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Asserting our right “…to petition the Government for redress of grievances.”
Amendment 1, U.S. Constitution, Dec. 15, 1791

SEAFARER FATIGUE: WAKE UP TO THE DANGERS
Introduction
The International Transport Workers' Federation (ITF) is a global organization of some 500 transport workers'
unions from more than 125 different countries, representing more than five million trade union members in every
branch of transport, including more than 600,000 seafarers.
The ITF conducted a survey on international seafarers working hours with the help of the United Kingdom's
officers' union, NUMAST, to coordinate and produce the report. (Emphasis is ours).]
Executive Summary
This report presents the results of what is probably the most extensive survey ever undertaken of seafarers' working
hours in the international shipping industry. It follows on from the-1996 ITF/MORI Seafarers' Living Conditions
Survey and the NUMAST survey on the hours of work undertaken by its members, which was presented to the 68th
session of the IMO's Maritime Safety Committee.
Based on responses from 2,500 seafarers of 60 different nationalities, serving under 63 different flags, the report
demonstrates the disturbing extent of excessive hours and fatigue within the industry.
The survey results provide clear and compelling evidence of the enormity of the ensuing risks to personal health
and safety and to the safety of life at sea and the protection of the marine environment.
Despite recent advances in the regulatory regime, the survey shows that significantly more work needs to be done
to address the problems. Many seafarers are unaware of the legal safeguards that have been introduced and many ship
owners and operators appear either unwilling or unable to take the required steps to comply with these regulations.
This report sets out a series of recommendations, based on the feedback obtained in the survey and is intended to
ensure that effective measures are taken to eliminate this unacceptable threat to health and safety. It is time for the
shipping industry to wake up to the dangers and to take urgent proactive measures to minimize the risk of catastrophic
accidents that are likely to occur now and in the future.
Introduction. Long working hours, stress, and fatigue are well-known risks to occupational health and safety. In
much of society and in many industries there are rules and regulations to curb the worst excesses. However, only in
relatively recent times have the hazards of fatigue begun to be acknowledged and addressed by the maritime sector.
Concern about the available evidence of excessive working hours, as well as a number of accidents in which
fatigue was implicated, has produced two key international agreements intended to limit duty hours and to set down
requirements for rest periods: the 1995 amendments to the Standards of Training, Certification, and Watchkeeping
Convention (STCW) and ILO Convention 180 on Seafarers' Hours of Work and the Manning of Ships. Additionally,
many flag states have their own national regulations. [MET Editorial Note: Although STCW does not apply on
inland waters and western rivers, it does apply to many vessels on near coastal and ocean routes. U.S. law has
adequate provisions to regulate working hours on these waters. The Coast Guard should enforce these laws more
diligently.]
Despite this, there is increasing evidence to show that fatigue is endemic within the shipping industry – even under
the best-regulated registers. As marine accident investigators have, in recent years, begun to systematically assess the
influence of working hours upon accidents and incidents, firm and reliable examples have been produced in place of
the previously largely anecdotal evidence.
Notably, the U.S. Coast Guard's "Fatigue Index" methodology estimated that fatigue was a factor in 16% of critical
vessel casualties and 33% of personal injury cases.
The 1997 Survey of the Hours of Work undertaken by NUMAST members secured support at the IMO and many
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delegations expressed the view that the report reinforced the belief that fatigue is a problem and needs to be addressed.
Furthermore, the IMO agreed, "further studies and research are needed to clarify problems and consequences related
to fatigue in maritime transport."
In an attempt to focus further attention on this issue and to provide evidence to demonstrate the need for new and
additional measures to combat the problem, the ITF has surveyed 2,500 international seafarers serving on a wide
variety of ships in a wide variety of trades. This report and its recommendations are based firmly on the results of that
survey and reflect the actual needs and views of those at the sharp end of the international maritime industry's
operating regimes.
