülikooli, adm. Makarovi nimelise Kõrgema Merekooli (praegu Vene Föderatsiooni Riiklik Mereakadeemia), Odessa Merelaevastiku Inseneride Instituudi ja muude vastavate õppeasutuste õppekavad. Õppekavade edaspidisel kaasajastamisel ja rahvusvaheliste nõuetega vastavusse viimisel ning samas EMA struktuuri ja töö optimeerimisel oli suur abi koostööst Hollandi ekspertide grupiga, mis käis rahvusvahelise koostööprojekti raames aastatel 1995-1999. Selle grupi tuuma moodustasid Rotterdami Laevanduse ja Transpordi Kolledži (Shipping and Transport College) õppejõud ja ametnikud.

EMA teeb pidevat koostööd Hollandi, Taani, Rootsi ning Soome merendusalaste õppe- ja muude asutuste ning firmadega. Viimastel aastatel on välja kujunenud head suhted ja tekkinud kokkupuutepunktid meie lõunanaabrite merendusalaste õppeasutustega, ennekõike Läti Mereakadeemiaga. Hakkavad taastuma konstruktiivsed suhted Peterburis asuva adm. Makarovi nimelise Vene Föderatsiooni Riikliku Mereakadeemiaga. Eesti Mereakadeemial on koostööleping Taanis asuva Marstali Navigatsioonikooliga ja perioodiline kogemustevahetus Ameerika Ühendriikides asuva Maine’i Mereakadeemiaga.

Koostöö osas on veel piisavalt arenguruumi. Esiteks jätab soovida koostöö Eesti teiste õppe- ja teadusasutustega. EMA-l ei ole siiani sõlmitud ühtegi tõsiselt võetavat koostöö raamlepingut Eesti ülikoolidega või rakenduskõrgkoolidega.  Algatusi on tehtud, kuid siiani on need ebaõnnestunud kas organisatsioonilistel põhjustel või Eesti haridusmaastikule omase riikliku pikaajalise alafinantseerimise tõttu.  Positiivseks näiteks on aga pikaajaline pedagoogilise koolituse leping Tallinna Pedagoogikaülikooliga, kuid vastastikku kasulikke koostöövaldkondi võiks olla palju rohkem: ühisõppekavade käivitamine ja arendamine, erinevate õppeasutuste laboratoorse baasi ja pedagoogilise potentsiaali optimaalne kasutamine jne. 

Koostöö teadusvaldkonnas on piirdunud Tallinna Tehnikaülikooli Merendussüsteemide Instituudi ja Meteoroloogia Instituudiga.

Suuremat tähelepanu ja tõhusat tegutsemist vajab koostöö arendamine välismaiste õppe- ja teadusasutustega, eriti üleeuroopaliste koostööprogrammide raames (PHARE, SOCRATES/ERASMUS, LEONARDO DA VINCI jms.), kuigi selles vallas on viimasel ajal tehtud teatud edusamme (PHARE projekti ettevalmistamine ja edukas esitamine, kaug- ja distantsõppe arendamise projekt LEONARDO DA VINCI raames, Plymouth’i ülikooliga vahetusprojekti käivitamine SOCRATES-programmi raames).

Lähtudes kaasaja trendidest Euroopa ja muu maailma merehariduses, muutuvad iga aastaga aktuaalsemaks sellised merendusalaste õppeasutuste koostöövormid nagu mitme riigi õppeasutuse potentsiaali kompleksne kasutamine (õppuste osaline läbiviimine erinevate riikide merekoolides, teiste koolide kõrgtehnoloogiliste seadmete ja treeningkeskuste varustuse kasutamine), kaug- ja interaktiivse õppe ühisvõrguprogrammide loomine ja arendamine jms.

Vajab arendamist rahvusvaheline koostöö teadusuuringute valdkonnas. Siiani on see, nagu rahvuslikulgi tasandil, põhinenud üksikute õppejõudude isiklikul initsiatiivil. Paremaid tulemusi selles valdkonnas on võimalik saavutada, osaledes aktiivsemalt rahvusvahelises teadustöödes institutsioonina, toetades oma töötajate ligipääsu tähtsamatele projektidele. Tuleb ka julgemalt võtta enda peale rahvusvaheliste teaduslike ja teaduslik-praktiliste seminaride, konverentside, ümarlaudade korraldamine. See parendab EMA rahvusvahelist mainet ja võimaldab õppejõududel, eriti noortel, kiiremini areneda ja jõuda uuele kvalitatiivsele tasemele.

5.6. Merehariduse finantseerimise allikad – eelarvelised, eelarvevälised

 Riigieelarvest rahastatakse mereharidust kolmel eraldi alusel:             

1. riiklik koolituskohtade tellimus ehk nn. riiklik koolitustellimus, 12600.- kr tingüliõpilase kohta (koefitsiendiga 2,0 laeva jõuseadmete  ja 3,0 laevajuhtimise õppeliinides);

2. riiklikud investeeringud (nn. RIP) ;

3. kadettide osaliseks riiklikuks ülalpidamiseks ehk toitlustamiseks ettenähtud  vahendid.

Finantseerimine riigieelarvest ei taga piisavalt vahendeid ei õppejõududele konkurentsivõimelise töötasu maksmiseks ega nende taseme- ja tööalaseks koolituseks, seega ei kvalifikatsiooni säilitamiseks ega tõstmiseks.

