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Abstract

In theonsine globalisaton. cupial is represented as all-powerful and proactive in its mobility and ability to
transcend national boundancs in search ol new labour markets. 1 is this mobility of capital. which is argued
to be instrumental in shaping the processes of globulisation (Ohmae: 1989, Allen: 1995 Thompson et al:
1998. Dicken: 1998). Labour n contrast 1s poriraved as fixed within termitorial boundaries unable to shape
or inlluence its own destny or the processes of globalisation. These opposing discourses of capital as the
prime agent ot globalisation and labour as a passive participant in the process have predominantly informed

the debates aboul globalisation, and have remained mostiv unchallenged in the literature.

This dissertation interrogates claims of capital being all-powerful via its mobility and labour being
‘agenuess” in influencing the processes of globalisation. In order to achieve this [ use the global shipping
indusry as an example 10 explores these arpuments. This is achieved by investigating the complex ways
that relationships betwveen shipping capital and scataning labour have changed and how these changed
relationships arc articulated. Specifically 1 examine the strategies used bv South African Transport and
Allicd Workers 10 service a transnational and flexible membership. My findings suggest that the ‘agentless’

naturc of labour in shaping the processes of globalisation is exaggerated bv proponents of the (ransnatuonal

neo-liberal discourse of globalisation.
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Introduction

(A1) Aims and background of study

in theonsing globalisation. capital 1s represented as all-powerfu) and proacuve n its
mobility and ability to transcend national boundaries 1n search of new labour markets. [t
is this mobilitv of capital. which is argued to be instrumental in shaping the processes of
globahsation (Ohmae: 1989, Allen: 1995: Thompson et al: 1998, Dicken: 1998). Labour
in contrast is portraved as fixed within territorial boundartes unable to shape or influence
1ts own destiny or the processes of globalisation. These opposing discourses of capital as
the pnme agent of globalisation and labour as a passive paruicipant in the process have
predominantly mmformed the debates about globalisation. and have remained mostly

unchallenged n the literature.

The aim of this dissenation is 1o assess the vahdity of claims of capital being all-powerful
via 11s mobility and Jabour being ‘agentless” in influencing the processes of globalisation.
In order 10 achieve this | use the global shipping industry as an example to explores these
arguments. This is achieved by investigating the complex wavs that relationships between

shipping capital and seafaring labour have changed and how these changed relationships

are articulated.

I will examine the wav the shipping industry has restructured since the international
economic crists of the 1970s and the impact of this restructuring process on seafaring
labour. The shipping industry 1s the most global of all industries and seafarers are
considered to be the most global of all labour. Furthermore seafarers and their unions
interact with the labour market on the global. local, flexible and transnational levels. As
such I argue that seafarers as well as shipping capital are agents of the processes of
globalisation. Hence any assessment of globalisation and the agency of transnational
capital and labour will benefit from the analysis of the way relationships between

shipping capinal and seafaring labour are articulated
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Theonists such as Standing (1999), Castells (1991) and Harvev (1989) argue that the
world of work 15 going through unprecedented change. They situate their arguments
within the framework of globalisation and shifting labour markets. Thev argue that the
increased mobility of capital. since the 1970s. to seek out new. cheaper and more flexible
labour markets has resulted in a New International Division of Labour (NIDL) whereby
there has been a spatial reconfiguratnion of labours location. This spatial reswructuring of
labour and capital has resulted in new patterns of inequality between labour of the North
and labour of the South 1n terms of levels of skill and labour process used (Herod: 2000,
Urrv: 1996. Massey: 1994). These pattens of inequalitv are complexly aniculated and
illustrated in the way shipping capital has restructured since the 1970s and the impact this
has on seafaring labour. The restructuring of the shipping industrv also provides an
opportunirty to investigare and assess the strategies used by labour 1o organise when faced

with the challenges of globalisation.

Through a number of post 1970 mergers, acquisinons and organisational restructuring
processes. shipping companies have become the epitome of the transnational company
{TNC). These organisational restructuring processes have consolidated shipping capitals’
power. increasing therr mobility to seek out cheap and flexible labour markets. At the
same ume. the restructuring of shipping TNCs has presented seafaring labour with unigue
opporunities and challenges in an increasingly globalising wortd. This dissertation

examines how labour organisations are using these opportunities to service their

memberships.

The hizhest cost factor in operating merchant navy ships is seafaring labour. Before the
economic crisis of the 1970s, merchant shipping was a national affair. It was dominated
by the shipping companies of the traditional maritime nations of Europe such as France,
Belgium. the Netherlands, Norway. Denmark, the United Kingdom and Germany.
Merchant ships and seafarers from these states were viewed as extensions of their nation
states. There was thus a link between the Flag State and the ships of its merchant fleet.

Ships were owned. registered and crewed in the same nanonal suate. The flag that was
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floyvvn on the ship was the flag of the state where the ship was owned. registered and

crewed.

From the mid 1970s due to ¢lobal econonuc crisis, a shift in the way shipping companies
operated became necessarv if thev were 10 continue operating. The new economic
pressures on shipping capital required them to drastically reduce their operating costs.
With seafaring labour representing the highest operational costs to ship owners. it was
mevitable that labour would be the prime target of cost reduction policies. In keeping
with the general trend of capital at the time. shipping capital aimed to seek out cheaper

more flexible labour markets outside of the traditional European maritime nations.

The labour market for seafarers 1s not an occupationatly homogenous one. It is two-
nered. The first tier are the officers and the second tier are the ratings. Officers are the
senior, tertiary educated crew members, with the most senior being the captain or the
master of the ship. Ratings on the other hand are the “working class of the seas’. firmty
situated at the lower end of the crewing hierarchy and labour market. This occupational
differentiation of seafarers contributes 1o new patterns of inequality in the global and
local labour markets tor seafarers with regard to their recruitment, wages and working
conditions. Further the operation of merchant navy vessels necessitates ships being
crewed with more ratings than officers. Therefore ratings are the highest labour cost for
ship owners. These occupational categories have implications for the way the labour
markets for seafarers operate. Ratings. as the highest cost factor as well as being low
skilled are recruited from outside the tradinonal maritime nations (TMN). Countries such
as the Pmlippines. India. Pakistan, Russia, Poland and North and South Korea are the
new ratings supply sources. Ratings from these regions are largely un-unionised and
work for far less income than their TMN counterparts would. Officers on the other hand
are not subject to the low wage and job insecurity that characterises ratings employment.
Officers are highly sought after in the labour market for seafarers. Currently there 15 a
shortage of officers and surplus of ratings in the global labour market that further

exacerbates the divide between them (BIMCO/ISF Report: 2001).
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In order 10 locate the cheapest sources of labour possible. shipping capital had 10 escape
the unionised. regulated and expensive labour markets of the TMN. To faciliate the
sourcing of cheaper labour as well as to escape high fiscal expenses, they began the
process of registering their vessels outside their countries of ownership. This means for
example that a vessel may be owned bv a British company. but is registered (and flagged)
in another country, for example Libena where legislation (or lack of it) permits the hiring
of foreien unprotected crew In addition the fiscal burden of registration in flag of

convenience (FOC) registries is greatly reduced.

An obvious consequence of FOC reuistering 1s that it conmributed to the multinational
crewing of ships on a scale unprecedented before the 1970s. FOC shipping and the
consequent multinational crewing of ships is a recent phenomenon in merchant seafaring.
FOC shipping has risen from 4.5 percentin 1950 1o over 40 percent of merchant shipping

in the 1990s and is rapidly growing (Koch-Baumganen: 2000).

The move towards shipping companies registering their vessels under FOCs
(predominately in the South) combined with the increasing employment of ratings from
the South and eastern Europe has altered the traditional geoaraphic organisation of the
shipping industry. The rise of multinauonal crewing combined with the increase of FOC

registries has created new shipping hubs and labour markets in different regions of the

world.

This new landscape of shipping capital presents labour with a unique set of conditions to
operate . Therefore the particular focus of this dissertation 1s on the opportunities and
challenges faced by 1the South African Transport and Allied Workers Union (SATAWU)
and 1he international trade secretariat for transpont workers, the International Transport
Federatson (ITF) in servicing their seafaring membership. In panicular, I argue that given
the ransnational nature of shipping capital and seafaring labour, labour unions need to
adopt new strategies in servicing their seafanng membership that simultaneously takes
into account the way scale and space (local. regional and global) will influence the type

of response needed to service a transnational membership.
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The following section provides summaries of the arcuments ot the disseration’s chapters.
In addition 1 provides the structure that the disseranon follows 1n making these

arguments.

A.1.2 Structure of Dissertation

A 1,2.1 Chapter One Labour and the production of economic geographies

This chapter draws on the theoreucal formulations of labour geographers to trame the
arauments that follow. Labour geography provides a significant contribution to theorising
labours agency in producing globalisation. Furthermore 1t serves as a vital “corrective’ to
the "spaceless” perspecuves that dominate labour process and industrial relations studies.
Bv adopting an explicitly geographical perspective on trade unions. this chapter argues
that {abour plavs a significant role in shaping the geographies of transnational capitalism

and globalisauon.

A 1.2.2 Chapter Two Research methodology

Chapter Two discusses the rationale behind choosing a qualitative research process. The
research strategy adopted for this dissertation is that of a case study. The case study as a
research strategy 1s discussed. Moreover the qualitative research techniques of in depth-

interviewing and parnicipant observation that mform the case studyv are brought 1o the

fore.

A 1.2.3 Chapter Three The economic geography of FOC shipping.

In order 1o assess the veracity of the way capital and labour are theorised n the dominant
discourse of globalisation: [ use the shipping industrv as an empirical example to
examine the complex wayvs in which capital and labour relationships have been structured
since the 1970s In order to do this. [ investigate the factors that contributed to this global
restructuring. This chapter empirically invesugates the consequences of the 1970s
economic crisis for the shipping industrv. This calls for an empirical investigation and

overview of the factors that required the shipping industrv 10 restructure. Moreover the
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development of new shipping capntal hubs outside the TMN is not solelv a result of the
agency and mobilnv of capital or willingness of ratings 1o work for low wages: rather it is
the result of a complex interacuon between labour and capital in the shipping industry.
Neither could have achieved the creation of new shipping capital hubs and sources of
tabour withour the auency and parucipation of the other. As such | examine the way
finance. technology and the organisational restructuring of shipping companies impacted

on the fabour market for seafarers.

To further understand the wav the global labour market for seafarers has reconfigured
necessitates an examination into the rise of FOC shipping. In parmicular | look at how
raunces from the South (the Philippines 1n particular) and eastern Europe proactively
marketed themselves in order to obtain work (with and without government intervention)
as cheaper and more flexible than labour from the TMN and other regions ot the world,
such as South Africa. in order 10 obtain work. This involves workers willingly and
knowingly competing with each other on a global scale to attract the benefits of capital,
such as)obs. It is indicative of the agency of labour even if such agency contributes to the
uneven development of regions in terms of employment and capial investment. By
labour proactively defining new geographical contours of the labour market tor ratings
outside the TMN, necessitates that shipping capital invest productive caputal (buildings,
shore based administration-jobs) in regions where ratings are 10 be sourced. A result of
this is that new shipping company hubs and labour markets are being created. as ratings
in regrons of the South and eastern Europe compete to attract jobs and shipping capital to
their shores. Ratings from different geographic regions do not only compete with each
other in a purelv economic labour market where low wages automatically imply favoured
employment status as the empirical study of the shipping industry in this chapter
tllustrates. Labour markets for ratings are more subjective with shipping capual having a
preference for certain nationalities and ethnic groups. such as Filipinos. The same finding
holds true for the recruitment and employment of officers. When given a choice of hiring
officers from regions of the South and eastern Europe, shipping companies show a clear

preference for officers from the TMN. This i1s one of the challenges encountered by
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nauonal maritime unions of these regions that are faced with labour market

discnminanon of seafarers based on nationalitv. racial and ethnic identities.

A.L1.2.4 Chapter Four Geographies of Organising

In theorising about globalisation, the agencv of labour to influence the processes of
clobalisation is an ofi-neglected factor. Globalisation s constructed as an exclusive
protect of transnational capital. This chapter uses the example of the shipping industry to

challenge such claims.

In order 1o assess the validity of claims that locate labour in the globalisation discourse as
a passive object for capital to act on and mould, | investigate the nature and form of

agency seafaring labour uses to actively shape the workings ot shipping capital.

To do this [ investigate the way the ITF in conjunction with SATAWU arnculates
international labour solidaritv as a form of agency 1o service their memberships. | argue
that the nature and form of how solidarity 1s practised is informed by the economic and
political concems of the era. | demonstrate that the geo-politics of the cold war often
meant that imperialism informed international labour solidarity with South African trade
unions. The extent to which impenalism still informs practices of solidarity with South
African rade unions, specifically between SATAWU and the ITF are investugated. This
has important implications for the effectiveness of nternationai Jabour solidantv as a

form of agency in servicing memberships.

This entails an exploration of the strategies employed by SATAWU 1n servicing 1ts
South African ratings membership. Due to the transnational nature of the occupations of
SATAWU's raungs membership, SATAWU has adopted the transnational strategy of
mternauonal labour solidarity by affiliating itself with the ITF. This allows the labour
umon. through sits affiliation to the ITF to simultaneously service the needs of its ratings

membership on a local and global scale. An example of this transnational labour
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solidaritv in pracuce is the ITF's campaign against ships that fly FOC and employ
unorganised labour. Further. the ITF in conjunction with its national affiliates is involved
in the setting of global minimum wage and working condition standards for ratings. [t is
argued that the act of forging solidaritv between the national union and its federation has
given labour greater agency to influence the processes of globalisation by bemng able to
proactivelv respond to capitals mobility faster and more efficiently. In addition
international labour solidarity often counteracts capital. using the same technology that

capital uses as it moves from place to place, as the ITF's FOC campaign does.

Whilst a national union like SATAWU mayv be spaually fixed, by affihating with a

federation of untons that i1s networked throughout the world, this spatial fixity is

reasons for this can be traced historically to the imperialistic manner in which American
and European international labour solidanty aruiculated with the emerging independent

Black unions in South Africa during the cold war era.

This solidanty is further undermined given that the nature of capialist labour markets
necessartly requires that labour competes with each other and that the global labour
market for ratings 1s one of the most competitive of labour markets. In other words
international labour solidanty may serve to benefit one geographically or spatially

distinct group of workers over another without challenging capitalism’s allocanve

mechanisms.

The chapter then argues that labour can achieve greater agency in influencing the
processes of globalisation by working towards a transformatory solidarity as opposed to
accommodatory solidanty as currently practised between SATAWU and the ITF. T use
Johns (1998) spatial labour solidarity model to assess the type of solidarity
(transformatory or accommodatory) and level of solidarity that exists berween the [TF
and SATAWU. This 1s an impornant assessment if rransnational labour solidarity is to be

the main ool of agency for labour to influence the processes of globalisation.
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In sum tus chapter empincally investigates and assesses the agency of SATAWU and the
JTF in oreanising and servicing their transnanional membership and hence influencing the
processes of globalisation bv controlling the wage rate and working conditions of labour.
This 1s achieved by exploring the nature of this agencv. This agency is ariculated by the
forging ot solidarty between the ITF and SATAWU as a strategy 10 service their
transnational membership. | demonsturate that international labour solidanty is not an
unproblematic wav of labour practising 1ts agency. The cenwal purpose of this
disseration is to assess the validity of claims that assen that labour is a passive object of
clobalisation. This chapter aids in this assessment by evaluating the nature and form of

this agency as expressed in the act of forging international solidarirv between the 1TF and
SATAWU.

A.1.2.5 Chapter FiveJumping scales?

This chapter explores the agency used by SATAWU on a local scale 1o service South
African seafarers. | argue that SATAWU has a sophisticated notion of scale that allows it
1o simullaneously articulate agency on local and global scales. The focus of the chapter is
on local strategies used by SATAWU. In order to do this | explore local training,
employment and equity initiatives undertaken by SATAWU 10 service its seafaring
membership. This entails an exploration of the concept and praciice ot social parmership
bv SATAWU. Social partmership as used n this chapter refers o social dialogue or
partnership between labour unions and a host of labour market institutions (such as
employers. training institutions and bodies government and non-govermment agencies) as

a means of addressing the concerns of a union’s membership.

SATAWU has developed such socjal parmner relationships with seafarer labour market
mnstitutions such as the Transport Education and Training Authority (TETA) and the
South African Maritime Safety Association (SAMSA) 1o address the training
emplovment and equitv needs of its ratings membership. The social paninership berween
the TETA and SATAWU reveals the agencyv SATAWU uses 1o influence local training

and equitv policy of South African seafarers. More specifically this chapter focuses on
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the social parnership dialovue SATAWU has developed with SAMSA. This allows me
10 focus on role SATAWU plavs in the SAMSA training and equitv tnitiative for Black

South African ratings officers.

The formation and practice of social partnerships between SATAWU and nauonal labour
market institutions like the TETA and SAMSA allows SATAWU 1o amiculate agency by
mfluencing and informing nauonal rraiming and equity programmes and policy. Since
South African seafarers operate in a global labour market. the effect of SATAWU's
natonal iminanves 10 service 11§ seafaring membership has repercussions for where South

Afncan seafarers are located 1n the global labour market.

in sum this chapter. by invesngating the wav SATAWU aniculates 115 agency through the
formation of social partnerships with labour market institutions, helps address the central
purpose of this dissertation. which is to evaluate the valhiditv of theonsing labour as

passive in shaping and informing the processes of globalisation.
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Chapter One

Labour and the production of economic geographies
1.1 ‘Globalisation’: A myth at work?

arowing body of critical work by labour theorists (Massey: 1993, Martin: 1993,
Asum_ay.f: 11993, Herod: 1995, 19984, 1998p. 2000,°20017 Agnew and Corbridge:
1995, Hirst and Thompson: 1996, Wills: 1998, , Johns: 1998;) argues that the dominant
neo-liberal discourse of ‘globalisation’ is a political weapon mobilised by those on the
Right to further disempower labour. Many of these theornists (especially Koffman: 1996)
build on Foucault's (1966, 1969.1971) theorv of the relationships between knowledge,
power and discourse. Their work is imponant since it destabilises prevailing. often
oversimplified ideas of ‘globalisauon’. Further it has given a boost to the labour studies
field by creating new theoretical spaces from which a new and more critical labour praxis
can be developed. It is not the aim of this chapter to deny the existence of *globalisation’:
others have far more eloquently aimed to that (Hirst and Thompson: 1996). [nstead. it 13
argued that whilst globalisation is a discursive product of neo-liberal capital. it none the
less has very real material implications for labour and 1s used to undermine labour around
the world (Johns: 1998 Wills, 1998, Standing: 1999, Herod::2000). As such this chapter
explores how discursive production of globalisaton has resulted in matenal
consequences for labour. Further, the agency of labour in producing and resisting the

processes of globalisation and s material impacts are examined, thus proactively

inserting labour in the debates about globalisation.

This dissertation acknowledges discourse is powerful. It has the ability of making mvth
realitv. The academy needs to be more self-reflexive and cntical in its theorising of
¢lobalisation and recognise that theory influences the wav globalisation is practiced. [n

this sense. knowledge 1s indeed power and as Freire (1978), Koffman (1996) and Scholte
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(20001 argue academic discourse results in knowledge production that assists in shaping

the contours of the wav globalisation 1s understood.

Scholte (2000) contends that globalisation is a concept that most people, be they labour
or capital. part of the Left or the Right, believe as key to understanding the transition of
humanitv o the third millenium. Giddens (1999) furthers this point by asserting that we
live n a world of transformations. affecting almost every part of what we do. For betner
or worse we. are being propelled into a global order that no one fully understands. but

which 1s making its effects felt on all of us.

Whilst there have been many rigorous examinations of prevailing theories of
slobahisation from a diverse range of theoretical perspectives such as Ohmae (1989)
Giddens (1990), Hirst and Thompson (1996). Scholte (1996,2000), they all uncriticaltv
locate capital as the main actor in the globalisation process. Capital is porntrayved as the
final winner in the historic struggle between labour and capital. Globalisation is viewed
as the end game of this struggle. This kind of theorising is ultimately constraining and
self-defeauing for those on the Left, as it leaves no space for the recognition of the power
and agency of labour. This form of theonsing moves discourse from the ethereal to the
concrete. from myth to ‘reahty’. Tlis ‘realitv’ of labour as fixed, weak, and fragmented
becomes mtemalised within the academy and implicit in its theonsing and practice of
ulobalisation. As such the dominant discourse of globalisation achieves its aims by
obfuscating the theoretical spaces where challenges can be made to the way it is

articulated.

Before further critiquing the dominant neo-liberal discourse of globalisation. it will be

useful to examine some of its theoretical and empirical claims. An examination of

Perraton et al: 1997, Gray: '998; Herod et al: 1998, Standing: 1999, Scholte: 2000) point

10 two commonalties about globalisation in the literature. Firstly i1s the argument that it is

qualitativelv different from previous forms of international economic and social
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interactions. This 1s mainlv due to the increased pace. scale and mobilitv of capital.
Contemporarv “globalisation” 1t is argued has increased the scale and pace of
(nterconnections and interdependence between people and places. For example a business

deciston taken in Los Angeles can have an immediate impact on workers in Japan.

Closely related to the above argument is what Giddens (1990) refers to as time-space
distanciation. This refers to the way the rise of new technologies (especially
communication technology) has meant that local institutions become increasingly easies
to mfluence bv distant events or policies. This “shrinking” of distances between places
was what Marx decades earlier referred to as annihilation of space by ime. Many places
that mav be thousands of kilometres apart from each other become much closer in terms
ol the ease of access. interaction. and trave!l between them. As Herod (2000). Scholte
(2000) and a host of other theorists argue there are very few places on the globe that are
not within twenty-four or at least forty-eight hours distance. Some of the consequences
for capital (and labour) are for example: Clothes manufacturers in the Philippines.
Honduras or the Dominican Republic can supplv the US market almost as easily as
Johns: 1998 Herod: 1999) have illustrated how Santo Domingo, Tegucigalpa and Manila
have become the manufacturing suburbs of New York. Los Angeles. Dallas. Chicago,
Seattle and St. Louis. New York insurance companies regularlv fly claims ovemight to
[reland where they are rapidly processed and the informauon sent back to Manhattan via
satellite ready for the next day’s business. Supermarket chains in the USA ship coupons
used bv shoppers to maquiladora plants in northern Mexico for processing and crediung

of approprate vendor accounts.

Cox (1996). O’ Tuathail et al (1998) and Rodrik (1998) agree following Marx that capital
has always been global. The distinguishing feature of the contemporary processes of
alobalisation. they argue 1s the process of time-space distanciation. O’ Tuathail (1996)
cautions that a critical understanding of the processes of globalisation demands that we

distinguish between its matenahst and its discursive or tdeological understanding, A
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theoreucal distinction does not imply that such near markings can be made in the way
ulobalisation i1s practiced. In practice discourses informs matenality and matenality
informs discourses. Where the one starts and the other ends becomes blurred. From a
matenalist perspective. ¢lobalisation has its roots in the international economic crisis of
the 1970s. This entalled a move away from the Fordist mode of national regulation.
which had structured the capitalist organisation of production since 1945 (Sayer
&Walker: 1992). The Fordist mode of regulation entailed an economic relationship
between states and markets. which was characterized by nationallv regulated. inward
focused economies. These economies, according to “O Tauthail (1998) practiced an
mward focused or embedded liberalism. When the shift from Fordist to post Fordist
modes of regulation and practice began occurring during the mid 1970s the relationships
amongst capital. states and markets underwent a metamorphoses. The intemational
economy that consisted of strongly regulated national states became increasingly drawn
into a global economy in which “production and finance were being orgamised in cross
border networks that could very largely escape national and intemmational regulatory
powers” (Cox: 1996°22). Matenally then. globalisation marks a crisis of the relationship

between territorially constituted state rules and regulations and capitalism.

Cox (1996} argues that globalisation marks a shift to an unruly and ungovemnable form of
capitahst organisation. This unruly and ungovemable form of organising capital is one
that capital itself promotes and seeks. both materially and discursively. Asﬂgu‘vey.(_t.%_?)
O'Tuathail et al (1998) and Rodrik (1998) and 'Her_o‘d.(BOOO) note. the global economy

grew by taking advantage of the territorial fragmentation of the international economy.

This then facilitated capital to 1ake advantage of the different economic geographies of
the world that would maximize the profit making ability of capital. Hence capital was
able to distribute s various production processes geographically, taking advantage of
low labour cosis, low production costs, taxation incentives and lax environmental
regulanions for example. As will be argued later in this chapier the extent of the mobility

of capnal is overstated and is not a homogenous process.
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It these were the material roots and consequences of globaiisauon. then 1t was driven by
the mcreasingly dominant discourse of transrational neo-liberalism. Transnauonal neo-
tiberahism holds at its heart that the movement of free trade and open markets at a ulobal
scale 15 1n the interest of the global population. In the discourse of transnanonal neo-
liberaiism. globahsauon s presented as inevitable and unstoppable. The “there is no
alternauve’” and “there i1s no other wav™ are two of the slogans espoused bv Reagan and
Thatcher when advocating neo-liberal globalisation (Bradley et al: 2000: 1),

Transnational neo-liberalism is argued (Bradley et al; 2000, Giddens: 1990) to be a latent

form of free market capitalism.

Proponents of this transnational neo-liberal discourse. promote the 1dea that state
reauianion of markets is anti-progress and ultimately self-defeating. The idea of markets
as unrulv and economic growth as aversive 10 being binded by state tormulated rules is a
central tenet of the riransnational neo-liberal discourse that informs globalisation.
Advocates of a rule-less and unruly transnational neo-liberalism exaggerate the exient
and level of the unruliness of markets when they assen “markets need to be emancipated
from “the fetters and discipline of state regulationists” (O'Tuathail et al: 1998:5). To
achieve this ‘emancipation’ of markets they invoke ideas of rationality, growth and
efficiency to sway government opinton, policy and practice n their fayour. This in turn
mtorms legisiation that effects both labour and capital. The consequence is often. the

dereculation of labour and economic markets.

Vogel (1996) in O Tauthail (1998) contends that by the discourse of transnational neo-
liberalism advocating for an increased deregulation of rules that govem labour and
economic. it obfuscates the fact that what is being achieved is not a deregulation but
rather a re-regulauon of rules and laws. He adds that formulation of new rules and
regulations is contingent 1o the survival of rransnational-neo-liberalism. These rules may
be “unruly’ but are an institutionally inbuilt form of ‘economically correct” unruliness.
The forms that these new rules take mayv differ from state to state. but these countries
have 1o institute or re-regulate the rules for transnational-neo-liberalism 10 succeed. The

territonial state then is instrumental in this process. As Webber (1998, 2000) demonstrates
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1 his study on how states produce globalisation. the state continues 1o have more agency

than the discourse of transnational-neo-liberalism proposes.

Another manner. 1n which the discourse of ransnational neo liberalism informs the
practice of globalisation. is the manner in which it conceptualises the state. This is part of
a larger areument intertwined with the process of time —space distanciauon. This implies
the dilution of the power of local economic and social institutions to determine local
economic and social processes. Gray {1998:57) refers to this as “de-localisation”,
Theorists from the schools of international relations and political geography (Agnew &
Corbridge: 1995, Cerny: 1995, Dalby: 1995, Taylor: 1995; 2000) argue that de-
localisation carries with it implications for our conceptualisation of the state. They argue
that ulobal institutions and processes have severelv undermined the sovereignty of the
state, The local (as in the state or other institutions) has a weakened and insignificant role
to play in an increasingly global world. Johnston (1994), Bradley et al (1998) and Hart
and Landsberg {1998) however cntique this view, by arguing that the state has been
instrumental in the rapid financial growth of the newlv industrialised countries (NICs).
Though Hart-Landsberg and Burkett (1998) point out that the growth of the newly
industrialised countries (NICs) is indicative of increased intermnational participation in
trade. For example in 1963 the countries of East and South East Asia were responsible for

|.51 percent of world trade. By 1995 their share had risen to 19.9 percent.

Further empirical work by Johnson (1994), Sharma (1997), Tesfahuney (1998:)':, Rodrik
(1998) and Djankov et al (2000) on the role of the state in restricting and facilitating the
mobility of both capital and labour demonstrates that the powerlessness of states to shape
the processes of globalisation is greatly overstated. Roberts (1998) contributes further to
the debate on the way the discourse of transnational neo-liberalism sets the terms of the
debate on the role of the nation state. According to Robents (1998), to assume that
transnational neo-liberalism has restructured all states in amﬁo'm'ogétibus _manner is to
ignore the agency of states in resisting aspects of transnational neo-liberalism. By
presenting transnational capital as monolithic in its intent and consequences one is

biinded to an analvsis of the differential ways in globalisation restructures states:
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Moreover critical theorists of globalisation like ‘O Tuathail et al (1998:13) contend that it
makes no sense to write about the “end of the nation state’. Instead they argue, it is more
productive to speak of the “globalisation of the state and the globalisation of
sovernmentality” with globahsation being understood both in materialist and discursive
sense. Conceptualising the state  in this way places its restructuring: (through
vlobalisauon) m an historical perspective. According to Cox (1996), the *globalisation of
state’ 1s then viewed as part of a historical and evolutionary adjustment to the processes
of caputalism that can be traced to the 1930s.. In sum then one of the material effects of
transnational-neo-liberalism has been to restructure the state. The extent of this
restructuring however 15 exaggerated and uneven. States continue to be proactive in

resisting and producing slobalisation.

One way In which states amiculate their power to resist as well as to produce
slobalisation centers around the way they tactlitate or constrain cross border activities.
Due to the unprecedented scale and pace of capitalism, cenain areas of the world are
experiencing a phenomenal increase in cross border activity as measured by the flows of
people. trade flows. flows of goods and services. flows of capital and information
of processes of globalisation that combine to ‘‘enact new geographies—through a

restructuring of scalar or spaual relations™,

These new geographies are the product of unique and differential relations between the
local (state) and the global (transnanonal neo-liberalism). They are uneven since they are
the result of heterogeneous relationships between the local and the global. Transnational
neo-liberalisation does not create uniform economic geographies. neither is it in its best
interest to do so. The new patterns of unevenness and inequality created by differennial
cross border flows counter the transnational-neo-liberal discourses that globalisation

means the increased interconnectivity of people and places.
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For example. if the measure of new foreign direct investment (FD1) 1s used 10 assess the
flows of capital. then FDI inflows to all countries averaged some USS30 billion annually
for the first half of the 1980s. by 1993 thev had risen to USS194 billion and are currentlv
over USS200 billion per vear' (Herod: 1993, 2000) Upen closer analvsis of the flows of
FDIi. 1t becomes clear that its tlow 1s uneven. For example the greatest tlow of US FDI
uoes to countries like Germany. France and the Netherlands. largely bypassing the global
South (Tavlor: 1999) Diwan (2001) argues that proponents of transnational neo-
liberalism marshal evidence of worldwide economic growth to gamer support for their

ideas and policies

For example it 1s claimed that at present. world transnational trade 1s growing at about
8%s per vear. a rate three to four times faster than the growth mn global production rates
(Herod: 2000) Divan (2001) however argues that 1t1s important to distinguish between
finance capital and real economy. Finance caputal has shown a massive growth and
mternationalisation. Again however this growth is uneven. From 1980-1992, the annual
erowth rate of financial assets among OECD couninies outpaced the growth of their real
cconomies by more than two to one (Divan: 2001) The total stock of the worlds financial
assets reached SUS33 trillion and is steadilv growing. The transacuon in foreign
exchange m vanous stock markets in the world 1s more than 30 times that of rades in

voods and services

['he real economy on the other hand 1s defined in rerms of jobs. and 1ts success measured
in terms of job growth. Real economy has declined over the last twenty vears. whilst
finance capital is growing. Divan (2001) suggests that there 15 a nevanve correlauon
berween the rwo. His investigation into the correlauon between the two supports his
claims. For example 1994 was the US stock markets worst vear since 1990, but was the

US real economy’s best vear.

Sew Campbell (1994 tor more in=depth analvsis of FRI as aomeasure of capal mobihty and lubours

mmmobility
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Later in this chapter | make the distinction between productive capital and finance
capial. By deconstructing the different types of capital. captal is not conceived of as

some homogenous all-powertul force in influencing the processes of globalisation.

Another implication of distinguishing between different forms of capital 1s that its makes
clearer the patterns of inequality that have emerge from the processes of “ulobalisation”
As Gareia {2001:2) potnts out, increased economic mtegration has not produced a global
village instead it has produced “a series of archipelagos with global identities and
interests”. This has resulted in uneven development on a scale never wimessed before
For exampie the main plavers in this increased economic integration are the triumvirate
of' North America. The European Union and Japan (and increasingly the southeast Asian
recion) This highhights the tendency of theonists (e.g. Ohmae 1994) 10 overestimate the

magenitude and interconnectedness of the international economy

As Johnston (1994), Hirst and Thompson (1996) Bradlev et al (1998) and Herod {2000).
assert there 1s evidence to indicate that the world was more tinancially integrated prior to
19147 An example of this assertion 1s that international acuvity has been occurring ona
ulobal scale for centuries now (Hirst & Thompson: 1996, Bradley et al: 1998, Scholte:
2000 The most common examples of this are the Atlanuc slave trade during the late
erghreenth and early mincteenth centunes, This operated across national borders and was
crucial to the development of capitalism 1n the western Europe during this period. The
historical expansion of economic activities on a global scale from the fifteenth century
onwards 1s well documented by theorists such as Wallerstemn (1979). Scholte (1998,

2000)

A further example of Hirst and Thompson’s (1998) asseruon (see above) would be that of
Sub—Saharan Afnca. [t 1s more 1solated economically in the third millemum than it was at
the beginning of the twentieth century when 1t served as the main supplier of raw
materials for manufacture in the North. Castells (1996) takes up the issue of the

relecation of certain areas of the world to “fourth world status’ It can therefore be

“For more on the financial mtegration of the world benween 1860-19 14 see Kozul-Wright (1993
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contended that that whilst there 1s an mcreased mtemationalism n the economv this

should not be conflated with “globalisation” (Hirst & Thompson: 1996).