Fatigue – the hidden menace. As an international industry supplying global markets, shipping is of necessity a
round-the-clock business. The need to maintain 24-hour operations is undisputed. However, the effects of working
within such schedules can be punishing and the need for checks and controls is evident.
Ships are complex work places both in terms of human dynamics and in terms of equipment and systems. Safe
operations require high levels of training, experience, and qualifications – and of alertness and concentration. A
number of independent studies have emphasized the importance of the human element in maritime safety, with human
factors shown to be critical in at least 80 percent of shipping accidents.
Unfortunately, trends within the international shipping industry over the past two decades have resulted in a wide
range of developments that have intensified the pressures upon individual crewmembers. These include a general
reduction in the size of crew complements, changes in shipboard technology, the increased use of multinational crews,
the recruitment of poorly trained and unqualified crewmembers, and additional onboard procedural duties and new
regulatory requirements. Increasingly longer tours of duty (this survey showed significant numbers of seafarers
experiencing tours in excess of six months and, in a surprisingly large number of cases, in excess of one year) increase
the impact of cumulative fatigue and exacerbate the inevitable stresses of long periods away from home. The
international shipping industry has experienced these radical changes in this relatively brief period, yet many aspects
of shipboard organization and operating philosophies have failed to reflect these developments and are often based on
procedures that are centuries old. It is, therefore, no surprise that many seafarers complain of serious problems arising
from the combination of such factors.
The physical and psychological effects of long hours and fatigue are well documented and include the following:
● Loss of concentration and diminished decision-making powers.
● Loss of alertness and extended reaction times.
● Impaired coordination of control skills.
● Tiredness, depression, and irritability.
● Poor sleep quality and disrupted sleep patterns.
● Increased dependence upon drugs, tobacco, or alcohol.
● Loss of appetite, gastrointestinal problems.
● Increased risk of infection.
● Higher incidence of cardiovascular disease.
● Increased accident and mortality rates.
Researchers at the University of Adelaide showed that the performance of people who had been awake for between
18 and 24 hours was similar to those with a blood-alcohol level of 0.05. Subjects who went without sleep for between
25 and 26 hours performed in line with those with a blood-alcohol level of 0.10 – more than twice the U.S. Coast
Guard limit for seafarers and well above the 0.08 limits laid down in the STCW Code (Section B, ref. viii/ii). The
shipping industry has developed strict guidelines, supported in many cases by national legislation, to limit or even
prohibit alcohol use by seafarers, yet there has been little comparable action to restrict the prevalence of fatigue even
though its effects are as potentially damaging as alcohol.
Both the short-term and long-term social, physical, and psychological effects of long hours and fatigue seriously
jeopardize the health and safety of individual seafarers, their colleagues, and their ships. In many cases they are
serving on vessels with environmentally sensitive cargoes or with large numbers of passengers onboard – so the
potential consequences are immense.
But the problem is not simply one of long hours. The 1989 U.K. Department of Transport report produced by
Professor I.D. Brown, of the Medical Research Council, emphasized the relationship between fatigue and the length of
continuous duty periods, the time available for continuous sleep, and the arrangement of the duty, rest, and sleep
within 24-hour periods. This report has subsequently been endorsed by the findings of other researchers, including the
Australian Maritime Safety Authority (A Survey of the Health, Stress and Fatigue of Australian Seafarers, July 1997),
the Proceedings of a Research Workshop on Fatigue in the Maritime Industry (Seafarers International Research
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Centre, May 1996) and W.P. Colquhoun's reports on shift work at sea.