Suuresti on selline olukord tingitud Eesti üldisest rahanduspoliitikast. ERAK 2003–2006 andmetel on Eestis tervikuna kogukulutused teadus- ja arendustegevusele väga madalad – 0,6 – 0,7% SKP-st. EL liikmesriikides oli see näitaja 2001.a. 1,95% SKP-st. Veelgi halvem on olukord ettevõtlusepoolse finantseerimisega – 0,15 ja 1,28% vastavalt.

Eelarveväliste allikatena omab riiklik mereharidus kolme peamist võimalust:

1. tasulise täiendus- ja ümberõppe korraldamine ;

2. tasulised rakendusuuringud ja lepingulised tööd.

3. ettevõtete- ja isikutepoolsed toetused

4. tasuline õpe ja eksternõpe

Eelarvevälised allikad on moodustanud keskmiselt  10 %  merehariduse rahastamisest, kuludes peamiselt  õppevahendite moderniseerimiseks ja õppe-metoodiliste materjalide ning õppebaasi täiustamiseks.

Sponsorlusega on tegelenud Hollandi laevaomanikud keskeltläbi  150-170 tuhande kr ulatuses aastas, AS Tallinna Sadam, mille rahalise abiga (ca 900 000 kr viie aasta jooksul) loodi ja käivitati Eesti merehariduse jaoks uus meretranspordi juhtimise eriala ja AS Eesti Loots summas 511 000 kr.

6. RAHVUSVAHELISTE ÕIGUSAKTIDE ROLL MERENDUSPERSONALI

       ETTEVALMISTAMISES

Ülemaailmselt reguleerivad merendusvaldkonda ja meremeeste ettevalmistust IMO konventsioonid ja resolutsioonid.

Eesti on tänaseks ühinenud alljärgnevate IMO konventsioonidega:

· STCW-78                                                            15.08.95    

· SOLAS-74 with Protocol ‘78                              19.11.91                       


·    Load Line,1966
             

         19.11.91




· Conv .for Safe Containers ‘72 (CSC )               20.07.92

             

· CSC Amendments ‘93

                    17.03.94                         

· COLREG’72


                    19.11.91



· MARPOL-73/78

Annexes 1,2                           19.11.91
                          

Annexes 3,4     
                     20.07.92                     
   

· Tonnage Measurement of Ships’69                   19.11.91
        
 

· Load Line1966 PROT 1988

           24.04.02                   

· FAL 1965




           12.12.01            

· SAR 1979                                                            21.03.01          

· LLMC 1976


                       05.06.02                  

· SALVAGE 1989
                                  13.06.01           

· SUA 1988


                     24.10.01          

Otseselt meremeeste väljaõpet reguleerib STCW-78 konventsioon koos täiendustega.

Antud õigusaktiga on selle ratifitseerinud riikidele seatud konkreetsed kohustused üle 500 GT kogumahutavusega ja üle 750 kW peamasina võimsusega laevade personali väljaõppe ja diplomeerimise osas, sh. ka kohustus alates 01.02.2002 omada antud valdkonnaga tegelevates institutsioonides sõltumatute hindajate poolt auditeeritud kvaliteedisüsteemi.

1.augustiks 1998.a., vastavalt STCW-78 konventsiooni reeglile I/7, esitasid 82 IMO liikmesriiki meremeeste koolitamise, diplomeerimise ja sellealase järelevalve osas aruande, mille tulemusena 72 neist, sh. ka Eesti, pääses IMO “valgele lehele” (“White List”). Antud lehele kanti riigid, mille esitatud dokumentide alusel leiti STCW-78 konventsioonile alluv meremeeste väljaõppe ja diplomeerimise süsteem olevat vastavuses sama konventsiooni selleks hetkeks jõustunud sätetega. 

STCW-78 konventsiooni kohaselt oli järgmine oluline tähis 01.08.2002, milliseks tärminiks pidid IMO liikmesriigid esitama Londonisse IMO peasekretärile aruande meremeeste konventsioonijärgse väljaõppe ja diplomeerimisega tegelevate institutsioonide kvaliteedisüsteemide sõltumatu auditeerimise (“Independent Evaluation”) tulemuste osas (tähtaega pikendati kuni 01.02.2004).

Võttes aluseks STCW-78 konventsiooni, on Euroopa Liit  töötanud välja ja jõustanud mitmed meremeeste väljaõpet ja diplomeerimist reguleerivad direktiivid, millest peamine on Euroopa Komisjoni direktiiv 2001/25/EC Meremeeste väljaõppe miinimumnõuetest.   

Antud direktiiv erineb STCW-78 konventsioonist vaid selle võrra, et selles on reguleeritud ka alla 500 GT kogumahutavusega laevajuhi väljaõppe nõuded.

Märkus:  Antud lõigus on käsitletud ainult otseselt meremeeste väljaõpet puudutavaid

               õigusakte ja ei ole käsitletud haridusruumi tervikuna hõlmavat regulatsiooni,

               mis aga meile teadaolevalt selgete nõuete näol ka puudub.

2002. aastaks  ei olnud Eesti  suutnud välja töötada ega kehtestada merehariduse spetsiifikast tulenevat eriregulatsiooni meremeeste väljaõppe ja koolitamisega tegelevatele õppeasutustele. Ratifitseerimata on  STCW-78 konventsioon.

Mereharidust reguleerivad samaselt kõigi teiste õppeasutustega Eesti Vabariigi  haridusseadus, kutseseadus, rakenduskõrgkooli seadus, kutseõppeasutuse seadus, kõrgharidusstandard jt. Samas ei kajastu neis õigusaktides kõik STCW-78 konventsiooni ega merehariduse spetsiifikast tulenevad nõuded.