Another tenet of the “globalisation” discourse is the attention given to the power of capital
to be increasingly tootivose and mobile. 1t is argued that the mobility of capital in the
form of transnational and multnauonal companies s directiv attributable to the processes
of "ulobalisation’. namely increased financial integration. ume- space distanciation. and
the rise of new technologies. The restructuring of capital along spatial lines from the late
1960°s led 10 what Froebel (1981) refers 10 as the new nternational division of fabour
(NIDL) The NIDL was a consequence of the nse of the transnanonal organisatons’
interaction with the processes of ‘globalisation’. International capital required an
unreuulated and unprotected working class. due to the de-industnalisation of the North
Further, many regions of the South have lured Northern investment by special tax and
reczulatory measures. Fordist production methods and organisations have under these
conditions. been relocated to the South, Many theorists argue (Perraton et al; 1997,
Ohmae 1994, Dicken 1998) thar globalisation has made caputal tancy tree and footloose.

capital 1s mobile enough 1o locate wherever labour 1s most cost effecuve

The emeruence of the TNCs and their appearance as ubiquitous and mobile provided all
the evidence required tor those argumg that “globalisation” represents the final victorv of
capital over labour Labour was fixed n space as argued by the NIDL thesis and art the
mercy of capals’ restructunng practices. All agency was attributed to capual and the
decline 1in wade union membership through most of the world. the drop in wages.
increased tforms of work and emplovment securitv (see Standing: 1999) all seemed 1o
aftirm and remntorce the power of caprtal. The end of the working class organisation was
nigh, The decline of the nation state (Cerny: 1996, Williams: 1996, Taylor: 2000) meant
that the state could no longer protect workers, the most it could do was make uself
attractive 10 TNC caprtal. The 1dea thar fabour mught have agency 1n shaping the
‘ulobalisauon” processes and the geography of capital was displaced by the noton that

labour has [ittle or no tuture at all.
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Proponents of this view (Burawoy: 1983, Korten: 1993) arzue that since the 1970°s and
the consequent tnumph of a ‘global’ market. the industrial relations climate is one in
which places. and those who live in them, are forced to compete for emplovment.
ensuring that employment conditions and regulations are “ratcheted down to the lowest
common denominator”™ (Wills: 112:1998). This process 1s seen as so mevitable that manv
within and without the labour movement seem unable to or unsure of how to rake action
against ommipotent mobile capital. As Wills (1998). Herod (1998, 2000} and Cumbers
and Arerten {2000) point out this prevailing discourse of capitals’ despotism has made

academic or political responses seem futile.

If "zlobalisation” 15 nothing but a political discourse as argued by Hirst and Thompson
(1990) and more recently by Herod (2000) and Garcia (2001). then we need to be
counizant of its pohtical motives. Globalization need not be the handmaiden or foot
soldier of capitalism. Conflating the two concepts does not allow us to mmagine a
alobalisation without capitalism. As Herod (2000:1781) points out the “very nature of
social and technological evolution means that globalisation may have emerged under

different economic svstems (though that is not to say 1t an historical inevitabiliny)

Secondly. capual 1s not as footloose as s proponents would have us belhieve \Wills

(1998) argues that wages and conditions still vary a great deal across Europe and despite
this, the majority of investment 1s stll auracted to locations where social costs are
elauvely high. She further argues that access to markets. skilled labour. social networks
and communicauons ail play a role in keeping capital (particularly service capital) in the
North. An example of this would be that despite the opporunities for profitable
imvestment tn countries like China, 70 percent of FDI onginated i the advanced

capttalist economies between 1993 and 1995,

Whilst some caputal mayv be footloose. little or no distinction 1s made when discussing
what components of capital are footloose. Massev (1993) and Johns (1998, 2000) argue
it 13 important to distinguish between monetary and production mobility Monetany

mobility refers to the flows of moneyv from one region to another through technolowical
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networks. Monetary capital is intangible and flows 1n placeless spaces of cyberspace.
eventually becoming concentrated in the regions of the North Production mobility by
contrast refers to the more angible aspects of capital. such as tactories and machines and
the ability of capital to up and relocate at the slightest whim. An increasing number of
writers (see Suniey. 1993, Massey, 1993, Johins (19983) Bradley et al: 1998, Herod: 2000)
are arguing that the ability of production capintal to up and move has been overstated
Thev point out that the extent to which TNCs invest in fixed production capacity in host
nauons 1s not superficial, and that it is often quite difficult for capital to up and leave

without incurring significant financial losses

This then points to the paradox inttially raised by Harvey (1985) that in order tor capual
o operate successfully it must be both mobile and fixed It requires mobility because 1t
must constantlv seek out opportunities ftor accumulation through profit making. It
requires fixitv because only through the creation of fixed capital (plant and machinery)
can surplus be extracted from the labour process Thus wherever fixed capital is located
the abilitv to move capual around to search for greater profits is constrained. Johnston
11994} and Castells (1996) argue that to a extent these barriers are overcome by the
devaluaton of fixed capital and the removal of the released liquid assets (monetary

capital) to other places. where the perceived profitability potenual is percetved as greater

Wihilst fixed assets today may have a shorter life span than in previous eras, mainly due
to the ureater mobility of capital and new technologies. 1t is the contention of this chapter
that as lony as capual sull requires a fixed physical form from which to operate.
challenges can be made to 1t by both the State and labour. Even though Harvey

(19SS 130y argues

a tension exisis within the geographv of accumulation and the tixity
and motion, between the nsimg power to overcome space and the
immobile spatial structures required for such a purpose. This instability, 1
wish to stress. 15 something that no amount of state interventionism can
cure
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There are many examples of the role of the state and labour countering or attempung to

counter the mobility of capital. at all scales. ~

1.2 Implications of the ‘globalisation’ discourse for labour.

Argutng that “globalisation™ 1s a discourse does not detract from s very real impact on
workers evervwhere. Due to intensified ime -space distanciation and the increased pace
of interconnections across the clobe. workers are likely 1o feel the consequences of alobal
economic and political events in ever shorter periods of time. As such their window of
ume to organise and to respond to such events 1s shortened. (Warhust & Thompson
1998, Walker: 1998, Cumbers and Auerton: 2000) Shortening of response time 1s bound
to have several further consequences tor workers. Foremost will be the increased pressure
from government and employers tor workers to be ever more “flexible” both 1n terms of
skills and work organmsation so that organisations can respond quickly o the impulses of
the market (Thompson et al. 1998, Standing: 1999). This increasing pressure I1s goingy to
lead to a core-penpheny work based society. where secure emplovment (well-paid. full
ume, relatn elv skilled workers) will be enjoved by 20% of the working population. with
the remaining 8U% invoived m various forms of flexible labour (part time. share jobs.
few or no benefits and low wages) (Thomson et al 1998)" A flexible contingent
workforce allews oruanisatons the opportunity and ability to change production levels in

response to rapidly changing economic conditions

A second consequence of “globalisation” 1s the rhetoric put fonward by proponents of the
vlobahisauon discourse that countries "must get on the globalisation bandwagon or lose
out m the ulobal marketplace™ (Herod' 2000- 1784) This 1s an attempt to discipline
workers and labour markets (Standmga 1999) and to shift the balance of economic power

m capitals tavour “Global compeution’ has become the mantra that 1s used to jusufy

T osee Jobnston clvsd for Amenean and European examiplex of state intervenuon. Scee Cumbers and
| | i v/

Atterton (20000, Johns and Vural 20000 and Herod (1995, 20000 for examples ol how labour has countered

and attempted o connter the mobihity of capaal
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everv aspect of contemporary political thought, from economic policy to government
resulation 1o welfare reform. An increasing number of government policies are directed
at faciinmaung workplace rlexibility to undermine organised labour in the name of ¢lobal
competinon. For example the USA’s Team Work for Emplovees and Management Act of
1993 suggests that = the escalating demands of g¢lobal compeuton have compelled an

imereasig number of emplovers in the USA to make dramauc changes in the workplace

and emplover and emplovee relationships™™ (Herod: 2000 | 783).

Ihe veracity 1s of such claims. 1s irrelevant to those making them. The argument that
clobalisation provides threats to local and nauonal markets and competitiveness Is
nonetheless used to restructure work and the workplace Herod (2000). Scholte (2000),
Johns (1998) and Wills (1998) point our that globalisaton as a neo-liberal discourse 1s
bemg used o undermine workers rights globally. For example the empinical evidence
poimts to the global undercunting of labour stindards and levels of pay and worker
protection as conditions in countries such as Thatland. Mexico and the Czech Republic

are used to ratchet down. rather than up conditions and wages for workers in countries

such as Japan. the United States and Germany (Standing. 1999, Herod. 2000).

\ third consequence of globahisation for workers 1s the increased migrauon of workers
from the South to countries of the North. The growth of transnational flows will in main
be due to chanuing demographics in the North. For example in the case of the Unitec
States, 1 1997 27 4 percent of the population was vounger than 18 vearsand 12.7 percent
were over 63 vears old. Thus 40 percent of the population was etther too old or too vouny
to work (Herod. 2000) Based on projected demouraphic trends. this panern will conunue
to grow, Similar demographic patters are reported from Japan. western and northern
Europe and Canada (Sharma: 1997). One of the implications s that an increasing number

of workers (of all skill Tevels} will have to be imported into these regions to keep therr

see Stundhng 19999 for an i depth discussion of elobal lexible labour, and Ozaku e [99R5 Tor how the
pressures of globalisation are restructurmg the Japanese workforee (onee the basuon o7 the 1ull tme seeare
b nto a lexable core-penpheny ong

" For more on the mpact of the 1995 Act see Herod 11997
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economies functuioning This increased transnational flow of labour carries with 1t
impiications for both the receiving countries and sending countries. The former mav
become more culturally closed and resort o parochialism whilst the latter will have to
find new wavs of dealing with the absence of manv of its brightest skilled and unskilled

workers (Barber 1993,

All of this then begs the question. how do workers on a local and global scale respond to
these changes. If as the literature suggests (Harvey: 1989, Standing: 1999, Thompson et
al: 1998, Herod, 2000) labour 1s becominy increasingly fragmented, and undermined n
1S orgamsing power. then what are labours” options 1f anv? Is globalisation then the end
came n the historical struggle berween labour and capital? Do we heed Fukuvama's
assertion that we have reached the end of history and the end of class and hence class
strugale”

1.3 Labour Geography: A new labour praxis?

Berore examming some of the keyv ideas and value of labour geography as a theoreucal
tool and labour praxis. 115 important that it 1ts historical development be reviewed. This
will also heip to locate 1t alongside other forms of labour theorv. allowing comparative

comments 1o be made about its contribution and usectulness o labour studies as a whole

The pohinical upheaval and labour struggles of the 1960°s influenced the theoretical
direcuions taken by labour studies. First of these directions was a focus on the labour
process approach to theorsing the world of work. This entailed understanding how work
and workplaces were orgamised. Fordist and Post-Fordist ways of producing and
organising. the skilling and deskilling of workers and class relations were some of the
Kev subrects of study. The semunal tome of the labour process studies was Harry
Braverman’s (1974) Labar and Monopoly Capiral. One also can place work by Burawoy
(1979,1983). Shatken (1984). and Bevnon (1972) firmiy in this category of labour
analvsis From the late 1970°s onwards the volume of work on theorising the labour

process mcreased dramaucally (Walker: 1998) The focus was mainlv on the workplace
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as a site of struggle and control as well as managenal strategies to obtain the control and
consent of the workforce in the workplace. Hence the workplace was viewed as a sie
struggle independent of intemnational struggles and analysis. The labour process approach
remains a popular and widelv used approach mn labour studies. Even though vost Fordism
saw [abour studies focus on a wider range ot 1ssues such as the just-in-time production
methods of Japanese firms and flexible manufacturing techniques, the emphasis was still
overwhelmingly on bounded notions of organizational space. An exammation of various
editions of the South Atrican Labour Bulletin (a publication close to the heartbeat of
South African labour studies), from 1977 to 2001, indicates an overwhelming emphasis
of South Afnican labour studies 1o use labour process approaches in their work (Webster

|984, Southall: 1984, \V'on Holdt 2001)

The second direction of focus 1n labour studies was a focus on working class history. In
this regard the senunal work of the period was E.P. Thompson's (1963) "Makmz of the
Enelisty working ¢laxs © In the United States work on labour and class was been done
most notably by Guiman and Montgomery (Walker: 1998), As Castree (1998). Wills
(1998) and Johns (1998) argue the focus on the labour process approach and on working
class historv was a result of the resurgence of nterest in Marx's work on class’. This
meant the use of the classical labounst belief in “the point of production as the kev to all
questions of work. exploitation. and oreanisation™ (Walker 1998:xii) Thompson
however i his work on the creation of a working class, was less nterested 1n the
mechamies of class relauonships in the workplace. Instead he focused on the hved
experience of the working class and was specifically interested in working class culture

(\Walker: 199%)

According to \Walker (1998) and Castree (2007) both the labour process and class based
streams of labour studies (see above) lost their favoured theoretical status during the mid
19805 There were a mvriad of reasons for this. The rise of Thatcher in Britam and

Reagan in the USA and their decidedly neo-liberal. Rexible labour rhetoric provided

See Castree 11998 and Siuth 20000 For a more detatled diseussion on the reasons tor the predonimance
ol eliss as an analvieal categonym the [270s
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labour and labour theorists with challenges thar class and the labour process could not
adequareiy address. This was compounded by the fall of communism in the Soviet bloc
For manv this indicated the final wiumph of capitalism and the death of class (Fukuvama:
19921 As Walker (1998:xi11) points cut * Capnalism suddenly and unceremoniously
revolutionized the landscape of industrial production. rendering obsolete anv number of

arucles of taith abour the course of mechamization. de-skillinz. corporate concenrtration

and the nature of work”™

Furthermore postmodernism provided the impulse for the reexamination of geographv
and more particularly. space. Soya’s book (1989) Posnmadern geographies was critical in
this regard. He along with Harvey (1989), Massey (1993), Agnew and Corbridge (1993),
O’ Tuathatl (1998), Luke (1995, 2001). Scholte (2000), Herod (1995, 1998, 2000), and
were arguing for a non-territorialist conception of space. Their arcuments were based on
the fact that the globalisation process has significantly increased tlows of people. capital
and information across borders and places and in the case of finance these flows take
piace n "placeless spaces™ (cvberspace) Further ume-space —distanciation. and the
arowth and operation of TNCs 15 increasingly (not alwavs successtullv) erodimg the

power of the stale

1.4 From the workplace to the landscape: A review of the

theoretical roots of labour geography.

[n order to address the theoretical crisis in labour studies. and the crisis labour s tacing in
an increasinaly ¢lobalising world, analvses of labour moved trom the workplace o the
ulobal landscape No longer was it useful to only focus on the workings ot the workplace.
the scale of'analvses had to be shifted to outside the workplace to local. natonal. rezional
and global scales of analyses In sum, the spatial or geouraphic analvsis of work. workers
and workplaces came to the tore. This bodv ot work steadily increased m volume from

the late 198075, and 1s now begimning to enter the fold of mamnstream labour studies

See DBraverman (19740 tor an example of this
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analysis (Massey: 1993, Herod: 1998, Walker 1998). The geographic or spatial analysis
of labour 15 not merely a locational study of labour. that 1s the study of where labour
should opumally be located for caputalist development. This locational understanding of

labour is v ey much part of the neoclassical school of economies.

Labour geography. not surprisingly was spearheaded by an interdisciplinary group of
theorists. Academucs from sociology. politics. and economists all contribute to 1t. Chief
among them were several British geographers such as Doreen Massey. Richard Meegan.
American geouraphers such as Bennett Harrison and Barry Bluestone These theorists
vave birth to what Herod (1995). Walker (1998) and Wills (1998) refer to as ‘'The New
Economic Geoygraphy™ The main premise from which these theonsts worked was that
caprtalism was not as orderly as it seemed during the Fordist (post 1943) era and that it
wis assuming new torms such as tlexible specialization. just- in - ime producton and

creating new industrial spaces

The New Economic Geouraphv s interested 1in three main streams of inquiry. Fiestly it is
interested 1 reconceptuahsing the way technical and orgamisanonal change 15
traditionaiiv conceived of in the literature. There 1s a recognition that there 1s “"no single
labour process o be mechanized and de-skilled. but complex bundles of work and work

s1les o be orchestrated 1n the immense social division of labour™ (Walker: xii: 1998)

Further. there was no sinzle patern of where corporations were located as the product
cvele theory of Fordism suggested there would be. New industnal districts in central
llalv. Califorma. and Japan proved this. This also contributed to the evidence that
capitalism was not as homogenous or predictable as tradinonal labor theory and
economics claimed. The semmal theorists in this regard were Allen Scoti, Michael

Storper. Annalee Saxenian, Andrew Saver. and Richard Walker

e second stream of inquiry centered on capital and finance. David Harveyv's Linits 1o
Capralisnr (1983) was the kev text i this regard. Attempts to understand the rapid and

changing landscape of global money flows soon resulted in many new studies coming to
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the fore. Chief amongst these according 1o Herod (2000) were Bamney Warf. Nigel Thrift.
Susan Roberts and Ron Martin. Michael Webber, David Rigbhy and Meric Gertler are also
kev theorists in swudies of profit rates. investment cyvcles and uneven development. Their
work has proved critical in undermining the thesis of capital (in its purest form as

nnance) being homogenous. ubiquitous and having a predictable logic

The third dimenston of economic geourapiny wis concerned with the 1ssue of business
culture. Mark Granovetter spearheaded work n this field. He was concemed with the
peculiarities of place and how its structured capitaiism on a social economic level Hence
much of the work done n this regard has concerned managenal behaviour in boardrooms.
consumer culture, financial operations in the city and how they influence cender
relations. Work 1n this regard has been done by Linda McDowell (1992) and Jane Jacobs
(1996). among others. This dimension of economic uzeography has been an important

contnibutor to anthropological and cultural studies (Herod: 1995 Walker: 1998)

What the above streams ot inquiry served 10 do was shift the analvsis of economics and
labour studies from the “brilhant organisational strategies of the new capitalism. the
financial wizardry of Wall Street or the competitive advantage of the Japanese™ (Walker:
1998 x1v) to msertny labour as a proactive agent in and of the globalisation process
Further the new econamic geography must bring to the fore the divergent “histores and
rajectories” (Walker 1998 xvin) of cities. rewions and countries which cannot be reduced

to a single logic of capualism

1.5 Spatiality and its influence on Labour geography

it 1s now possible o move from the above general review of the new economic
geography to examine more specitically s contribution to labour studies. with a focus on
trade untonism. | contend that labour geographv otfers the most appropriate form of

theoretical analysis to answer achieve the aims set by this dissenation.
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Postmodern social theorists were arguing for new concepts and a new language in
undersianding and discussing how the processes of globalisation were reconfiguring
space and our social undersianding of it. One such concept that is useful for purposes of
this dissenation 1s Scholte’s {1996, 2000) notion of supraterritoriality. Scholte (1996,
27100) suggests that social theorists move bevond a three dimegsional termitorial mapping
of space. alongside longitude. latitude and altitude dimensions. Firstly he argues that we

need to concelve of space as supraterritorial. This concept refers to the:

“proliferaton of social connections that are at least partlv-and often subsiantially —detached trom [the)

termitonal logie.” (Scholte: 2000:47)

He then urges social theorists to:add globality as the fourth dimension to their mapping of
space. Globality is an integral part of supraterritormality. It refers to circumstances where
territorial space is substantially transcended. It points to the ability of flows of capital,
information, technology, organisational interaction images, people, sounds, and symbols
(Castells: 1989) fo ‘extend anywhere in the world at the same time and unite différen
locations in the world in effectively no time.’ (Scholte: 2000: 48). For Castells (1989)
slobality is the space of flows. Space is the material support for global flows. Harvey's
is a term that succinctly refers to time-space compression, a transworld instantaneity and
simultaneity. Globality then adds the fourth dimension to conventional or territorialist

ways of mapping space.

Scholte (2000) and Harvey (1990) point out that to argue for, a new logic of spatial
reconfiguration is not to argue for a non-territorial world. Scholte (2000) is at pains to
potnt out that the end of territoria/ism owing 1o globalisation has not meant the end of
termonialitv. Harvey (1990) further underbnes this point by asserting that we must not
completely abandon the materialitv of space. To deny the materiality of space. would
then be to deny the matenal practices and processes. such as capitahsm. that help
construct spaces, O'Brien (1992) and Castells (1989) are two of many theorists that
analyze globalisation in terms of networks and flows. Often they work from the

assumption that these flows are placeless and disembedded. Thus financial transactions
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ocour instantaneously and tume annthilates space. Places do not matter in these analyses
of globalisation. Yet. whilst time may annihilate space. places still matter, Sassen (1991,
1994) argues that certain global cities serve as hubs for economic activity including
labour migration. Even these global cities do not operate in a totally disconnected way:
These global hubs operate on local, national and alobal levels simultancously. Hence,

many elobal 1ssues are often dealt with at local levels. Thus place still matters.

Economic geographers. influenced by a group of scholars from politics and international
relations (Ashley: 1988, Weber: 1992, O Tuathail: 1992, Walker: 1993) as well as
encouraged by the debate in the social sciences around spatiality, began to use ‘space’ in
a particular way. ‘Space’ is taken by economic geographers to refer 1o “the presumed
effect of location and spatial setting (or where political-economic processes are taking
place) upon those processes” (Agnew and Corbridge: 1995:79). Spauality then refers to
how space 1s represented as having effects (Aanew and Corbridge: 1995). These are
concepts and terms borrowed by a sub field of economic geographers (Massey: 1993,
Herod: 1995. 1998, 2000, 2001, Wills: 1996, 1998a, 1998b, Johns: 1998a, 1998b, Sunley:
1993,1996. Martin: 1993, 1996) that specialise in studying and theonsing spatiality and

labour untonism.
1.6 The Spatiality of Labour Unionism

Within the ficld of economic geography, a group of theorists emerged who focused on
labour 1ssues and the way labour interacted with economic geography. This was and
remains especially significant for labour studies, as it warrants a break from traditional

labour process approaches of understanding and researching labour.

Labour veouraphers represent a very small group of Amernican and British researchers
and theorists. Their work has only recently come to the fore, with the first book collection
of iabour geographical perspectives on labour unions published 1n 1998. The seminal
theorist in this regard is Andrew Herod, a prolific wnter (Herod: 1991a, 1991b, 1994,
1995, 1997a. 1907b, 1997¢, 19974, 1997e. 1998a, 1998b, 2000, 2001). He has written
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extensively on intermational labour solidanty movements, the impact of the Cold War on
labour in eastern Europe, the role of the intemational trade secretariats and on US dock
workers and the strategies employed by their unions to organise them As such this

section draws from much of hiis work. In addition, the work of other labour geographers

is examined.

A seemingly commonsensical notion )s that place matters (Massey: 1994). AS a recent
debate between Massey (1994). Painter (1994) and Martin et al (1994) 1llustrates, the
extent to which place martters in the geography of trade unions is sull an open question.
This chapter is content to asser that place still matters in so much as social identities and
social relations are consututed spatially. Thus what it means to be a worker or a trade
unionist varies geographically and historically (Massey: 1994. Painter: 1994, Martin er al:
1998, Herod. 1998). As Herod (1998) points out ** Whether workers have grown up in
Santiago or Soweto. Prague or Paris, Toledo, Ohio or Toledo, Spain, New York or New
Delhi makes a difference to how they constitute themselves as social, political and
geographical actors”. This is an argument taken up by Hudson and Sadler (1586),
Castells (1983) and Martin et al (1996) when they explore how working class rraditions
become reproduced i particular places over nme. They argue that working cultures of
places mayv prove to be critical social resources which workers can draw on n times of
need (e.g. in recions known for their traditions of labour radicalism) or may serve as an

impediment when workers are tryving 10 orgamse in regions known for their history of

anti-unionism.

In this sense then, labour veographers build on the idea that socia!l life 15 fundamentally
spatial. They argue that social actors, be they individuals, governments, corporations or
labour unions operate within economic, political and culrural landscapes (Herod: 1995,
1998ab. 2000). These landscapes may either constrain or enable their actions. In the case

of labour unions and their members, the operation of labour markets, the gender and
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racial makeup of the workforce. wage rates, working conditions and labour laws can all
varv veographically.”

For example the creation of national collective bargaining agreements (also referred 1o as
master contracts 1n the US) is designed to take certain conditions of work and wages out
of competition. We see that such union goals may require negotiators to address dramatic
reagional and local ditferences in work practices and wage rates amongst other conditions
(Herod: 1998). An example of this is Herod's (1997) case study of the geography of
contract bargaining in the US east coast longshore industry. Herod (1997) argues that
national agreements are an explicit recognition on the part of unions that employers may
use variations in conditions across the economic landscape as a source of economic and
political power 1o “whipsaw’ workers 1n different places against each other. As a result of
capital’s whipsawing capabilities, developing national acreements’ can be one way for

unions to confront capitals (geographic power).

Yet unions abilities to develop such national agreements also conditioned by the
vacillating nature of uneven development of capitalism. Whereas a union may be able to
force reluctant employers in low unemploynient regions 1o accept the conditions of
nationally negotiated pay rasse because such employers face a tight labour market. In
areas of high unemplovment local employers may have more economic and political
space to resist such pressure (Campbell: 1994, Sharma: 1997, Herod: 1998, Standing:
1999), Therefore in order for successful national bargaining contracts 10 be negotiated, it
must take into account the myriad geographical landscapes to which they are apphed.
This may mean considering intensely local ucographices of labour such by focusing on a
citv (Savage: 1998) or national labour geographies within a State (Herod: 1997, Martin et
al; 1996, Massev &Painter: 1994)), or regional or global labour geographies such as the

North —South divide (Cravey 1998, Wills: 1998, Johns: 1998 Castree: 2000).

¥ See Herod (1995,1997. 1998), Martin. Sunley and Wills (1996). Cravey (1998) Page, (1998) and Caslree
(2000) for empirical case studies on how spatiality impacts on labour unions in terms of wages, idenuty,
working conditions and law.

" This as Herod s (1995) case study demonstrates, is not to suggest that all unions seek national agreements.
Sometimes local branches may seek to break out of natonal agreements because thev believe thev will be
better off bargaiming locally.
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Herod (1998) contends that national barganing contracts are as much geographic
agreements as political ones. Therefore a union may pursue a number of ceographic
solutions to address global or local variations in workers wages and conditions of work,
For example a union may take the spatial average of conditions across an industry as a
compromise basis for a national agreement, taking the best available conditions at one
particular location and seeking to 1impose them in a geographically uniform fashion
throughout the mdustry. This may serve 1o ensure a mimmmum floor around the worst
conditions in the industry and ensuring the rest of the industry does not fall below them.
See Cumbers and Atterton (2000) for an example of how this was achieved in the

international oil industry.
1.7 Geographies of Organising.

Another aspect identified by Clarke (1987,1989), Herod (1998). Wills (1998), Johns
differential way unionism is regulated around the world. This regulanon occurs mainly
through labour laws enacted by states. For example work by Clarke (1987,1989)
investigated how the differential labour laws that exist in the different states in the US
placed certain constraints on unions activities. Not only do labour laws determine the
form that labour unions assume. but they shape the geography of capitalism. This is
demonstrated in the next chapter within the context of the shipping industry. Often labour
laws are used as a means by states to prevent labour from achieving solidarity. For
example during the 1984-1985 coal miners strikes in Britain, the Thatcher government
set up roadblocks to prevent miners from travelling to other strike sites to express their
solidarity with other siriking nuners. This according to Herod (1998) was a conscious

spanal strategy used by the state to undermine worker sohdarity.

Unions are also quite powerful 1n determining the economic geography of capitalism. For
example Herod (1997) demonstrates how by destroying local radical and anu US unions

in South America, the AFL-CIO played a significant role in helping US capital expand
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mto Latin America during the twentieth century. This dissertation will provide a further
example illustrating how trade unions of the North are attempting to attract shipping
capital and seafaring jobs from the South and eastern Europe back to the North, By using
the empirical example of the shipping industry 1 argue thar the role of labour in shaping

the ceconomic geoeraphy of capitalisin at a transnational scale js greater than has been

theorised.

A third factor identified bv labour geographers as pertinent 1o union organising is the
political geographv of umion organising. The political geography of organising is
concemed with the formation of Jabour solidarity as an example of the agency of labour
in a transnational neo-liberal economy. A key aspect of international labour sohidanty is
the abiliry of workers located across the vast spaces of the globe to make contact with
each other. Solidarity amongst workers in a national or global context means that both
workers and umons need to acknowledge and come to terms with the way working
condirions and remuneration differ geosraphically. According 10 Herod (1998) organising
workers within prescribed national borders is far easier. cven though regional or
differences may exist within such borders. Workers within a country, despite their many
differences, share common cultural, economic, political or historical points of reference.

Examples of these reference points are common labour legsslation, currency, or political

msotutions

Organising across borders for solidanty i1s a far more difficult process. There are fewer
poinis of commonality. Despite this labour unions have persevered and given rise to
international Trade Secretanats (ITS) and World Industry Councils (WIC) to share
information and form global labour policy such as global standardised working hours for
particitlar sectors or companies. For example standardizing working hours for employees

of Ford Motor Company wherever 115 branches are located in the world.

Such effortis however are not problem free and depend significantly on the goals of
workers involved in achieving cross border sohdanty. The relations between

[nternational Trade Federations of the developed world with national unions of the
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developing world illustrate this. This feads us to distinguish between two types of cross
border worker solidarity. Johns (1994) in Herod (1998a: 22) makes the distinction
between accommodatory solidarity and transformatory solidariry. She argues that the
difference between the two 1s related to “the geographic objectives that the workers
share”. Therefore workers that espouse accommodatory solidarity are usually those from
the developed world, that occupy privileged economic spaces. They are interested 1n
maintaining tnus povileged space and prevent job losses and capital flight from these
spaces (o less developed countries where pay and working conditions are much worse. If
this happens then these spaces are destroyed and recreated with less privileged
characteristics. Thus their goal 1s to improve the conditions for workers in the developing
world. for example by asking for wages to be increased to a level equitable with workers
from the developed world. The hope 15 to prevent the flight of capital across borders and

the subsequent loss of jobs and job security.

In transformatory solidarity however, class interests prevail. Campaigns based on
transformatory solidarity challenge the social power of capital and aim to change the
“basic relations of social relations of production and consumption”™ (Herod: 1998a: 22).
Johns (1994) in Herod (1998a) asserts that in practice, it is not always possible to
distinguish between these two types of solidarity. Moreover the type of solidarity
practiced will be dependent on current political and economic contexts. For example the
accelerated pace of globalisation and its effect of speeding up the spatial reconfiguration

of the world. 1s the contemporary context.

1.8 Conclusion

To reiterate the aims of this dissertation 1 argue that, in theorising about globalisation,
capital is represented as all-powerful and proactive in its mobility and ability to rranscend
national boundaries in search of new labour markets. It is this mobihty of capital, which
is argued to be imstrumental in shaping the processes of globalisation. Labour in contrast
15 portraved as fixed within territonal boundaries unable to shape or influence its own

destiny or the processes of plobalisation. These opposing discourses of capital as the
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prime agent of globalisation and labour as a passive panicipant in the process have
predominantly mformed the debates about globalisation, and have remained mostly

unchallenged 1n the Jiterature.

The aim of this dissertation 15 1o assess the validity of the above claims of capital being
all-powerful via its mobility and labour being "agentless® in influencing the processes of
slobalisation. In order to achieve this [ use the global shipping industry as an example to
assess these claims. This is achieved by mvestigating the complex ways that relationships
between shipping capital and seafaring labour has changed and how these changed
relationships are articulated. The theoretical framework used in this dissertation to

achieve these goals 15 informed by the sub disciplines of economic and labour geography.
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Chapter Two

Research methodology

2.1 Rationale

In theorising globalisation, capital 1s presented as all powerful whilst labour is
constructed as passive and without agency. This form of theorising has come to dominate
the literature on labour studies and globalisation. This represents a possible lacuna or
silence in the literature. The task T engage in is to assess the validity of the above claims
in the prevailing liferature. To do this 1 engage in a case study of the strategies used by
SATAWU to service South African seafarers, particularly ratings. Seafarers, specifically
ratings. are the epitome of transpational flexible labour. Further they works on capirtal
(ships) thar 1s hterally mobile. As such they present unique challenges to the labour
organisations servicing and organising them. An assessment of how they are being
serviced and organised by SATAWU will then help me address the central concem of
this study, which is assess claims that capital through its increased mobility has tendered
labour agentless to influence the processes of globalisation. The findings of such an
assessment will contribute 10 current policy and academic debates about the role of

labour and trade unions 1n an increasingly globalising world.

2.2 Wider research context

This case studv informs and is informed by three other commissioned research projects.
The first rwo focus on the human resource development (HRD) of seafarers. The Seafarer
[nternationa) Research Centre (SIRC) based at the University of Cardiff, Wales, funded
the first of these projects. The research team for both these projects constituted Debby
Bonnin and myself The brief of the SIRC project was 1o assess the HRD of South
African seafarers This involved an investuigation into all aspects effecting the training,
employment. and carcer pathing of South African seafarers. A report on our findings was
submined to SIRC n June 2001. The second project was ITF (International Transporn

Federation) funded. The brief of tlus project was to assess the effectiveness of an ITF
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funded rraining programme for ranngs African raungs. that was conducted at the Unicorn

Tramning Centre, Durban

The third project that thhs study informs is a Nauonal Research Foundation (NRF) funded
project on organisational reconiiguration in the context of an increasinglv globalising
world. The oreanisational reconfiguration that this dissertation focuses on is that of
SATAWU wuh a particular emphasis on its global and Joca! strategies in servicing a

transnational tlexible membership.

2.3 Research Design

The methods and techiniques adopted for research design depends on the research
prablent and its purpose. Research methods can be distinguished accerding to whether
data are submitied to qualitative or quantitative treatment (Gordon: 1980. Baker: 1988
Denzin & Lincoln: 1994). For purposes of this investigation, the qualinauve method was
adopted. The adoption of a qualitatve framework effecis the way data is treated.
Qualitative treatment of data describes what processes are occurring and details the
differences in the character of these processes over time (Breakwell etal: 1997). This can
be contrasted to the quantiative treatment of research that states what these processes are.

how often they occur and what differences in their magnitude can be measured over time.

Denzin & Lincoln (1994:2) as well as Filstead (1979) argue thar qualuative research ar 113
core nvolves an interpretive nawralistic approach to its subject maiter. As such it
attempts to make sense of or “interpret phenonmena 1 terms of the meanings people bring
to them™. Social life is therefore a product of the shared creauvity and experiences of
individuals. This social life however would be meaningless i1 it was impermeable and
unknowable to othiers. However as Filstead (1979) contends. this social life 1s knowable
to all participants in social interaction. Without this basic prenise that we all have access
to the sociul worlds created by others. research is not possible. Whilst there is this
‘common’ social lite that we all have access to, the qualitative paradigm recognises that

social lite 15 constantly shifing and dvnamic. Therefore the paradigm does not concerve
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of the world as an extemal force. objectively definable and independent of people: rather

there are multiple realities.

The qualiative research design and treatment of dara allowed this studv 10 gain access to
the interpretations that people brought ro their lives and social worlds as trade unionists.
emplovers. trainers and policy makers. A qualitative research design allowed me access

to these multiple and common social worlds created by people.

A quahtauve research design demands ngour. Rigour in turn demands accountability and
responsibility. Some of the ways that this ngour was achieved in the qualitative paradigm
of this dissertation was for the researcher to be self-reflexive and situate himself clearly
in the research landscape. Self-reflexivity requires that one have insight. a criucal
awareness. of where one 1s located in the representation landscape. This requires an
honest appraisal of ones relationship to the matenal or people being researched and how

this may affect the research process.