The results of this survey demonstrate how these elements interact to adversely affect seafarers' ability to obtain
both sufficient rest and, more importantly, sufficiently high quality rest. Furthermore, the survey also demonstrates
the extent of aggravating factors such as disruptive work patterns, long tour lengths, noise and vibration, poor
shipboard conditions, weather, and cargo working. Given that many seafarers are clearly unable to gain the rest
periods laid down by STCW and other agreements, it is even more alarming that the limited timescales available for
sleep should be further curtailed by factors such as noise, cargo working, alarms and safety drills, vibration,
machinery, PA announcements, call-outs while off-watch, and poor weather. The ensuing low quality of sleep will
add substantially to the problems created by the basic limitations on rest and sleep periods. Clearly, much more work
remains to be done to address these factors and, through such elementary measures as improved sound-proofing and
better assessments of design and ergonomics, action should be taken to ensure that seafarers can gain sufficient sleep
of adequate quality in the limited periods available to them.
Although there is clear evidence, both within shipping and from other transport sectors, of particularly dangerous
times within the 24-hour working schedule, there appear to be few strategies in place to mitigate the disruptive
physical effects of shift work and watchkeeping patterns. The working patterns experienced by many seafarers run in
direct conflict with the body's natural rhythms and, combined with the additional factors outlined above, leave many
crewmembers suffering from almost permanent "jet-lag" type symptoms. For many seafarers, this means a constant
struggle to perform safely and efficiently at times when their "body clock" has significantly reduced their mental and
physical capacities. This survey has produced extensive evidence of seafarers suffering from such effects as
"microsleep" and lapses in concentration or attention–in some cases with very serious consequences.
Research Results
Knowledge of international regulations. Around two-thirds of those who participated in the survey said they
were aware of international regulations to control seafarers' working hours and a slightly larger number had
knowledge of national regulations. These results suggest that more work could be done to disseminate information
about the controls that exist and the way in which they could be used to benefit seafarers. The one-third of
respondents who had no knowledge of national or international regulations, who were predominantly from Latin
American countries, may signify an absence of regulations in some cases and an absence of relevant information in
other cases. There are some marked variations in the rates of knowledge of regulations between seafarers of different
nationalities and between seafarers serving under different flags. These variations exist even among flag states with
defined national regulations (such as the United States).
Knowledge of the regulations should be a prerequisite for health and safety, to ensure that seafarers are able to
avoid fatigue and meet their own personal responsibilities for being fit for duty and adequately rested while on watch.
Employers' policies. The STCW 95 amendments introduced clear responsibilities for employers to establish
procedures to ensure compliance with minimum rest period requirements. It is encouraging that around 75% of
seafarers in this survey reported that their employers had policies to control working hours and almost 70% served
onboard ships where details of duty rosters were posted. But these overall statistics mask vast variations between
different flag states – with anything between 10% to 97% of seafarers under different registers reporting the existence
of duty rosters on their ships. The statistics also hide wide variations among seafarers of different nationalities, with
those from Latin American countries and Eastern Europe reporting a particularly high incidence of an absence of work
place policies and guidelines to control their working hours, with similarly high numbers reporting the lack of posted
duty rosters onboard their vessels.(1) While some of these seafarers are not watchkeepers, and are therefore not
covered by the STCW Convention requirements, many are and further work by ship owners, flag states, and port state
authorities is obviously necessary to improve the application of the regulations. Improved levels of enforcement(2)
must be deployed to ensure that operators are in compliance with the regulations. [MET Editorial comment: (1)This
problem is acute in the United States on towing vessels and OSVs. (2)The Coast Guard is well aware of this problem
but has been weak and unresponsive in enforcing work-hour regulations.]
Similarly, the International Safety Management (ISM) Code is introducing many new responsibilities for the
employers of seafarers, including the need for companies to ensure that ships are manned in accordance with national
and international requirements and that shipmasters are given the necessary support to ensure that duties can be
adequately performed. It is clear from this survey that on many ships these important sections of the ISM Code are
not being complied with. Additionally, the Code also introduces many new requirements such as familiarization and
training in support of Safety Management Systems. Due reflection of these new requirements should be made in
determining shipboard resources and support, and in the assessment of manning levels.