Viimase probleemi peaks osaliselt lahendama 01.01.2003 jõustuva meresõiduohutuse seaduse 20. paragrahv:
§ 20. Meremeeste erialane ettevalmistamine

(1) Meremeeste koolituse raamnõuded kehtestab teede- ja sideminister määrusega.

(2) Meremeeste taseme- ja täiendusharidusega tegelev õppeasutus peab omama Meremeeste väljaõppe, diplomeerimise ja vahiteenistuse aluste rahvusvahelise konventsiooni, 1978/1995 (RT II 1996, 8, 27) nõuetele vastavat auditeeritud kvaliteedisüsteemi.

(3) Meremeeste taseme- ja täiendusharidusega tegelev õppeasutus esitab vähemalt üks kord viie aasta jooksul kvaliteedisüsteemi välisauditi aruande Veeteede Ametile.

(4) Veeteede Amet teostab meremeeste taseme- ja täiendusharidusega tegelevas õppeasutuses järelevalvet väljaõppe vastavuse üle Meremeeste väljaõppe, diplomeerimise ja vahiteenistuse aluste rahvusvahelise konventsiooni, 1978/1995 nõuetele ning osaleb eksamineerimisel.

(5) Valitsus võib sõlmida välisriigi pädevate asutustega meremeestele väljastatud meresõidudiplomite ja kutsetunnistuste tunnustamise lepingu välisriikide poolt meremeestele väljastatud meresõidudiplomite ja kutsetunnistuste tunnustamiseks tööks Eesti lippu kandvatel laevadel.

 Samas ei sätesta viimane kogu merehariduse korraldusliku poolega seotud regulatsiooni ja sellealast vastutust erinevate institutsioonide vahel. Seega säilib vajadus eraldi mereharidusseaduse järgi.     

7. MEREHARIDUSE KORRALDUS TEISTES RIIKIDES

7.1.  Merehariduse struktuur ja töökorraldus ning STCW-78 täitmise tagamine

Taanis korraldab nii merendust kui mereharidust Taani Mereadministratsioon. Merekoolid eksisteerivad nii riiklike kui eraõiguslikena, kuid on allutatud mitte Haridusministeeriumile, vaid hoopis Mereadministratsioonile. Õpe toimub nii kutseõppe kui kõrgharidusliku õppe tasemel paindlikult, st. kes soovib, läbib kogu haridustee ilma vaheta, kes mitte, see etappide kaupa. Merekoolide väljund on enamikul juhtudel kõrgema kutseõppe tasemel spetsialist (meil Eestis nimetatakse seda taset kutsekõrghariduseks).

Ettevalmistused konventsiooni rakendamiseks algasid järgmiste seaduste ja määruste vastuvõtmisega:

· Laevade mehitamise seadus (jaanuar 1997).

· Merehariduse ja väljaõppe seadus (jaanuar 1997).

· Laevamehaanikute hariduse seadus (juuli 1998).

· Taani Mereadministratsiooni määrus meremeeste kvalifikatsiooninõuete ja kvalifikatsiooni sertifitseerimise kohta (mai 1998).

· Taani Mereadministratsiooni ringkiri kvaliteedikindlustamise kohta merehariduses (oktoober 1997).

· Taani Mereadministratsiooni ringkiri meremeeste kvalifikatsiooni tõendavate sertifikaatide ja sertifitseeritavate erialade kohta (juuni 1998).

· Taani Mereadministratsiooni ringkiri meremeeste täiendusõppe institutsioonide ja kursuste kohta (juuni 1998).

· Taani Mereadministratsiooni määrus vahipidamise korra kohta laevadel (aprill 1998).

Mainitud seaduste ja määruste alusel on toimunud Taani merekoolide õppeplaanide täiustamine ning kvaliteedisüsteemide väljatöötamine, rakendamine ja tunnustamine. Käesolevaks ajaks on seal protsess lõpukorral. 
Soomes kuulub  meresõidu korraldamine ja seda tagav Mereadministratsioon Kaubandus- ja Tööstusministeeriumi haldusalasse. Ministeeriumi merendusosakonnas on ametis 4-6 juristi, kelle ülesanne on täiustada Soome seadusandlust vastavalt merendusealastele nõuetele. Tähtsamad rahvusvahelised konventsioonid, sealhulgas STCW-78,  on ratifitseeritud  ja riigisiseste seaduste ning muude õigusaktidega tagatud. 

Soomes on 9 merekooli, kõik riiklikud, ning nende tegevust korraldab Koolitusministeerium. Otsused merekoolide kvaliteedijuhtimise süsteemide väljatöötamise ja hindamise kohta ning andmete esitamise kohta Meresõidu Valitsuse kaudu IMO-le võeti seal vastu  1997. aasta augustis-septembris. Merekoolide kvaliteedijuhtimise süsteemide väljatöötamiseks ja rakendamiseks koostati ja kinnitati üksikasjalik juhend. Selles oli ette nähtud ka merekoolide kvaliteedijuhtimise süsteemide rahvusliku hindamise ja tunnustamise kord ning audiitorite ettevalmistus nii koolisiseste ülevaatuste läbiviimiseks kui koolide riiklikuks hindamiseks ja tunnustamiseks. Praeguseks on projekt sisuliselt realiseeritud ning toimub koolide kvaliteedijuhtimise süsteemide hindamine ja  tunnustamine.

Soomes ja Rootsis on merekoolid, sõltumata nende omandivormist,  peamiselt  riiklikult rahastatud läbi koolitustellimuse. Kõik merendusõppeasutused neis riikides kuuluvad haridusministeeriumi haldusalasse.