Fav (1996) cautions the researcher using qualitative research design to be crincally
itersubjective. Critical ntersubjecuivity provides us with a method that allows the
research of others to ovcur 1t 1s not an infallible process. [t fact relies on fallibilism.
Fav (1996) agrees with Funani that research is value laden. He however does not throw
the baby out with the bathwater. He argues for a conunuing crincal dialogue between
researchers and the rescarched. This intersubjective dialogue 1s to give voice to rival
opmions and interpretations. Each interpretation 1s to be rizorously probed to destabilize

conscrous and unconscious Stereotypes and preconceplions.

1115 thus mv contenuon that using qualitative research methods provided me insights into
how trade unienists. emplovers. trainers and policy makers make sense of the crisis
effecting Soulh African seafarers and what thev though should be done 10 resolve the

CriIsis
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2.4 The case study as a research strategy.

The quainative research techniques of nterviewing and participant observaton are the
kev methodological tools that inform this case study. A case study according to
Denscombe (1998). Bishop (1994) and Robson {1993) is not a method of collecting data
but rather is a research strateay combining a variety of qualitauve and quantitatve
research techniques. This i1s one of the strengths of the case study method as it allows the
context and needs of the case to determine the methods used Further. these authors
coniend that the researcher must be able 1o separate some aspect of social life so that it s
distinct from other things of the same kind. Without a notion of a boundary it becomes
difficult for the researcher to state what the case is. With this 1n mind, my focus is on one
South African national transport union (SATAWU and its relationship to Scuth African
scafarers. This then defines the boundaries of my case study. Whilst the swdy will
inevitable demand an investigation of the institutions and social processes that exist
outside SATAWU. the nature of the rescarch strategy demands that these investigations

be focussed enough that they remain central 10 me answering my research question.

The ranonale for me choosing a case swudy as \he preferred research strategv is based on
the following factors. Firstly due to the pragmatic constraints of a research disseration of
l[imited scope. 1t was necessary for me 1o focus on one mstance or example of the social
phenomena | was imvestigating. Hence whilst my research question i1s quite broad, it is by
focussing on a particular example (SATAWU and ns strategies for servicing South
African seafarersy that 1 hope 1o address a range of more gencral issues posited by my
research question. The case studv strategv aliows me then to gain nsights from a
particular example that can have wider implications. Further the case study allows cerain
1ssues 1o come 10 the fore that may noi come through when usimg research strategies that
attempt to cover a larze number of instances. such as survevs {Denscombe: 199%),
Sceondly the case study strategy by tocussing on one trade umon allows me a more in-
depth studv. hence providing me with valuable and umque msights o my research
problem than other end-product focused research strategies (such as survevs.
questionnaires. experimental) allow for The case studv approach further appeals to me

due 0 s focus on processes and relauonships as opposed to neatlv defined outcomes or
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findings Whilst findings of this case studv are of critical importance. the focus is on the
complex interplav of processes and relauonsips that occur antengst the different actors
and insututions that is investivate The strength of this 1s that complexities of social
processes are not reduced to dichotomous and discrete good bad or valid/invalid findings
(Bishop: [994. Robson: 1993). Thirdly the case studv allows an imvestigation to 1ake
place m the "narural setting” of the case. In other words the case already exists and is not
artificiallv constructed or manipulated for the purpose of the investigations. Hence there
are no controls of variables as found in qualitative research designs. [n sum. the case

siudyv sirategy 1s for the purposes ot this studv the most appropriate research strategy.

2.5 Sampling
In order to address the aims of the research. it was necessarv to define the research tield.
The universe was defined as those orgamsanons that impact on the occupational lives of

South African seatarers. The following list 1s an outcome of this process.

{. The South African Transport and Allied Workers Union

2.The International Transport Federaton

3. Emplovers of South African seafarers

a)  Smit-Pentow Marine

1) DeBeers VMarine

¢y Safmarine (now part of the AP Voler/Maersk shipping company)
d) Unicorn Shipping

4. The South African Maritime Safety Authority

[, Maritime {raining institutions

a) Natal Technikon Maritime studies deparvtment

b) Cape Technikon Maritime studies department

¢) Wingheld College Maritime studies department

5. The maritime chamber of the Transport Education and Training Authoyity

(TETA)
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The process of snowball sampling prospective interviewees i the above oraanisations
and the conducting interviews took began in Mav 200] . with the last interview conducted
in October 2001, Initial contact was made with respondents. in the above categories. who
worked closelv with seafarers or swith 1ssues regarding seafarers. Once an initial contact
was made with one respondent each from the above catesories. snowball sampling was
used 10 obuain further mterviews with respondents within vach categorv. Snowball
sampling is the preferred method of sampling when research population lists are difficult
10 obrain or non-existent. Hence a small number of known members of the target
population are asked to introduce vou to other members who. tn turn are nvited 10
nominate other members o help you (Fife-Schaw: 1995). In total there were |2
mterviews conducted. Interviews were conducted in both Cape Town and Durban. as
these are the two maritime hubs of South Africa, The table below lists information on the
interviews 1n addition to indicating the interviewers idenucv. (Refer to interview

reference page for list of dates and vennes of interviews)

Table 2.5.1

‘ Sprite Zungu

li Oruanisanion ! NAME [| Position | Interviewer
SATAWU | Sam Ntombela Dockworker | S. Ruggunan

| Oruaniser ! D. Bonnin

| | Thulan Dlaminm Senior necotiator D. Bonnin
i;' Jane Barret Senior Official S. Ruggunan
ITF I'TF Inspector | S. Ruggunan

i D. Bonnin

Smiut-Pentow

Marme

Capt. Maclennan

Crewang Manager

i S Ruggunan

‘ DeBeers Marine

Capt. Hagan

Crewing Manager

' S. Ruggunan

Unicorn Shipping

R. Snook

| Crewing Manager
|

[ S Ruggunan
|

[ Natal Technikon

[ Capt. Parkinson

studies

Head of marntime | S Ruggunan

| Cape Technikon

! Capt. Stohl

5 Head

of mariime | S. Ruggunan
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studies

| Wingfield College

Capt. Fourie

| Head of maritime

S. Ruggunan i

] studies |
| | |
| TETA Ron Fable Head of Maritime | S Ruggunan \
|I Chamber H

Capt. Zanders Deputv-Head |

i| SANMSA

| SAMSA KZN

S. Ruggunan l

Francis Chilalika

Equity Officer
SAMSA

S. Ruggunan |

In addition personal correspondence over ematl was conducted with:

Tabie 2.5.2
| SATAWU Jane Barret | Senior official
Wingfield Andy Morris Head of ratings school. table bay campus |
| |

2.6 Data gathering techniques

2.6.1 The intevvies and interview instrument

“To collect tatormation about another person’s beliefs. behaviours. perceptions.

motivations or plans. our first recourse 15 to often ask them questions™.

(Judd. Smith. & Kidder: 1991-214)

Neeping the above in mind. the main form of dara gatherning was comprehensive senri-

structured inierviews, which according to Bailev (1978). Denscombe (1998), Bishop

(1994) and Roebson (1993) allows for {lexibility and spentaneity in order 1o assess (he

validity of the respondents answer. Separate imterview schedules were destuned for each
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of the above categeries of respondents. The interview schedule was desiuned alony the
lines of a semi-structured inrerview, compnsing of open-ended and probing questions. in
other words onlv the major questions were prepared in advance, and the probing
questions were formulated as needed to allow for ureater flexibility. Breakwell et all
(1997) argue that this is a kev feature of semi-structured inerviews. This type of
mierniewing dnther allows more opportunity to respond (o and provide more accurate
information more quickly (Gordon: 1480). There 1s also the opporwunity to clariiy points
for both the respondent and the researcher. Copies of the interview instruments used are

provided in the appendix.

Due to the nature of qualitative research as well as the objectives of this research. its was
imperative that information be recorded verbatim. This would also ensure that data could
be - cified and cenified as reliable. Audio recording for purposes of reliability and
validity 1s documented m Breakwell etal (1997). Recording data 1s also away of keeping
interviewer bias in check Recording ensures that there 15 a permanent copy of the data
that is open to venfication by other researchess. Breakwell et al (1997) also points out
that there is no convincing evidence that shows thar audio recording constrains what

respondents will sav.

Recording was achieved through the use of an audio tape recorder. Using a recording
device allowed me as the interviewer to focus on the interview as opposed to constantly
having to write down interview notes. { was thus able 1o pick up certain details and
nuances § mav have otherwise missed. Respondents were asked for permission to record
the interviews, Further thev were informed of the nature of the research and its intended
use Certain respondents asked to speak of the record. which entailed the switching off of
the audio recorder. Where respondents asked for certain information not to be used. care

has been taken to follow thewr instruction.
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2.6.2 Participant Observation

This 1s distinguished in the literature from casual and formal participation (Breakwell et
alm 1997). As its name nnplies it involves the observer been pant of the events being
studied. This was the case at the Natal Technikon Job Creation workshop for seafarers
held in Durban in July 2001 T was invited 1o participate in my capacity as a researcher
As (Wilkinson: 1997) arcues the advantages of paricipant observation is that it enables
access to private events which respondents would not allow an outsider to observe. This
was partcularly true in the case of the workshop. as only stakeholders 1n the marntime
industry were invited. Had [ been perceived as an outsider. { would not have been invited.
The main critique of participant observation is that it makes it difficult or impossible for
the researcher to be "objective’. Further a tension exisis berween the dual roles of
researcher and participant. Given that this was a one-day workshop and only instance of
ptanned participant observation. | contend that the research design was not compromised
m anv wav, The main research method of obtaining data. e interviewing was
complimented by the participation observation. Observation helped 10 add a further
dimension to the validity of many of the interviews that were conducied before the
workshop. The workshop and parucipating in it further provided me access to
respondents that | was not aware of or had been difficult 1o reach. Derailed field notes

were taken m addition to audio- recording some of the workshop sessions.

2.7 Data analysis

Quahtam e data obtained from semi-structured interviews requires a thematic analvsis.
Due 1o the vast amount of data collected. a method was required that simplified and
organised the dawa. This was imperative it | was to form a clear overview of the darta thar
had been collected. | chose to oreamse the material by organising it thematicallv, keeping
in account the aims of this study. With this in mind | wrote a summary of each interview
conducted. amemptng to ideniify the themes needed to help me address the central
concerns of this dissertauon. These summaries gave me a sense of the whole project as

well as providing a context for the emergence of themes [Further it helped me identify
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any contradictions amongst interviewee responses. Where contradictions occurred.

second interviews were conducted to explicate confusing and contradictory stalements.

2.8 Research problems

Two main problems are idenufied in the research design. The first is that interviews with
raungs and offtcers were not conducted. This 1s due 1o the difticulty in contacting and
intevviewg seafarers 1thac are at sea for weeks and even months. [ do not believe that this
has impacted significantly on the studv itself, since the aims of the study concern
themselves with the orzanisanonal aspects SATAWU's strategies in servicing South
African seafarers. Secondly the case studv method 1s most vulnerable to cnuques
regarding the credibilitv of generalizations made from its findings. Given that no
previous study has being done on South Afncan trade unjon strategies to service seafarers
it is difficult 1o demonstrate the extent to which the case is similar 10 or different fron

others of 1ts type.

2.9 Conclusion

This chapter has outlined the research process and strategy followed in this dissertation.
Further it has pointed out the method and techniques used to elicit and analyse data.
Possible weaknesses of the research design are also mentioned. As an outcome of these

processes. the results of the research are discussed m the following chapters.
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Chapter Three

Shifting spaces and changing places

3.1 Introduction

The aim of this chapter 15 to empincally investicaie the factors leading to the
restructuring of shipping capital since the 1970s. It then demonstrates how these
factors. have contributed to the processes of globalisation. by giving rise to the
mulunational crewing and FOC registering of ships. The impact of FOC crewing of ships
on shipping capital and seafaring labour in addition 10 the creation of new shipping hubs
is then examined. The respective ways n which the agency of labour and capital 1s
articulated to create new hubs for shippiny capital and new labour markets 15 examined

and assessed.

There 15 a strong tradition of shipping being a global industry. Histoncally shipping
companies provide us with examples of the worlds iitst globalised companies. The
alobalisation of the shipping industry can be traced back to the age of mercantilism and
the logistical networks they created for the construction and nmaintenance of European
empires (Barton: 1999, Grey: 2001). Grey (2001) contends that the globalised shipping
companies of mercantile Europe. such as the Dutch and East India companies were even
more economically consolidated and powerful than contemporary shipping and electronic
multinational companies. The European dominance of the shipping capital continues

1oday. though Amencan slupping capital enjovs a sizeabic share of the market (Brennan:
| 909,

Empirically therefore the shipping industry provides us with a malure working example
of how capital and labour have adapted and responded to the restructuring of capital over
centuries. It Further illustrates the arcument that the current phase of capitalism 1s not a
complete disjunciure from the previous metamorphoses of capitalism as Albrow (1996)
and other posmodemn theorists suzzest. What is clear though, is that the most recent
phase of capitalist restructuring (circa 1970) has proloundly impacted on the way

shipping capital interacts with seafaring labour. Shipping capital continues 1o be
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dominared by companies from the TMN. but the seafaring labour marker 1s dominated by

ratings from the South and eastemn Europe.

3.2 The economic geography of FOC shipping and crewing.

According 1o arucle 5 of the 1958 Geneva Convention on the High Seas, it is necessary
for vessels 10 be registered on either national or FOC shipping registers. By flagging a
ship out to another country’s flag. shipping companies circumvent the labour and
maritime laws of the country where the ship is owned. The owners of most ships are
based in the TMN. Due to high ship registration costs. reaulatony labour laws and the
high cost of seafaring labour in the TMN. ship owners register their ships offshore.
mostly in smaller countries of the South. Ships registered in these countries then fly the
flags of these offshore registrv nations. These states are paid a regisiration fee. As such
FOC. registration provides a means for these countries 1o earn foreign income (Northrup

& Rowan: 1983, Barton: 1999, Barret: 2001, Brennan: 2001 ).

In most cases. the ship owners can register their vessels to another country, without
physically leaving the country of ownership. For example, Liberia has FOC ship
registration offices in the United States. Panama has an Internet site that ship owners can
use to register their vessels (Barton: 1999, Barret: 2001) Hence. there is no link between
the state where the ship is owned and the state where the ship 1s regisiered. The flag of
the state under FOC shipping no longer serves as a svmbol of nation state authority, but
instead assumes what Barton (1999:144) refers 1o as veo-economic and geo-political
significance. By taking advantage of the less regulated economies of the Sourth. shipping
companies have shified the economic landscape of ship registration in order to reduce

operating costs.

FOC registration allows for the following (see table 3 2.1 for a hsting of the five major

FOC registries.

|- The criteria lor open registry arc easily obtainable. This means that the standards of operaling
vesscels arc lower or non-cxistent. Further the country of rewistration allows ovnership/control

ol'its merchant vessels by non-cilizens.
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2. The country of registry is a small power that allows the maznme of ships by non-nationals.

2

The country of registny has neither the power nor the adnumistrative aci:inen to impose anv
government or international regulation. nor has the countny any wish ~r the power to control
.12 shipping companics themsclver,

4. Taxation on shipping companics prolits is low or nun-cxistent. The country of registrv
obtains a registy fee and an annual fee based on tonnage of vessels registered.

(Adapted from [LO Report 2001, Barret. 2001 & Barton. 1999)

Table 3.2.1 Nationality of effective ownership of the five major FOC registries by

percentage (as of 31 December: 1097)’

Country of effective ownership Flag States
l.iberia Panama Uvprus I3ahamas Malta

(Gireece 12.4 1.1 26 19 56.3
Japan 7.1 40 ( [.7 0
United States 135 21 ] 15.2 08
Hong Kong, China 7R i3 0 I 4 04
Norway 8.2 1.3 (4 215 P17
United Kingdom 34 0.3 .3 6.3 0.3
Chma (O hE ' 0 1.2
Republic of Korea [7 10,8 0 0.1
Sweden 1.9 (2 2.3 4.4 0
Giermumy O | IR 0.1 1.2
Suudt Arabia 8.2 0.l [ 33 0
Tarwan. Chma (.0 3 6 0 0
Singapore |2 ! 6 03
Denmark 03 .2 b 1.6 0
Russum Federaton 2 0 4 0.6 1.5
sSwitzerland 0.9 1.7 iz 0.5 4.6
Italy 0.6 0.2 6 29 5.2
Belgium 1.6 0.2 3 0.3 0
FFrance 0.4 i3 ' 1.8 0
Spinn 0.] 02 3 23 t
Croatn ()7 U 0.1 2.5
IFmlmd (! [ 3 0.3
Othors i %7 32 7.3 7.8 13.4
[otal 100 oh o 100 100

According to Koch-Baumgarten (2000) shipping was an itenselv national affair until the
1970s. Merchant ships and their seafarers were vicwed as extensions of their nation
states. There was thus a firm link berween the Flag State and the ships of its merchant
fleel. From the 1970s. he argues this hink begins 10 rapidly duninish. This however

implies that prior 1o the 1970s. all ships and their crews were extensions of their nation
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states  Such an attempt to neatlv periodise the advent of FOC shipping inadvertently
implies cthat the econonic events of the 1970s provided a rapid almost overmight
disiuncture in the way shipping capital operated. Whilst it s true that the pace and scale
of FOC shipping accelerated post 1970. FOC shippinu as a labour cost reducing

mechanism existed pnor to 1970 (Northrup & Rowan. 1933, Barton: 1999),

The practice of FOC shipping can be traced to the 19205 when US ship owners shified
the registration of their vessels to Panama and Honduras to reduce operating costs
(Novthrup & Rowan: 1983, Barton: 1999, 1ILO Report: 2001). Both Panama and
Honduras maintained the monopoly on FOC registers il 1949 From 1949, after a series
of negotiations with ship owners and oil companies from the United States, Liberia
emerged as a new FOC registry. For the next 30 vears the triumwvirate of Panama, Liberia
and Honduras {known in the shipping industry as the ’anl.ibHon rovisiries) would be the
dominant FOC registers Further whilst, labour histonan. Rowan Cahill (1999) argues
thar. that shipping capital has atways been driven to reduce labour and taxation costs. For
example as tar back as 1939 shipping capital sought to circumvent maritime trade
unionism by registermyg under FOC. The extent of FOC shipping during this period was
neghigible when compared to present dav vse of oftshore revistries. For example in 1948
the Liberian ship registry only had two ships registered By 1980. over half the worlds

fleet were registered to Libena (Barton 1999, Calull: 1999)

From 1980, spearheaded, by the econonnc crisis of the mid [970s, shipping companies in
an attemplt to further reduce their labour and operating costs were spoiit for choice to
register their ships oftshore as more countries of the South began 1o compete with each
by opening FOC registries in an attemipt to antract European and American slips, and
hence atract foreign income 1o their revenue. Soon {osta Rica. San Marino. Sierra
Leone. Lebanon. Cvprus. Haiti. Oman. Somalia and Siuapore were competing as new

FOC registries (Cahill: 1999 Barton: 1999, Brennan. 20001

The economic history of the shipping mdustry indicates that it 1s an inherently globalising
one Up until the 1970s the globalising nature of the sinuppmg ndustry was steadily

growing. Historically the industry 1s fanihar with merecrs. acquisitions, multinational

"Source: UNCTAD: ENCTAD revien of weeeritime cvensport Y9N clow YorlkoCeneva, United Nationsy
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crewing and intemational capital finance. The advent of new technologies combined with
the economic crisis of the 1970s accelerated its globalising tendencies. Hence FOC
shipping and multnational crewing from the South grew exponentally from the 1970
PanlibHon registries to encompass more than 20 other rewstries. For example, according
to the ITF (www.itf.org.uk). in 1950 5 5% of the global shipping fleet registered offshore
under FOCs. By 1960. 21.6% had done so. Bv the late 1990s more than 50% of the

alobal merchant navy fleet (equal 10 80 000 vessels) had tlagged out,

Table 3.2.1
Evolution of FOC fleet as a percentage of world fleet {tonnage)

YEAR FOC FLEET WORLD FLEET % OF FOC FLEET TO WORLD FLEET

1989 182533014 410480693 44.5
1990 186356460 423627 198 46.4
1991 210261430 436 026 858 48.2
1992 231876 903 445168 553 521
1993 243668 343 457 814 808 53.2
1994 261686684 475859036 55.0
1995 280026076 490662 091 571
1996 300181686 507 873 011 59.1
1997 321279935 522197 193 61.5
1998 334744863 531893 296 62.9
1999 347822402 543609 561 64.0

Source: Adapted from 1ILO Report 2001:20

Contributing to the acceleration towards FOC shipping and the consequent increase in
mulunauonal crewing from the South and eastern Europe. was the manner in which
finance capital precipitated the cconomic crisis for the shipping industry 1n the 1970s.
These developments had a direct umpact on the wav shipping companies would be
organised. Moreover it had an important effect on the sourcing and costing of labour as
well as conditions aboard ships (Cahill: 1999, DBrennan: 2000, Bagret: 2001,

www.itf.org.uk).

According 1o 29th Session of the Jomnt Maritime Commission of the International Labour
Orcamisation (ILO) held in Geneva, 2001 and Barton (1949) . one of the reasons for the
crisis in the shipping industry in the 1970s was wresponsible commercial bank lending.

In the 19707°s and the 1980°s, banks were solelv responsille for the funding of speculative
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ship purchases which led to an over suppiy of ships, depressed freight rates and increased
pressure on labour costs, During this period. ships were not financed by equity funds and
as such banks had to bear sole responsibility for creating the structural problem of having
too many ships on the market to allow for an acceptable profit. Banks could not sell ships
of as scrap. since scrap prices were at an all time low. i'hev were forced to keep their
assets afloar and trade or sell them whenever the opportuniy arose. This had the effect of
compounding the situation since ships sold or auctioned at a fraction of their recent
original costs were now re-entering the market at rates reilecting their new low value and
thus exacerbated freight rates even further (Lorange: 2001, Pires: 2001, ILO Report:

2001).

Contemporary finance arrangements made by banks sucii as equity funds mean that the
risk of ship ownership is diluted, but also that bank finance conunues to be increasingly
more available due to this low risk factor The ILO (2001 ) report concludes, bank loans
will continue to be the major source of funding for ship vwners. due to the high level of
capital required. In sum. the shipping industry from the carly 1970s saw the increasing
supraterritorial growth of finance and corporations. This meant increased compettion
amongst ship owners for market share. In order to survive ship owners had to be
competitive by decreasing their main operating costs. l.ubour was thus the main target
and FOC registnes the transnational neo liberal answer racililate the hinng of low cost

multinational flexible labour

Another tendency that increased FOC shipping and the mulunational crewing of
merchant navy vessels. 1s the increased competition betvcen shipping companies (Grey:
2001. Baron: 2001); as a result of mergers and acquisitions. Grey (2001, 209) contends
that in the shipping industry size clearly matters where scale economies, fierce
competition and market share drive shipping competitors 10 slash labour costs in an effort
to stay in business and prevent being bought off Over the last thirty years thousands of
smaller shipping compantes have been run out of business. due to their failure to curt

operarion costs (Barton: 1999, Grev 2001)

Increasingly the privately owned linuted company (PLC) is Decoming extinct. Equity

funded and listed companies are the norn: when it comes to ownership of large fleets of
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bigger and more sophisticated vessels. Throughout the twenteth century there has been a
concertec move, bv shipping capital in the rraditional marinme nations. to concentrate
ship ownership to a few global firms (ILO Report: 2001, Grev: 2001, Lorange: 2001).
Now as shipping moves into the twentv-first centurv. it becomes clear that ship

ownership will be concentrated i the hands of a few global corporations.

This is mainly a result of mergers, take-overs and acquisttions during the 1990°s. At the
bevrinning of the new millennium only six global carriers run containensed shipping,
(Grev: 2001). This was the result of three major mercers that took place amongst
containerised shipping carriers in the 1990s. The Wallenius — \Wilhelinsen merger in car
carriers; Hoegh-Unicool merger in feeic:s: and a Stoiti-Nielson purchase of Van
Onmimeren in the chemical transport sector. The Wallenius — \Vilhelmsen merger created a
fleet of 80 ships and a 35 percent market share and Stoli-Nielsen further consolidated its
already dominam position (LLO Report: 2001). For exaniple in 1997 alone the economic
consolidation of three major plavers in the shipping industrv ook place. Pentow Marine
merged with Smit\Wijs to form Smit Pentow Marine in 1497 (Llovds List Africa Weekly:
June 1997). the Neptune Orient Lines US$823 million ac juisition of American President
Lines (APL) in 1997 (Llovds List Afnica Weekly: June 1997). In 1999 Danish shipping
companies AP Moller/Maersk acquired South African shipping company, Safmarine for
US$240 willion® (Llovds List Africa Weekly: Februan 1999), These are just a few

examples of the most recent mergers and acquisitions in the global shipping industry.

In keepmg with the metamorphoses of capitalism, shippme companies are adopting
integratiomst and diversification strategtes of their corporations Through the “ventical
and lateral™ ownership of pons. terminals, warehousing. road transport, railways, freight
forwarding and feederships, the shipping companies are consolidating their assets
(Lorange: 2001 .Pires: 2001. Grev: 2001, Van Der Linden 2001). Whilst these strategtes
of consolidauon are similar to those adopted by shippiie companies in the nineteenth
century, there are significant differences. Nineteenth century consolidations operated
from the premise that shippimg was 1ts core function. and ull other acquisitions were to be

arranged around facihtatng this tuncuon. Contemporaiy consolidations however are

= Ior more on the acquisition of Safmarine, see Llovds Lise Alrea Weedv Nav 1o 1997, November 13
1998, November 20 1998, January 29 1999 & 18 March 1999
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arranged around the formation of ¢lobal corporations whose business 1s structured around

ulobal networks and transport flows. of which “ships are but one element” (ILO: 2001:6).

The implication of the above is that as slupping compunies become more financially
consolidated. they also become more diverse in therractivities. Suce their prime function
Is no longer just shipping. a disungwishing feature of contemporary shipping companies

15 the sevaranon of the ownership and management functions of shipping companies.

3.3 The Rise of the ship-management company

The flexibility of organisations argues Castells {1996 16) 1s an outcome of the "new
technological paradigm on social organisation”™ The abilitv of shipping capital 10 be
flexible in terms of its management of ships, was kev 10 the survival of the shipping
imdustry in the 1980s. Ilexibilitv of organisational swruciure oceurs as a distinguishing
characteristic of a new system of large-scale capital-labour relavons. This new system
was the development of the ship management company it operates within a larger system

of capial accumulation.

The crisis in shipping in the [980°s due to commercial bunks oversupplying the industry,
left manv ship owners in the traditional marittme nanons, looking for cost-cutting
strategies (Interview: Snook: 2001, Baron: 1999) Generally three strategies were
pursued. First of these was to simply abandon the shippniz industry. Some companies left
the shipping industry to focus on their more protitable subsidianes that were proving to
be more profitable. For example the British company Occan Transport (also known as
Blue Funnel) sold 1ts shipping interests and restructurc.: o a louistics company. The
second common tactic was {o flag their ships out to “open registers” which allowed them
to make significant and immediate labour cost reductions. The third tactic was for ship
owneis to manage ships for other owners as a means ol utlising spare management
capacity (Baron® 1999, Brownrigg et al: 2001, Lorunue: 2001, Sambracos: 2001,
Interview Snook). For example in 1983. P& O won & contract to manage four 1ankers
owned by one of the Gulf States. This was in addition o the |3 ships it managed for

vartous other companies.,
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Third party ship management prior to 1970 was pracuised m 2o limited way by the
traditional maritime nations. but the scale was incidentil (1LO Revort: 2001. Interview
Snook: 2001). The trend 1owards third panv managenient resulied in a number of in
house management buy outs or the creation of seil-sufficient but wholly owned
substdiaries of technical and personnel management ser. ices. Manv of these commercial

acrivitics were facilitated by the mergers and acquisitions that becan to characterise the

shipping industry. in the 1990°s.

Again this had a direct impact on the way labour is sourced and valued. Ship owners
were looking 10 cut their overheads, and these new ship management companies
promised to do just that by cuttine labour costs. By and larue ship owners were
unfamitiar with seafaring labour from the South (except India) and trusted the specialist
knowledge of the ship management company to deal witli this aspect of labour sourcing,
In order to keep and renew their contracts ship managciient companies had to visibly

reduce the cost of running these ships (Interview: Snook. 2001)

As ship management’s companies have developed and cwpanded. they have become the
worlds largest emplovers of seafarers. Such 1s the scale oi their labour requirements and
their “consequent need for efficient organisation™ (iL.O: 14:2001) that they have
collectively become a powerful source of labour market stabiinv. Ship management
companies need reliable and predictabie labour suppiv lines i order to function
effectively. In order to assure the qualitv of seatarers provided. a number of ship
management companies initiated their own tranning prociammes tor officers and ratings.
By the 1990's ship managers had become located in ihe old” and new global hubs
shipping: In Europe - Hamburg, Glasgow. the Isle of M. Geneva, Piraeus and Cyprus;
m the United States - in and around New York: in Asix -Honu Kong, China, Sincapore
and Kuala Lumpur. This 1s to ensure that thev are veographically close to the new

seafarmg labour markets (Cahill: 1999).

The power of ship manazement companies 1s enormous nd illusirates the global nature
I - -

of the industin. For example the Belaian firm Univan. tounded i 1long Kone has a fleet
) ¥ g g e

Y The vaditonad or Told” mariime nations are constdered o be France el the Netherlands, Norwvay,
Denmark. the United Kingdom and Germuny
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of more than 70 ships flagged to the Newly Independent States (NTIS) Liberia, Panama,
Cyprus. Hong Kong, China and the Bahamas. Of these ships 30% are owned in Norway.,
25% 1 the United States, 12 % in Japan. 12% n India 2l 5% in the United Kingdom.
Crews are mostly Indian {90%) with others from the Philippines and Myanmar (ILO
Report; 2001). Another shipping company. Acomarit, emplovs a wider range of crew,

from Russia. [ndia, Poland and the Philippines.

It is firmlv in the interest of the ship management company to maintain the status quo in
the labour market Thev have established deep and personalised networks in the labour
supply countries. often reaching into the training mstitutions of those countries. As the
[LO Report (2001:15) states * social capital of this kind is not easilv accumulated”, at the
same time however the report suggests that an interest in maintaining the status quo of

the labour market is no guarantee of its continuation.

oM wondd 1ake is one large ship menagement company o seek thie short-iern: compeltitive advantage of

opiing on a large seale for o sigmticanily cheaper somee of labowr 1o send eomypetitors off in puisnit”

If this had 1o happen, the impact would be similar to the scramble by shipping capital
towards FOC in the 1970's. According to (Barton: 1999, Paixao: 2001, Sambracos: 2001,
Brownnug et al: 2001) the ceoaraphy of the ship manazement companies is now firmly
established. Its main centres are m northern Europe including the Nordic countries,
Greece. south-east Asia (China and Singapore). Japan and the United States, and its main
customers are from the same regions. The ol seagoing lubour force of ship
management companies was approximateiv 50 000 in 1994, Most of this labour was
Filipmo. Indian and Eastern European (Interview: Snook: 2001, ILO Report:2001,
BIMCO Report.:2001). One could argue that the move towards ship management
companies is about the enhancing of orgamsanonal capacity by preserving economies of
scale (Castells: 1996). In many ways, the ship-management company is capitals way of
overcoming and adapting 10 the financial ngidities and complexines that the economic

crisis provided.
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3.4 Technology

Yet another factor influencing the resicucturing of the shipping industry was the
devclopment of new technologies The shipning indusiry from the late sixties onwards
saw the increasing supraterritorial arowth of finance and corporations. Parallel to this was
the development of new technologies. The new technologies are developed within the
economic 1deology of supraterritonial capialism and as such, aid and abet the process. In
1991, the Joint Maritime Commission recognised that the nse of new maritime
technologies has had a significant effect in reducing employment at sea (ILO Report:
2001). Whilst there have been many imporam technological breakthroughs in the
shipping industry such as increase in ship size and speed. perhaps the most significant
breakthrough in the modern shipping industry was in the late 1950°s. The development of
containerisation remains the most impornant development n carco unitization. Even
thoueh container systems require a high imual level of investment they more than make
up for this in the wm around rate of cargo handhng (Hemson. 200), Interview:
Snook:2001). Conainerisation also provides a “scainless hnk with other modes of
transport”. This helps it fit into the horizontal and vertical integrationist nature of the new
shipping company. Cellular guides do awav with significant amounts of dock labour
stnce lashime of cargo onto the vessel 15 only mnumally, 1f at all required with
containerisation. This also reduces the turnaround 1mine of ships ut ports and hence the
number of hours or days of labour for dock-workers (Hemson™ 2001). Turnaround times
in single digit figures are now the norm for container services. Containenisation 1s one of
the 1echnological developments that Harvev (1996) argues facilitates the annihilation of

space by time.

The development of the microchip in the 1970°s saw computers introduced onto ships, to
monitor and control engine room activity. This led to a reduction in the engine room
stail. The ntroduction of sate)iite communications has also had major repercussions on
ships” crew. Ship management 1s now able 10 communicate directly with shore
management effectivelv reducing the notion of fine management. Also the introduction of
electironic distress communications has aboinslicd the position o1 ratdio officer (ILO:

2001
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The effect of the new technologies on the labour market i1s not 10 be underestimated
According 1o Richard Snook (Interview: 2001) the crewing manager for Unicorn
Shipping, the size of crews since the introduction of new technologies has drastically

diminished.

In the old davs ships were runmng aound with a erew of o hundred, now we are looking al o crew f

twenty. twentv-three operating a 40 000 wit ship. Phat ix quite feasible.”

3.5 The Global labour market for seafarers

For centuries. labour from the traditional marinme nations (TMN) dominated the world
of seafaring. These labour markets were firmlv secured and fixed. That is unal the
accelerated scale and pace of clobalisation began to revolutionise the way we perceive
and conceive of space and time. As these traditional labour spaces declined in importance
due to the necessarily urowth orientated aspect of capitalism, new labour sourcing spaces
were created in the South. Whilst new labour sourcing spaces were being created in the
shipping industry. capital remained firmly entrenched in the hands of the traditional
maritime nations, Whilst labour and capital occupied the same geouraphical space in the
traditional maritime countnes. the way they experienced that space from the 1970s
onwards changed radically. Labour in the TMN was made vulnerable by this spatial
reconfiguration. whilst capital was able to exploit supraterritoriality and consolidate its

economic power by employing cheap labour from the South.

This is in keeping with one aspect of the Froebel et al {1984) new intermational division
of labour thesis. That skilled labour is sourced from the North, whilst unskilled labour is
sourced from the South. The sourcing of scufareis does provide a critique of the NIDL
thesis as well. The NIDL argues for a working class fixed in space. Ratings however
occupy shifting spaces. Thev represent a mobile flexible working class. This lack of

organized Jabour in the South made seafarers even more attractive 1o shipping capital.