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The survey also reveals marked variations between ship types in the issue of employers' policies and guidelines on
working hours. In some sectors, notably chemical carriers, tankers, and bulk carriers, between 75% and 88% of
seafarers reported the existence of such material. In other sectors, notably passenger ships and offshore support
vessels, the proportion is between 50% and 65%. Similar variations are also evident with the posting of duty rosters
onboard various ship types.
The fact that barely 20% of seafarers have received training in recognizing fatigue or in dealing with the problem(1)
indicates that compliance with the spirit of the regulations should be given as much priority as compliance with the
letter of the regulations. The development of policies, comparable with those developed by the shipping industry for
drugs and alcohol, should be a basic part of acknowledging the problem and developing programs for combating it.
[(1)The crew endurance management system (CEMS) devised by the Coast Guard in 2002 was adopted by the
American Waterways Operators, a towing industry trade association in the United States.]
Working hours. This survey demonstrates the disturbing scale of excessive hours experienced by many seafarers,
despite the introduction of national and international regulations. One-third of the respondents reported average daily
working hours of 12 and more and more than 5% average more than 15 hours a day. Almost two-thirds of those
surveyed said their average weekly working hours total more than 60 – and an amazing 25% average more than 80
hours a week.(1) It is clear, therefore, that on many ships seafarers' working hours are way in excess of the STCW 95
or ILO 180 requirements. Once again, there are distinct nationality-related patterns, with Latin American, Norwegian,
British and Irish seafarers most frequently reporting hours in excess of 80 a week. Worryingly, some of the longest
hours are worked by watchkeepers and, broadly, the longest hours are being worked by those in the highest ranks.
Some 42% of masters said they averaged more than 80 hours a week, with 44% of first officers, 26% of chief
engineers, 17% of second engineers, 29% of deck ratings, 11% of engineroom ratings and 13% of stewards coming
into this category. [(1)MET Editorial note: The "two-watch" system in use on American towing vessels is, in reality,
an 84-hour work week. In terms of this international report, such hours are "amazing".]
Similar patterns are evident with the ability/inability to gain 10 hours rest in every 24-hour period. It is clear that
significant non-compliance with the rest period limitations exists, with 36% of seafarers unable to regularly obtain 10
hours rest in every 24 and 18% unable to regularly obtain a minimum of six hours uninterrupted rest. The figures rise
to 50% in the case of masters, 43% for first officers and 42% for deck ratings.
There is also clearly an acute problem with the length of continuous periods of watchkeeping. Around 17% of
respondents reported that these periods can frequently exceed 12 hours. Many of the survey forms underlined the
obvious difficulty in maintaining concentration, alertness and attention in these circumstances and a significant
number of seafarers reported accidents or incidents that arose as a direct result of long periods of continuous duty.
The disturbing number of personal injury incidents attributed to fatigue is reflected in the proportion of seafarers
who consider that their working hours present a danger to their personal health and safety – almost 55% of those in the
survey. Ships are inherently dangerous workplaces, with cargoes, equipment, weather conditions, and design factors
all presenting considerable risks – with available statistics showing the occupational death and injury rate of seafarers
to be well in excess of shore-based jobs.(1) Many of the personal injury incidents reported by seafarers in this survey
involve slips and falls or accidents while using equipment or machinery. In some cases these have resulted in
permanent injury and/or time off work. Besides the heavy personal toll, the shipping industry is also clearly facing
potentially huge costs as a result of excessive working hours. [(1)In the United States, the National Safety Council
figures show an average number of fatalities for all industries as nine (9) fatalities per 100,000 workers. A 1994
USCG report indicates the fatality rate for the towing industry may be as high as 72 fatalities per 100,000 workers-the
highest of any industry in the country. Source: MET Document #R-351.]