Nii Soome kui Rootsi kõrgemad merekoolid (Soomes Turu Ülikooli Mereinstituut ja Polütehniline Instituut Syd-Vest, Rootsis Kalmari Mereakadeemia ja Malmö Rahvusvaheline Mereülikool) teostavad vähemalt kaheastmelist kõrghariduslikku õpet ja enamuses toimub õpe esimeses astmes kuni lõpuni ühes tsüklis, st. kuni vanemjuhtkonna taseme kvalifikatsioonini ja koos merepraktikaga  4 kuni 5,5 aasta jooksul.

Vene Föderatsiooni merendusõppeasutused on riiklikud ja kuuluvad Venemaa Haridusministeeriumi haldusalasse. Kõrgemaid merekoole nimetatakse mereakadeemiateks (Peterburi MA, Novorossiiski MA ja Kaug-Ida MA). Kõrghariduslik õpe toimub ühes tsüklis ja koos merepraktikaga 5 kuni  6 aasta jooksul. 

Merenduslikke kutseõppeasutusi nimetatakse lihtsalt merekoolideks. Siinjuures eksisteerib alates 1992. aastast Astrahani Merekolledž kui kutseõppeasutus Novorossiiski MA koosseisus. Merekoolid toimivad mereakadeemiate metoodilisel juhendamisel. 

Kalamajanduslikud ja kalalaevastiku personali ettevalmistamisega tegelevad õppeasutused eksisteerivad eraldi.

 7.2.  Merehariduse finantseerimine naaberriikides

Venemaal koosneb riiklike õppeasutuste finantseerimine kahest osast: riigieelarvelisest (25-30 % vajadusest) ja eelarvevälisest (27 % vajadusest). Merekoolid on selgelt alafinantseeritud ja elavad tänasel päeval aastatel 1989 – 1991 soetatud materiaalsel baasil.

Mitte-eelarvelised vahendid moodustuvad: 

10 %- abina Transpordiministeeriumi eelarvevälistest tuludest;

  2 %- ettevõtete kompensatsioon meremeeste väljaõppe eest;

  3 % - tasu kvalifikatsiooni tõstmise ja ümberõppe kursuste eest;

12 %- merendusõppeasutuste endi tegevustulud.

Aastatel 2001-2005 on kavas finantseerimist taotleda alljärgnevalt:

45 % - riigieelarvest;

20 % -  Transpordiministeeriumi omavahenditest;

  8 % - ettevõtetelt;

12 % - tasu kvaliteedi tõstmise ja ümberõppe eest;

  5 % - merendusõppeasutuse omatulust.

Soomes, Rootsis ja Taanis toimub merendusõppeasutuste rahastamine peamiselt riikliku tellimuse kaudu, millele lisanduvad omatulud täiendusõppest, tasulisest õppest, konsultatsioonidest ja rakendusteaduslikest töödest, otsetoetused tootmisettevõtetest ja munitsipaaleelarvetest. Soome puhul on merekoolid üldjuhul nn. “säätiö’de” ehk sihtasutuste finantseerida, millistesse kuuluvad ettevõtjad, eraisikud, munitsipaalvõimu esindajad. 

Kõikide riikide puhul on omane alafinantseeritus, mille põhjuseks suurtes riikides on kallihinnalise materiaal-tehnilise baasi killustatus erinevate maakondade õppeasutuste vahel ehk teisisõnu  - vaja oleks merekoole kontsentreerida.

Väiksemate riikide puhul on piiravaks teguriks kogu riigieelarve võimaluste piiratus ja lahenduseks kindlasti integreerumine teiste riikide merekoolidega.   

7.3. Merehariduse arengu suunad Euroopas ja meil

Meremeeste koolitussüsteem peab olema ühtne tervik, tagamaks ressursside ratsionaalset kasutamist. Siin on kindlasti vajalik säilitada ühesugust lähenemisviisi, mille aluseks võiks võtta eespool mainitud EL-i merendusõppeasutuste uurimustes METHAR ja METNET toodud soovitused.

Seega Eestis toimiks edasi mitmetasemelist meremeeste väljaõpet teostav EMA, kes saaks peamise õppurite kontingendi merendusklassidest ja EMA Merekoolist.

EMA peab kaasa aitama keskkoolide ja gümnaasiumide juures tegutsevate merendusklasside arengule ja nendes õpetatava ühtlustamisele. 2000/2001. õppeaastal alustas EMA-s õpinguid 23 tulevast laevaohvitseri  merendusklassidest ehk teisisõnu tervelt 1/3 merendusklasside lõpetajatest. Merendusklasside lõpetajate arv vajaks suurendamist, tagamaks vähemalt kahe õpperühma  komplekteerimise EMA-s. See võimaldaks kehtestada nendele rühmadele lühendatud õppekava EMA-s.

Kogu mereharidussüsteemi paindlikumaks muutmiseks tuleks rakendada moodulitest koosnevaid õppekavasid.

Kindlasti vajab läbimõtlemist põhikooli baasil kutse õpetamine, seda nii kohalikes merenduskeskustes kui EMA Merekoolis.

Laevaohvitseri kutsele tuleb rakenduskõrghariduse tasemel leida võimalus ka vähemalt ühe merendusvaldkonda kuuluva lisaeriala kutseõppe andmine (nt. laevaagent, kommertstöötaja jm). 
Peab kasvama tihe koostöö ja vastastikuste võimaluste ärakasutamine naaberriikide merekoolide vahel. Igal konkreetsel juhul tuleb täpselt kaalutleda, keda koolitada ja mida õpetada Eestis, mida hoopiski väljaspool Eestit.