This is also indicanve of the way power operates in the destruction of old spaces and the
creation of new ones. Capital pits scaiirers in the new Libour spaces of the South against
each other in order to accumulate more surplus. Thus otten leads to what Doresn Massey

(1996) refers to as ‘power-ucometrv” of piace  Harvev (1996) cautions us that if we are
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1o conceive of space possessing power, then we need 1o be specific about how we define
space. He suggests that it 1s only possible to speak of the power-geometry of space if we
understand place as a social process. We then have 1o investigate why “and by what
means do social beings invest in places™? In addition. we need to question for what

reason is that power then deploved and used across differentiated places (Harvey:

1996:21).

The answer with regard to shipping is that the arnticulation of difterenual power relations
in these new spaces is imperative for the reproduction of capitalism. As such it is a
process initiated by capital. Hence the low wage reservoirs of seataring labour in the
South aids this survival and reproduction of capitalism. Jameson (1984) and Harvey
(1996) pur forth such an argument. The problem however is that they give an
overwhelming credence to the agency of capital and not enough credence to the way
race’. “ethnicity' and ‘nauonality’ or gender may facilitate or hinder ones movement or
position in these spaces and places. This Massev (1990) argues is 1o give far 100 much
emphasis on economism. Further seafarers from the South are agents of the globalisation
process as much as they may experience its consequences. As such they do initiate flows

across spaces and are not simply waitinu for capital to minate these Hows,

Filipino seafarers, for example, recognised the reconstruction of the TMN labour spaces
and imtated the construction of a new labour space through the social process of offering
cheaper waged labour than their Northern and Southern counterpans. They were not
merely inserted by capital into this time-space compression process. As much as it is
correct to say that seafarers’ mobility is controlled by capitals needs. it 1s also correct to

say that this mobility is mediated by identitv. It may also be initated by labour iself.

Further the nanonalhity. race and ethnicity of seuafarers often determines how power
operates on the floating place of the ship (Osler: 1998). My empirical work indicates that
nationalitv. race and identity mediates ones status. Hence a preference for officers from
the TMN exists even if equivalently qualified and cheaper officers are available from the
South. Fusther. the predominance ot ratmgs emploved in the merchant navy are from the
South and eastern Europe. Even here all ratings are not equal and are pad according to

the percetved value of their nationality, For example. the lowest puid seafarers are from
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Russia and other eastern European countries. Chinese. African. Indonesian and Filipino
seafarers are paid more that their castern European counterpans. japanese seafarers on
the other hand are the highest paid nationals (Osler: 1998). The nutionality of ratings

determines their “differenual mobiliey” 1n the labour market {Massev: 1996)
3 A )

Theonsts like Samers (1998), Elson (1999), Tesfahuney (1998) and argue that most
theorisine  of globalisation and labour markcts s purelv  economistic. Hence
overwhelming credence is given 1o theorising internanonal finance. production and trade
and their effects on the labour market. The Tubour maricet i this instance 1s conceived of
as newtral. Evidence of the labour market tor seafarers clearly indicates that the labour

market is highly subjective and that the labour marker for seafarers is a bearer of identity

(Elson:1999).

These theoretical arguments problemanse the simphsuic notion that the labour market s
voverned dichotomously by supply and demand factors. A complicated web of varnious
economic and subjective factors governs the iabour market. To analyse it based on

economism only is to miss the point. As Massey (1996.60) writes:
o argue lor s greater complexily is not m anvway o be ani-materalist. 1t s simply not o reduce

materinlism {o ceononism .

Empirical evidence for the above theoreucal arcuments s illustrated in the way the
contemporary clobal tabour market for seafarers operares. Coliectively, the commercial
lending crisis of the 19807s. the accelerated increase in FOC registration, the drive to cut
labour costs due to increased competition and the development of ship management
companies contnbuted to restructuring the labour maket for seatarers, leading 10 the
increased multinational crewing of ships. \Whilst the multinational crewing in itselfis not
unique. 1t is the fact that crews overwhelnungiyv recruited from the South and eastern
Europe, and are dehiberatelv composed based on percen ed natonal characteristics that is
unigque. The rise of crewing companies means that a whole indusuy is devoted to the
‘mixing of crews’ to anain objecuives of cost and efficiency. The {LO Marinme Report
(2001) states that the composition of mulunauonal crews is the result of clear policy and
not chances. Interviews conducted with crewing mangers of shippme companies, the ITFE.
SATAWU and tertiary marniuime tramming imstitutions, confirm that the nationality, race

and ethmcity of seafarers determines where and how seafarers itersect the labour



Chapter Three 62

market. (Interviews: Snook: 2001, Maclennan: 2001. Hagan: 2001. Parkinson: 2001.
Zungu: 2001, Dlamini: 20C1). Empirical work by Northrup & Rewan (1983). Brownrigg

et al (2001), Ostreng (2001), Sambracos (2001) confirm these findings

My fieldwork brought to light another aspect of the labour market for seafarers. namely
the way occupational status intersects with nationality or ‘race’. Therefore the majority of
otticers are recruited from the TMN but the majority of ratings are :vom the new global
hubs of labour recruitment. This is indicauve of several trends 1y the labour market.
Firstly, there is a preference for officers from the wadiuional maritizie countries. This is
based on the perception that cheaper crews often mean the lowering of nautical training
standards in the labour supplv countries of the South and eastens Europe. If officers from
the new seafaring labour markets. with similar qualitv training, are available, they are
inevitably overlooked for officers from the tracinonal maritime countries. This points to
the subjectivness of the labour market i also raises 1ssues of how power and identity
form a complex geometry in the labour market. This theme will be explored in more
detail in chapters three and four. 1f one looks at tables 3.5.1 and 3.53.2, it becomes clear
as to how FOC vessels are predominatelv crewed by ratings from the South. These tables
indicate the trend towards the multimauonal crewing of ships. The subjective nature of the
iabour marker impacts on how crews of diTerent nationalities are pu:d. A clear example
of this (SIRC report on crewing: 1992-1993) s the crewing strutegy used by one

European ship owner with a large fleet of Panamantan tiagued ships. The report reads:

“seven of his companies ships employ lalian and Croatan otlicers. m that order of seniority, The peuy
olticers and ratngs age similarly emploved o consistent pattem of nationality wnd senjority except that
this part of the crew had a wiple-laverad price structure. First and second were 1he “Western” and “eastern
Faropean” lavers consisting of Malins and Croats hird was the “devejopmg world™ faver consisting of

Numoarnt or Malagas,
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Table 3.5.1

Percentage contribution ol selected nationalities to ¢rews: 1992-93

Klag *Nationality as percentage of total crews (ratings)

Ph Ko PRC It Ru Cro In Pol Bl Nor Ger
Panama 17 18 12 10 8 7 0 5 0 0
Liberia 27 10 0 1 9 10 12 2 4 1 0
Bahamas 28 O 0 0 O 7 8 25 5 0 0
St Vincent and the 26 0 0 0 0 4 0 0 7 0 O
Grenadines
Bermuda 25 0 c o O 0 30 0 33 0 0
Antiqua and Barbuda 49 0 0O 0 4 0O 0 18 O 0 21
Cyprus 31 0 0 4 9 4 2 10 0O 0 5
Malta 17 0 20 0 O 0 0 50 2 0
Hong Kong, China 37 0 0 0 O 0 9 0 28 0 0

* Nationalitv Kev: Ph: Filtpimo: Kot Korean (Rep. of Korea): PRC: Chinese. 1t Tahian: Ruz Russian: Cro:

Croation: In: Indian: Pol: Polish: BI: British and [rish. Nor: Norwegan: Ger: Gemun

Souree: 1LO Report 2001:37

Table 3.5.2

Percentage contribution of selected nationalities to crews: 1998-99

Flag *Nationality as percentage of fotal cvews (ra1ings)

Ph Ko PRC It Ru Cro In Pol Bl Nor Ger
Panama 46 5 12 0 1 <1 & 2 1 <1 <«
Libena 32 <1 8 o 7 4 7 2 2 2 3
Bahamas 33 2 <1 <1 4 5 5 15 10 <1 <A
St Vincent and the
Grenadines 42 0 0O <1 28 219 0 <1 2 O <«
Bermudas 57 0 0 0 <1t 3 20 1 17 O 0
Antigua and Barbuda 21 0 0 O 8 1 <1 30 <1 <1 11
Cyprus 19 0 0 0O 17 4 <1 11 1 0 2
Malta 2¢ 0 0 4 10 & 14 8 1 1 1
Hong Kong, China 15 0 55 0 O 0O 28 0 2 O 0

*Natonaliy Key: Ph: Fihipino. Ko: Korean (Rep

Croation: In: Indsan: Pol: Polisti. BE Bratish and Insh. Nor: Norwegiun, Ger: German

ol Korea), PRC

Chinese. It R

dans Ru, Russtan: Cro:
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3.6 The new labour geography of seafaring labour

Never before in the history of seafarine or intemational mierant la:bour has the ethnic
and national composition of a labour force changed so much in such a short period of
time. The ILO Repon (2001:26) states “nothing of this sort had ever happened before [in
the historv of the labour market]”. This change in the composition and location of the
labour market was in full swing by the 1980's. By 1987 alone. the employment of
Filipino ratings in European owned ships increased from 2 900 w : 7 057 ratings. If we
translate this figure into crews, the resulis are astonishing. It means that European owned
ships with a majority Filipino crew leapt from 200 to 1 {30 ships within a year. This
preference for ratings of the South meant the displacement of raungs from the traditional
maritime nations of Europe. For example P & O, one of the worlds larecst merchant navy
shipping companies announced 1 19938 that all 300 of their Briush and New Zealand
ratings serving on 19 of their ships would be replaced by low cost Filipino seafarers

(Lloyds list: August 28 1998).

According to the BIMCO/ISF: 2000 Manpower Upduate there arc currently 404 000
officers and 823 000 ratings in the global labour supplv market. The updates estimates

that during the 1998-99 period the total number of seafarers at sea aboard ships was 934
000.

[ncreasingly the number of seafarers from the traditional maritime countries are declining
whilst the percentage of seafarers from eastern Europe. south east Asia and the Indian
subcontinent are Increasing. Seafarers from the OECD countries constitute some 27.5
percent of the global marntime workforce compared 10 31 5 percent in 1995 (ibid.)
Seafarers that work on FOC ships are estimated 1o be composed ol 20% Filipino. The

other nauonalities on FOC ships are Russian. Chinese. Indian and Polish.

The first source of cheap labour was Asia in the 19705 and then castern Europe in the
1990s In the ILO Asian Maritime Report of 1963, Korean searncers are not featured at

all. Filipinos and Indonesians are reported as working on “sinall mwr-island” ships. By
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1988 though. there was an estimated 30 000 Korean seamen, hali of them working aboard
Japanese owned ships. flagged mainly in Panama. Six years Jater. in 1994, ship owners in
the Republic of Korea were pressing their rovernment 1o be allowed to employ Chinese
seafarers that could be paid half the Korean wage (OECD: 1996. 1LO: 2001,). By hiring
crew from these regions, capital evaded the sophisticated labour reuulatory regimes that

developed in the traditional manume nations.

The trend of re-crewing with cheaper and hence more rlexible crew from the South and
eastern Europe continued throughout the eighties. By tlexible crew, [ refer to the wage
flexibility dimension of the labour marker. Capital 1s auracted 10 ratings that price
themselves well below union negotiated wages. In order 10 secure work, ratings engage
‘in a race 10 the bortom’, by reducing the wage level they require. 1o secure work. In
order to take advantage of cheaper crews, ships had o register offshore on second
registers By 1986, for example 45% of German-owned ships were registered under
FOCs. This trend was mainly spearheaded by the need to drive down operating costs. In
1987 Dutch tanker owners were saving that 1t cost USS1 million a vear more to crew a
ship with nationals as opposed to cheaper labour. The Damish also acknowledge that it
could reduce its crewing costs by half since emplovinu cheaper labour. Japan also joined
the bandwagon in 1988 when the Japanese Ship Owners Association. announced that the
cost of crewing Japanese ships with |1 Japanese nationals a vear was US$ 1.5 million a

year as opposed to US$0.4 million a year for a south east Asian crew of 22, for the same

period of ime.

If one looks at the following stanstic tables 3.6.1 and 5.6.2 on crewing of FOC ships, 1t
becomes clear that the predominant crew nationalities to be found on ships show
increases in the number of nationals of the Philippines and China. When one looks at the
percentage of officers on board these ships another picture emerces. The statistics show a
decrease n the percentage of non-nationals emploved as officers on the flags listed
except for the United States. Table 3.6.2 also indicates an increase in the number of

seafarers emploved on FOC ships.
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Table 3.6.1 Crew nationalities (officers) aboard selected national lag fleets: 1992-3

Flag %nationals %others

Japan 71 29 (Ph)
Netheriands 57 18 (In) 10 (Pt)
France 91 8 (Pt)
United Kingdom 74 8 (In) 6 (Pt)
lialy 94 0
Greece 57 34 (Ph)
Denmark 87 6 (Pol)
United States 100 0

*Natonahiy kev: Pl Filigpmos. Ins Indans. Pol: Polish: Pt Poriguese

Souee [LO Report: 2001 38

Table 3.6.2 Crew nationalities (of{icers) aboard selected nationnl flags 1998-9

Flag % nationals % others

Japan 31 47 {Ph) 12 (Mya) 9 (In)
Netherands 49 23 (Ph) 8 (Indo)
France 43 8 (Ph) 18 (Cro) 14 (Rom)
United Kingdom 56 13 (Ru) 10 (Ph) 6 (Pol)
[taly Fid 12 (In)
Greece 52 34 (Ph)
Denmark 43 22 (Ph) 17 (Pol)
United States 100 0

“Natonalitv Kev: Phe Filipino. Pol: Polish:: Mya: Myammar. In: Indin: Indo: Indonesian: Cro: Croaton:
Rom: Romaman: Ru: Russian.

3.7 Conclusion

Clearly. capital had a sianificant role to plav m the creation ot new labour markets for
seafarers. The uneven nature of this development howceyer was as much labours doing as
it was capitals. Raungs from the South and eastern lurope acrivelv chose to market
themselves at a lower rate than their Northern counterparts. Further. these ratings chose
not 1o become unionised by either national unions or the 1TF, the international trade

secretariat for seafarers and mawn lobbier against FOC shipping and crewing praciices.
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The lack of unionisation of ratings in these countries, combined with little or no labour
protection legislation, has contributed to the spatial patterning of the labour market for

ratings.

Given that there currently exists a surplus in the labour market for ratings (BIMCO/ISF
Report: 2001), competition amongst ratings from the South and eastern Europe for work
1s hugh. Ratings are wilhng o work for cheaper wage rates in order to obtain work
knowingly pitting themselves against other ratings in thie global labour market. Seafaring
labour from the South and eastern Europe takes an acuive role in shaping space even to
the point of creating and supporting uneven development. This is in keeping with the
arguments of Herod (1998), Wills (1998) and Johns {1998) who suugest that labour 1s
proactive in producing uneven development by ensuring that capital is attracted to some
regions instead of others. Wills (1998:113) contends that the “internationalism of capital
has brought the threat of chauvinism, compeution and self interest to the labour

movement.”

The unprecedented shift to hinng labour from the South and eastern Europe instead of the
TMN, has resulted in a drop n the raungs labour poo! in the North. The last few years
have seen attempts by a number of unions. and states 10 mmeliorate the effecs of a
decreasing labour pool of European ratings. Fer example in the United Kingdom, labour
has lobbied for the British government to offer British ship owners” fiscal concessions if
they hire British ratings (Brownngg et al: 2001). Simikis labour lobixies have occurred in
Australia (Chinnery: 1997, Brennan: 2000,), Greece (Sambracos: 2001), Germany (Van
Der Linden: 2001), France (Cahill: 1999 Spurrier: 1999) and the Eﬁrop-ean Union
(Paixao: 2001). Labour in these TMN (and Australia) are growing increasingly frustrated
at the monopoly that ratings from the South have in the ulobal labour market for
seafarers. All are lobbying tor the end of FOC shipping, as a means of attracting ships
and jobs. So whilst a strong regional labour solidarity exists amongst labour in the global

North, global labour solidarity amongst ratings remains fractured.

Workers struggle to keep caputal in thair communmities because domg so increases or
protects their standards of living. Ratmus of the South and eastern Europe are not

unwilling pawns, dependent on forces outside their control that disrupt their lives, destroy
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their traditional livelihoods and create new cleavages in local econcmies and soceties.
By law Filipino ratings. for example, have to remit 80% of their wiuzes. to their families.
Jones (1998) investigation into migration demonstrates how remitances received from
migrant labour improves the socio-economic conditnons of families of migrant workers.
Ratings from the South seeking employment at lower wages than their counterparts in the

North are doing so to prevent themseives from becoming marginalised

Is a global labour solidanity then possible as a means of labour articuiating its agency in
an increasingly uneven socio-economic world? Johns {1998), Wills (1998), Waterman
(1998) and Herod (1998) argue that it is. They argue for a shift from 1magined solidanties
to transformatory solidarities. that take into account both space and class as an alternative
praxis in strengthening the agency of labour on both a ulobal and local scale.
Transformatory global labour solidaritv as an articulation of kibour acency 1s explored in

the next chapter.
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Chapter Four

Geographies of Organising

4.1 Introduction

In theorising globalisation. labours agency in influencing these processes is an oft-neglected
factor. Globalisation 1s constiucted as an exclusive project of transnatonal capital.
Transnational corporations and capital are presented as all pervasive and powerful. The power of
trade umons to meamngfully service a transnational flexible workforce i1s viewed as difficult or
impossible The purpose of this chapter 1s to assess these claims through a case studv of the
global strategies used by SATAWU in servicing South African seafarers. Seafarers, specifically
ratings are the epitome of a transnauonal flexible working class. This combined with the
transnational and literally mobile nature of global shipping capital (in the form of ships) makes

such a case study appropriate to achieving the aims of the chapter and dissertation as a whole.

[n order to do this. | engage n two arguments. Firstly | argue that SATAWU's engages in a
alobal strategy of international labour solidarity to service South African ratings. This
strategy involves SATAWU's aftiliation to and relationship with its international trade
secrctariat (ITS). the ITF. The relanonship is pan of a historical continuation of international
solidarity between the South African trade unions and international labour organisations. As
such. any investigaton into the effectiveness and nuances of the way labour solidanty is
articulated between SATAWU and the ITF necessitates a brief review of the factors that inform
the formation and articulation of mternational labour solidanty as an example of agency. To this
end | arcue thar international labour solidarity as a form of agency. 1s informed by the dominant
political and economic policies of specific eras. such as the cold war or globalisation. An
analysis of international Jabour solidarity that takes into account these factors allows the
complexities and contradictions of solidarity to come through in this case stody. Explicating

these contradictions and complexities then allows this chapter to critically address the aims of the
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dissertation by assessing the nature. form and effectiveness of intermnatuonal solidariy (as agency)

as articulated bv the ITF and SATAWU,

4.2 The geo-politics of international labour reiations during the cold
war

A briet history of the way in which the politics of the cold war informed the policies and
practices of international labour solidarnity contextualises and contributes to my assessment of
international labour solidaritv as an effective contemporary tool of agency used by SATAWU. |
argue that the contemporarv practice of this form of agency should not be divorced from the
history that mmforms 1t This then allows for a more effective and informed assessment of

international labour sohdaritv between the ITF and SATAWU in servicing their memberships.

Cold war politics demonstrates the tendency and agency of labour 1o organise intemationally to
protect and advance seographically discrete interests. Whilst this may create uneven economic
geoyuraphies for workers. it demonstrates the power of labour to shape an be informed by larger
political and economic strugules. Given that the development and maintenance of uneven
economic ceographies is a kev criticism of the {TF's alobal solidurity campaign with SATAWU,

the following discussion will help frame the arguments located later in this chapter.

Transnauonal labour relations are not a new phenomenon to the South African labour movement.
South African unionisn has always been tied to the wider global context (MacShane et al: 1984,
Mather & von Holdt: 1991, Naidoo: 2000, SALB: Apnl 1991, von Holdt: 1993, Hudson: 1991,
Mather: 1991. SALB: April-May 1986. von Holdt & Zikilala: [993, Flanagan: 1990, Southall:
1998.). Historicallv South Africa’s international labour relations. was informed by the geo-
poliics of the Cold War. By describing the Cold War as a ceo-political struegle, labour
seographers refer 1o the way politics was constructed along seozraphical East-West blocs (Herod
19984, 1998b. Waterman: 20060, MacShane: 1992). Post 1989. the processes of transnational
neo-liberal ulobalisation has shifted the neatly defined and spanally fixed East-West geo-
political blocs to seo-economics flows of spaces and networks. ‘i’ is shift in geographies has an
unpact on the way labour solidaritics are shaped The decline of the Soviet bloc has made

possible new veocraphical spaces for financial and trade acuvites.
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For the iniernational trade union movement. this means a shift away trom the East-West
1ideological battles that have informed it for most of the twentieth century towards the geo-
economic concems of transnational capital. For labour geographers the transition from geo-
politcs of the Cold war to the geo-economics of transnational neo-liberal globalisation' re-

mapped the way internatonal irade union relations are inscribed on the new global economic

lindscape.

International trade union politics has a rnich history dating back into the middle of the nineteenth
century with the founding of the International Working Men's Association in 1864 (Waterman:
2000, Herod 1998b, Southall: 19935, MacShane: 1992). According to Marx and Engels in
Southall (1993:31) the emancipation of labour was neither a local nor a national. but a social

problem. embracing all countries in which modern society exists.

Prior to 1939 several international trade union organisations were established to develop closer
tes with workers located in different countries. The formation of the Intemational Trade
Secretariats (ITSs) can be traced to this period The ITSs were organised in particular industries
such as metalworking, mining, transport, agriculture etc 1o which the vanous nauonal trade
union centers in different counues affiliated. In addition to the '1'Ss, there were a number of
more broadly constituted oreanisations to which national trade unions affibated. Chief amongst
these was the Intermnational Federation of Trade Unions (LFTU). Most countries of western
Europe as belonged to IFTU, with imited participation by the Nonn Amencan unions. With the

beginning of world war nwo the. IFTU and the ITSs restricied or dissolved their functioning,.

As soon as It became apparent that the Allied forces were to be the victors of world war two,
representatives of the US. Brinsh and Soviet labour movements came together to establish a new
international labour orzanisanon to replace the IFTU. This new organisation was the World
Federation of Trade Unions (WFTU). The Federation’s goals weve (o unite trade unions of the
world regardless of race or political ideclouy (Herod: 1998b. Watcrman: 2000, Southall: 1995).
l'his was not easily achieved. since the US-based Congress ol Industrial Organisatons (CLO)

was unhappy belonging ro an organisation that comained commuinst trade unions as members.

- See Chapter one lor charpcteristies of transnational neo-liberal globalisation
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The WFTU was the largest and most geographically extensrie of any international labour
movement. This was mainly due to the significant boost in membership from the Soviet Union
(that had been absent in the IFTU). At the surface, the WFTU presented a coherent picture of
international worker solidarity. Lurking beneath the surface were a range of intemal differences,
most being ideological in nature. A splintering along ideclouical hines began. The mainly
Western unions of Britam and the US became increasingly uncomfortable with communist led
unions of Eastern Europe. the Soviet Union. Latin Amenca and Asia. I[n additon severa! of the
communist dommated 1TSs wanted 1o become pan ot the WETLU, but according to MacShane
(1992) and Herod (1998b: 167) ... the Secretanats as a whole and the federabon could not agree
upon the means by which this was to be achieved”. This created even further tension between
communist and non-communist trade unions smce non communist trade union officials i the
Secretariats did not want to cede their power to the WFTU whose executive organs were

domunated by Communists (MacShane: 1992).

As the intensity of the Cold war escalated. so did tensions between the Western and Communist
trade union officials. Westermn and non-communist affiliates lefi the WFTU and formed a new
international trade union organisation, the Intemnational Confederation of Free Trade Unions
(ICFETUWY (MacShane: 1992, Southall: 1995). For the next 40 vears. the WFTU and ICEFTU would
dominare mternauonal trade union relations. Competing communnist-capitalist ideologies of the
cold war informed their relationship during this period. The WFTU had an exwremely close

. . . . . . . . hi
relatonship with the Soviet Union and was often used as a 100l to carry out its foreign policv”.

One of the first undertakings of the newly formed ICFTU was to increase the regional influence
and representatton of the organisation. Hence regional branches of ICFTU were established in
Latun America in 1951, Asia in 1951 and Africa in 1960 (Southall: 1995). The African branch
was soon dissolved however due to imtemnal wranghng and accusations of the ICFTU being

impenalist. and was replaced with a regional body unconnected 10 ICFTU.

~ See Herod: 1998b and Macshane: 1992 lor examples ol this
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The WFTU chose to follow a different strategy. Instead of setling up regional bodies, the
federation chose to focus on its preexisting regional bodies with communist leanmings (Southall:
19935 Waterman: 2000, Herod; 1998b) The WFTU, i response to the ITSs created a number of
Trade Union Internationals (TUIs). Unhke the formally separate relationship between the ICFTU

and the ITSs. the WFTU incorporated the TUTs into their organisational structure.

The relationship between the ICFTU and the WFTU was adversarial. especially during the
1970s. There were occasions however when the two federations did work together albeit in an
unofficial capacity (Waterman: 2000). They were sharply divided along cold war ideological
lines and anempied o draw their affiliates into these ideolouical bartles. These geopolitical
rivalries as played out within the intemauonal trade union movement had a profound effect on
workers lives in places. especially, of the developing world, such as Latin America. where
actions by the AFL-CIO facilitated the arrival and dominance of American capital. These
rivalries continued until the 1989 collapse of the Soviet Union. Post 1989 international labour
relations theorists argued that a non-partisan labour internationaiism is required if global labour
solidarity is to be meaningfullv achieved (MacShane: 1992, Waterman, 1998, Herod: 1998b,
Wills: 1998ab, 2000) The end of cold war politics saw the international trade union movement
dealing with a new set of challenges posed by the geo-economics of transnational neo-liberal
globalisation. The 1deological certainties of the cold war are being replaced by geo-economic
uncertainties of globalisation. Whilst the ICFTU and the ITSs were cnucized for practicing
imperialist solidarity with trade unions of the developing world. they now are accused of being
economically imperial in their practice of labour solidarity by securing employment for workers
of the North at the expense of workers of the South. A key aim of this chapter is to asses whether

such practices exist in the practices of international labour solidarity benveen SATAWU and the
[TF.

4.3 Informing the context: International labour relations and South
Africa: 1960-1990



Chapter Four 74

This section demonstrates the complex manner, in which labour relations were articulated
amongst the ICFTU and the WFTU in South Africa during the cold war. In so doing it
demonstrates some of the contradicuons and tensions in the priactice of intemnational labour
sohdarity as a form of agencv. It also illustrates the fiercels independent nature of the
independent Black trade unions in their relationships with international labour. T argue that an
informed assessment of SATAWU's current practice of soldanty with the ITF must be made

ag:inst this backeround.

The complexities of trade union cold war politics were played out in particular reference (o the
South African Congress of Trade Unions (SACTU). SACTU represented the third major Black
trade union initiative and was formed in 1955 (Lambert: 19935). SACTU consisted of some
Council of Non European Trade Unions (CNETU) as well as some progressive unions devoted to
the ideals of non-racialism. According to Maree (1985), Lambert (1985), Southall (1995) and
Bezuidenhout (2000) SACTU from its verv inception was interested in political unionism.
Political unionism for SACTU meant that the struggle against apariheid needed to extend beyond
shopfloor issues and into civil society. In order to further its aims of emancipation it allied itself
to the Congress Alhance that included the African National congress (ANC), the South Afvican
Indian Congress (SAIC). the Coloured Peoples Congress and the (\White) Congress of Democrats
(Lambert: 1985, Maree. 1983). From 1960 however. SACTU experienced a diminution in its
power. as the state became more active in its repression and the conuress became embroiled in

internal disputes,

Internationally, SACTU had been active in establishing relationships with trade unions in
Africa. North America. Europe, Asia. Latin Amenca. Australia and New Zealand (Southall.
1995). After the WETU divided alony cold war tdeological lincs. SACTU decided 1o affihiate
nself 1o the communmst dominated WETU as opposed to the IC - TU (Southall: 1995, Maree:
1985). Is affiliation however was never regarded as official bv the WFTU, and SACTU never
paid any affihaton fees for reasons of “political security™ (Southall: 1993). Further there is no

record or SACTU ever receiving financial aid from the WFTU SACTU realssed it would not

S The Dirst two Blaek trade wmon miatives were the establishment in 1919 ofl the Industial and Commercial

Workers Union (1CU) and the 1941 flormation ol the Counctl of Non European [riade Unions (CNETLN
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receive much financial aid from the WFTU and its eastern bloc members. but as Luckhardt
&Wall (1980) suggest. SACTU's affiliation with the WFTU w5 a historical continuation of
CNETU's 1945 affiliation with the WFTU. Secondly SACTU leadership felt strongly that the
ICFTU was more active in imposing its ideological views on third world trade unions. Southal}
(1995) takes Luckhardt & Walls (1980) analysis of SACTU’s intemational relations strategy
further by asserting thai SACTU was more ideologically comfortable to affiliate with the WFTU
than the ICFTU. According to von Holdt (2001), the WETU was a better ideological choice for
SACTU due 1o its historical commitment to non-racial trade unionism, The ICFTU on the other
hand had maintained informal hoks with the conservative Trade Union Congress (TUC) of the
United Kingdom that supported racially parallel irade unions. As von Holdt (2001) and Southall
(1995:103) wryly suggest whatever the impaci of the WFTU's campaign. it was far less

substantial than the support given by ICFTU to the independent black trade unions from the

1970sg

The ICFTU perceived SACTU’s alliance with the WFTU as confirmation of SACTU’s
communist ideolovical leanings. The [CFTU then made an ideologically strategic decision to
come out formally in support of the South African Trade Union Council (SATUC), proclaiming
SATUC to be the labour organisation best suited to furthering the interests of South African
labour This was a brave mov e considering that SATUC. predecessor to the Trade Union Council
of South Africa (TUCSA). was a conservative federation of multracial trade unions (as opposed
to non-racial trade union) that extended apartheid thinking into the realim of trade union acuvity.
TUCS A advocated for racialised parallel unions with a purely economist focus as opposed (o the
political unionism of SACTU. Whilst the ICFTU acknowledged the conservative nature of
SATUC by excluding the bodv from membership of the federation in 1954, it neventheless
muaintained informal ties with SATUC. By 1959 however. following SACTU s affiliation with
the WETU. the [CFTU made a strategic decision to come out in support of SATUC knowing full
well 1ts polincally diluted nature. The tedertion made it clear that its matenal assistance would

be best directed at SATUC to help organise African trade unions.

(Roux: 1964)
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The ICFTU knowing full well that matenal assistance of trade untons was vital to their success
i South Africa. agreed o withdraw their endorsement of SATUC and support SACTU
financiallv and politically if the latier agreed to two conditions. Firstly it had to suspend its ties
with the Congress alhance: secondly SACTU had 1o separate the political from the economic in
terms of its struggle against apartheid (Luckhardt & Wall: 19380). These strong-arm tactics
worked 1o no avail. Instead i is suggested by Feit (1973) in Southall (1995:103) that ICETU in
their attempt to secure a “stoutly non-Comimunist centre” mav han e inspired the formation of an
African rival to SACTU in the form of the Federation of Free Alrican Trade Unions of South
Africa (FOFATUSA) in 1959". FOFATUSA however soon tidud from the union landscape
through SACTU's campaign that denounced FOFATUSA rclanionship with the ICFTU as
imperialist. SACTU then emerged as the only representative of Souih African Black labour in

the international community. However as Southall (1993) asserts tius was to be a pyrrhic victory.

Firstly SACTU had alienated siself from the ICFTU The ICETU was an essenual link to western
1rrade unions, and their supporn was an essential part of the laruer mternational struggle against
apartheid. Secondly SACTU had overestimated the unity and surpon it would receive from the
non-aligned All African Trade Unton Federation (AATUF). AATUF's support was more a
triumph of rhetoric than substance. Thirdly the increased repression of the state, forced SACTU
into exile. The period from 1964 to 1973 have been characterizod as the lean years for trade
union internationalism in South Africa. For the Apartheid state however, this represented the
aolden age of apartheid since the liberation movements had been suppressed intemally, SACTU
forced into exile and TUCSA, even though White dominated. ns multuracial policy allowed 1t to
pose as the most legitimate labour organisation to represent South African labour interests. The
[CFTU had been weakened on a global scale by the withdrawal of i1s largest and most financially
powerful atfiliaie the AFL-CIO. Further the ICFTU was increasingiv being treated with hostility
bv the Pan African labour organmisations that viewed the federation with deep suspicion.
Moreover the ICTFU's anti-apartheid movement internationallv was also proving to be more a

tnumph of rhetoric than subsrance.

TFOFATUSA was comprised of live trde unsons abgned W the Pan Alvicin Condress (PAC).
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It was against this pessimistic backeround that the 1973 suikes occurred in Durban,
reinvigorating the Black wrade unions in South Africa’. The rise of the independent Black trade
unions also had imponant ramifications for South Africa’s internanonal labour relations. For
SACTU in exile. the emerging trade unions posed a dilemma. On the one hand they could not
condemn the actions of the new trade unions and on the other hand SACTU’s claim as the only
legitimate representative of African labour was threatened by the activities of the new unions.
SACTU officials asscried that it was nmpossible for there 10 ever be a democratic trade union
movement in South Africa. It was convinced, that despite the drumatic growth in trade union
membership in the new unions (for example bv 1984 membership ar'the new unions stood at 500
000) that the only unionism possible under the Apartheid state was “sham umonism’™ (MacShane
et al: 1984:1191. It was in this vein that SACTU demanded of inte: naizonal labour organisations
such as the ICFTU and Bntish TUC that all funds for the independent Black unions be channeled

through it.

The ICFTU saw in the emerging labour movement a chance 10 be perceived as more legitimate
by aligning 1self with it as opposed to the conservative TUCSA. Moreover the federation
realised that strategically. in order to establish a meaningful presence in Africa. it made more
sense to ahign itself with what appeared to be the a rapidly growmng labour movement. Further
the ICFTU bypassed dealing with SACTU since the emerging unions presented, for the
federation an appealing non-political, read as non-communist rivai to SACTU. The inereasing
influence of the social democratic trade unions of Scandinavia combined with the departure of
the zealously anti-Communist AFL-CIO also provided the ICFTU with more leeway in

supporting some of the emerging unions, communist Jeanings

The ICFTU as early as 1973, instead opted to deal directly with the new unions by liaising and
channeling matenal assistance through TUACC. TUACC msisted that material assistance be
channeled via it. n order 1o prevent the new unions from becomine overly dependent on external

mternational fundine, therebv nsking external ideological manipulation Further TUACC serving

(he Durbim stnkexs of 1973, were the largest strikes sinee world war two See Marce (1983) for more on the
implications ol these stnkes.
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as distributor of funding, fostered greater cooperation amongst the independent unions since it

forced them to cooperate about how resources were allocated and used.