Just under 50% of the seafarers in the survey consider their working hours are such that they present a danger to
safe operations on their vessel. It is of particular concern that a majority of seafarers serving onboard ferries and
offshore support vessels answered in the affirmative to this question – as both ship types are engaged in operations in
which the effects of an accident are potentially very serious. Similarly, a significantly high proportion of seafarers
serving onboard passenger ships, ferries, and offshore support vessels reported problems in regularly obtaining 10
hours rest in every 24-hour period. Once again, the problems are particularly acute amongst watchkeepers – with 63%
of masters, 60% of chief engineers, and 59% of first officers considering that their working hours present personal
health and safety risks and 56% of masters, 53% of chief engineers, and 52% of first officers considering that their
working hours present a danger to safe operations onboard their ship.
The survey has produced extensive personal testament to the impact of the potentially disastrous effects of fatigue
and overwork. The following are verbatim accounts of just two of these incidents:
"During port operations, I was serving as chief officer and had worked continuously for 48 hours. I contributed to
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a chemical overflow in which serious injury occurred by not concentrating on the loading operation. Acrylonitrile
overflowed and covered two men when I hot-washed an adjacent tank." – (shipmaster)
"On previous ship, 12-15 hour days; never had six hours continuous sleep, 87-hour week for three months. Regularly
made errors in passage planning and execution. Did not dare sit down on watch." –(First officer, passenger ship)
Respondents provided a wide range of examples of other incidents that they considered to be a direct result of long
hours or fatigue, including:
● A cargo ship that collided with an oil tanker after the watchkeeping officer, who had obtained only 2.5 hours sleep
in the preceding 33 hours, fell asleep.
● $40,000 damage to a berth when it was hit by a ship under the control of an officer who had spent 18 hours on
watch in fog and during a river passage.
● A seafarer who suffered severe leg injuries after falling down a ladder following 12 hours on watch.
● Failure to appreciate a developing collision situation, failure to account for all cargo during stability calculations,
and an inability to make decisions during an emergency.
● An officer who was off sick for six weeks with mental and physical exhaustion after a month in which he worked
500 hours onboard a ship.
● Two cases of watchkeeping officers "dozing off" while in control of fast ferries.
● A grounding that occurred after the deck officers had been working an average of 16 hours a day, with no
opportunity for sleep longer than three hours.
● A helmsman who turned hard to port instead of hard to starboard.
● Pumping ballast into a cargo hold loaded with newsprint.
● A watchkeeping officer who "nodded off" and missed a required turn.
● Failure to correctly close hatches.
● Incorrect orders given and failure to understand orders received.
● Numerous incidents of overfilled tanks, spillages of oil, chemicals, and flammable materials, loading and ballasting
errors.
● Incorrect position-plotting after working 40 hours continuously.
● Numerous incidents of cargo damage, machinery damage, and failure to correctly close or open valves.
● Sleep-related car crashes while driving home from ship.
● Repeated reports of individuals suffering from nervous breakdowns, exhaustion, inability to concentrate,
forgetfulness, slow reactions, poor judgment, irritability, and tension.
The survey clearly shows that the problem of excessive hours has been deteriorating in recent times, with more
than 60% of those in the survey reporting an increase in their working hours throughout the past 5 to 10 years. Only
5% had experienced a decrease in their working hours. Analysis of the returns shows marked variations, according to
ship types, in the proportion of seafarers reporting increases in working hours – with particularly high levels among
those serving onboard tankers, ferries, and chemical tankers; once again, ship types that present especially acute
consequences in the event of an accident. Once again, senior ranks appear to have experienced some of the most acute
problems, with 71% of chief engineers, 69% of first officers, and 66% of masters reporting an increase in their
working hours throughout the past 5 to 10 years.
The existence of the "circadian trough", the time at which the body's natural rhythms mean that an individual's
ability to perform most tasks is at its lowest ebb, is well documented, with research showing a peak of accidents
between the hours of 0400 and 0600. One U.S. study found that about twice as many accidents occur between 0000
and 0800 than at other times of the day, with another peak risk period between 1300 and 1600. It is perhaps no
surprise that the overwhelming majority of seafarers participating in this survey indicated that the early hours of the
morning are the most difficult in terms of feeling the effects of fatigue. More than 44% said the period 0000-0400
was the hardest and 26% said the period 0400-0800 was the most difficult. These results underline the importance of
creating systems and procedures within shipping operations that guard against the inevitable decline in performance
and abilities at such times. It is of particular importance that safe manning assessments, watch systems, and
watchkeeping procedures reflect the constraints upon individual performance and abilities at such times.