Eesti merendusvaldkonna rakendusliku uurimistöö ja arenduskeskuseks peaks kujunema EMA, kuhu koondataks kogu valdkonna tipp-spetsialistide potentsiaal.

8. SUBJEKTIIVNE HARIDUSNÕUDLUS

Konkurss EMA-sse ehk õppima pürgijate arv ühele riigieelarvelisele  (tasuta) õppekohale on viimase kolme aasta lõikes oluliselt suurenenud. (vt. tabel 8.1.)

Konkurss EMA-sse





Tabel 8.1.

	Eriala
	
	
	1999
	2000
	2001

	
	
	
	Konkurss
	Konkurss
	Konkurss

	Insener-laevajuht LL
	
	2,06
	2,2
	2,3

	Laeva mehaanikainsener MM
	1,9
	1,9
	2,2

	Külmutusseadmete insener MK
	2
	2
	2,8

	Meretranspordi juht KS
	4
	4,9
	7,3

	Insener-hüdrometeoroloog KM
	3,2
	3,4
	4,5

	Hüdrograafiainsener KH
	2,4
	2,5
	3,4

	Tehnoloogiainsener KT
	
	1,7
	2,4

	Töönduslik kalapüük KP
	2,4
	
	


Tabelist 8.1 nähtub, et EMA populaarsus noorte hulgas on tõusuteel. Subjektiivset haridusnõudlust on võimalik veelgi tõsta, tehes üleriigilist valdkonna propageerimise kampaaniat, tõstes töötasusid osades riigiametites (meteoroloogidel, keskkonnaspetsialistidel, hüdrograafiatalituses jm.), lisades laevaohvitseride erialaõppe kavadesse ka täiendava kaldal tööga seotud eriala õppe  ja lõpuks muutes EMA mainekaks õppe-, teadus- ja arendusasutuseks. Eriti aga peaks tõstma EMA mainet  noorte hulgas  ta diplomi rahvusvaheline tunnustamine esimesena Eesti rakenduskõrgkoolidest. 

9. RIIGIKAITSELINE ETTEVALMISTUS

Käesoleval ajal ei toimu Eesti merendusõppeasutustes kadettide ja üliõpilaste riigikaitselist ettevalmistust. Viimane toimub üldistel Eesti Vabariigis kehtivatel alustel. Otstarbekas oleks leida võimalus laevaohvitseride õppeliinides õppijatele (kadettidele)  läbida kohustuslik kaitseväeteenistus nelja-aastase õppeaja jooksul EMA-s ja Eesti Kaitsejõudude baasil. Ülaltoodu tuleneb järgmistest asjaoludest:


· EMA kadetid õpivad kahel esimesel kursusel nii nagu sõjakoolid ehk teisisõnu kindla päevakava alusel. Neile laieneb režiimne kord.

· Teenistuse mereväe alustel võib ühildada õppekavas niigi kohustusliku, laevajuhtidel madruse ja mehaanikutel motoristi praktikaga töökohal.

· EMA on ainuke õppeasutus Eestis, kus võiks toimuda mereväeohvitseride väljaõpe mereväe tarbeks, samas toimuks ka osa spetsiifilisest väljaõppest mereväe riviohvitseridele.

Konkreetsemalt: 

· Jalaväeõpe viia läbi esimese kursuse alguses ja esimese-teise kursuse vahel.

· EMA viimasel kursusel peaks kadetil olema võimalus valida ka mereväeohvitseri karjääri kasuks ehk kadett jätkaks mingi aja jooksul ja spetsiaalse programmi kohaselt militaarvaldkonna õpinguid.

· EMA Merekooli baasil oleks võimalus valmistada ette eriala(all)ohvitsere kuni 500 GT ja kuni 750 kW masinavõimsusega laevadele.

· Spetsiaalselt erialaohvitseride ettevalmistuseks tuleks avada spetsiaalne, Kaitseväe Ühendatud Õppeasutustele alluv õppetool, mis asuks EMA ruumides.

Mereakadeemia teiste õppeliinide osas võiks kehtiv kord säilida.

10.  KOKKUVÕTE  JA JÄRELDUSED

10.1. Eesti merehariduse visioon

Eesti Vabariik arendab välja ühe keskse merendusvaldkonna õppe- ja rakendusteadusasutuse, millel on  nii integreeritud õppekavad kui ka teadusprojekte teiste siseriiklike õppeasutuste ning välismaa õppe-ja teadusasutustega. 

Antud keskne õppe-ja teadusasutus on avalik-õiguslik kõrgkool (eeldatavasti EMA), mis   edendab teadus- ja arendustegevust merendusvaldkonnas,  loob ja arendab integreeritud õppe- ja teadustegevusel põhinevaid võimalusi riiklikult kavandatud ja ettevõtlusele vajalikes suundades, juhendab metoodiliselt ja koordineerib madalamate tasemete riiklikku kutse- ja eelkutseõpet merenduse valdkonnas, korraldab täiendusõpet ning osutab ühiskonnale vajalikke õppe-, teadus-ja arendustegevusel põhinevaid teenuseid. Eesti ainukese merendusliku kõrgkooli ülesandeks on, tulenevalt demograafilisest situatsioonist ja kõrgkooliealise noorsoo arvu drastilisest vähenemisest alates aastast 2007, juurutada rahvusvaheliselt konkurentsivõimeline ingliskeelne õpe hiljemalt aastaks 2010, müümaks vastavasisulist teenust välismaa tarbijatele. 