[n 1974 it set up the Coordinating Commitiee for South Africa (COCOSA). The role of
COCOSA was to organise intemational boycons of South African goods, provide the emerging
unions with legal and financial assistance and attempting to achieve recognition of the emerging
unions by transnational companies. [CETU provided the emerging unions with more than US §
6.6 million from 1976 to 1984 (Southall: 1995). This monev funded the Federation of South
African Trade Umons (FOSATU). In November 1985, after a complex process of trying to unify
the Black trade unmion movement, COSATU was formed. In 1986, unions that committed
themselves to a “Black working class leadership” as opposed to COSATU's principle of non
racialism. formed, NACTU. Internanonal funding and relations would be articulated with these
two national federations, though COSATU was the more powerful of the two in terms of

membership and affiliates.

Whilst the [CFTU inittated many contacts with the newlv emergent unions, these unions
articulated their own form of agency during the 1970s and 1980s. campaigning for international
recognition and assistance. Maree (1985), Lambert (1985), and Southall {1995) concur that the
emerging unions conducted extensive campaiuns for international recognition. According to
these theorists. the emerging unions obtained more substantial responses when they made direct
contact with intermational umons, than when they worked through the international federations or
sccretariats or the Brinsh TUC. Maree (19835) attributes this to the umons inexperience in dealing
with intermational labour organisatiens as well as a more inwardly focus of the unions to

developing their own organisations.

Hence the wunions deliberately bypassed the formal structures of intemauonal labour
organisations. such as the ICFTU and the ITSs and communicated directly with individual
unions and factory unions. At the same time however it was the ICETU and the ITSs that were

. . . . . . I
able to secure for the new unions essential materia) support that proved vital to their survival'.

“See MaeShane et al (1984) lor examples of intemational solidarity strikes during the 1980x.
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From their inception in the 1970s the independent trade unions made active decisions to follow a
policy of non-alignment. hence sidestepping the Cold war ideological battle as well as protecting
iself from the impernialist impulse of the ICFTU. The South African trade unions were fiercely
independent and assertive in their dealings with the ICFTU. They did not allow the donor-
recipient relations to denigrate into a patron-client relationship (Southall: 1995). The ICFTU
often in its deahnus with the independent unions operated in an imperial manner. For example
they excluded the unions from being present when discussing the allocation of financial aid to
the unions. Funher the [CFTU planned to use the independent unions. particularly FOSATU
(later COSATLU) as a weapon against SACTU. However FOSATU refused to be drawn into the
ICTFU's Celd War politics and hence avoided being manipulated against SACTU. Further
COSATU refused to receive aid from the ICFTU directly but rather chose to receive aid from
international unions directly, all of them affiliutes of the ICFTU. Jay Naidoo, secretary general of
COSATU. in a 1991 interview with Mather & van Holdt contends that international policy has
never being a prionty for COSATU, since the federation was more focused on building s
national capacity. Naidoo further asserts that COSATU's policv of active non-alignment was a

means of not becoming embroiled in the Cold war politics ot the era and not an attempt to
undermine the ICFTU.

The vears from 1985 to 1990 were tumultuous for the trade unions in South Africa. The state of
emergency 1n 1985 and its extension in 1986 saw thousands of trade union activisis detained and
trade unions activities repressed severely, That the union movement suffered is clear but it did
not acquiesce to the repressive measures of the state. By 1989, the state had realised that a
stalemate had been reached between itselfand the movement tor democracy in South Africa. The
change n leadership from Botha to De Klerk and the subsequent unbanning of the ANC.
SACTU' and PAC set in motion the movement towards a democratic South Africa. This penod
also siunaled an end to the Cold war as the Soviet Union crumbled and the WFTU's membership
and power fell dramatically. Tins also impacted on SACTU. since thev no lonzer had a powerful

international labour allv.
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On the 13 of NMarch 1991, COSATU appointed Mcebisi Msizi as its first international officer.
Msizi's first goal was to increase COSATUs linkages with unions in Africa (Bezuidenhout;
2000). This indicated a shitt from COSATU's historical practice of receiving support from and
forming linkagzes with untons of the North. Towards the end of the 1990s both COSATU and
NACTU formally affiliated with ICFTU. In 1998 FEDUSA followed suit In terms of its active
international campaigns however, COSATU has been more mvolved in the southemn African
region. This is part of what it terms its policy of “new internanonahism” (Bezuidenhout: 2001).
This policy is targeted at labour unions becoming involved in broader campaigns for
democratisation. [n other words adopting a social movement unionism. For COSATU this entails
a shift from focusing on its relations with the unien federatons of the Norh to focusing on
relations with unions of the South (specifically Africa). COSATU is further attempting to make
unions of the North. specifically ICFTU more sensitive to labours problems of the South. For
example enlisting [CTFU’s support in the protests in Seattle against the World Trade

Oruanisation.

The post-cold war era has proved to be damaging for the WFETU. 1t connnues to exist but in a
greatlv reduced manner and therefore no longer represents a powerful entity in international
labour relations {Waterman: 2000). The ICFTU on the other hand continues to thrive, though not
unproblematicallv. It remains an institution formally subordimate to its national affiliates, and to
“its richest and most powerful members. It remains several umes removed from members it
serves at the shopfloor level. However 1t 1s an orgamisaton open to change. At its mi}iennial

conference held in, Durban South Africa in 2000, ICFTU cencial Secretary Bill Jordan said:

“In perinds ol revolutionary change. and we arc in onc now. we must be able (o think and act owside the
straiehl jacket ol our traditions. .. The trade unton movement. once again. needs new ideas for the needs of
new workess. new occupations. new forms of work organisation and new emplovment relationships.”
(SALB: 2000)

Inits June 2001 COSATU produced a draft document on international labour solidarity titled A
strategic perspective on the intcinanonal  mrade wmon movement for the 219 cenury”
(www. cosatu.org.za), This document raises what COSATU sees as the I[CFTU continuing to

exercise ils imperial powers on “less independent trade umon movements of the developing
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world™. It further points out that the ICETU and the JTS's should be more sensitive to issues of
divercent economic geographies ot the world. This is an issue that continues to be divisive in the

international labour movement. and is one. which this chapter explores.

4.4 The International Trade Secretariats (ITSs)

In order to assess the agency of labour to counter international capital entails an investigation not
onlyv into the international federations, but also of the ITSs. The [TSs are vital role players in the
international labour movement. since therr support tends to be more funcuional and practical than
that of the international federations of trade unions, such as the ICETU or the WETU. For Wills

(1998b) the ITSs form the bedrock of labour intemationahsm today.

An ITS can be defined as a coordinating body of the national unions of workers employed in the

same trade or sector in different countries (Douwes Dekker- 1980:33)

The 1TSs were formed in [890 and grew significantly by 1914 According to Wills () 998b) and
Douwes Dekker (1980) the main functions of these secretariats were decided upon as early as

1929. Thev can be summarised as follows:

1. To spread information about trade conditions in different countries.

2. To keep members informed about strikes i their trade.

3. To make appeals for financial a1d in case of large strikes.

4. To prevent workers of one country acting as strike breakers in another.
5. To promote trade unions in countries where labour is less organised.

The influence of the 1TS is considerable. Today more than 200 million workers across the globe
are represented by the [TSs (Wills: 1998). ITSs span the spectrum of different work related
sectors such as meral. Transport, Chemical. Food and Clothing to name a few examples. {n order
to better coordinate its international action for worker solidarity. the ITSs, have in the past
established, world councils. the International Meral Workers Federanon (IMF) for example
established a world council to deal with work related i1ssues in the multinational motor
companies of Ford and VW. Further the ITSs operate on various sub committees of the [CFTU

and the Inmernational Labour Orgamisation (1LO).
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Historicallv in South Africa. the ITSs have proved to be independent from the iCFTU in their
policy. Thus when the ICFTU ended its relationship with TUCSA. and demanded that the [TSs
do the same, compliance from the ITSs was not immediately forthcoming. Hence the ITSs such
as the FIET. MF. ITF, ITGLWF and [UF. continued their aftilation with TUCSA well into the
1970s. despite \CFTU disapproval. The ITSs argued that the involvement with TUCSA might in
some way aid the funcuoning of the Alfrican trade unions The reasons for their relative
independence were according to Southall (1995) twofold. Firstly. the ICFTU 1951 constitution
guaranteed the ITSs a significant amount of independence from the federation. Secondly the
ITSs chose to adopt a low profile on COCOSA, with the exception of the IMF which provided
senerous financial assistance towards the independent Black unions. However increasing
pressure from the ICFTU eventually forced the [TSs io redefine their affiliation with TUCSA
and other racist unions. By 1975 however, the ITSs had established ties with the independent
black unions and supported them in a number of campaigns such a the ITF's support of the
Transpor and Genera) Workers union strike against South African Transport Services (SATS) in
1982 and the Putco bus strike of 1982. The International Textile and Garments and Leather
Workers Federation (ITGLWF) as early as 1972 supported tive emerging Black unions in therr

struggles for recognition.

Whilst ITSs may have been slower than the ICFTU in their support of the independent trade
unions. thev nonetheless provided much needed functional and material support to the
independent black unionism. If the ITSs had been less swift in their affiliaiing with the new

black unions, TUCSA would not have dissolved as quickly as 1t did (Webster: 1988).

4.5 The International Transport Workers Federation

Since this chapter uses the empirical example of the shipping industry to assess the nature and

form of agency artculated by seafaring labour in countering the mobitity of capital. 1t is
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necessarv to focus on the machinations of the ITF since it (s the ITS o which a significant

number of international seafaring unions including SATAWU are aftiliated to.

The ITF was inually founded by representatives of the traditional maritime nations’, in London

in 1896 afier a series of transport worker protests and strikes that occurred from 1896-1920

(Waterman: 2000, wwwittorg.uk). The trade secretariat remamned dominated by maritime
unions ull 1904 when rarlway unions began to join in droves Since then railway workers and
seafarers remain the largest industrial contingents of the ITF. During the interwar vears it was
formed an imponant pan of the Social-Democratic union mternationahism that was both
independent of Moscow and opposed 10 the rise of fascism (Waterman: 2000, www.itf.ore uk).
The ITF contributed significantly to anti-Nazi war efforts of the British and the US during World
War Two and thus, according to Waterman (1980.2000) discovered the benefits of collaboration
with hiberal democratic states and their intelhgence operations. Post war the ITF cained many
new affiliates in North America, Africa, Asia and Latin Amenica. By 1933 1t was the second
largest trade secretariat in the world, with a membership of five million members around the
world. spread over forty countries. When the ITF met in 1946 and 1948 it was decided that it
needed to be reorganized along regional lines to accommodate its new affiliates from the South.
Subsequently sub-secretariats were set up in Havana. Cuba and Bombay (now Mumbai), India in
1949, The ITF was firmly on its way to increasing the role it played in the trade union affairs of
the South as part of its ideological struggle against the spread of communism. Apart from the
trade unions of China, most of the worlds maritime unions are members of the ITF. The number
of ITF-athihated maritime unions increased bv 10% between 1994 and 1998, although their
combined membership fell by 9%. This tends to suggest a reduction in the size of national
mariiime unions. a phenomenon that is most apparent in the tradinonal mariime nations The

ITF also employs 105 inspectors in 39 countries (ILO Report: 2001:51().

The ITF has a checkered historv regarding its involvement with the ClA during the Cold war,

particulariv in the violent repression of Communist dock worker unions in France and ltaly, as

Britimn. Sweden. Gennany. France and the United States of America were the onlv imembers present at the first
meehng ol the FEF. (Northrup & Rowan: [983)
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well as in the even more violent repression of Communist and radical-nationalist unionism in
Laun America and Africa (Waterman: 1980). In Africa. the ITF was in cahoots with the CIA. in
its attempt 1o subvert Nigerian nationalist trade unions (Waterman: 1980). In South Africa, the
[TF. was slow to end its relationship with TUCSA, but nonetheless offered support to a
FOFATUSA railwaymens umon during the early 1960s. In TUCSA the ITF played a role in the
coordinating body of the mainly White and Coloured bus. haulage and TUCSA’s Trawler and
Fisherman union (Southall: 1995). TAWU's general secretarv challenged the ITF’s involvement
with TUCSA in 1977, This resulted in the ITF committing itself to working with and promoting
the recogmition of the independent Black unions. The emercing unions in 1977 became full
affihates of the ITF. even though the secretanart refused 1o completely abandon TUCSA. The
independent union’s tolerance of this was in large part due to the significant material assistance

that the ITF gave the GWU and TGWU during this period.

Waterman (1980, 2000) cautions that the ITF's methods of servicing its third world marnitime
unions are based on paternalism, in which the [TF provides services for a third world labour
force that has no direct or even indirect control over the secretariat. He refers to this relationship
as one similar to state funded development cooperation. Waterman’s (1980, 2000) contention

abourt the ITF will be assessed with regard to its relanonship with SATAWU.

In 2001. the ITF serves as a hub for receiving and passing iniormation 1o and from s affiliated
unmons since the structure of the modern shipping industry makes 1t impossible for a single
nationally based union to influence significantly their members employment situation, especially
when working on foreign vessels (Barton: 1999, Barret: 2001) It further aims to negotiate wages
and working conditions of crew emploved by shipowners that operate vessels registered outside
their countrv of ownership. in other words FOC vessels. As such the ITF has no junsdiction of
nationally flavged and owned vessels. 1t may intervene in the aifairs ofa national ship if it deems
that *“ local practices undermine its global objecuves” (wwiv.itf.org.uk). In turmn the 1TF i1s a
member of ICFTU, though not subordinate to it. and uses the networks and influence offered by

ICFTU to involve iself in the 1LO and IMO.
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The ITF is also a unique made secretariat when compared to the other ITS, in some important

WAVS.

1. [t directly represents employees, often without their consent.

2. T siuns agreements with individual shipping companies. It has even signed an agreement
with its counterpart in industry, the International Shipping Federation (ISF).

3. Due 10 the wide spatial dispersion of its affiliates it is able to wield enormous economic
power through boycotts in order to meet its objectives.

4. As a result of point three, and more specifically its FOC campaiun, the ITF has managed to
accumulate immense financial reserves.

(Northrup & Rowan: 1995, Interview:; Snook: 2001, www.itf org ulk: June 2001)

Currently the ITF has 235 unions affiliated to it from 97 couniries, with a total declared
membership equaling 66% of the global maritime labour force The ITF remains an organisation
dominated by the traditional maritime nations. An analysis of ils executive board indicates the
marginalisation of countries of the South. Most of the board comprises of North Amenican and
westem European members. Africa. Asia, Latin America, the Caribbean, and the Middle East are

represented in the minority (Northrup & Rowan: 1983, [LO Report: 2001, www.itf.ore.uk: June

2001). This 15 ironic given that these regions are the chief labour supply countries of seafarers.
On the other hand the majority of executive board members represent regions whose labour
market has been undermined by the cheaper labour of the South. An analysis of the presidents of
the ITF from 1896 to present again indicates a predominance of the traditional maritime nations,

in particular Britain.

4.6 The South African Transport and Allied Workers Union (SATAWU)

At both COSATU's 1989 and 1997 national congresses. a strong recommendation was made by
the federations leadership for greater unity amongst different national unions servicing similar or

the same sectors. This is demonstrative of COSATU's large policy of achieving national labour
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sohdanty to increase the agency of unions to respond to capital’s demands. It was against this
background that the SATAWU merger took place in May 2000 after protracted negotiation (Cox:
1999)

“Workers of the world unite! You have nothing to lose but vour chains!” It is with these words
thar June Dube opened the founding congress of a new giant transport union, SATAWYU Dube
weni un 1o sav that instead of unions beiny hopelessly fragmented. that you may even find 15
different unions i one sector. often in intense rivalry with each other, all unions in a single
sector or workplace should be joined into a single fighting oreanisation. (Jurgenson: 2000. Cox:
2000)

On May18 2000 in Johannesburg, the new SATAWU was born. through a merger of the former
SATAWU and the Transport General Workers Union (TGWLU). both COSATU affiliates. What
makces the merger even more interesting is that the former SATAWU, iself was a product of a
December 1998 merger. called tor by COSATU. In December 1998, the South African Railways
and Harbours Workers Union® (SARFWU) a. the Black Transnct Allied Trade Union (BLATU)
and the Transnet Allied Trade Union (TATU) merged to form transport union giant SATAWU’.
This was one of the few times 1n the historv of the South African labour movement that mergers
occurred between a COSATU (SARHWU) affiliate. a NACTU affiliate (BLATU) and an
independent union (TATU). It marked the beainnming of COSATUs campaign to consolidate
South African unions. 1o consolidate bargaining power (Interviews, Zungu: 2001, Barret: 2001,

www costau.org.za). For COSATU and the South African Commumist party in particular, the

merger marks a historical continuauon of the struggles of SARHWU, TATU and the TGWU
(Nzimande: 2000) Further it marks the first time that all South African transport workers will be
orgamsed under one union. The new union has 102,916 mumbers that work in the transport,
cleaning and security industries. The [TF supported the merger and views it as pan of the global

struggle 1o achieve worker sohdanty (www.itf.oru. uk).

*For more on the Istory of SARHWIU see Kiloh & Sibeko (20000 SARUINT L rivhtng Union. An oral history of
the Sonth A frican raibwav and Heavbour Workers (Union, Ravan Press, Randbure
“Hror more on the poliies between BLATU and SARNWU see /R Diate amnd 7o Profiles: Vol 9 No 6 pp 7-10.
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A result of the two mergers sees 46 percent of SATAWTU s membership comprised of Transnet
workers. Transnet (formerly South African Transport Services) is the largest public sector
transport parastatal. These workers are overwhelmingly empioved in the various divisions and
subsidiaries of Transnet such as Spoornet (railways) and the Airports Company of South Africa
(ACSA) and provincial bus parastatals. Govemments stated policy of privatization of parastatals
in including Transnet, means that SATAWU's greatest coniemporary struggle 15 against the
privatization of Transnet. At the founding congress of SAT VWL (18-19 Mayv 2001), the issue of
privatization of Transnet dominated the agenda. An analysis of SATAWU press statements for
2001 (htp: //oate.cosatu.ory.za/pipermail/press/200 1. himl) contirms this stance as do various
speeches by the unions leadership (Howard & Barret: 2001). For SATAWU the jobs of
thousands of transport workers employed by Transnet divisions such as Spoorner and ACSA and
Pornet railway are under threat. A loss of thousands of jobs also means the loss of thousands of
SATAWU members and a diminution of its bargaining power. SATAWU has therefore tailored
s strategy over the last 6 vears 10 focus specitically on servicing and organising its huge
membership in the aviauon, railway. and harbour sectors. Truckers also compnse a significant
part of SATAWUs membership (Interview: Dlamini: 2001). To service thousands of its truckers,
the union has initiated various plans of actions to address the needs of its trucking membership,
such its AIDS education campaign for road uansport workers Further it has a skills development
programme for truckers that have been retrenched. to enable them to retrain for other kinds of

jobs.

The overwhelming emphasis and mobilization of resources by SATAWU 1s aimed at servicing
and organising its workers emyployed by Transnet. Further it has thousands of members amongst
in the truckers. industrial cleaners and secunity guards. The tansport union’ national ratings
membership of 30 pales in comparison to the thousands of SATAWU members in other sectors. 1
argue that that by the union focusing on the majoritv of its membership. the resources devoted to
servicing ratings is proportionate (o their membership. It is with this in mind that I examine the

maritme section of SATAWU.

4.7 The Maritime Section of SATAWU
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Historically, the organisation of South African maritime workers has focused on dock and
harbour workers (see Hemson: 1995, 1996.1998. 2000, 2001, Harvev: 1995, Wellman: 1997,
Stratton® 2000). 1n this respect the TGWU was particularlv acuve in the establishment of a
Natonal Dock Labour Scheme (NDLS) and the Nauonal Industrial Council for the Mantime
Transpon Industry (Forerunner 1o MATIBCO). With regard to servicing and organising seafarers
however, the results are not as clear. Black seafarers (all munus) were historically organised by
TGWU and the Seamen’s Maritime Union (SMU). The SMU has since deregistered and its
members incorporated into the Transport and Allied Workers Union (TAWU), an affiliate of
NACTU. Both the TGWU (now SATAWU) and TAWU are [TF atfiliates (Interviews: Zungu:
2001. Nrtombela. 2001, wwuw.itf.org.uk). Officers in the merchant navy have remained un-

uniomsed in South Africa, though this is not the case internationally (Llovds List Africa Weekly:
1997).

The vast majority of ratings historically as well as currentlv reynam un-uniomsed. One of the
reasons that uniomsation of merchant navy ratings has proved ditheult {Interview: Zungu; 2001)
15 that the overwhelming majority 4000 quahfied South African ratings (4000) are unemployed.
Of the 330 emploved ratings. 50 work on nationally flagged South African vessels and members
of SATAWU. The ITF inspectors based in Cape Town and Durban service the remaining 500
that work on FOC vessels. These inspectors work closely with SATAWU and are physically
based in SATAWU offices. The high unemployment of ratinus can be attributed to several
reasons. Firstly technological changes in the way ships arc built enable modern ships to be
operated bv fewer crew members (See Chapter Three). Secondly, the surplus of raungs, gives
un-unionised a greater chance of being emploved. Thirdlyv there exists no coordmated job

creation programme for ratings m the South African manume industry. (Interviews: Barret:

2001, Zungu: 2001).

SATAWU currenily has two regional offices, one in Durban and the other in Cape Town aimed
ar servicing and organising merchant navy ratings. Based at cach office is an ITF inspector. The
role of the ITF inspector is to service South African ratings abourd FOC vessels. In addition he is
to monitor the waorking conditions on board the ship and deal with any complaints received by

seafarers recardine their working conditons and remuneration The two ITF iaspectors in South
¢ 2 £ p
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Africa are both former SATAWU officials that now work for the iTF They are both experienced
labour organisers, and seatarers hav:ng worked as TGW1 orcanisers in addition to having
extensive seataring experience (Interview: Zungu: 2001. Burret: 2001). Both inspectors are
formally employved and paid by the ITF. but informally there s a large overtap in their
SATAWU/TF funcuions. The key player in SATAWU in servicing 1ts seafaring membership, is
Thulani Dlamini. He 1s based in the union’s Johannesburg office and 1s active in representing the
needs of seafarers in a number of labour market instuutions Hence he represents the union in
SAMSA and TETA. As such he is able to service the unions membership through establishing
social dialozue with these institutions. This represents a strategy of labour articulating its agency,
which differs from traditional shopfloor employer-employer adversarial relations. This is a theme

I explore in the following chapter.

According to the constitutions of the ITT and SATAWU there s supposed to be a strict division

between the role and reach of the ITF inspectors and oflficials of its national athiliates

(www itforo.uk. SATAWU Constitution: 1998, Interview  Zungu: 2001, Barton: 1999).
However in practice this proves not to be the case for several reasons. Firstly the SA ITF
inspectorate 15 charged with servicing South African seafarers on FOC vessels only. According
to the Durban based ITF inspector there are approximately 300 South African ratings working on
FOC vessels and 50 South African ratings working on SA lacued (national) vessels (Zungu:
2001). Hence, according 1o the consttutions of the secretarnit and the umon, a separate official
would need 1o service the needs of South African seafarcrs working on nationally flagged
vessels. Logistically this is difficult for the union (Interviews Zunuu 1998, Barret: 2001) since it
1s percerved as a drain on the resources of the union 10 emplov separate officials 1o service the
needs of 30 members. that can be attended to by the local I'TF inspeciors. Moreover the mantme
secnion of SATAWU has raditionally focused on its dock worker constituency, that are larger in
number and require more financial and human resources 10 service (Radebe: 2000, Hemson:
2000, Interviews' Zungu: 2001, Ntombela: Z001). Given that sizniticantly greater membership
fees come in from dock workers than from SATAWLU s 30 national raungs, 1t makes
organizanonal sense 10 use the ITF inspecior 1o service seutarers working on both FOC and
natnonallv flagged vessels. Given that most ships owned by South African shipping companies

are registered otishore (Interviews: Hagan: 2001, Maclennan. 2001, Snook: 2001. Zungu: 2001,

«r
=
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Financial Mail: Special Report 6 June 1997) and that thus will be a growing trend, the Durban
[TF inspector contends that South African seafarers. on national and FOC vessels are best
serviced by the ITF. In addition both South African ITF inspectors have a history of organising
South African maritime workers, particularly seafarers. and are sensitive to the political, social
and economic context In which they operate. In other words. the ITF inspectors are not foreign or
alien to the needs of the membership they service and have 10 bemng imposed on SATAWU by

the ITF (Personal Correspondence: Barret 2001. [nterview Zungu 2001, Barret: 2001,

www itf.ora.uk). This is not to suggest that the relatonship benwveen the [TF (as embodied by its
inspector) and SATAWU is unproblematic. According to Zunuu (Interview: 2001) there have

being several occasions when the ITF/SATAWU celationship has proved tense and dsfficult.

Of further note in the maritime industry is that unu! October 9 2000. no centralised bargaining
svstem existed for the maritime section Wage negotiations. for example took place on 2
companv by company basis (Radebe: 2000, Interviews: Dlamini: 2001 . Snook: 2001). According
to senior negotiator of SATAWU. Thulani Dlamini. the estabiisiiment of a Manume Bargaining
Council (MATIBCO) will allow SATAWU 1o be more effective in servicing its seafaring
membership. By providing a central platform for emplovees and employers to negotiate wage
levels and conditions of work, will allow SATAWU 10 use s human resources more
strategically. Hence for example the geouraphical disparities in pav between Cape Town and

Durban based seafarers on nationaily flagued vessels can more easily addressed.

MATIBCO, however has not been used to date as a forum 10 address the concems of seafarers
(Interview: Zungu: 2001). For example the most recent waue negotiations that took place for
seafarers (March/April 2001) occurred on a company by company basis (Interview: Snook:
2001, Dlamimi: 2001, Zungu: 2001). According to Zungu (Interview: 2001), Dlamini (Interview:
2001) and Snook (Interview: 2001) the main reason for this 15 that MATIBCO can only be used
to negotiate the wages and working conditions of seafarers working on nationally flagged
vessels. Given that onlv 30 such seafarers are so emploved. MATIBCO is viewed, as an
unnecessarily bureaucrauc way 1o negotiate wages for 30 scatarers. Wages and working
conditons for South African seafarers working on FOC vessels (by far the majority of South

Afncan seafarers) have to be negotiated by the local ITF ispecior according to 1TF rates and
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regulations. The most feasible way to do this is to negotiate on a company by company bass,
since MATIBCO does not have any authonty over FOC seafurers (Interviews: Zungu: 2001,
Personal Correspondence: Barret: 2001, www.itf.org.uk). Further in an atempt to avoid creating
a segmented labour market in terms of differing wage scales for South African ratings working
on FOC vessels and those working on nationally flageed vessels, whereby FOC ratings are paid a
higher ITF mandated wage rate than ratings working on national!y flasged vessels, Dlamini and
Zungu negotiate a standard wage rate for both categories of workers (Interviews: Dlamini; 2001,
Zungu: 2001, Osler: June 1998). Hence, instead of entering into two round of negotiations for
wage rates and working conditions, for both categories of workers, the SATAWU/TF
nevotianng team of Dlamini and Zungu circumvent MATIBCO n negotiaring wage rates for

ratings.

There is also a perception amongst employers in the industrv that MATIBCO, is targeted more at
shore based maritime workers, including port and dock workers (Interviews: Snook: 2001,
Maclennan: 2001, Hagan: 2001) This perception of MATIBCO was reflected in the Minister of
Public Enterprises. Jeff Radebe’s speech at the launch ol MATIBCO. The speech focused
exclusively on the use of MATIBCO’s function for shore based mantume workers (Radebe:
2000). This reflects the relative invisibility of South African scafurers when compared to dock
workers or other port workers, when discussing the maritime mdustry. This again highlights the

umons focus on workers employed in other transport sectors as discussed in section 4.6,

SATAWIL, in order to best service its national membership of 3/ ratings as well as the 500 South
Afrcan ratings emploved on FOC vessels engages in a strategy of zlobal solidarity with the ITFE.
Even though. officially, SATAWU has no jurisdiction over South African seafarers working on
FOC vessels. st remains commutted through 1ts affiliation with the ITF. to ensuring that both
national and FOC South African ratings enjoy the benefus of union representation. The next
section deals specifically with the way SATAWU draws on the considerable resources of the ITF
to service South African ratings. lts affiliation 1o the ITF frees the union to mobilise most of its
national resources to address the needs of the majority of its membership whilst drawing on the

constderable resources of the {TF to service South Alrican ratinus.
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4.8 Articulating Agency: Solidarity?

The issue of FOC shipping, crews of convenience and the spanal reconfiguration of the labour
supply countries has been dealt with in the previous chapter. [t 15 agamst this background that
this section critically examines the ITF's campaign against FOC siupping and the impact this has
on SATAWLU, International labour solidarity is essential for the successful operation of the FOC
campaign duc to the campaign’s global reach. Further. 1 demonstrate how the FOC campaign, by
drawing on international labour solidanty allows labour to articuiate its agency on a global scale
to counter the mobility of capital. In the case of the shippinu mdustrv this capital is licerally
mobile in the form of ships. It is argued that international labour solidarity can be an effective
strategy for labour to express its agency. At the same ume however, 1t 1s argued that aspects of
the way labour solidanry 1s expressed by the [TF's FOC campaiun are problematic and serve to
dilute as oppose to consolidate the agency of labour in shapine the processes of globalisation.
This then necessitates a more critical understanding of intermatonal labour solidarity as a

strategy of labour to articulare its agency in a globalising world

The international campaign against FOC shipping has been 11 operation over the past 50 years

(Barret: 2001, www.ifore.uk] The campaign represents one the most comprehensive and
exiensive attempls by organised labour 1o counter the spread of transnational neo-liberalism
(Barton: 1999). As the worlds economy becomes re-regulated 111 1avour of capital, FOC registries
represent how highly developed a commercial strategy may becoine over time, to the extent that
it transcends the constraints of the nation state, in order to exsst as much as possible “terntonally
unbounded” (Barton: 1999:151). Prime motivation shipping capital to register ships offshore is
the allowance 1t makes for the hinng of cheap flexible, unoreanmised labour of the South and
eastern Lurope. Further. given that nation states were not protesting or constraining the acuvities
of shipping capital. and in some cases encouraging it (Barton 1999, Spurmer: 1999, Chinnery:
1997. Llovds List Africa Weeklv. 23 Mayl997). it was up 10 orcamsed labour to provide a
response to it. Further. because FOC ships have "no rcal nationality” seafarers are
Junsdictionally bevond the reach of national unions (Barret: 2001 26). This makes FOC seafarers
one the most vuinerable occupational categories in workers 1n the world (World of Work: No.38:

2001, Barret: 2001. Ostreng: 2001, Barton: 1999).
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The ITF’s campaign is two pronged in approach. Firstlv it 1s o political campaign to end FOC
shipping. Secondly it is an industnial and collective bargaminyu campaign 10 protect workers on
board FOC ships (www.itf.ore uk, Barrer: 2001, Brennan: 2000. Cahull: 1999). On the political
front the campaign 1s waged to establish a tangible link between the flag a ship flies and the
nationality and residency of its owners. managers and seatarers [t achieves this by making
public the correlations between FOC ships and poor emploviment and safety records. It lobbies
covernments and international organisations such as the IMO (part of the [ILO) to monitor and
enforce international shipping treaties and conventions that set wage rates and working
conditions for seafarers. Whilst the ITF has had limited success in eliminating FOC registries, it
has. in conjunciion with its national affiliates achieved several major concessions, that are
indicative of the power that labour can wield in a globalisine world. It has convinced many
governments and shipping companies from going the FOC route For example in western Europe
and Austraiia there 1s a concerted effort by national maritme unions in conjunction with the ITF
to work in parmership with their respective governments 1n brmuing nauonally owned fleets
back 10 their shipping registers (Brownrigg et al: 2001, Sambracos et al: 200!, Van Der Linden
er al: 2001, Paixao et al: 2001. Barret: 2001). Further it has resulted in national port authonties,

monitoring FOC vessels more tightly than nationally Rageed vessels.

In 1999 ihe ITF launched an international public relations camnuicn against FOC shipping. This
campaien involved 1TF officials visiting many of the ports of its athhates, and FOC pons on
board the \TF vessel. Global Mariner (Lloyds List Afuica \Veekly: 26 February 1999,
www.itt.orguk). At each port of call the ITF met with stakeholders in the maritime industry,
including national affiliates to discuss FOC issues. FOC workshops were held over a period of
four davs on board for members of the public as well as rade union officials. The Global
Mariner visited Durban South Africa on the 13 October 1999 SATAWU (former TGWU general
secretary. now SATAWU veneral secretarv) said the followimy in his welcome speech to the [TF

offictals on board the Global Mariner:

“Global capital 1s moving at a very rapid pace. Theyv've cot technology, they've got the skills,
and thev've uot the resources. We have 1o organise n the same way. Unless workers and their
organisations unite. collectivise their resources. their strenuths. their organisation. our struggle
will not be as effective as 1t could be. This is a message for wions i Africa and the world over”
(www.itf org.uk)
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This 1s indicative of SATAWU’s recognition of the vajue of «iobal labour solidanty as a means
of labour aruculating its agency. The ITF was not recetved warmly ulobally though. For example
the Global Mariner was not allowed o berth at ports of states that are serve as FOC registries,

such as Panama (Lloyds List Africa Weekly: February 26 1994

The collective bargaining and industrial component of the FOC campaign is unique in that
involves an annual meeting between the ITF and all its affiliates. where 2 minimum wage 1s set
for seafarers. The wage that is agreed upon at this meeting 15 extended 10 all seafarers on FOC
ships as well. Moreover this minimum wage is not ncgotiated with emplovees “but s a unilateral
demand of the ITF based on an assessment of the profitability of thhe mdustry combined with cost

of iving conditions internationally” (Barret: 2001:27. World ol Wurk: No.38: 2001).

Any FOC ship owner that does not comply with the agrecinent taces the threat of industrial
action. bv dock workers belonging to ITF affihates. According to Barret (2001) in 1999 dock
workers in 30 different countries ook action against FOC ships. Tlus s the most effective action
against non-compliant FOC ships. By dock workers refusing 1o loud or off load a ships millions
of dollars are lost, to the shipowner. For examples ot \TF initated industnal acton against non
complaint FOC ship owners see Llovds List Africa Weeklv (16 Mav 1997, 27 August 1997, 26
September 1997, 24 April 1998, 1| Mav 1998, 21 August 199X, 27 November 1998).

At present there are 3600 FOC ships. representing one third of the worlds FOC fleet that are
covered by the ITF coltective agreement. The ain feature of the collective agreement is the
minimum wage. The most recent round of wage negottations it the ITF saw the mimimum wage
set at USS 1. 230 (World of Work: No38: 2001). When the I1OC ship owner signs the collective
agreement with the ITF. s/he pays the ITF a penalty fee for 1lving 1« FOC. The fees collected by

the ITF are channeled towards paving their 1 00 inspectors world wide.

When a FOC vessel docks in port. the ITF inspector boards the \essel and asks the captain to
produce an ITF Blue Certiticate as proof that tiie vessel mects stundards imposed by the ITF.