More than 85% of the seafarers in this survey considered that the effects of fatigue increase in relation to the time
spent onboard their ship. Yet around 30% report usual tour lengths of 26 weeks and above. The accumulated effects
of disturbed sleep patterns, stress, and absence from home should be of considerable concern to the industry and a
number of respondents suggested that measures are required to curtail excessive tours of duty. As we begin the 21st.
century, it should surely be unacceptable that some seafarers are undergoing tours of duty in excess of one year –
particularly at a time when opportunities for rest, relaxation, time ashore in port, and other recuperative opportunities
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have been considerably reduced by operational changes in the industry.
Tackling the problem. The survey shows clear preferences for suggested measures to reduce the prevalence of
fatigue; of which increased crewing levels are overwhelmingly the most strongly supported. The inadequacy of the
existing principles for the assessment of minimum safe manning is widely accepted and this report underlines the
importance of early action to ensure that crew complements properly reflect the actual operational requirements,
trading patterns, maintenance programs, and other demands.
Better conditions are also firmly favored and after many years in which shipping operations have faced immense
cost-cutting pressures. It is now imperative that the pendulum starts to swing back towards improved working
environments. Many of the survey replies emphasized the way in which the effects of long hours can be seriously
exacerbated by factors such as noise, poor quality accommodation, limited opportunities for rest and recreation, and
reduced opportunities for social interaction between crewmembers (either as a result of mixed nationalities or smaller
crew complements). Improved facilities and conditions would clearly have a significant impact upon the ability to
cope with the demands of working at sea, as well as improving morale and job satisfaction. A significant number of
seafarers said that manning levels, working systems, and regulations need to more accurately reflect the additional
pressures created during periods of bad weather, intensive work patterns (e.g., repeated port calls and cargo work or
during repairs and maintenance), and for allowances to be made for the effect of heat in certain areas of the world or in
certain work areas onboard ship.
Many of those taking part in the survey stressed the need for tours of duty to be reduced to mitigate the cumulative
effects of long hours, irregular sleeping patterns, and the many other factors that inhibit adequate rest at sea. In
addition, there is clear evidence in this survey to support the case for reflecting the time taken in joining and leaving
ships in any consideration of working hours. In an international industry, many seafarers spend considerable periods
of time traveling from home to their ships and are then given an inadequate period in which to recover from the
journey and adjust their body clocks to local time. Furthermore, a number of cases reported in this survey of seafarers
being involved in car accidents while traveling home from their ships underlines the need to consider working hours
and rest periods in the broadest possible sense.
There is also strong support for tougher laws and better enforcement of the regulations that presently exist,
including a number of replies that suggested spot checks on seafarers' working hours by flag and port state
authorities. Many responses illustrated concern that seafarers are not adequately supported in the current regime,
with a number of reports of individuals being disciplined or even dismissed for fatigue-related incidents. Many
masters and officers consider that they are not given sufficient support from management ashore and that ports,
pilotage authorities, and others in the shore-side administration fail to comprehend the effects of their decisions and
the pressures for tight turn-rounds or extended standby periods. One shipmaster described how "I have experienced
hostility from local port captains when I have decided to take my ship to safe anchorage upon departure from berth
because my deck crew were exhausted after port operations". Another shipmaster told how he was reprimanded for
delaying a vessel for six hours on two separate occasions to rest staff before a channel crossing and entry into a
loading port. By creating a culture in which reprisals are feared as a result of exercising rights under international
regulations, ship owners and operators are in danger of undermining rules designed to protect the safety of their
ships and the well being of their crews. It should be made very clear that such practices are unacceptable and that
seafarers should be afforded full protection in such circumstances. Many seafarers would welcome confidential
systems of reporting abuses and a number of respondents expressed a desire for "tachograph"-style means of
logging their hours.