Laevapere liikmete kutseõpe kuni  juhtivkoosseisu kvalifikatsioonini kõikidele laevadele ja kuni 500 GT ning 750 kW peamasina võimsusega laevadele kuni vanemjuhtivkoosseisu (alates vanemabist ja vanemmehaanikust) kvalifikatsioonini,  toimub nii eraõiguslikes kui riiklikes merekoolides vastavuses laevapere liikmete koolitusnõuetega, mis kehtestatakse meresõiduohutuse seaduse alusel Vabariigi Valitsuse poolt.

Laevapere liikmete kutseõpe vanemjuhtivkoosseisu tasemel  üle 500 GT ja üle 750 kW peamasina võimsusega laevadele toimub ainult eelmainitud keskses merendusvaldkonna kõrgkoolis (eeldatavasti EMA-s).

Kutsealane eelõpe toimub keskkoolide ja gümnaasiumide ning Pärnu Merenduskeskuse baasil vähemalt kolmes rannikuregioonis: Virumaal Kundas, Pärnu maakonnas Pärnu linnas ja Saaremaal Orissaares. Täiendavad kutsealase eelõppe võimalused luuakse Tallinnas, Narvas ja Hiiumaal. 

10.2. Merehariduse õiguslik regulatsioon

2002. aastaks  ei ole Eesti  suutnud välja töötada ega kehtestada merehariduse spetsiifikast ja STCW-78 konventsioonist tulenevat eriregulatsiooni konventsioonile allutatud laevapereliikmete väljaõppe ja koolitamise osas. Mereharidust reguleerivad samaselt kõigi teiste õppeasutustega üldine haridusseadustik, milles ei kajastu paljud STCW78 konventsiooni ega merehariduse spetsiifikast tulenevad nõuded.

Merehariduse õigusliku eriregulatsiooni puudumise tagajärjeks on erinevate riigiametite ja ministeeriumide koordineerimatu tegevus (vt. ptk. 6) merehariduse korraldamise ja järelevalve osas.

Viimasest tuleneb otsene vajadus eraldi mereharidusseaduse järele.     

Ebapiisava riikliku rahastamise ja üldse merehariduse suhtelise kallihinnalisuse tõttu  vajaks muutmist ka EMA juriidiline staatus Haridusministeeriumi hallatavast riigiasutusest avalik-õiguslikuks juriidiliseks isikuks.  Viimane võimaldaks

leida, ilma riiklikule õppeasutusele seatud seadusandlike piiranguteta, täiendavaid võimalusi tasulistest teenustest omavahendite teenimiseks ning arenguks hädavajalikele investeeringutele finantsallikate leidmiseks, aga ka teenitud vahendite ja kasutuses olevate varade otstarbekamaks kasutamiseks.

EMA ja Eesti mereharidussüsteemi kavandatud struktuuri ja arengu realiseerimist raskendavad Eesti Vabariigi mitmed haridusalased õigusaktid, mis suuresti takistavad eri tasemetega koolide vertikaalset integreerumist ja haridusökonoomiliselt otstarbekat toimimist. Osa seadusandlikke probleeme nõuab erilahendeid. 

Seetõttu on säilinud vajadus merehariduse õigusliku eriregulatsiooni järele.

10.3. Merehariduse korraldus

10.3.1. Õppekorralduse ja koostöö arendamine

10.3.1.1. Oma eesmärkide saavutamiseks peab merendusvaldkonna avalik-õiguslik kõrgkool arendama  tihedaid sidemeid ettevõtjatega koostöölepingute alusel nii õppurite praktika, õppekavade arendamise, lõpetajate oskuste ja teadmiste alase tagasiside, vastastikku kasulike rakendusuuringute kui ka pideva jooksva statistika osas tööturu olukorrast. 

10.3.1.2. Koolitatud merenduspersonali saamiseks on vaja arendada  täiendus- ja ümberõpet peale kohustusliku laevaohvitseride koolitamise  ka teistel merenduse erialadel. Ettevõtete vähese koostöövalmiduse tõttu on  2002. aasta seisuga ettevõtete ja merehariduslike õppeasutuste vaheline koordineeritus ja koostöö antud kontekstis puudulik. EMA kui merehariduse ja -teaduse keskus sobib kõige paremini Eesti merendusspetsialistide täiendus- ja ümberõpet koordineerivaks keskuseks ka nendel aladel.

10.3.1.3. Vastavalt EL-i merendusõppeasutuste uurimustes METHAR ja METNET toodud soovitustele on otstarbekas omada ühes riigis meremeeste koolitussüsteemi ühtse tervikuna, tagamaks kvaliteetset õpet ja ressursside ratsionaalset kasutamist. Eestis tähendaks see mitmetasemelist meremeeste väljaõpet EMA-s ning selle koosseisus olevas EMA Merekoolis (kasutavad suures osas sama tehnilist baasi ja samu õppejõude), mille koosseisus omakorda on  EMA Merekooli  Tartu filiaal ja Pärnu Merenduskeskus. EMA-ga tihedas koostöös peaks jätkama MTÜ Noorte Mereklubi, Suuremõisa Põllumajandustehnikum ja  gümnaasiumide/keskkoolide merendusklassid.  Merendusklasside arv vajaks suurendamist, tagamaks vähemalt kahe õpperühma (36 kadetti) komplekteerimise EMA-s. See võimaldaks kehtestada nendele rühmadele lühendatud õppekava EMA-s. 