These include wages paid to crews. If no Blue Certificate is produced then the national unions of
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the countrv it has docked in boycott the vessel. This boycott continues until an agreement is
signed with the ITF. The levying of fines. joining fees and pavments for the Blue Certificate
generate income for the ITF (Interview: Zungu: 2001) .The argument made by the ITF is that
FOC ships are more prone to be substandard than nationally owned and flagged vessels. In South

Africa, the two ITF inspectors, on average inspect about 100 vessels a year (Barret: 2001).

The ITF in conjunction with its national affiliates has been msirumental in securing back pay for
thousands of seafarers. In 1998 for example the ITF secured R2335 million in back pay for
seafarers (Barret: 2001). It has also proved instrumental in securine compensation for families of
vicuims of shipping disasters on FOC ships. For example in 1997 the merchant navy vessel the
Leros Strengih sank due to structural failure and inadequate maintenance. Initially victims
families were paid compensation of SUS 40 000 per familv. However 12 families wanted to
pursue the matter further and take the shipping company to court. ITF lawyers provided the
famihes with free legal counsel. and traced the real nationalitv and residency of ownership of the
vessel, hence holding accountable the shipowner, for the disaster (Lloyds List Africa Weekly: 19
February 1999. Interview: Zungu: 2001). The ITF also assisis seafarers that have being
abandoned by shipping compames, and have no means to reiurn 10 their homes. This is part of
the ITF's social and welfare programme provided to seafarers. According to the ITF
(www. itf ora uk) the interest from fees obtained from the FOC campaign is used to fund the [TF
seafarers trust. This trust 15 targeted at servicing the social and welfare needs of seafarers the
world over. A large percentage of these funds were used to establish the Seafarer Intemational
Research Centre at the University of Cardiff in Wales. The aim of this centre 1s to research the
econoimic and social lives of seafarers (Barret: 2001, www, 1t org uk).

4.9 Articulating Agency: Imperialism? The ITF and the global wage
push.

There is no doubt that the [TF has articulated s agency and power as a labour organisation, in
countering the power and mobilitv of capital. It continues to be an example of how labour can
successfully organise on a giobal scale against capital. For Watermun (2000) the ITF is more

than just a trade secretariat, it 1s akin to a social movement 1 its voals and actions. At the same
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time however, the ITF, has come under increasing criticism for ignonng the geographical
disparities in the economic conditions of its affiliates seafaring membership. In an amempt to
organise and mobilise workers by invoking class as a homogenous identity, the secretariat
overlooks the myriad of other factors that effect how seafarers negotiate the labour market. For
example ethnicity, race, nationality, gender and geographical locaton all effect how workers
experience the labour market. By not paying heed o the way class is complicated by these
identities, creates a tension in how labour sohdanties are expressed. If we accept that labour
solidarity is a key strategy in labour expressing us agency, then in arder for this form of agency
10 be successful, labour organisations need to be cognisant of the contradictions between
workers” class interests (Johns: 1998). For labour geographeis this 1aises an ofi-neglected aspect
in labour studies, that of space and 1ts intersection with class (Herod: 1998. Wills: 1998 Johns:
1098). They argue that whilst the manner in which capital creates uneven spaces is well
documented, the way labour creates uneven economic spaces is oiten overlooked. This 1s an

1ssue currently facing the ITF.

Accusations by employers and some of the Asian trade unions, that the ITF's practuce of
international labour solidarity is impenalist are based on the wav FOC shipping has altered the
labour market for seafarers. The rise of FOC shipping left the waditional maritime nanons,
including North America and Australia. in cnisis. FOC shipping had a direct impact on the
economies of these nations due to the shifi in the employment of ratings from the TIMN to the
regions of the South and eastern Europe. The national unions of traditional maritime nations,
including North America. Austraha, and Scandinavia. approached the ITF to intervene, when it
became apparent, that national maritime unmions were losimg members. since members were
losing jobs (Interview: Zungu: 2001. Samibracos et al: 2001 Brownrigg et al; 2001, Grey: 1999
Brennan: 2000. Northrup & Rowan: 1983). Manv of these unions made the argument that the
majority, up to three-quarters of ITF dues was paid by the unions of the North. Unions from the
South pay reduced rates 1o the 1TF. Arguments of lovalty were mvoked to protect jobs The
unions of the North perceived then as they continue to do 1that the ITF is a labour organisation
created to protect labour of the North from the cheaper labour of the South. For example in
November 1998, tensions between the national unions of Jupan, Simuapore, India and Pakistan.

threatened to disaffiliate from the ITF. due to the what thev perceived as the dilution of the
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representative power of Asia n favour of the TMWN on the ITF executive board (Osler. 13
November 1998). This is the second instance in the ITS's historv thar national maritime unions
of Asia have threatened to spht from the secretariat over perceisec iases in favour of seafaring

labour from the North, the first instance occurring in 1972 (Northrup & Rowan: 1983),
As Richard Snook. crewing manager of Unicorn Shipping points out:

“You know this FOC campatgn generates mibhions of pounds tor them every single year. The ITF
will tell vou that FOCs attract substandard shipping that the controls are lax, that crews on those
ships are abused because of poor controls They say all those kinds of things. And yes there are
examples ot that kind of thing sn FOCs. But by and larze it isn’tihe cuse. ™

(Interview: Snook” 2001)

South African shipping companics and SAMSA reiterates this viev. They contend that the FOC
campaign is a ploy of the 1TF to continue generatinz an income ior their campaign to service
their Euronean and North American afjiliated unions (Interviews: Purkinson: 2001, Snook. 2001,

Hagan: 2001, Maclennan: 2001, Zanders: 2001)

Omar Becu. a former ITF president was quoted as saymng:

“The main reasons [or the growing concern on the part ol seafarers and Jdoekers mnions were that they saw in this
growmg tleet of merchant ships. . a recognition that its continued development would ulumately threaten the very
Jobs ot its members™ (Northrup & Rowan: 1983 449

Further according to the 1LO Report (2001). over 60 000 se:iiurers have lost their jobs in Britain

alone over the past 22 years. These positions are now filled by scafarers from the South and

easrern Europe.

This section raises the issue of how labour can through its own auzency creates and maintains
uneven spaces. The geo-politics and impernialism of the cold war envaged international labour in
an 1deolouical batile. Workers in the South did not threaten the jobs of workers in the West
duricz this penod. The end of the cold war and the advent ol the geo-economics of transnational
neo-liberal vlobalisation. sees intemational labour engagimy m a struggle to protect and create
1obs and hence the hierarchy of place in a global world. The next section demonstrates in more

detail how lubour s involved in development of uneven spacces. This highlights a central purpose
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of this dissertation, which is to demonstrate that labour is a proactive and significant actor in

shaping 1the processes of globalisation.

4.10 Labour and the production of space

My fieldwork indicated that employers in the shipping industry were extremely critical of the
ITF's policies and argued that the ITF was intent on protecting the jobs of westem European
seafarers. One employer said the ITF does not express anv brotherhood with its affiliates in the
South Again. this concept of brotherhood works from a romanticized notion of the working
class. Implovers in this insiance were dicating their frustration at having 10 pay what they
consider first world ITF rates to seafarers from the developmg world. Employers argue that the
ITF is not sensitive to the differing economic geographies of the worid. Employers in the
shipping industry clearly have their own agenda for their anu ITF stance (which [ will examine

later 1n this chapter) but they none the less raise an important point

Labour geographers concur with this point albeit for different reasons. They argue that capital in
its transnational neo-liberal form, especially since the 1970s is responstble for the production of
uneven economic spaces. The economic crisis of the 1970s and the development of new
technologies made transnational neo-liberalism possible Hence nt was possible for capital to
relocate to less developed areas, that promised cheaper labour. easier access 10 raw matenals and
potentially higher rates of profit. Hence the new international division of labour [NIDL] was
coined (Frobel et al: 1980). The NIDL saw capital seesaw 10 underdeveloped regions. According
to Smith (1990:149) and Johns (1998:234) this seesaw mouon or capital lies at the centre of
capitalist reproduction as capital uses space to ameliorate crists of over production and falhing
rates of profit and to divide the working class. As patterns of uneven development create a
hierarchy of places. in which some places are privileged wih larze amounts of capital
investment. job security. and decent wages, while other places are not. This hierarchy of places
tn turn creates a hierarchy of labour. in which some groups vt workers are more privileged than
others. However due to the growth of transnational neo hiberalism since the 1970s, there has
occurred a weakeming of traditional hierarchies of labour und places Hence for sxample the
spatial reconfiguration of the labour market for seafarers duc to FOC shipping has undermined

the monopoly that seafarers of the TMN in the labour market
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The NIDL has also called for a more critical response from lLibour that invokes more than class
in s artempt to mobilise workers. This is an issue that labour theorists and activists have been
grappling with for the past twenty years (SALB: May 1980). According to the SALB (May
1980) new analyses of international labour sohidarity are required 17 the labour movement is to
niove away tfrom superficial and purely economist attempts at solidarity The SALB suggests that
labour organisations take into account the economitc, social and political geographies of workers,
when mobilising for solidarity. Johns (1998:254) takes this argument further when she argues

that

“...as long as there are workers in less developed areas who are willing. of necessiry, to work for
lower wages, fewer benefits and with fewer rights, workers i the developing world will have
difficulty organizing.”

The weakness of much of the theorising about the agency ol capital in shaping uneven spaces, is
that it iznores the ways in which the international labour movement has historically, especially
during the cold war, and currently actively shapes and supports the uneven development of
space. As demonstrated in sections 4.2 and 4.3, the solidanties expressed by international labour
organisations were shaped by the geo-political concerns of the cold war. The international labour
federations were imporant actors in fragmenting worker solidarity according to ideological lines.
In the same vein the geo-economic concerns of the contemporany era inform and fragment the
formation of worker solidarines. If capital finds the production ot certain kinds of space and
spatial relations conducive 1o its developments and growth. then labour too finds certain spatial
arrangements conducive to its survival. As work by (Herod) (1993 1998ab, 2000) Johns: (1998)
and Castree (2000) on intemational labour solidaritv demonstrates. workers may struggle for
elobal economic justice or for an uneven distribution of opportunity that works in their favour.

Hence self-preservation often wins over “working class interests’

Hence tor example according to Richard Snook. crewing manucer of Unicorn Shipping in
Durban

The UK had massive tonnage, probably the biogest fleet in the world at one stage. And then
suddenlv the wholc face of shipping chanced. It wasn't necessary the case where shipowners
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manayed their own ships, suddenly shipowners outsourced the management of their ships 1o ship
management companies. [t's become the way things are done. In order to get around red tape,
bureaucracy, and that and for reasons of tax and various other commercial reasons they starned
reaistering their ships offshore. All over the place in so cailed FOC countries. And what
happened suddenly was that British officers in particular were batling to find employment
because third world countries started offering officers at far lower rates of pay and that’s where
the ITF FOC campaign has its roots. The ITF said well, 1f we can get an international system
going which is going to ensure a minimum standard of pay across the board, the shipowner given
a choice between a Filipino for USS 1250 a month or a Briush seafarer for the same salary is
goiny 1o chose what? Obviously the British seafarer who has vot a decent education, speaks
English. has a westem culture and all those sorts of things. I'hat was their stated objective, to
look atter the interest of European seafarers. That1s documented.”

(Interview: Snook: 2001)

The ITF further adopted a policy through its Fair Practices Comnuttee in 1968, which demanded
that Asian seafarers serving on national ships (i.e. Non-FOC ships) belong to an ITF affiliated
union in the country of the national flag. Further to this demand was that the crew then be paid
rates that were negotiated by the nanonal union, provided the wage is not less than the rate

provided by the [LO recommendation. The [LO recommendanor was merely a rubberstamped

in India and the Philippines vehemently protested against this policy. especially when it came up
for renewal 1in 1972 The unions of India and the Phitippines aruued that the wage rate negotiated
by the European unions were unrealistic for seafarers from low wage areas and would endanger

their opportunities for employment (ibid ).

By the early seventies it became apparent that the Philippines. Bungladesh, Pakistan and India
were firmly on their way to being the new major maritime labour supply countries. The ITF
demanded that all Asian labour sailing on FOC vessels be paid the ILO/AITE minimum rate for
their particular rank. For example the minimum wage for able seaman in 1973 was £48 per
month. The unions in consultation with their national vovernments of Pakistan, India,
Bangladesh and the Philippines forbade domestic shipowners revistered in their countries from
offering more than £32 per month and according to Northrup and Rowan (1983:98) “even

threatened to withhold crews from companies that offered employment at the ILO rates™.

This was an unusual situation n that national unions (and vovernments) were asking for their

workers to be paid less than other workers were. 1t was done 1o protect their members” jobs and
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prevent shipowners from taking away their businesses by leaving their national registries to
register elsewhere. The Indian government and unions n particular were concemed that by
raising Indian seafarers wages on FOC ships, which were all European, might lead to pressure
beiny exerted to raise wages of crew emploved on Ihdian nationally flagged ships. if this were

done it would make the Indian merchant nuvy uncompetitive in a fiercely competitive industry
(ibid.)

Tensions between the Indian union and the [TF came 10 such o head over this issue that the ITF
suspended the National Umon of Seafarers of India (NUSI) from the federation in 1978. NUSI at
the time had 24 000 members and was the lasgest Indian aitiliate of the [TF. Their suspension
undermined the ITF’s abilnv to represent seafarers of the developing world (ibid.) NUSI was
reinstated 1o the ITF in 1 980. after the ITF agreed in principle not 1o contribute to the loss of jobs

of Indian seafarers and not to undermine national collective bargaining agreements.

Richard Snook. crewing manager of Unicorn Shipping in Durban. has the following to say about

the South African shipping industries experiences with the [’

“1 don’t Jike to deal with those vuys. They sit there in their marble tower in London and you try
and explain to them the realities of life in this country and vou may as well be talking to a man
on the moon. | went there and | said, you guys sit here. vou zot no problems really with
unemployment. you've got excellent social security benefits and all that, whereas back in my
own country we've got 40% unemployment and here vou vuys sit here and dictate European
rates of pav. which no shipowner is prepared to pay for an Airican seafarer. Their attitude is like
it or lump 11, that sort of thing.”

Unicom Shipping is not alone in its anti-ITF stance. The ISt at a conference on crewing in
London in September 1998 launched a scathing verbal attack on the ITF over its wage rate
policy. Peter Cremers vice—president of the ISF appealed 1o the federation to embrace
pracmatism. He pointed our that many third world seafarers carned three to six times the pay of
equivalent shore based jobs in their home countries and thar the | |'F wage rate was completely

out of context (Llovds List Africa Weeklv: 18 September | VUN)
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The above discussion has highlighted the conuradicton and often problemanc nature of
international labour solidarity as a strategy in servicing South African seafarers. specifically
ratings. No clear-cut accusations of impenalism or of solidarity can be made against the [TF.
What emerges from the discussion is that whatever the motivation(s) may be for the practice of
international solidarity, the agency of labour to preserve privifeued economic geographies or
create new economic geographies, by countering or attracunz capital exists. The next section

examines an example of how this takes place.

4.11 The ITF, SATAWU, and the wage pusn for South African

seafarers.
4.L1L.1 Employers sh'ategies

Following an agreement between the [TF and SATAWU. the 1T negotiates wage rates for
South African seafarers working on FOC vessels. SATAWU then mandates that the same rate be
paid to South African seafarers working on nationally flaceed vessels. However South Africa
does not own a substantial fleet of merchant marine vessels and most of the vessels owned are
flagged offshore. Of the one hundred South African merchant nave vessels, only five are flagged
nationally. So the ITF effectively determines the wage rate ol South African seafarers employed

on 95% of these ships.

According to employers in the shipping imdustry, the I'I'F wave rate prices South African

seafarers out of the global marker, hence the preference of sinpping companses to hire seafarers

from elsewhere. Safmanne, prior to being sold to shipping vt Maersi/AP Moller, employed a
large percentage of South African seafarers, more than anv oiner South African or global

shipping company {(Internview: Snook: 2001, Hagan 2001. Viaciennan 2001. Parkinson 2001).
According to Durban ITF inspector Sprite Zungu. AP Moller Muersk is now in the process of
shedding South African crew in favour of Filipino. Russiin. and Greek crew, because these

crews are 30% to 30 % cheaper than South African 1TF wauve rted crews.
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Richard Snook. crewing manager of Unicom shippmu and chie’ wage negotiator for the
company contends that the wage structure decided by the I TT has an adverse effect on South
African seafarers and that if the ITF agreed to a special wuve rate for seafarers from South

Africa. seafarers will benefit in two ways in (wo ways.

1. Firstlyv that by agreeing to a Jower wage South African scatarers would be more competitive
on a global scale,
2. Secondlv that by paying a reduced wage, Unicorn would ot have to retrench seafarers.

(Interview: Snook: 2001)

The current ITE minimum wage level for an able seaman (the lowest rank on deck) 1s US$ 1250,
which is the equivalent of R 1 230 per month. There are currently talks underway n the ITF to
increase this to US $ 1 40u per month (Interview: Zungu. wwwiitforg.uk). Snook (Interview:
2001) argues that South African shipping companies are prepared to pay able USS 800 a month
which is approximately R7 200 a month. This according 1o Snook 15 well below the [TF

minimum wage and is considered by Unicorn to be a living wue.

He further contends that that there are verv few shore-based people in the maritime industry that
eams salaries equivalent to the 1TF mimimum waue for able seaman (see Lloyds List Africa
Weekly: 18 September 1998 and World Of Work: No. 38. 200! for more on disparifies between
shore and sea based wage structures). Employers in the Soutn African shipping industry as a
whole made representation to the ITF in London 1n 2000. to nuree to set a reduced 1 TF rate for

African seafarers throughout the continent. As of October 2011, there has been no response from

the ITF.

4.11.2 Retrenchments

The ITF wage rate also makes it easier tor employers to reiiench South African ratings. The
current BIMKO labour market statistics indicate a surplus of rutings in the global labour market
for seafarers. This implies that the negonating position ol south African ratings 15 severely

hampered. As Snook asserts:
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“If they had 1o chuck in the towel today. tomorrow we couid co and vet those guys who had been
retrenched and they would be only too willing to work for oniv half the wage. So it doesn't put
them in a strong negoliating position.™

(Interview: Snook: 2001)

In 1998/1999 Unicom was faced with an employment diletnma regarding their ratings. The
company had 10 retrench 30 to 40 of its South African ratings These men were fullv STCW-95
compliant and had several vears of expernence as raungs. i‘aced with increased ITF minimum
wauce rates, Unicom claims it could no longer afford to cimploy these ratings. Dlamini of
SATAWU and Zunzu of the ITF were approached und usted by Unicom to make urgent
representations 1o the ITF in London. asking for a reduced mimimum wage for South African
ratngs.

Unicorn had its own agenda in pursuing this wage reducuion u:enda:

1. Firstly as a profit driven enterprise, its goal was to save on millions of rands to be paid in
retrenchment costs. [t would be more cost effective to keep the ratings employed at a reduced
wage level.

2. It would be advantageous for Unicom to retain the hivn levels of skills and experience

cmbodied in the STC\W-95 compliant South Afiican ratine,

4.11.3 Labour Responds

According to Zungu (Interview' 2001), Dlamini (Interview _J01) and Barret (2001) seafarers
represent one of the most vulnerable groups of transnanonal workers. Given that the vast
majority of seafarers are not unionised. these labour oiicials contend that without ITF
intervention. shipping capital, would force seafaring labour 1. a race to the bottom, in terms of
wages and working conditions. This would exacerbate the situation in an industry where working
conditions are already so precarious. They point out that the ~hipping industry in South Africa
and abroad 1s continuallv frustrated by the ITF in its efforts 10 operate substandard vessels with
cheap crew, The actions of the ITF, such as regularly publishing a list of the 10 worst shipping
compantes (Lloyds List Africa Weekly 10 July 1988). cumpaiening for the unionisation of
scafarers (1 Tovds List Atrica Weeklv: 21 August 1998), wid solidarity campaigns with dock

workers (Llovds List Africa Weekly: 22 August 1997) hive provided a collective global
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response 1o shipping capital that requires labour theorists 10 reexamine their neglect of the

agency of labour in an increasingly global world.

According to Dlamini and Zungu (Interviews: 2001), South \frican shipping companies, are
attempting to shed their South African crews by organisationalily restructuring their operations.
Dlamini. chief negotiator of SATAWU argues that AP MollerMaersk and Unjcorn will not get
away with casting off South African crew. because the ITF through SATAWU will not issue the

shipping company with Blue Cenuficates. Dlamini contends that:

“They [Safmanne/AP Molles/Maersk] have been doing that for some while. But the good thing
15 that we are in control of that situation. They can't. For as long as they have South African’s
there they will have blue certificates from us and the ITF. Thev dropped South Africans, they
will not get the certificates and they will be subject ofaction anvwhere, 1n any court in the world.
if the inspectorate 1s capable of doing that and they know they ure at nsk. Because places where
they trade we can pull action Unicorn also tried to do that two, three years ago, we gave them
the go ahead. We said go ahead and take these suys out and put your people there. We will see
where it will all end. We will pull out the cerificates. So theyv stopped. (317) But they've hit us
now. They've hit us in a different format now, because wia: they've done now 1s that when
claiming to be selling ships and people are being retrenched on the basis of that. ™

(Interview: Dlamini: 2001}

SATAWU through the ITF can delay the shedding of South African ratings jobs at Safmarine
(now pan of the AP Moller/Maersk group) or other shippinz companies that prefer to hire
cheaper crews, but shipping compantes incuitably find loopholes, and ways to circumvent union
threats and actions. One strateav employed by shipping companies to cast off expensive South
African labour is to “sell” their ships oftf due o ‘difficult economic conditions'. They then claim
to the unions (ITF and SATAWU) that they need to retrench seafarers, since there are not
enough ships to operate. Upon closer inspecuon of this policy. the ‘selling” of ships is in fact the
chartering of ships to charter companies. The ships are ‘rented’ from the parent company. All
protis are paid to the parent company. However since they are not officially part of the parent
company. they can emplov any crew that they want. Inevitably 1t is cheaper non- South African,

non-umonised crews that are employed. (interview: Dlamimi: 2001).
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4.12 Solidarity, space, and class: A contradiction in practice?

The above exploration of the way labour through the stratecy of international solidarity
articulates 1ts agency raises a number of issues. For labour geographers such as Johns (1998) key
to anaersianding international labour solidaritv as a form of agency, is io understand the
relationship between class and space. johns (1998:253) asserts that the primary aim of
international labour solidarity is to “buwild a spatially conscious workers movement that is
fighting for better working and living conditions worldwide”. Such a definition she argues calls
for a movement based on class interests. However as Waterman (2000j and Hyman (1999) point
out working class interests are not the same the world over. Johns (1998:255) takes this point
funher. by arguing that class interest that may be universal such as employment. job security, a
living wage and health benefits may conflict with material interests that workers recognise as a
result of their unique location in the hierarchy of places that is the manifestation of uneven
development. Hence workers may have certain class interest they share with each other across
international borders yet at the same time have spatial interests that divide them, such as
continued employment in a certain locale or a higher standard of living relative to workers in
other places (Waterman: 2000. Hyman: 1999, Johns: 1998). It is this conflict between spatial

interest and class interest that makes the articulation of global solidarity by labour so difficult.

For example, seafaring labour of the Norih enjoved high incomes and standards of living. Since
the 1970s. seafarer’s wages in the developed world have declined by up 10 65% (World of Work:
No 38:2001pp. 24-25). This combined with massive decline in the jobs available for labour in
these places has seen efforts by their maritime unions to prescrve their spanal materal interests
al the expense of class interests with workers 1n other places. Hence m order to regain the
herarchy of place and labour, manv TMN seafaring unions use the ITF as a means of
maintaming the old borders between developmentand underdey elopment. Hence there exists this
contrachcuon. On the one hand therc is this desire to assist workers in other places in theu
struggles against capital, on the other hand. there is the selfsame desire to protect the pnvilege

that place affords some workcrs.
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For Harvey (1982:441)

“...class strugele vields a terrain of compromise between capital and labour within a region,
organised labour may rally in support of such alliances in order (o protect jobs and privileges
already won. Yet much of what passes for imperialism rest on the reality of the exploitation of
the peoples in one region by those in another region. There is then a material basis for the

perpetuation for the.. regional and national rivalries within an evolving framework of uneven
geographical development™.

Theoreucallyv then the space-class confhctaccording to Johns (1998) requires us to conceptualise
labour solhidarity in two forms. Johns (1998) and Herod (1998a: 22) make the distinction between
accommodatory solidarity and transformatory solidarity. Thev argue that the difference between
the two 1s related 10 “the geographic objectives that the workers share™. Therefore workers that
espouse accommodatory solidarity are usually those from the developed world, that occupy
privilcued economic spaces. They are interested in maintaining this privileged space and prevent
job losses and capnal flight from these spaces to less developed countries where pay and
working conditions are much worse. If this happens then these spaces are destroyed and
recreated with less privileged characteristics. Thus their goal is 1o improve the conditions for
workers 1n the developing world, for example by askinyg for wages to be increased to a level
equitable with workers from the developed world. The hope 1s to prevent the flight of caprtal

across borders and the subzequent loss of jobs and job security.

In transformatory sohdarity however class interests prevail. Campaigns based on transformatory
solidarity challenge the social power of capital and aim to change the “basic relations of social
relations of production and consumption™ (Herod: 1998a:; 22). Johns (1998) asserts that In
practice. it is not always possible to distinguish between these two types of solidarity. Moreover
the type of solidarity practiced will be dependent on current political and economic contexts. For
example the accelerated pace of globahisation and its effect of speeding up the spatial

reconfiguraton of the world, 1s the contemporary context.

Johns (1998:257) and Herod (1998a) contend that as long as workers struggle is over the
geographic distribution of a himited number of jobs across a terrain of uneven development,
workers cannot win, As labour geographers point out there will ahways be workers in other

places who in order to survive will work for lower waces and tolerate harsher conditions, hence
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attracting capital to them and away from other places. This dissertation argues that in order for
seafariia labour to more effectively articulate its agency. it needs to focus on the criteria for
transformatory solidarity instead of accommodatory solidariiv. This requires a privileging of
class ~ased interests over spatially based material interests. Soja (1989) argues that labour must
fight capnals anempt 1o fragment its class identity along spaual, economic, social and political
lines. He along with Johns (1998) contends (hat even if labour seeks to operate across national
boundaries to achieve intemauonal labour solidarity. such solidaritv can ofien serve to maintain
or create the uneven development of spaces. This then both intentionally and unintentionally

serves to aid capital in its production of uneven spaces.
4.13 Conclusion

This chapter has demonstrated that organised labour is a proactive agent in shaping the processes
of globalisation. by using the strategy of international labour solidaritv. In so doing it has helped
in addressing the central concern of this dissertation which 1s to assess clauns that portray labour
as passive n shaping the processes of globalisanon. Internanional labour solidarity has been a
stratecv of the international labour movement ever since the founding of the First International in
the nineteenth century. The way the agency of labour articulates this may be informed by the
dominant political and economic policies of the era, such as the cold war or globalisation. The
historical example of how international labour expressed ns solidarity to the South Afncan rrade
unions during the cold war demonstrates that solidarity as a strategy s eftective but is also highly
contradictory and problematic. As the world shifted from geo-politcs of ihe cold war 1o the geo-
economics of transnational-neo liberalism, organised labour has had to shift its strategy of
solidarity. For the [TF. us practice of global solidarnity campaigns against FOC shipping has
assumed a social movement staws. that has managed 1o nxiich and in some cases outpace the
mobility of capital. in protecting the righis of un-unionised workers. its FOC campaign has
further alerted 1the world to the consequences of a re-regulated'” world economy. Politically the
ITF provides one of the best examples of labour articulating its agency through the strategy of
global solidarity. At the same time ITF policy regarding the wage levels of developing world

seafarers 1s mghly problematic. It has opened itself up to criticism from the shipping industry, to

Nee Chapter One for why [abour geographiers prefer o speak of a re-regulated nstead ol a deregulated world.
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being 1mpenal by setting first world wages under third world economic conditions. This
employers and maritime training experts argue drives shipowners to seek seafarers not regulated
by the ITF minimum wage rate. The restructuring of shupping companies has further aliowed
capial to find innovative new wavs 1o circumvent hiring unionised workers. This chapter
concludes that the ITF needs to have a spatialised agenda. which takes into account the ditfering
economic geouraphies of the worid. In s0 doing so it recognises class as one factor that i1s

complicated by the different economic geographies of the world.
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Chapter Five

Jumping Scales?
5.1 Introduction

Intemational labour solidarity is an imponant strategy for labour in awempting to
influence the processes of globalisation. SATAWU through its affiliation 1o the ITF
services the needs of its seafarers on a global scale. Equally important, and contributing
to the global sirategies of SATAWU to service its ratings membership, are local
strategies. The nature and scope of the shipping industry is global, as is the labour market
for ratings. SATAWU however has to deal with charactenstics unique to South Africa in
servicing its ratings membership at a local level. Hence the union at a local level
addresses i1ssues of employment equity, job creation and training unique to the historical
political and socto-economic context of place. Since South African ratings operate in a
global market, the effect of SATAWU’s national instiatives to service its seafaring
membership has consequences for where South African ratings are located in the global
labour market. This chapter demonstrates the local strategies employed by SATAWU in
servicing South Afrnican seafarers. The chief local sirategy examined 1s that of SATAWU
using social parmnership as a means of articulating agency on a local level. This
examination highlights the complex ways the global intersects with the local, and the

tensions inherent in this intersection.

In theorising the interaction between the local and global, the local is often constructed as
discrete from the global. Whilst some theorists have assered that the “focal is the global
15 the local” (Scholte: 2000). in an attempt to understand the complex and myriad ways
that the global and local interact, an epistemologically ngorous notion of scale is often
missing from thewr work. Tt is in this regard that labour geographers (Jones: 1998, Judd:

1098, Cox: 1998.Smith: 1998, Herod: 1998, Mitchell: 1998, Jonas: 1998) have entered



Chapter Five 111

the debate. with specific attention to scale, building on the work of pohtical and

economic geographers.

These theornsts argue that when investigating the global-local paradox, it is not sufficient
to merely ‘jump’ from the local to the global as if the local and global were discrete
geographical objects. Instead as Cox (1998) and Jones (1998) argue, a sound
epistemology of scale, involves conceptualising the local and global in a far more critical
way. Instead of thinking about scale in as an area of locally or globally circumsenbed
space, it 15 more useful 1o think of scale as a: “nenvork or a straregy linking local

struggles 1o regional. narional or global events’'(Jones: 1998:26).

It is in promoting 2 more critical reading of scale that Cox (1998ab) argues for a closer
analysis of the content of local politics as opposed to the form such polhitics assumes. This
involves a shift from discussing scale in a dichotomous local —global manner. Hence he
proposes that in discussing scale, a distinction be made instead between spaces of
dependence and spaces of engagement. Spaces of dependence refer to areas that are
localised and fixed by the umque socio-economic and historical conditions of place.
Spaces of dependence may occur at a range of scales, but all involve an immobilisation in
particular spaces of dependence, such as local economies, local labour markets and local
government junsdictions. Spaces of engagement on the other hand according to Cox
(1998:2) and Jones (1998:25) refers to those sets of relations that extend into spaces of
dependence, butaiso beyond them to construct networks ofassociations, associations and
pohtics. In this sense then, jumping scales assumes a more complicated nature, as 1t
involves strategies of shifting between spaces of engagement, which may be broader or

narrower than spaces of dependence.

Local interests for example (even in the same geographic location) can differ
significantly and even be contradictory. Hence as Smith (1998) points out the local
cannot be reduced to a homogenous set of interests or a shared condition. To do so
implies that the local 1s a unitary subject. This obfuscates the contradictory and

competing power relations that make up the local. The relanionship between spaces of
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dependence and spaces of engagement therefore is sustained an informed by these
contradictory tensions that cannot be reduced or resolved at discrere local or global

levels.

This conceptualisation of scale also recognises the agency of people and organisations to
be active in more than one sphere of space at the same time. For example labour
geographers write about multi-locational organisations as opposed to mult or
transnational organisations, to emphasise the way capital organises simultaneously across
different scales (Jonas: 1998). For trade unions the issue of scale 1s equally important, in
informing the way labour shapes the processes of globalisation. Historically, in South
Africa, as the previous chapter has demonstrated, South African independent trade unions
operated in spaces of dependence, as created by political and economic conditions unique
to South Africa at the time. The local in South Africa, at the same time did not provide a
unitary experience for all agents. The way one experienced the local was dependent on
how one was categorised racially for example. The experience of the independent Black
trade unions was vastly different from the experiences of the White unions affiliated o
SATUC/TUCSA. It was by strategically participating in spaces of engagement, through
the formations of networks of solidarity in the internatonal labour movement and
international anti-apartheid movements that the independent Black unions were able to

express their agency at different scales.

5.2 Social partnership as local agency.

The processes of globalisation have presented trade unions with unique challenges. There
have being calls for unions to remvent themselves and offer alternatives to the traditional
antagonistic relationship between labour and capital (Noyoo: 1999, Dlamini: 1999,
Bezuidenhour 2000, Waterman: 2000). One such alternative is the practice of social
partnership. Social partnership as a ‘new’ practice in labour relations has its roots in
western Europe (now the European Union) during the 1980s (Ozaki & Rueda-Catry:

2000. Velasco: 2000) and has been further consolidated since the 1990s, by the
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Maastricht and Amsterdam Treaties and the European Work Councils Directive of 1994
(Wills: 1998b) that make 1t mandatory for EU authorities to consult social partners such
as trade umons, prior to drafting any legislation. The ILO in recognition of the
importance of social partnership and alliances has declared 2000-2001 to be devoted to

the strengthening of social parmerships in its members states (Velasco: 2000).

Despite the widespread use of social partnership by trade unions as a strategy to service
therr membership across the globe, there remains little clanty as to what such partnership
entails (Velasco: 2000, Ozaki & Rueda-Catry: 2000, Greaves: 2000, Ermida, 2000). A
number of terms have been deployed to describe social parmerships, such as corporatism
neo-corporatism, social pacts. social consultation and social dialogue to name a few:.
Some practitioners and theorists of social parinership understand it to mean all forms of
tripartite and bipartite negotiations and consultations on social issues that can take place
at any scale, national. industry or company based, whilst others rule out company based

partnerships in favour of regional or community based parmerships (Lapeyre: 2000).