These findings strongly suggest that the ISM Code will not in itself result in a cultural change among ship owners
and operators and that there may be a need for further regulatory measures to ensure that short-term commercial
considerations can no longer prejudice the safety of life at sea and the protection of the marine environment.
Another frequently voiced concern was the fatigue-related impact of the poor standards of training and competency
of many crews. Many officers said their working hours had increased dramatically as a result of the lack of
experience and low training standards of many ratings and junior officers. They report additional burdens of
supervision and training, as well as a reluctance to delegate key duties, as a result. A number of respondents also
expressed concern about the increase in stress and the deterioration in shipboard life caused by ill-advised mixing of
crew nationalities.
Recommendations. This survey has built upon the results of existing research into what is clearly a serious
problem for the shipping industry. At a time of increasing global shortages of skilled seafarers and when, in many
parts of the world, problems are being experienced in attracting young people into the profession, it is of over-riding
importance that the industry demonstrates a commitment to resolve the problem. The threat to personal health and
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safety and the safety of ships, passengers, and the marine environment should not be underestimated and the industry
should be aware of the potentially huge scale of costs arising from the impact of fatigue.
Based on the results of this survey, the International Transport Workers Federation (ITF) makes the following
recommendations for action and indicates the parties that need to act:
● Urgent reassessment of the principles used to determine the issue of minimum safe manning certificates and
acceleration of the work to revise IMO Resolution A-481(XI). [By IMO and flag states.]
● Further action by ship owners to ensure compliance with IMO and ILO conventions on international shipboard
work hour limits and rest period requirements. [Port states and flag states, ship owners, insurers, and charterers.]
● Improved efforts by flag states and port state control authorities to ensure compliance with existing national and
international work hour regulations–including effective sanctions against owners and operators who fail to comply
with the requirements. [Flag states and port states.]
● More information and advice on fatigue should be supplied to seafarers, including training in recognizing and
responding to the symptoms and the wider shipboard posting of work schedules and duty rosters. [IMO/ILO, ship
owners, and P&I Clubs.]
● Confidential systems for seafarers to report abuses and non-compliance with applicable regulations. [IMO/ILO,
flag states and port states.]
● The creation of an improved safety culture, with seafarers to be protected from blame in fatigue-related incidents
that are beyond their control or responsibility. [IMO/ILO, flag states, port states, and ship owners.]
● Priority consideration to be given to the relative risk of accidents during certain hours and the reflection of such
knowledge in the assessment of crew levels, watch systems, roster arrangements, and deliberations over solo
watchkeeping during periods of darkness. [IMO.]
● Further research into the issue of fatigue at sea to include more systematic appraisals of fatigue and hours of work
during accident investigations; analysis of the effects of various watchkeeping systems on the ability to gain
sufficient sleep; consideration of shipboard ergonomics and the ability to gain an adequate quality of sleep
onboard; expert assessment of the impact of long voyages, technological developments, reduced crew
complements, and other changes in shipboard life upon seafarers' sleeping patterns. [IMO/ILO, ship owners, flag
states, and P&I Clubs.]
● More work to improve shipboard conditions, both through regulation by IMO and ILO and through action by
owners and operators to improve the working environment of their seagoing staff. [IMO/ILO, ship owners, flag
states, and port states.]
● The adoption of clear requirements that will ensure that seafarers gain adequate rest following travel to their ships
and before being assigned to their duties and undergoing shipboard familiarization training. [IMO/ILO, flag states
and ship owners.]
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RESULTS OF THE INTERNATIONAL TRANSPORT WORKERS FEDERATION QUESTIONNAIRE
OF INTERNATIONAL MARINERS
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FATIGUE DIRECTLY AFFECTS OUR “LIMITED TONNAGE” MARINERS
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