10.3.1.4.. Mereharidussüsteemi paindlikumaks muutmiseks ja koostöö süvendamiseks on vaja arendada moodulõpet, mis võimaldab madalama astme kooli lõpetanute puhul kõrgemas astmes arvestada eelnenud astmes läbitud moodulit,  alates 2003. aastast esmajoones merendusklasside lõpetanutel EMA Merekoolis või  EMA-s, ning EMA Merekooli lõpetanutel EMA-s. Vajab läbimõtlemist põhikooli baasil merehariduse saamine oskustöölise taseme kutse omandamiseks, seda nii kohalikes merenduskeskustes kui EMA Merekoolis. 
10.3.1.5. Peab suurenema  koostöö ja vastastikuste võimaluste ärakasutamine Eesti kõrgkoolide ja naaberriikide mereakadeemiate ning mereülikoolide vahel ning tulevikus Eesti avalik-õigusliku merekõrgkooli osaline integreerumine eelkõige EL-i merendusõppeasutustega. EMA peaks ühinema Rahvusvahelise Mereülikoolide Assotsiatsiooniga ( IAMU - International Association of Maritime Universities). Iga konkreetse, Eesti ettevõtlusele või riigile vajaliku kvalifikatsiooni puhul tuleb täpselt kaalutleda, keda koolitada ja mida õpetada Eestis, mida koostöös ja mida väljaspool Eestit.

10.3.1.6. Merehariduse andmisel on vajalik süvendada merendusettevõtete juhtimise ja majandamise ning mereõiguse alast õpet. Arendada on vaja piisavalt kõrgetasemelist juhtimis-,  majandustegevuse ja välissuhetealast  täiendusõpet, kasutades selleks ära nii kohapealseid kui rahvusvahelisi rahastamise võimalusi. Silmas tuleb pidada ka hästi koolitatud merendusspetsialistide stažeerimise ja töötamise võimalusi  välismaal.

10.3.2. Arengusuunad erialade ja haridustasemete lõikes

10.3.2.1. Rakenduskõrghariduse tasemel tuleb laevaohvitseride õppeliinides   leida võimalus ka mõne täiendava merendusvaldkonna või viimasega seotud  lisaeriala õpetamiseks, mis võib toimuda ka täiendusõppena. Kutsehariduse tasemel vajab täiustamist paindliku edasiõppimise võimaluse loomine.

10.3.2.2.  Vajalik on kaalutleda laevaohvitseride erialadel venekeelse õppetegevuse avamist (taastamist) lähiaastatel, ingliskeelse õppe avamist hiljemalt aastaks 2010. Kolmes keeles õppetegevus tagaks subjektiivse haridusnõudluse baasi olulise laiendamise ja objektiivse haridusnõudluse parema rahuldamise.

10.3.2.3. Vaja on alustada mereõigusele spetsialiseerunud juristide ettevalmistust kavandatavalt koostöös Tartu Ülikooli Õigusinstituudiga, samuti tõsta teiste erialaspetsialistide õigusalaste teadmiste taset. See võiks toimuda kahel teel. Esimene seisneb selles, et juriidilist kõrgharidust omavad isikud saavad täiendava koolituse merenduse ja mereõiguse valdkonnas; teine - merendusalase haridusega ja praktiliste kogemustega isikud (ennekõike meremeeste-laevajuhtide ja meretranspordi juhtide hulgast) omandavad juriidilisi lisateadmisi. 

10.3.2.4. Kalandusalast haridust peaks Eestis olema võimalik saada kahel erialal - üks suunaga kalanduse juhtimisele, teine kalatoodete valmistamisele ja turustamisele. Samuti on vaja hakata andma kalandusalast täiendusõpet, korraldama kraadiõpet ning läbi viima  rakendusuuringuid ja arendustöid. Kalanduse ja kalandusharidusega seotud strateegiliste küsimuste lahendamisele kaasaaitamiseks on vaja luua EMA juurde kalandusspetsialistide nõuandev kogu.

10.3.2.5. Laevaehitusinseneride vajadus Eestis on piiratud, mistõttu nende ettevalmistamine siin on ebaotstarbekas. Võimalik oleks EMA või TTÜ integreerumine antud õppeliini osas  mõne õppeasutusega naaberriikidest (Soome, Venemaa). Lihtsamate laevaremonditööde juhatamiseks piisab kas rakenduskõrgharidusega mehaanikainseneridest, kellele on antud teatud laevade alane täiendav koolitus, või laevaremondialase täienduskoolituse läbinud EMA laevamehaaniku eriala lõpetanud spetsialistid.  

10.3.2.6. Riigi vajadused spetsialistide järele meteoroloogia-, hüdroloogia- ja keskkonna kvaliteedi alase teabe alal  on määratletud seadusandlike aktidega ning rahvusvaheliste kokkulepetega, mis tingib nende  erialade spetsialistide ettevalmistamise vajaduse olemasolevates mahtudes. 

10.3.2.7. Merekeskkonna kaitse spetsialistide arv vajab suurendamist, sest napib spetsialiste,  kes tunneksid laevaliiklusest ja sadamate tegevusest merekeskkonnale johtuvaid riske ning nendega võitlemise meetodeid ja tehnoloogiaid. Tuleb välja töötada uued õppekavad rannikuinseneri ja merekeskkonna kaitse erialadele ning täiustada hüdrograafia eriala õppekava. Need võimaldaksid ette valmistada lähedaste mere-erialade spetsialiste, kus esimestel kursustel toimuks üldine merealane ettevalmistus ja viimasel kursusel ning praktikatel spetsialiseerumine (koostöös tellijate ja teiste kõrgkoolidega).

10.3.2.8.  On otstarbekas suurendada vastuvõttu meretranspordi juhtimise erialale ja jätkata iga-aastase tasulise õpperühma moodustamist. Tuleks saavutada õigus alustada ja ka alustada magistri-, tulevikus   ka doktoriõpet meretranspordi juhtimise alal EMA-s.