Social parmership was traditionally defined by the ILO as trpartite institutions between
government, capital and trade unions that consult in a regular way on labour, economic
and social policy (Velasco: 2000). The goal motivating for social parinership 1s industrial
peace. Social partnership with this goal in mind was defined in terms of institutional
structures instead of rules and procedures (Gostner: 2000). Further undeminning the
move to social partnership was the recognition that tabour has a right to artculate its
agency through labour market instifutions. There also exits a more critical body of work
that conceives of social partnership as part of a new managerial strateeyv 10 co-opt the
workforce mto the capitalist system of production as opposed to workers and unions
challenging ownership of the means of production (Adler & Webster. 2000, Adler: 2000,
Sitas: 1999, Maller; 1992) Hyman (2000) for example contends that a conservative
interpretation of social pannership sees it as means for labour 1o react o emplover’s
policies. Labourin this sense is not viewed as a proactive agent that can initiate change or

policy formulation.
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Appropriate to the South African experience of social partnership is Gostner & Edigheji’s
(2000-84) defimition of social parmership. They define it as “processes and institutions
which facilitate the panicipation of social partners 1n socio-economic policy processes.”
This definition allows for the entire spectrum of social parninerships that occur in South
Africa be they inpartite, biparnte or even, quadripartite. Further social partnerships can
be institutionalised or non-institutionalised and include formal regular consultation or
infonnal consultation and negotiation. This definition of socia) parnership makes a firm
move awayv from the classic golden triangle’ of state-business-labour (corporatism) to
include other agents in the process such as a range of civil sociery partners. This implies
that social pannerships with labour moves away from traditional foci of labour markets

and economics 10 a host of civil rights and civil society issues such as social exclusion.

5.3 The South African experience of social partnership

5.3.1 The socto-economic context

South Africa after Brazil, 1s the second most unequal society in the world (Goster: 2000,
Nicholson: 2001). Apartheid's legacy of racialised and gendered poverty and
employment are still very much apparent. In 1995, a year after the first democratic
elections saw the country reaping what many economists call the *democracy dividend’
as economic growth rose from less than O percent to in 1995 in the early 19905 to 3.5
percent in 1995 and 3 percent in 1996. The ensuing economic crisis in south — east Asia
in 1997 had a ripple effect on the South African economy as the growth rate fell 1o less

than 1 percent (Nedlac: 2000). As of 2000 and 2001, the economy has been marked by a

slugaish growih rate.

Contributing to the economic woes of the country is the high unemployment rate. Since
1994, the formal sector has shed more than S00 000 jobs. This situation 1s exacerbated bv
the mability of the labour market to absorb tens of thousands of new entrants into the
labour market. South Africa’s unemployment rate (using the 1LO’s expanded definition

of unemployment) stood at 36 2 percent of the economically active population in 2000.
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The labour market is steeped in racialised and gendered inequalities. For example 48.8
percent of Afnican men and 54 percent of African women are unemployed. The gauntlet
has clearly been laid down for South Africa’s social partners, especially labour, 10

confront these inequities and challenges.

5.4 A brief history of social partnership in South Africa.

The late 1980's in South Africa were characterised by some tentative moves towards
informal dialogue between labour, capstal and some political parties. By the early 1990s,
a series of high profile ‘stay always' and marches was coupled with informal social
dialogue In response to the apartheid states unilateral attempt to impose economic
policies on South Africans (Gostner: 2000, Gostner & Edigheji: 2000:85). These tactics
resulted in the institutionalisation of tripartism 1 South Africa (Baskin: 1996). The
instituttonalisation of tripartite social partnership occurred through the creation of two
bodies, the National Manpower Commission (NMC) which focused on labour market
policy and was restructured to include representauon from independent labour movement
and the National Economic Forum (NEF) the purpose of which was to prevent the
apartheid state from unilaterally restructuring the economy during the transttion period
(Adler &Webster: 1995, Baskin: 1996). Neither of these structures contributed
substantially to policy or legislature formulation, though the NEF did facilitate South
Africa’s membership to GATT. According to Baskin (1996), Adler & Webster (1995)
and Gostner (2000) these bodies merely served to curb the power of the apartheid state
during the transitional period to democracy. In this sense then the aim of social
parinership was to constrain the ability of an undemocrauc state to impose its will on

soctety (Gostner & Joffe: 2000, Adler: 2000, Adler & Webster: 2000).

The unique history of South Africa was 1o influence significantly the way social
parinerships were to emerge post 1994 1n South Africa. The South African government
passed the Nedlac Act in September 1994, establishing the National Economic
Development and Labour Council. The act increased the scope of social partnership

bevond the tnangle of labour capital and state to include civil society organisations.
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Labour. in the form of COSATU, NACTU and FEDUSA is a key social parmer in
Nedlac. One of the funcrions of Nedlac is o review all labour legislation relating to
labour market policy before it 1s introduced to parhament. Of further relevance to labour
is Nedlac's aim of promoting goals of economic growth and participation in economic
decision making and sowal equity. Most of labours’ work 1s done through the labour

markert chamber of Nedlac.

Soon after its launch in 1994, Nedlac's goal in terms of labour was to replace the
repressive labour leuislation of the apartheild state. As a social partner in Nedlac.
COSATU was proactive in formulating an altemative labour market policy to address
mequities in the labour market. specifically the racialised underdevelopment of skills and
unemployment. After much debate and discussion, COSATU in conjunction with the
other social partners of Nedlac concluded its successful negotiation of the Skills
Development Bili, the Employment Equity Bill. and the Basic Conditions of Employment
Bill in May 1998. These bills were the products of confhictual negotiation amongst social
partners involved COSATU often mobihsed its membership in mass ‘stay always’ or
protest marches. when negotiations reached deadlock, to pressure business social partners
mto accepting the bills. COSATU also appealed to former trade unjonists in the Affican
National Congress (ANC) government to present the bill to parliament (Adler & Webster:
2000).

The fact thar all three pieces of legistation were soon passed by parliament points to the
agency of labour in servicing 1ts membership at a local scale. This is not to imply that
COSATU did not have 1o compromise and accede to many of the demands of business to
achieve 11s goals. The road 10 gening legalisation approved was often rocky and painri:!
with the federation having 1o make many compromises. This funther points to the agency
of labour 10 shift between global and local scales, as the charactenistics of place chanye.
Apartheid South Africa saw independent trade unions articulate their agency at a global
level through a global solidarity campaign. Post apanheid South Africa sees a more
localised scale of agency being practised by trade unions. At the same time js the

recognition bv trade umons that the scales of local and global do not operate mutuallv
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independently of each other. rather they intersect. This intersection of different scales can
be demonstrated n the labour market for seafarers, more specifically ratings. The labour
market for seafarers, specifically ratings is a global one. However, how and where ratings
are located in that global labour market. 1s dependent on training, employment and equity
policies that are shaped by unique local condinons of place. This brief history of social
partnership in South Africa has demonstrated how labour has been instrumental in
shaping local training, equity and employment policias in post apartheid South Afnica.
The next section demonstrates how SATAWU has used social partnership to service its
ratings membership, hence demonstraung the way the local agency impacts and intersects

with the global labour market for ratings.

5.5 South African seafarers and equity and training.

5.5.1 Training and development of South African seafarers: A fragmented affair.

The training, development and employment of seafarers in South Africa has been a
highly political and racialised affair (Kujawa: 1996, Interviews: Diamini: 200}, Zungu:
2001, Snook: 2001, Hagan: 2001, Parkinson: 200!} If one looks at the South African
labour market statistics for seafarers, the racial division between officers and ratings
becomes clear. Insert manpower graph. The fragmented and multiphcited state of
seafarer traiming 1n South Africa is directly attributable to apartheid-based education
programmes. This meant that education and training for South African seafarers was
uncoordinated and duplicated due to the existence of different racialised education
authoritnes. The South African shipping industsy was also largely unconcerned with the
training and career pathing of Afnican raungs. (Kwawa: 1996, Interview: Dlamini: 2001,

Parkinson:2001).

The main training institution {for officer raimng) was set up in Cape Town in 192}
(Grutter 1973). This was the General Botha College. Only White men benefited from

this college since 1t legislatively excluded other “race’ groups. The college was handed
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over to the Cape Technikon in 1990. Natal Technikon, in Durban is 2 more recent
provider of officer training. It has until 1996, been "a white male only" affair in terms of

its student population (Interview: Parkinson: 2001).

In terms of ratings training, the Traming Centre for Seamen (TCS) was established in
1963 for "Coloured’” men wanting to train as ratings. It is now pan of the Wingfield
Technical College (WTC). The Wingfield Technical College was established for the
training of South African Navy cadets. Since 1993 it has shifted it focus to general
engineenng raining. The ratings training programme offered by Wingfield is not
accredited (Interview: Fourie: 2001, Personal correspondence: Morris: 2001) As such
ratings that qualify there cannot compete in a global labour market. The only nationally,
1.e. South African Qualifications Authonty (SAQA) and internationally i.e. International
Maritime Organisation (IMO) accredited ratings training institution in South Africa is the
Unicorn Training Centre. Natal and Cape Technikons are also SAQA and MO

accredited providers of officer training only.

As far back as 1996, the government was aware of the maining problems encountered in

the mariume industry The 1996 White Paper on national transport policy states

“The crisis of skills and basic education in the maritime labour market will be urgently
addressed through a concened programimie of education and training to meet the growing
demand of seafarcrs and to increase the skills base of existing employees of the industry.”
{White Paper on National Transport Policy, Department of Transport: | 996:40)

The skills development and employment equity acts are the tools govemment employed
to deal with the training and development concems in the shipping industry. These Acts
have been met with some resistance by the shipping industry and as such have achieved

hittle in terms of redress.

Dlamini (Interview: 2001) contends thar South African shipping companies deliberately

manipulated the racial segmentation of the labour market.
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“Our people were trained to a level and then stopped. The employers were so cunning
that thev would rather give them emplovment than train them further. You see that So
thev keep vou there, you get stuck there. You don't even have the opportumty to study
further because you are sailing at that low level. You see that™

As such, employment equity poses a sericus challenge to a conservative shipping
industry. In May 2001 at the seventh national Mantme Conference, Minister of
Transpost. Dullah Omar laid down the gauntlet for the shipping industry. Indicative of the
peripheral role equily and training plays in the shipping industry, was the lack of anv
paper presented on equity at the seventh national maritime conference. He challenged

them about issues of equity and transformation. particularly in the shipping industry.

5.5.2 The Employment Equity Act (EEA)

The EEA is a result of the Labour Market Commission Report and intense lobbying by
South African trade umons to address racialised and gendered inequities in the labour
market. The Employment Equity Act was passed in 1998, As such it1s a key achievement
of social parinerships amongst various stakeholders in South African society. The
purpose the EEA is 10 achieve equahty in the workplace by requiring a designated

employer':

|. “promoting equal opportunity and fair treatment in employment through the

elimination of unfair discrimination and

2

Implementung affirmative action measures to redress the disadvantages expenenced
by designated groups (Africans. Indians, Coloureds, Women and the disabled), in
order to ensure their equitable representation in all occupational categones and levels

in the workforce.
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The Act (1998) also requires designated emplovers te remove barriers that discriminate
against Jdesignated groups in the workplace. These may include the many visible and
mvisible aspects of organisational culture. Numerical goals (not quotas) are also called
for in facihiaring equality of opportunity. The issue of merit also strongly punctuates the
EEA The Act (1998) does not allow for unsuitably qualified people to be hised and /or
promoted. The Act, further requires all designated employers to conduct an equity audit
of their workplaces. On the basis of this audit they are required to submit an Employment
Equitv Plan to the Department of Labour, indicating the barters to achieving
emplovment equity and the measures to be implemenied in order to overcome those

barriers (Human: 1999, Thomas and Robertson: 1999)

The EEA provides for the establishment of the Commission for Employment Equity
(CEE) which produced an execunve summary report on 23 August 2001 on the progress
achieved by both the public and private sector in meeting the obligations of the act
(www.labour.¢ov.za). Further the CEE has developed an Employment Equity Register.
This register is a public database of employers who have repored to the Depariment of
Labour (DOL) on employment equity. The executive summary report as well as the
public register indicate that the labour market in South Africa i1s still racialised, but that

significant inroads have being made in certain sectors (see wwa.labour.eov.za for

detailed statistics).

According to the public register all four South African shipping companies thai employ
South African ratings have submitted employment equity plans for review by the DOL.
The DOL has granted Smit-Pentow and Safmarine/AP Moller status O level, which means
that they are fully comphant with the requirements of the EEA. Umcom 1s currently at
status | level which means they are not fully comphant with the EEA and need to
resolves cerain issues with the DOL. DeBeers Marine s not on the registry. This

according 1o their crewing manager HR depanment 1s due to their impending relocation

Designated emplover means: (a) an emplover who emplovs 50 or more emplovees. (b) an emplover who employvecs
fewer than 30 emplovess but has o 1ol tumover that is cqual 10 or above of @ small business in terms of’ Schedule & 10
this At
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to Namibia. and extensive employment of Namibian ratings instead of South Africans
(Interview: Hagan: 2001). Even though South African shipping companies have
submitted (except DeBeers Marine) skills and equity plans to the department of labour, it
is the perception of SATAWU and the major South African maritime training instirutions
that the implementation of these plans is slow (Interviews: Dlamini: 2003, Hagan:2001,
Maclennan:2001. Parkinson:2001, Stohl:2001.Foune:2001, Personal Cormespondence.

Morns:2001).
5.3.3 The SKkills Development Act

Apartheid was successful in fragmenting the training and development of South African
seafarers along racialised lines. The South African shipping industry has a history of not
wanting 1o be burdened with training costs for ratings. or with equity programmes
(Kujawa: 1996, Interviews: Zungu: 2001, Dlamini. 2001, Fable: 2001, Parkinson' 2001.
Fourie: 2001, Stohl: 2001). Unicorn Shipping however did establish the Unicorn Training
Centre (UTC) in 1978 to train African ratings for its company needs as well as for other
South African compames. The training provided by the UTC was, and continues 10
limited to the needs of the local industries needs. Kujawa's (1996) investigation into the
raining policy of shipping companies found that South African shipping companies, pre -

1990 were reluctant to rain both ratings and officers for the following reasons:

. Training costs were at Jeast 5% of seagoing payroll

2. There was a high attrition rate amongast cadets

3. The costof training was carried by relattvely few panicipants in the industry

4. The rise of FOC shipping saw the greater unlisation of foreign cheaper seafaring
labour

5.

The number of ships owned in the South African merchant marine declined sharply.

Theraining of ratings in particular has also been very limited since the 1980s, since most

of those employed. rarely leave their jobs until it becomes mandatory to retire’. The

T A smgmibicnt pereentage ol South African ratings are between 30 and 60 vears old, due to the low
tumover in their occupations.
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findings of this study confirm Kujawa's (1996) findings that shipping companies are

reluctant to fund the training of ratings and even officers.

Pressure from labour came to bear on industry from 1990 when COSATU. using the
forum of Nedlac began to motivate an overhaul of training policy in South Africa
(Kujawa: 1996, Ray: 1998). This push by COSATU to transform the fragmented and
racialised training structures of Apartheid South Africa culminated in the Skills
Development Act (SDA) in October 1998 (People Dynamics: May: 1999). Prior to the
SDA training was govermned by the Manpower Training Act of 1981 and employment
services were governed by the Career Guidance and Placemenrt act of 1981. Both these
Acts have been repealed with the introduction of the SDA (Vlok: 2000). The general aim
of the SDA 1s to address many of the legacies of apartheid such as the racialised and
agendered inequalities tn the labour market by developing the skills of workers. For a
detailed list of the aims of the SDA see Barry & Norton (2000). The SDA further creates
“significant opportuntties™ for trade unions to influence the type and extent of training to
be provided by employers to workers (Barry & Norton: 2000:6) through the creation of
Sector Education and Traming Authorities (SETAs). Further the SDA of 1998 allowed
for the Skills Development Levies Act of 1999, whereby a levy 15 imposed on an
organisations payroll. This levy is channelled to the Skills Development Fund. Once an
organisation has submitred a workplace skills plan that demonstrates how its intends o
address skill inequities in its workforce, then a portion of the Jevy taxed is returned to the
organisation. COSATU in negotiating the SDA demanded that a four percent levy be

imposed on companies payrolls (Ray: 1998) but the levy currently stands at one percent,

5.5.4 SETAs

in March 2000 the minister of labour established the 25 SETAs (Barry & Norton: 2000).
Each SETA has junsdiction over the training needs of a specific economic sector. For
example some sectors that SETAs have training and education jurisdiction over are.

transport. financial and accounting services, tourism and hospitality. The primarv aims of

the SETAs are to:
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1. Develop sector skills plans

2. Implement the sector skills plans

3. Promore leamerships

4. Approve workplace skills plans

S Monitor education and training in the sector
6. Allocare grants

~)

Support the development of learning materials.

A SETA consists of representatives from organised labour. employer and other relevant
stakeholders. Each SETA must consist of an equal number of members representing
employers and employees. As such 1t is considered a platform in which social
partnerships can be formed allowing labour a greater agency to service its membership.
For the purpose of this study, the focus will be on transport SETA| the maritime section

of the transport education and training authority.

5.5.5 Transport Education and Training Authority (TETA)

Prior to the creation of the TETA, maritme traiming was governed by the marnume
industry training board (MITB). Employers in the shipping industry dominated the
MITB. [t was only in 1990. through an amendment to the Manpower training act of 1981,
that organised labour was allowed to have representation equal to that of employers on
the MITB. Further the financing of the MI'TB was dependent on donations from shipping
companies There was no enforceable skill levy that employers had to contribute.
Between 1991 and 1994 the MITB had accumulated R180 000 in funds only. When
compared to al) other industry boards existent at the time. the MITB had accumulated the
least amount of money from employers for training purposes (Nauonal Training Strategy
Task Teak: 1994, Kwawa: 1996, Interview: Fable: 2001). This points to the relative lack
of funding of training in the manuime training sector, that the establishment of the TETA

in 2000 hopes to offset. For a detailed financial report of the current state of the TETA

see www teta26.co.za.
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SATAWU is the most prominent and active trade union involved in the TETA. due 10 the
range of different transport sectors its services. For example the TETA is comprised of
the following chambers: Aerospace, Forward &Clearing, Freight Handling, Mantime,
Rail, Road Freight, Road Passenger and Taxi (www.teta26.co.za/chambers/index.htm). In
terms of seafarers, the union has used its influence in the TETA to service the needs ofits
ratings membership. even when faced with reluctant co-operation from employer

representatives on the TETA (Interviews: Dlamini: 2001, Fable: 2001).

According to SATAWU, the rend for shipping companies is to pay lip service to the
equity and skills development plans This opinion is shared by the trade union (Interview:
Dlamini: 2001), TETA (Interview: Fable: 2001) and Parkinson (Interview. 2001).
Captam Parkinson. head of maritime studies argues that shipping companies are simply

don’t want to be part of the workplace transfonmation process:

We met with the TETA recently and the distinct impression I got was the majonty of
[shipping)] companies have just looked at the skills development levy as another tax. And
thev just simply pay the money in and forget about it. They are doing nothing whatsoever
to even attempt skills or equity development or learnerships. Now, that's what I picked
up. There 1s 30 million in our TETA. The ship owners are liars. You go and stand with
shipping senior management at cocktail parues and they'll tell you “we don’t want to
employ South Africans, and that's the bottom Line.” ”

(Interview: Parkinson: 2001)

As the labour market demographtics indicate, skills planning, career pathing and training
are essential in the mantime labour market where the majonty of officers are white.
Thulani Dlamini claims that employers in the shipping industnv had not developed
employment equity plans (EEP) as required in terms of the 1998 EEA. Despite the fact
that the Union now has more authornity, given s statuary position on the TETA, attempts

to work with employers in promoting the training of seafarers have a listory of been

frustrated:
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“We wot involved on our side as the union... the idea being to then ensure that the
programme could the be located within the Industrial Training Boards because those were
the proper facilitators of those. But it broke down on the question of employers having to
put their money where their mouth is in terms of funding the programme and gening the
traming accelerated and things like that.”

(Interview: Dlamii: 2001)

SATAWU has used the TETA as a social parmer to service 11s ratings membership, in
terms of training and equity in some important ways. Thulani Dlamini, sentot SATAWU
negouiator 15 especially proactive in using social partnerships 10 service South African
seafarers. He has a key position as chair of the transformation committee of the South
African Mantime Safety Authority (SAMSA). SAMSA s another labour market
institution for seafarers (see section). Before | demonstrate how the union has done this, [
highlight the key obstacles in the training, employment and equity of South African
ratings as identified by this study. This contextualises SATAWI( s strategies with the

unique charactenstics of (local) place.

5.6 Lack of training berths as an impediment to achieving

equity, employment, and skill development.

Kev to the training and equily of South African ratings and officers s the issue of seatime
or training berths. In order for a rating or an officer to qualify as such s/he needs 1o serve
12 monihs of compulsory seatime on a vessel appropnate for his/her qualification level.
For ratings sealime can be less than 12 months, depending on the quahfication required
but a compulsory seatime period is required. Failure to achieve seaume means that a
candhdate that is fully qualified academically cannot quahfy as an officer or ratinu unless
their seaume is served. In South Africa the only appropriate vessels that can offer these
training berths are owned by the four South African-based major shipping companies (see
below). Since the (970s there has been a reluctance for South African shipping
companies to offer training berths to South African cudets and ratings. According to
Captain Stohl of Cape Technikon's mariime studies department and Captain Parkinson

of Natal Technikon's maritime studies depaniment, as more Black students entered officer
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training institutions post 1994, South African shipping companies have been even more
rejuctant to provide seatime to cadets. My fieldwork suggests the following reasons for

this reluctance.

3.6.1 The perpetuation of racial, ethnic and national stereotypes

Black officers are not perceived as “natural’ seafarers. Coupled with this is the
percepuon that the employment of Black seafarers means a lowering of ‘standards’.
(Interviews: Hagan: 2001, Maclennan: 2001, Fable: 200]). The shipping industry remains
one of the most consenvative in South Africa. Racial and ethnic stereotypes abound in the
organisational cultures of shipping companies. Shipping companies base their recrustment
and training policies on these racial and ethnic stereotypes. Examples of these
perceptions and stereotypes were provided by several of the respondents. Three examples

are provided below.

~ 1f we have a work ethic that is a positive one, that makes 2 good 1mpression that you
have people that are hardworking and willing 10 work hard they are going to knock out a
lot of the competition. Without son of picking on any nationality, you've mentioned the
Philippines as an example. The Philippine rating 1s regarded as a very low problem type
of rating. He doesn’t get into fights. he doesn’t drink too much. he doesn’t get into
trouble and miss the ship, but at the same time they have no or little iniuative. They need
to basically handheld by the officers and pointed out exactly what is required for them 10
do theirjob. The work ethic there is, there's a saving, but they actually have to have their
hands held. Our experience of Cape Coloured ratings — { can't speak for the Black guys
or Zulus based in Durban — s that they have a good work ethic in that they work hard.
thev're motivated, they have initiative, they have a natural inclhination to go to sea but
they also plav hard and tf vou don’t manage them properlv they can be problems for you
in terms of people going of the rails in port and getting drunk and stabbing each other and
stuffJike that. So there's the work ethic ™ (Interview: Maclennan: 2001)

“Even though the Zulu and Xhosa lived on the [KZN] coast they've never been fisherman
or scafarers. They've actually never been 1n the sea. But Cape Town, there’s actually no
place where you can’t see the sea Because everybody there, Black, White, Coloured has
crther got an uncle or a father that was on the tugs, trawlers or with Safmarine.

Parkinson {Interview: 2001)
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“Theres a distinct impression in the shipping industry that Black people are not suited to
seafaring as officers”

(Interview: Chilalika: 2001)

The persistence of these racial and ethnic stereotypes in the mariume industry is
supporied by the deanth of Black officers in South African shipping companies. As such
whilst employment equity and skills development plans for seafarers may exist in
shipping companies, it is the contention of the TETA, SATAWU and maritime training
institutions, that the meaningful implementation of these plans has not being forthcoming
(Interviews: Dlamini: 2001, Fable: 2001, Stohl: 200! ,Parkinson: 2001, Fourie: 2001, see
also Bonnin ecal: 2001, Bonnin & Wood: 2001).

5.6.2 The cost factor

The highest cost to any shipowners is crewing costs (Interview: Snook: 2001, TLO Repon:
2001 . see chapter three). 1t is 100 expensive for companies 1o run training or expenential
vessels. (Interview: Havan: 2001). The Skills Development Fund is viewed by industry as
inadequate to run experiential training vessels (lnterviews:Hagan:2001, Snook:2001,
Mclennan:2001). it is cheaper for companies to obtain qualified officers from elsewhere,
such as eastern Europe, without encumbenng uaining costs. Parkinson however
(Interview  2001) contends that this is not a vahid argument as there 1s currently 30
million rand in the TETA for maritime training. Shipping companies in regulated and
unionised labour market, reduce their fleets by chantering their ships out to subsidiaries.

This enables the charter company to make crewing decisions that reduce tabour costs.
5.6.3 The lack of ship ownership in South Africa.

Until the nmid-1970s international and South African merchant shipping had been
expanding. The oil crisis of 1974/5 impeded the boom in South African merchant
shipping. As a result there was a 40% reduction in seafaring jobs. Most of jobs lost were
in the officer category (Kujawa: 1993). The implementation of international sancuions
avainst apantheid South Africa marginatised South African merchant shipping from

global markets. Captain Zanders of SAMSA (Interview: 2001) reiterates the view that the
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sanctions era was detrimental to the employment of South African seafarers and the

shipping industry in general,

“In the 60°s and 70's there were a large number of international operating companies, not
South African companies, that employed South African crews. Then we saw the toral
onslaught of 1the anti-apartheid. sanction business. It became politically unaceeptable to
have South Africans on your ship. They used to run into trouble in ports, where there
wotutld be fanaucal anu-South African measures in place. [t became a problem for ship
owners 10 employ South Africans. It was not that they couldn’t do the job. Remember the
big names in shipping had South Afncans on their ships.”

The anti-apartheid movement and economuc sanctions provide a convenient scapegoat for
South Afrnican shipping compantes. In 2 sense it was an excuse not to employ relatively
more expensive South African crew. South African shipping capital in the seventies soon
10oined the international shipping trend of flagging theyr vessels out. This had a
devastating effect on the employment and training of South African ratings, since cheaper
labour was available elsewhere and South African shipping companies did not have to

invest i high training costs.

There are only four shipping companies in South Afrnica. Since the acquisition of
Safimarine by AP/Moller/Maersk, only three are “authentic™ South African shipping
companies. There are 100 South African owned ships. Of these only 5 are flagged in
South Africa. The remainder fly flags of convenience. Efforts are currently underway by
SANISA to make the registration of ships in South Africa easier, but this is proving to be
an arduous process. Uf ships are not flagged 1in South Africa. the shipping company is

under no oblication to employ South African crew. (Interview: Zanders: 2001).

[ .1 .Smit-Pentow is registered in Kingston and 15 not South African flagged. [t is not
suitable for training berths since ships are out at sea for less that 12 months at a time.
(Interview: Mclennan:2001)

1.2.DeBeers which is an exploratory shipping company. DeBeers is not svitable for 12-

month sea-nme since their penods at sea are much shorer than that (Interview:

Hagan:2001)
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1.3 Safmarine, now owned AP Moller/Maersk group. AP Moller/Maersk is one of the
largest shipping companies in the world. Safmarine is now employing Greeks to
crew their ships at ofticer level. (Interview: Fable: 2001, interview: Parkinson: 2001).
There have been concerted attempts by Safmarine’s new owners to recrew their ships
with cheaper non- South African labour. SATAWU has thus far managed to stave the
retrenchment of South African ratings on Safmarine ships. However since the
company is no longer South African owned. it remains unclear as to how longer these
jobs will remain secure.

1.4 Unicorn Shipping which according to Alan Parkinson, head of mariuime studies at
Naral Technikon and SATAWU and ITF representatives (Interviews: Snook:2001.
Zungu 2001, Dlamimi: 2001) has not been receptive to offering sea time to ns Black

learners. None of Unicorns ships fly the South African flag. Unicorn has also reduced

its fleet from 16 ships to five ships.

5.6.4 Maritime Fiscal Policy

A country's maritime taxation policy 15 an impontant factor when ship owners decide
where to register their vessels. It 1s strongly felt that if more South African ships were
reuistered in South Africa, more South African nationals would be employed as ratings
on South African ships (Financial Mail: Special Report: 1997, Lioyds List Affica weekly:
20 August 1997, Lloyds List Afnica Weekly: 6 November 1998, Lloyds List Africa
Weekly™ 21 Auvgust 1998, Lloyds List: 12 March 1999) However South Africa’s
maritime fiscal policy has proved prohibitive to South African ship owners wanting to
register their vessels in the country. Though there has been a concerted move away from
the fiscally rigid 1951 Merchant Shipping Act to the fiscally flexible 1998 Ship
Registration Act. ship owners feel that the change in legislation has not gone far enough

lo attract owners to the South Aftican registry “(Interviews: Hagan: 2001, Snook: 2001,

"It1s bevond the scope of this chapter to go into the intricacies of maritime fiscal policies and legislation.
[he reader is referred to Floor™s (1993 Report ol the Committee of Inguiry mto a National Maritime Pohey
{or the Republic of South Alneca and Liovds List Alrica Weekly 12 March 1999
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Maclennan: 2001, Zanders: 2001. Parkinson: 2001). Ship owners argue that the income
tax paid bv ship owners is prohibitive to registering ships in South Africa. Most ship
owncrs, under FOC registries, get 1axed a flat tonnage rate on the ship, regardless if they
make a profit or not. In other words, tax is charged on the weight of the ship not on the
profit it makes. Every vear a rate 1s set per ton. For example (f the rate is R1000 per ton
and the ship weighs in at 5 tons. the tax for the vear is R000, regardless of the profit
made by the activiries of the ship. [n South Africa, however, 1axauon 1s paid on tonnage
and profits made by the ship. SAMSA views the issue of equity and job creation for
seafarers as part of a wider initiative to encourage ship registration and owning i South
Africa. SAMSA argues that equity cannot be divorced from larger economic and business

1ssues in the maritime industrv. As Captain Zanders (Interview:2001) contends

“its not simply about building training institutions. [t's an incredibly complicated maner.
Your first market for South Africans will be on your own ships... this will serve as a
selling adverusement for your own crew... the 5> South Afnean flagged ships for example
are crewed mainly by South Africans.”

At the July 2001 Job creation for Seafarers® workshop in Durban, a resolution was
passed that recognised South Africa’s maritime fiscal policy as being prohibitive to job
creation. As such an investigation into fiscal policy is been undertaken by SAMSA. This
15 a problem that the Union 1s concerned with as well SATAWU has gone on record as
stating that there can onlv be a substantial reemplovment of ratings if ships are flagged in
South Africa. The umon argues that South African shipping companies employ South
African seafarers by “force not by their wish” (Dlamini: Interview: 2001). Dlamni

further contends that an overhaul of the Merchant Shipping Act is needed.

3.6.53 Internal training as opposed to training “for the nation”.
An implicit and often explicit belief exists amongst owners and management of shipping
companies thai training and development “for the nation” ‘is not their problem." Victor

Restis C.E.O. of South African Marine Corporation contends that:
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. one of the reasons could have been that you expected the ship owners 1o take the
initiative and bear the cost (of wamning]. Well they will not because they already have
access 1o trained professionals. if the country is serious to utilise this opportunity [to train
for the nation], somebody will have to take the initiative and see it through... since many
countries make professionally qualified seafarers available at internationally competitive
rates. international ship owners and operators do not see the development and training of
such saftf as their responsibility. Why take on responsibility for and associated cost for
somecthing in country A when 1t 1s supplied for free by country B?”

(Comments made to 7th Maritime Conference: Cape Town: Resus: 2001)

A recurring theme throughout this study is that of shipping companies training South
Africans for their internal requirements only and reluctantly at that. This confirms
Kurawa's (1996) findings of her extensive investigation into the training needs of the
maritime industry The union argues that due to this fact the shipping industry in South
Africa cannot be the driving force for job creation and equity. At the same time the union
acknowledues that it needs resources from shipping companies such as training berths

and training expertise to ensure the success of any national programme.

It is through the formauon of social partnerships with the TETA and SAMSA that
SATAWU is servicing the needs of its South African ratings. The next section examines
two ways in which SATAWU aruculates its agency at a local level in order to serve a
trunsnational membership. In this way the local sirategies of SATAWU complement its

ulobal strategy of international Jabour solidarity in servicing South African scatarers.

5.7 Training simulators, seatime, and equity: The role of
SATAWU

The union in conjunction with the TETA is exploring an initiative that will enhance

exishing training methodologies for cadets and ratings. In addition it aims to reduce the

I'his workshop was not representative of the shipping industry as a whole. Unicorn was the only shipping
company o send a representative. Other representatives in attendance were [rom SAMSA, Natal Technikon
and Portnet, SATAWU was not present. bul subsequently liased with SAMSA regarding the workshop.
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amount of training time cadets and ratings will require in order to achieve their
qualifications as officers. Traimng simulators for the merchant marine are in common use
in western Europe and the United States of America. The concept and methodology of
merchant marine simulator training 15 similar to that of simulators used to train airline
pilots. Whilst not an entirely new methodology to South Africa maritime training’, the
simulators from Europe are far more sophisticated than those emploved in South Africa.
Further a simulation college will allow for mass simulation training and thus make access
casier. In other words the simulators will not be located at the technikons only, but will

be located independently of them.

The 1echnology simulates the deck of a ship in a variety of condinons (Interviews;
Dlamini. 2001, Fable: 2001, Hagan: 2001, Parkinson: 2001, Snook: 200!). There are
three simulation college imitiatives underway in South Afnica at the moment. All have
been a product of negotiations and consultations of the TETA and the union with global
shipping companies. The union asserts that global shipping companies are better placed
to drive this programme since they are the ones with “real power™ (Interview: Diamini:
2001). If one examines the national shipping industry, it becomes clear that Unicorn
Shipping 1s the only “truly South African shipping company” (Interview: Snook: 2001).
Smit-Pentow s part of a wider global conglomerate, Safmarnne is now part of AP
Moller/Maersk. and DeBeers 15 slowly but surely moving its resources and activities to
Namibia, Unicorn according 1o Snook (Interview: 2001) has greatly reduced its fleet, so
the number of training berths 1t could offer would be minimal. Further Unicorn contends
that its ship are full o capacity with its own trainees, as such training benhs for new
trainees are difticult for Unicorn to provide. 1t is no surprise therefore that the union is
appealing to global companies to aid their training jniiative. As pan of the negonation
with global shipping companies, 15 the request to them, by the union and the TETA, to
provide training berths to South African cadets. As such the union is adopting a two
pronged approach in their dealings with global shipping companies. Firstlv to secure

simulator training and secondly, to secure training berths for cadets.

Cape Technikon and Natal Technikon use simulator raiming as part ol its overall raming programmes.
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The first ininative is Danish DNT and Atlas Shipping are sponsoring it. The second one
15 a Dutch initianve and the third and most promising 1s the AP Moller/Maersk initiauve.
[t is viewed as the most viable of the three due to the shipping companies hnk to and
acquisition of Safmarine. This view was reiterated by many of the stakeholders at the

Seafarers job crearion sworkshop in Durban.

The union and TETA intend to use simulator training combined with new teaching
methodologies to fast track its cadets 10 Class One officer level. Ordinanly 1n South
Africa it takes seven years to reach this level of officer. Tn countries like India, that uses
sophisnicated simulator technology and different classroom teaching methodologies, tt
1akes four years to achieve the same qualification. This is done with the sanction of the
IMO and ILO and as such is fully accredited (Interview: Dlamini.2001). This process
does not diminish the value or quality of the qualification. Indian seafarers are highly
sought after in the global market (ILO Report: 2001). The union in conjunction with the
TETA and Natal Technikon are working on a project to reduce the South Afncan
quahfication level of Class One Officer from seven to four years. Captain Parkinson has
manaved 1o combine years T1 and T2 into one year of training (Interviews: Parkinson:
2001 . Diamini: 2001). As soon as this is complete the cadet will be ready to do Ins or her
seatime for a vear. Once the cadet finishes their seatime successfully’, they formally
qualify as officers. SATAWU has arranged for these officers to then be employed by
SAMSA 1n shore based positions. During their employment they attend courses at the
simulator college to enhance their qualifications. This combined with further academic
trraining will result in officers obtaining class one level and marine surveyor level whilst
still working at SAMSA. The union and TETA would then via agreement with shipping

companies, secure them emplovment.

The ume scale to coordinate the logistics of implementing a simulator college and

reaching agreements with global shipping companies has been set at two 10 three years

* Thix means finishing allocated tasks 1o e captam’s approval on board a merchant navy vessel
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(Dlamini: 2001. Snook: 2001, Parkinson: 2001, Hagan: 2001). Moves are currently
underway to configure the best way 10 implement the simulator college system.
Questions such as where to locate them and how to coordinate the efforts of the three
shipping companies involved remain paramount. Whilst the simulators will enhance and
improve the qualifications of seafarers, it cannot replace the IMO legislated 12 month
seatime. lts effectiveness as a tool to achieve equity remains to be assessed. What is clear
though, is that simulator training whilst not nullifying mandatory seatime, does reduce
cadet training by reducing the academic training ume by three years This is significant if
the TETA and SATAWU want to fast track the academic training of Black cadets.
Another vital social partnership exists between SATAWU and SAMSA. The next section

investigates how the unions agency is articulated in 1s relationship with SAMSA.

5.8 The South African Maritime Safety Authority (SAMSA)

The Depariment of Transpon on the | April 1998 established SAMSA (Lloyds List
Africa Weekly:10 April:1998). SAMSA was designed to take over the maritime activities
of the Department of Transport. The main function of SAMSA witl be to ensure safe,
clean seas and to provide berter services such as surveving and pollution prevention, to
the shipping communirty. These services will be carried out by SAMSA on behalf of the
government. SAMSA has both employer and emplovee representatives on ifs committees.
A turther imponant function of SAMSA 1s to ensure that the skills and employment
equity acts are impacting on the maritime industry in South Afnica To this end it has a
transformation committee to deal with issues of equitv and skills development within
SAMSA. Thulani Dlamini, chief negotiator for SATAWU s chaiman of the
transformation committee (Interviews: Zanders: 2001, Dlarmnt: 2001, Lloyds List Africa

Weeklv 31 October 1999).
5.81 The SAMSA project to address equity amongst sealarers: the role of SATAWU

In 1ts attempt to speed up delivery to its membership, the union inibiated its main equity

through training programmes without consulting industry. As a result their programme
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continues to be mired in controversy and may even be said to lack legitimacy in industry.
1115 the brainchild of, Dlamini. spearheaded in his various capacities as chief negotiator
of SATAWU, chairperson of the transformanion board of SAMSA and union

representative of the TETA,

On April 11 2001, Thulani Dlamini in his capacity as chief negotiator met with Alan
Parkinson, head of mariume studies at Technikon Natal and members of the
transformation commitiee of SAMSA. The agenda of the meeting was to come up with
an equity through training programme for marine surveyors. Marine surveyors are
specialised officers that are shore based. Their role is to inspect, on behalf of SAMSA,
the safetv of merchant navy vessels that dock 1n South African harbours. There are
currently no Black marine surveyors in South Africa. The training for marine surveying is
the same as that for officer training. including the requisite twelve-month seatime. As
such any training programme can only be successful if this seatime is served. Once cadets
have qualified as marine survevors through the SAMSA programme, they will be
employed by SAMSA The meeting was fruitful and the SATAWU/SAMSA equity
initiative was subsequently launched. Scholarships are being offered to Black (African,
Indian, and Cotoured) matriculants who have obiained good passes, especially in
mathematics and sciences. Scholarships are valued at R150 000 per student per annum.
This amount is renewable for up to a period of four years. If a student performed badly in
mathematics or physical science, SAMSA in conjunction with Technikon Natalis making
available a bridging programme. This will enable students to rewrite subjects, in order to
obrtain acceptable passes in the required subjects (Interview: Zanders: 200]). Leamers
will then begin their academic careers in the Maritime Studies Department at Natal
Technikon. After three years they would have accumulated sufficient credits towards
achieving their STCW centificates. The only obstacle remaining wilf be the requisite 12-

month sea time.

Francis Chilalika is SAMSA’s representative on this programme. He 15 working closely
with Thulani Dlamini. Mr. Dlamint wears two hats in this project. The first one as chief

negotiator of SATAWU and the second as chairperson of the transformation sub-



Chapter Five 136

committee of SAMSA. As such he is able to use his position in SAMSA to service the

needs of the unions membership.

As of June 200} more than 16 Black candidates from KZN have received a SAMSA
scholarship. A further 9 have been recruited from Cape Town. SAMSA is aiming for a
recruitment pool of at least 26 to 30 learners. Recruitment is going to take place
throughout the year (Interview: Chilalika: 2001). Thulani Diamimi (Interview: 2001)

views this equity training initiative as ground breaking in the maritime industry.
3.8.2 Emplovers’ respond to the SAMSA project

The main point of contention for industry was that it was not consulted about the
SAMSA project. According to Snook (Interview: 2001) it was irresponsible for
SATAWU and SAMSA not to inform industry of the equity through training plan. Snook
(2001) further contends that by not consulting with industry, SATAWU has further
exacerbated tenuous union-industry relations. He points out thatthis is quite shortsighted
of the union since they would be hard pressed to find the appropriate seatime for the
cadets on the programme, and that South African shipping compantes if consulted, could

provide such seatime,

Snook also vociferously defends the South African shipping industry’s, particularly
Unicorn Shipping's role in achieving equity amongst seafarers He argues that the Unton
often unfairly demonizes industry for not initiatng and sustaining equity programmes.
Evidence such as labour market statistics, the track record of funding of the MITB, the
lukewarm reception of shipping companies 1o the Skills Development Act indicate other
wise, SATAWU s experiences with industry and educaton providers experiences with

industry indicate otherwise.

Dlamuni contends that there were valid reasons for not consulnng industry. In an industry

fraught with adversarial labour—-management relations, consulting industry was perceived
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as been counterproductive. (Interview: Dlamini: 2001). Dlamini paints a picture of an
industry that 1s slow to respond to the union's calls for transformation in terms of
employment equity and training. As far back as the Maritime conference in 1993, the
shipping industry had made a pledge to the union. to achieve equity through training. A
business Jocation document was drawn up to ensure greater union-industry involvement
in achieving equity through training. The two main pledges in this 1993 document were:
1. South African shipping companies promised the Umnion that it would establish

navonal training programmes to upgrade Black South African ratings to officer level

ranks.

D

To collectively use their influence on international shipping companies, to obtain

employment for Black South Afnican seafarers.

Upon securing industry’s commitment to train for equity, the union became actively
involved n the establishing of ITBs (now the SETAs), to ensure that such programmes
would be located within the ITBs. The 1TBs would then serve as facihtators of the

training programmes.

Soon after the conference, it became apparent to Dlamini that the document would
remain just a document. According to the Union, the failure of industry to act on the
contents of the document was due to their lack of interest in training for “national

interests” and training only for their company specific needs. As the union asserts:

“But 1t broke down on the question of the employers having to put their money where
their mouth 1s in terms of funding the programme and getting the training accelerated and
things like that.”

(Interview: Dlamini: 2001)

SATAWU's pre 19935 experience with shipping industry and the ITBs is conformed by
Kujawa's (1996) investigation into the training needs of the maritime industry in South
Africa
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Industry. according to the union, even refused 1o upgrade ratings qualifications to STCW-
95 level. After much protracted negouations with Unicomn shipping, it was agreed thar
Unicomn would send their ratings for refresher courses in order to obtain STCW-93
accreditation. SATAWU argues rhat if ratings qualifications were not upgraded then they
would effectively be unemployable on the global market. Since all merchant navy
shipping is global, the implication is that these ratings would be unemployable in any
national shipping company as well. It also ensures that Unicorn would be able 10 source
cheaper non -umonised STCW-95 compliant labour elsewhere in the world, since South
African STCW-95 ratings are more expensive than Filipinos or Chinese raungs are, for
example. Further is the fact that non-unionised labour is clearly preferable to shipowners
(Interview: Snook: 2001) since 1t 1s a prime indicator of cheaper labour, thart 1s 2ls0 more
flexible. For example, one of the main issues facing seafarers and shipowners is that of
A1DS. Unionised South Affican seafarers are not allowed to be tested for AIDS, but non-

unionised labour submuts ttself 1o any test required by shipowners.

Diamini (Interview: 2001) claims that South African shipping companies have only been
interested in initiating company level training programmes, and are not concerned with
an organised national training programme. The union is quite firm on this issue of
industry training for ‘the nation” and not just for themselves. By training for the nation,
the union means trarning and upgrading South African seafarers for the global market.
that is creating jobs, beyond those required by the national shipping companies. They
further assert that the TETA 1s besieged with administrative problems and as such is not
necessarily the best body at the moment to run their equity programme. The union used
its representation power on SAMSA’s transformation committee to obtain funding from
SAMSA for the programme. In the Dlamini’s opinion. this is an example of the Union

bemg proactive in servicing its membership.

Thesc “exorbitant’ packages of R150 000 per student per annum further raised the ire of
Unicorn shipping and other industry insiders. The packages, according to industry

ignored traimmy methodology and previous experiences of training,
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As Snook (Interview: 2001) argues:

“The package was a stucking point. We said to them look. our cadets are on a package of
R27 000 a year. Now that package 15 designed to enable them to subsist. It covers their
costs. We look after all their training costs, their books, their tuition, all that kind of
thing. That R27 000 a vear 1s basically pocket money for them. Their meals and all are
found when they are on the ship. It's a low cost. There are 2 reasons for paying that kind
of money to a cadet. First of all before they become qualified, there is zero chance of
anyone poaching a cadet. You do not poach a cadet They are valueless. They may not
stand a watch on a bridge, or in an engine room. The may not hold any position of
responsibility on a ship. They are trainees. SAMSA gave their reason for offering the
salanes they have offered. One of the reasons they gave was that they were scared thar
other people will poach these cadets which is a dismal argument. The fact that those guys
didn't find jobs in the first place is indicative of the fact that no one was clamouring for
more cadets. We said to them, look fora R150 000, if vou’ve got that kind of money 10
spend on these guys, we would of recommended that you incentivise them 1owards
achieving certain objectives and certain milestones in their training as soon as possible.
Because one of the problems, we found with Portner cadets for example is that the guys
carry on like snatls, really. There 1s very little incentive tor them to progress. ™

A further concern for Unicorn and other South African shipping companies was the issue
of having employees of the same level on disparate salary levels, as alluded to above.
Unicorn argues that to have disparate levels of remuneration will cause a breakdown n
workplace relations amongst cadets. He argues that trainees receiving R27 000 will want
to be upgraded to R130 000 per annum. This it is argued (Snook: lnterview: 2001) is

another problem that the SATAWU and SAMSA failed or chose not to anticipate.

Another sticking point for Unicorn, was the i1ssue of standards and how candidates were
recruited. Unicorn argues that industry has a wide range of expenence and knowledge for
SATAWU and SAMSA 1o draw on, in the recruitment of cadets. Snook (Interview:2001)
contends that SAMSA and SATAWU should have been more rigorous in their

recruiiment of candidates:

“They recruited all of these guys wathout puming them through any kind of un
interviewing prouess tor a start, which we believe, was wrong. We don’t beheve that
SAMSA should be providing jobs to all comers. irrespective of their colour. There are
lots of good Black mantime studies students around. They should have been looking 10
find rhe best of those guys who are available. We are not saying recruit Whites or recruit
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Indians to maintains your standards. We are saying there are good Blacks around because
we have them in our fleet. They should of been looking to recruir those guys. There was
no process from what we bhave been able to understand from meetings with them, they

signed these guys up all willy - nilly. Irrespective of results or anvthing else which does
not augur well.”

(Snook: Interview: 2001)

For Snook (Interview: 2001), the SATAWU/SAMSA project 1s not going to achieve
meaningful transformation. He argues that it is a “window dressing project’ that ignores
issues of standards as well as effective recruitment strategies. It is also imporant to point
out that due to the high cost nature of the project. it 15 not going to be repeated on an
annual basis. It 1s therefore doubtful 1o assume that transformation in the seafaring sector
15 voing to occur based on this one programme. This is romic given that Dlamin
(Interview: 2001) abhors "window dressing’ equity programmes that he argues shipping

companies are guilty of implementing.

Snook as an industrv representative 1s at pains 1o understand why industry was not
consulted about the planned SATAWU/SAMSA equity through training project. It
appears that in an industry that i1s fraught with tenuous union-management relations, the
exclusion of industry from this process has proved to be counterproductive. Trust that had
previously been built up between industry and labour when working together on the
TETA has now been undermined. Unicorn points out that there was no need to bypass
industry to initiate this equity through training programme. Trade union accusations that
industry resistance to such an imtiative 1s false and unfounded, according to Snook. He
contends that the union has bypassed using the maritime chamber of the TETA and the

bargaining council as forumis from which to launch their equity programme.

It 1s apparent that there 15 a contradiction between Snook’s (Interview: 2001) sentiment
that industry is geared towards meaningful transformation and the SATAWU's stance
that the shipping industry is one of the slowest industries to transform in terms of equity

and skills devclopment in South Africa.
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For Unicorn and other South African shipping companies. the most shocking aspect of
the equity through training programme was that the union and SAMSA had not obrained
a wuarantee of berths for their new recruits once they had completed their three year
academic programme. Berths provide the essential 12 months seatime, cadets need. in
order to qualify. This study has identified the lack of training berths as a key impediment

10 achieving equity amongst South African seafarers,

Once a candidate has done his/her three years of academic training, he or she is required
to obrain a berth. This means obraining 12 months of on-board seatime experiential
training. It is only on obtaining this 12 months of experiential training that a leamer is
certified as STCW 95 compliant. Due 1o the current shortage of officers in the global
labour market, this ceruificate guarantees the newly qualified oflicer access to the global
labour market The problem is that sea time 1s not provided by the Technikons. It has to
be provided by a shipping company. Shipping companies thus far have been reluctant to

provide this sea time to students.

The success of the SAMSA initiative therefore rested solely on their recruits obtaining

berths. Snook points out what he perceives to be a flaw in the SAMSA initiative.

“They thought about that after the fact. They approached us once they had already
recruited these puys and they said, can you put the guy up at sea. Now earlier on |
mentioned now that our fleet has reduced. we’ve had to bring all our cadets from a fleet
of 16 ships onto a fleet of about 5 ships. So our ships are chock-a-block, and we are
already doing training for Pormet and Namporn. So not for reasons of being anti-
transformation, because we already have 80% Black cadets between Porinet, Nampor
and ourselves. They are already on there. Not for any other reason than the fact that there
are a limited number of bunks on the ship and shon of puning the guys in the alleywavs
on mattresses, what do we do?

(Snook: Interview: 2001)

SATAWU s rationale for not consulting industry about its equity programme goes back
te their perception that industry 1s not training for the nation. Dlamini (Interview: 2001)

points out that the aim of therr equity programme is not to train for South African



Chapter Five 142

shipping companies burt to train for the global market. There is therefore no need for
industry 1o be directly involved. This does mean that the union does not recognise that
there is a role for industry in complementing their equiry plan. The union acknowledges
that South African shipping companies have the resources to assist them, in terms of
offering training berths to the SATAWU/SAMSA cadets. At the time of the interview
with Dlamini, the union had requested from industry, four to eight training berths per

South African ship in the merchant navy 1o accommodate their cadets.

Unmicom shipping, still smanting from been excluded from the SATAWU/SAMSA equity
plan. pointed out to the union that their fleet had been severely reduced and as such they
could only offer seven training berths. By agreeing to this, Unicom had to invest a large
amount of money 1o make alterations to their ships. They subsequently agreed to make
these alterations 10 their ships 10 accommodate seven cadets. The alterations involved
turning single cabins into double cabins, and double cabins into quadruple cabins (Snook:
Interview: 2001). By agreeing to do this Unicorn would have been able to accommodate
the newlv recruited cadets for their seatime training The union however remains
unconvinced by South African shipping compantes claims that since thetr fleets are been
reduced, they can no longer supply traiming berths. Their own investigation into the
operations and crewing management of Unicomn for example, suggests that when
shipping companies state that their fleets are been reduced, one immediately assumes that
their ships are been sold off to other compantes (see chapter three and four). Dlamin)
(Interview: 2001) maintains that this is not the case. Instead of selling their ships,
shipping companies charter them out 10 other companies. This is done to reduce labour
costs, singce charer compantes can crew ships with any nationality they chose. ineviably
cheaper. non-unionised crew are employed over South African crew. It also allows South
African companies to neatly sidestep issues of equity, training, and negotiating with
orgamsed labour. The chartering of ships is common praciice amongst South African
shipping companies (Interviews' Hagan: 2001, Maclennan 2001. Parkinson: 2001, Snook:
2001). The union also states that the shipping companies retrench South African seafarers

based on the same argument of reduced fleets.
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Since July 200}, after intensive negotations with SATAWU and SAMSA, ‘AP
Moller/Maersk (One of the largest global shipping companies) has agreed to provide
berths 10 all the cadets when they finish the academic component of the training for their

seatime. This i1s a result of extensive negotiations between SAMSA/SATAWU and AP
Moller/Maersk.

Of paricular interest in this example is the way in which the union sidestepped South
African employers in achieving its goals. This highlights the adversanal and difficult
nature of the relationship between SATAWU and the shipping companies. This points 1o
a difficulty in the practice of social parnerships. Consensus, communication, and
compromise are Kkey practices that inform social partnerships. As this example
demonstrates however there exists a lack of trust and communicaton between the union
and employers. By not consulting with industry on this occasion, SATAWU reinforced
these adversarial relations, making future work with the shipping compantes all the more
difficult.

5.9 Conclusion

The above discussion illustrates how organised labour in South Africa has helped shape
the socio-economic conditions of fabour 1n South Africa, through the formation of key
social partnerships with stakeholders. COSATU used the forum of Nedlac to push
through legislation 1o address equity and skills development in the South African Jabour
market as a means of redressing labour market inequahties created and maintained by
Apartheid The legislation that COSATU helped enable has allowed unions more agency
in the servicing and organising of its membership, by legislating representative union
involvement on a number of labour market insututions. This chapter has investigated
examples of SATAWU's role on two such labour market institutions in the maritime
industry, the TETA and SAMSA. This nvestigation makes clear that SATAWU has a

critical awareness of how the local intersects with the global in servicing the needs of 1ts

Salimarine has been acquired by AP Moller/Muersk,
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ratings membership. This is demonstrated by its TETA initiated training simulator plan
that involves the union drawing on both local and global resources to heip achieve equity
and employment of its membership. Further SATAWU recognises that the formation of
local partnerships must be used in conjunction with global social partnerships with
employers outside South Africa to achteve 1ts goals of national training as opposed to
South Afncan based company raining. Hence there is not a jumping of discrete
local/global scales bul rather recognition of the complex wnterplay of the umique
charactenstics of local place (South Africa) with the unique characleristics of the global
labour market for ratings and officers. In us role on the SAMSA board, the union has
focused on another aspect of the local, the transformation and equity of local maritime
institutions such as SAMSA 1selll Hence Dlamini as chairperson of the mansformation
committee of SAMSA, played a key role in drawing up an equity programme for Black
marinme survevors for SAMSA. These survevors, will be trained locally, serve their
seatime with a global shipping company and be employed locally at SAMSA uself. South
Africa for the first time in its maritime history will have Black maritime surveyors. This
project is all the more 1nieresting because 1t does not involve SATAWU servicing the
needs of its existing membership, but rather drawing human resources outside its
membership to achieve the aim of equity and employment. It further points to the union
being cognisant of the plurahty of the local as opposed to a homogenous idea of the local.
Hence for SATAWU there is a need to service its local raungs membership. but at the
same time the union is increasingly becoming concemed with equity programmes so that
more Black officers can enter the local and global labour markets for seafaring members.
On the one hand 1s the recognition that many of these newly mained officers will be
exported abroad 10 work on foreign owned ships, but at the same time SATAWU wants

to achieve transformation in the locally based mantime institutions Jlike SAMSA.

The union's plans are not unproblematic though. 1n particular the its role 1n securing a
generous scholarship of R150 000 per annum to attract Black cadels for officer/maritime
surveyor training has opened it up to critiques of window dressing by employers. In
addition. the union by not consulting local industry at the inception of the SAMSA

project has reinforced traditional adversanal relations berween management and the
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union. More imponantly however, the above examples also demonstrate that despite
critiques of social pantnerships diluting the power of labour in servicing its membership
bv forcing consensus SATAWU nonetheless articulates its agency at a local level This
complements and intersects with the union’s global strategy of intemational labour

solidarity in servicing the needs of South African ratings and officers.

This chapter then helps me in my task of assessing claims of labour being ‘agent-less’ in
a globalising world, by demonstrating that along with agency articulated on a global
scale, SATAWU articulates agency on a local level as well. This is not to imply that these
are discrete articulations of agency in areal places but rather complex intersections of

agency at varous scales simultaneously.



Conclusion 146

Conclusion

In theorising globalisation, capital is presented as all encompassing and powerful due
to its mobility. Labour on the other hand is presented as ‘agentless’ and passive in
shaping the processes of globalisation. As mentioned in the Introduction, the aim of this
dissertation Is to assess these arguments by investigating the strategies used by SATAWU
to service South African seafarers. The findings of this disseratnon suggest that the
agency of labour in countering capitals’ mobility and servicing a transnational, flexible
labour force is understated and under-theonised in the dominant discourse of
globalisation. Further, the case study presented points to labour having a more
sophisticated understanding and practice of space, scale and class than has conventionally
being theorised. At the same time however. whilst agency of labour exists, my study
points to this agency being informed and fractured by diffening matenal spatial interests
Material spatial interests as argued in Chapter Four are according to this investigation,
being prioritised over class interests. | contend that it 1s only when an agency of labour
recoumses that spatial interests intersect and complicate those of class interests can the

agency of labour be transformatory as opposed to merely accommodatory (see Chapter
Four),

| have argued in Chapter One that the prevailing discourse of globalisation is of a
particalar type — that i1s a transnmational neo-liberal discourse of globalisation. This
clobalisation discourse has constructed labour as a powerless, unsophisticated actor,
unable to significantly shape the processes of globalisation. Capital on the other hand is
theorised as the exclusive agent influencing the processes of globalisation. Further |
contend that whilst capital has become increasingly more mobile and muiti-locational due
to the development of new technologies and the dictates of transnational neo-liberalism,
the scope and ramifications of this mobility are overstated. It is not useful to speak of a
monolithic organised capital that is all pervasive and powerful. Rarher it 15 more useful to
distinguish amongst the different kinds of capital. 1t 1s m doing this that labour

organisations can plan appropriate responses to different factions of capital. For example
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the shipping industry is comprised of two different kinds of capital. Firstly it is
constituted by financial capital. This capital consists of financial transactions that are
constantly mobile and intangible in the cyberspace of transnational banking. Secondly is
production capital, which consists of the physical structures of capital, such as buildings
and ships. Ships in this case consist of literally mobile capital. This form of mobile
capital 15 effectively countered through a strategy of political and industria) global
solidarity amongst the I'TF and 1its affiliates as demonstrated by the relationship between
the {TF and SATAWU, in the campaign against FOC crewing and shipping. The ITF has
not only reacted to the mobility of the shipping industry’s production capiial, it is
proactive in shaping the economic geography of capital by setting minimum wage rates
(without consulting employers) as well as setting and monitonng working condition
standards for ratings in the global labour market. Proponents of the transnational neo-
liberal discourse of globalisation argue that trade unions have become organisational
fossils in an increasingly unruly, globalising world. The evidence of the strategies of
¢lobal solidarity anticulated by SATAWU and the ITF in servicing South African
seafarers, countering the mobility of capital and influencing economic geography of
shipping capital indicates that globalisation is also an unruly process for capital. This
suguests a more complex picture of the way globalisation has impacted on labour and
capital It is too simplistic to argue that capital 1s the only agent and benefactor of
globalisation. This implies that gfobalisation is the endgame in the historical struggle
benween labour and capital. Instead | posit that both capital and labour are active agents
of the processes of globalisation. Neither are these agents homogenous groups with
monolithic interests. To construct them as such is to present capital as far more coherent
in its mobility and organisation that it actually is. To present labour in such a manner is to

deny the diverse and ofien competing interesis of labour in its articulation of agency

A further contention of this dissertation is that the dominant stream of transnational-neo-
liberal globalisation has rendered less visible the strong tradition of trade unions’ agency
in forming intemational solidarities with workers to shape and influence the workings of
capital on local and global scales. This is not to deny that many of these solidarities were

“imagined solidarities™ as the politics of the cold war indicate. For the purpose of this
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dissertation it is more important to note that cold war politic demonstrated the agency of
labour organisations to contribute to uneven economic geogaraphies for workers. Further
as Chapter Four demonstrates the shift from the geo-politics of the cold war to the geo-

economics of transnational neo-hberal globalisation has not nullified the agency of trade

unions.

In chapter four, my discussion of scale included two theoretical concepts, that of spaces
of dependence and spaces of engagement. These concepts were used to indicate how
SATAWU by shifing amongst scales s able to service South African seafarers.
SATAWU's strategic use of its position on a maritime labour market bodies set up by the
SDA and EEA, such as SAMSA and TETA to service the local needs of South Afncan
seafarers points to the union bemg aware of the complex interplay of the local and the
global and spaces of engagement and spaces of dependence. An intellectually rigorous
notion of scale is essenual to understanding how trade unions can express their agency in

servicing transnational memberships.

Space and Class

As averred to in Chapter One, and related to the preceding discussion, there is a
movement amongst a group of labour geographers to cntcally reinsert class back into
theorising the agency of labour. There is not uniform agreement amongst labour
ueographers regarding the centrality or role of class as an object of geographical enquiry.
See for example the cntique by Castree (1999) of Gibson-Graham (1996) and Sayer
(1995) with regard to them not giving ‘proper’ acknowledgement of class in labour
geography. Proponents of class as an object of geographical analysis do not negate the
importance of other identities of workers'. Hence theirs is not an uncritical call for class

. D
analysis”,

" Snuth (2000) argues that the difference and diversity ol identities espoused by postmodernism (see Barret
& Phillips: 1992, Appiah: 1994, Beal: 1997) provided a much needed impetus to the social sciences in
theorising and representing the social. However he argues that the post-modem mmpulse 10 fragment
wentiy and give voiee to all has had the unintended consequence of commodifving identity to such an
extent that 1t no longer serves the subversive role of destabilising dominamt discourses of globalisation or
ceonomies. Instead identities have beenn appropriated by those on the Right and entered the mainstream
discourse. By doing so their subversive intent 1s diluted
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This dissertation argues that a spatial conception of class as conceived by ifs proponents
n labour geography 1s an essential methodological tool in analysing issues facing trade
unions, particularly the issue of labour solidarity across space as done in Chapter Four. In
this regard [ refer back to Johns’ (1998) argument that any assessment of the way the
agency of labour is articulated necessitates that a distinction be made between class and
space (See Chapter Four) In other words she argues that class interests that may nearly
be universal across space {(e.g. employment, job security, a living wage) may conflict
with material interests that workers recognises as a result of their unique location in the
hierarchy of places that is the manifestation of uneven development (e.g. continued
employment in a particular place. a higher standard of living relative to workers in other

places).

This dissertation concludes that 1t 1s intellectually dishonest and pohtcally questionable
to suggest that working class people are too ignorant 1o recogmse their ‘true’ interests at
particular historical moments in particular places. I arguce that by recognizing the
geographical or spatial realities that workers face in particular locations 1t becomes
possible to theorise how local class relations are spatially constituted and worked out and

thereby to explain such activiies by workers.

This then raises the issue of capitahst labour markets and the fact that they necessitate
that workers across geographies (local, regional, and global) compete against each other.
Some of the ways that trade unions have attempted to counter this is by the creation of
national collective bargaining agreements (also referred 1o as master contracts in the US)
is designed to take certain conditions of work and wages out of competition. We see that
such union goals may require negotiators to address dramatic regional and local
differences in work pracrices and wage rates amongst other conditions (Herod. 1998).
See Herod's (1997) case study of the geography of contract bargaiming in the US east

coast longshore industry, for an example of this. Herod (1997) arques that national

= Some proponents ol class are David Harvey, Richard Peel. Richard Walker, Rebecca Johns, Andrew
[ lerod and Noel Castree to name some of the most prolilic. Labour geographers that remain more sceptical
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agreements are an explicit recognition on the part of unions that employers may use
vanations in conditions across the economic landscape as a source of economic and
political power to ‘whipsaw’ workers in different places against each other. As a result of
capital’s whipsawing capabilities, developing national agreements® can be one way for

untons to confront capitals geographic power.

An example of labours agency in confronting capitals geographic power is the manner in
which the ITF and its national affiliates develop international agreements to prevent the
whipsawing of caprital. National unions affihiated to the ITF, Iike SATAWU, negotiate in
conjunction with the ITF to set a standard minimum wage for unionised ratings in the
global labour market. The ITF also seeks to protect the interests of non-unionised ratings
that work on FOC wvessels by regularly inspecting these vessels to investigate
occupational heaith, safety and wage issues. Funher, when inspecting a vessel the ITF
encourages ratings on board to join a national unjon. If FOC ships do not sign an
agreement with the ITF regarding working conditions and wage levels, these ships are
subjected to solidarity boycotts from dock -workers at whichever national port they dock
ar. This action can cost shipowners vast amounts of money in loss of earnings and
productivity. In this way then the ITF is interested in unionising as many ratings as it can
in the global labour market. As more ratings become unionised and niore FOC ships sign
wage agreements with the ITF, it will become ncreasingly difficult for shipowners to
whipsaw between regions to seek out cheaper Jabour, as a standard wage will be the

norm.

This strategy suguests that the 1TF's practice of agency 1s class based as opposed 10
spatially based agenda for agency. The findings of this dissertation suggest that the ITF's
class based strategy conceives of workers as 2 homgenous catergory, by not taking into
account their diverse wmaterial conditions. A spatialised agenda for agency implies that

the matenal interests of one group of workers that are spatially divided from another

ol how labour geography uses class as an analytical category are Gibson-Graham (1996) and Saver (1995).
" This as Herod's (1993) case study demonstrates. is not to suggest that all unions seek national agreements.
Somehmes local branches may seek to break out ol national agreements because they beheve they will be
betier off bargmning locally.
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group of workers are prioritised. The 1TF's global wage push for ratings from the South
and eastern Europe does not take into account the diverse economic geographies of
workers. Thus far its FOC campaign has not prevented capital from using spatial
divisions between workers and diverse economic geographies to exploit workers.
National unions of Asia and employers in the shipping industry argue that the [TF is
rmperialist by setting a first world wage standard that ianores the disparate economics of
place. Therefore the ITF 15 accused of not having a spatialised agenda sensitive to the
economics of place. Further as Chapter three suggests, ratings in the Philippines, which
has a strong tradition of labour organising, 1gnore antempts by the ITF and Filipino
national unions to organise them, in fear that the ITF wage will whipsaw capital to even
cheaper reservoirs of labour. These ratings, | suggest are instrumental, seif-aware agents
(as much as capital) in shaping uneven spaces of development. This 1s not to imply that
there is no class-consciousness amongst non-unionised ratings but rather that it 1s class-
consciousness bounded by local material spatial interests. This contradiction between
class and space necessitates a more sophisticated nonon of scale in servicing a

transnational membership like seafarers, as referred to in Chapter Four.

‘This dissenation has assessed claims that Jabour is a passive player in influencing and
countering the processes of globalisation, through a case study of the strategies used by
SATAWU in servicing South African seafarers. It has found that the agency of labour ts
far greater than theorised in the discourse of transnational-neo-liberal globalisation.
Further [ have argued that academically rigorous notions of space, scale and class are
integral to highlighting the many contradictions inherent in the processes of globalisation.
Space as theorised by labour geographers, can provide the seeds to a counter discourse of
ulobalisation that recognises the agency of workers and trade unions to influence and
shape their own material conditions. The findings of this dissertation, not only contribute
1o a growing body of work that aims to inroduce labour more critically into labour
studies, 1t 1s also an invhation to others to build on my work. In so doing labour
geography. as a sub-discipline of labour studies will continue to grow and provide much

needed remvigoration to labour studies.
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Primary Sources

Interviews

Maritime Administration

Transporn education and training authonty (TETA)
Ron Fable

Time: 2pm: 7 May 2001

Venue: Pinelands, Cape Town

South African Maritime Safety Authonly (SAMSA)
Capt. Zanders

Time: 8:30am: 24 May 2001

Venue: Kingsfield Place, Durban

South African Mantime Safety Authonty
Francis Chilalika

Time: 10°30am: 24 May 2001

Venue: Kingsfield Place 2001

Emplovers:

DeBeers Marine

Capt. Nick Hagan

Time: 10am, 10 May 200!

Venue: DeBeers Building, 101 Hertzog Boulevard, Cape Town

Smit-Pentow

Capt. Andy Maclennan

Time 1Tam, 8 May 200}

Venue: Smit-Pentow Building, Pardon Eiland, Cape Town

Unicorn Shipping

Richard Snook

Time 9 am |, 29 August 2001
Venue: Unicorn, Durban
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Training Institutions

Natal Technikon

Capt. Allan Parkinson

Time: 1lam, 25 May 2001

Venue: Natal Technikon, Berea Campus, Durban

Wingfield Technical College
Capt. Anton Fourie

Time: 2:30 p.m., 17 May 2001
Wingfield, Cape Town

Cape Technikon

Capt. Stohl

Time: I pm

Venue: Mouille Point Campus. Cape Town

Trade Union (SATAWU)

Thulani Dlamini
Time: 10 am, 21 April
Venue; SATAWU Head Office, Johannesbury

Sam Ntombeta
Time: 10 am, 7 May
Venue: SATAWU regional office: Durban

Jane Barret

Sentor research officer
Email interview

Date: 22-24 October 2001

International Transport Workers Federation (1TF)

Sprite Zungu
[TF Inspector for Durban
Dates IS May 2001
29 Ociober 2001
Venue: SATAWU regional office: Durban
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Personal Correspondence
Wingfield College

Captain Andy Morns

Emails: 17 July 2001, 19 July 2001, 23 July 2001

SATAWU

Jane Barrer

Semor research officer
Email: 23 October 2001
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