10.3.3. Merehariduse finantseerimine

10.3.3.1. Merehariduse õppetöö korraldamine on spetsiifiline – toimub suures osas väikeste õpperühmadena, õppevahendid on unikaalsed ja kallid. Praegune riiklike vahendite eraldamise kord ei arvesta neid iseärasusi piisavalt ja vajab ümbervaatamist.

10.3.3.2. Eelarveväliste allikatena omab riiklik mereharidus järgmisi võimalusi: tasuline statsionaarne ja eksternõpe,  tasuline   täiendusõpe,  tasulised rakendusuuringud ja lepingulised tööd ning tööandjate sponsorlus. Eelarvevälised allikad moodustavad keskmiselt  10 %  merehariduse rahastamisest, kuid nende oluline suurendamine, tagamaks  EMA kui Eesti Vabariigi merehariduse ja merendusteaduse keskuse vajalikku arengut, on võimalik.  Et finantseerimine riigieelarvest praegusel tasemel koos eelarveväliste tuludega ei taga piisavalt vahendeid ei investeeringuteks, ei pedagoogidele konkurentsivõimelise töötasu maksmiseks ega nende taseme- ja tööalaseks koolituseks, vajab see suurendamist kas eelarveliste vahendite täiendavate eraldiste või täiendavate võimaluste loomise näol, võimaldamaks Eesti Mereakadeemia avalik-õiguslikku staatust.

10.3.4. Merehariduse materiaal-tehnilise baasi väljaarendamine

10.3.4.1. Ei EMA ega tema Merekooli materiaal-tehniline baas ei ole piisav ega ratsionaalne, selle hooned on Tallinnas paigutunud kolme erinevasse kohta. Neist peamises (Mustakivi 25) puuduvad vooruloengute auditooriumid. EMA ja tema Merekooli õppeprotsessi ratsionaliseerimiseks ning tarbetute haldus- ja transpordikulude vältimiseks tuleks rajada Mustakivi praeguse hoone kõrvale uus õppe- ning administratiivkorpus või kolida kogu EMA koos EMA Merekooliga merekoolidele kohasesse asukohta, st. mere kaldale. Käesoleval ajal oleks sobivaimaks kohaks Tallinna lahe kaldal riigile kuuluv Miinisadama maa-ala ja seal kasutuna seisvad hooned. 

Vooruloenguteks üheaegselt kaasatute arvu suurendamine võimaldaks rahaliste vahendite arvel tõsta õppejõudude palka ja tulemusena rohkem kaasata kõrge kvalifikatsiooniga õppejõude.   Mustakivi hoone tuleks täies mahus muuta ühiselamuks, milleks ta ongi rajatud.

10.3.4.2. Õppeprotsessi praktilise väljaõppe osa viimiseks rahvusvaheliselt aktsepteeritavale tasemele on vaja välja ehitada merepääste õppe-treeningkeskus (naaberriikidele teenuste osutamiseks ja täiendava kasumi teenimiseks parima võimaliku asukohaga Pärnus) ning koostöös  Sisekaitseakadeemia Päästekolledžiga ja Väike-Maarja Päästekooliga juurutada tuletõrjealase praktilise väljaõppe kursus

Väike-Maarja Päästekooli baasil.  

10.3.4.3. Juhendatud ja pideva järelevalve all sooritatava merepraktika läbiviimiseks on vaja ehitada õppelaev või leida võimalus kasutada vastavat baasi koostöös teiste riikide merekoolidega. Mõeldav oleks Läänemere-äärsete riikide merekoolide ühise õppelaeva projekti arendamine.
10.4. Õppejõudud ning teadus- ja arendustegevus.

10.4.1. Nõutaval tasemel ja areneva õppetöö tagamiseks on vajalik õppetöö integreerimine teadus- ja arendustööga kõikides merenduse valdkondades. Selle üheks  missiooniks oleks välja töötada Eesti merenduse arengukontseptsioon, mis seni puudub. 

10.4.2. Teaduskraadiga õppejõudude ja teadurite ettevalmistamine merenduse erialadel on võimalik vaid  korraldades magistriõpet ja edaspidi ka doktoriõpet nendel erialadel EMA-s, kus teaduslik-pedagoogiline potentsiaal on selleks piisav. Kuid praegu on takistuseks rakenduskõrgkooli seadus, mis ei näe ette magistri- ja doktoriõppe korraldamise võimalust rakenduskõrgkoolides.

10.4.3. Eesti merenduse  rakendusliku uurimistöö ja arenduskeskuseks, selle koordineerivaks ajuks kujuneb EMA, kuhu koondatakse kogu antud valdkonna tippspetsialistide potentsiaal. EMA kaudu võiks toimuda välismaal merealaste õpingute korraldamine, koordineerimine ja toetamine sellistel merehariduse aladel ja tasemetel, millel pole Eestis väikese nõudluse tõttu mõtet  õpet arendada. 
10.4.4. Eluliselt vajalik on EMA erialaõppejõudude perioodiline stažeerimine, st. töötamine vastava valdkonna ettevõtetes, nii laevade kui ka ettevõtete juhtimisaparaadis. Hädavajalik oleks selline praktiline enesetäiendamine laevaohvitseride õppeliinide õppejõudude praktilise enesetäiendamise jaoks, sest konventsioon STCW-78 seab tingimuseks õppejõudude vastava kvalifikatsiooni olemasolu.
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Figure 4.  Fleet controlled by Spanish shipping companies.
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