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ABSTRACT

Title of Dissertation : The Impact of Maritime English Communication
Training for non-native speakers of English
Language concerning the competency of seafarers

Degree : MSc

This dissertation is a study to achieve a better understanding of the all the process parts
of qualifying and training non-native English language speaker crew members with
different backgrounds and cultural elements to ensure that they communicate effectively
with international vessels, and, in addition, look deeply at how the results of such

training.

The objectives of the research are, to improve the maritime communication that depends
on Maritime English through training with various appropriate methods (such as, ME
learning programs, CBT, simulator), and to examine the impacts of this process on the
maritime communication competency in a case study involving Iragi maritime state
companies. This research has been done using a mixed method approach where the
researcher has used a questionnaire to collect data from employees attached to three key

state organizations in the Iragi maritime industry.

The importance of the dissertation topic is to develop a model or approach of maritime
communication training for the non-native speakers of English, enabling the Iraqi
Maritime Administration to qualify Iraqi seafarers. In addition, there is the possibility to

take advantage of the Maritime English communication training to create:



1- an enhanced learning environment
2- collaborative tools to support the distribution of knowledge through the maritime
training community

3- new modes of training in the Iragi maritime sector.

The dissertation presents real world data collected from employees who are currently
engaged in the Iragi maritime industry where the qualitative data is analyzed by using a
grounded theory approach. The analysis of the responses confirm that maritime
communication in Iraq has been significantly improved in the last decade. However, it
shows some areas where the administrators have to focus in order to further develop

maritime communication that depends on Maritime English in the Iragi maritime sector.

The concluding chapters examine the results of the assessment questionnaires, and
discuss the potential use of Maritime English Communication training as a means of
determining the competence of seafarers. A number of recommendations are made

concerning the need for further investigation into the subject.

Key words: Maritime English, Communication Training, Competency, Seafarers,

e “...Training for Non-native English language speakers...”
e .. .New modes of training in the Iragi maritime sector...”
e “...The results were collated and analyzed for questionnaires ...”

e  “... The concluding chapters examine the results ...”
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1. INTRODUCTION

This dissertation is a study that attempts to achieve a better understanding of all the
parts that make up the qualifying and training of non-native English language speaking
crew members with different cultural backgrounds to ensure that they communicate
effectively with international vessels. It also looks deeply at the impact of the results of

such training.

The world has been changing in big way since the industrial revolution. One of the
major changes concerns communication which started with the telegram (Morse code) to
Inmarsat (via satellites) technology all in 100 years! The maritime shipping industry has

had the advantage of using such communication since that time through radio wave

technology.

One of the essential parts of communicating is the common language between the sender
and receiver; for merchant marine ships the common used language is the English
language, Ziarati (2006). The transmitting / receiving was the mission of the “radio
officer” on board (the ship) and on shore (the port/VVTS). In the early days maritime
communications depended on written English (because of the Morse code use) until the

post Second World War when the oral communication by VHF came into use in 1961.



The qualified radio officer had the knowledge of written and spoken English language
among other qualifications. After the Second World War, there was expansion in the
maritime industry where many non-native English language speakers worked as
seafarers on ships. So the need increased for Maritime English language training for
these new seafarers who were from many different nations and speaking different

languages.

At the present time, the maritime industry has extended faster than in the 1920s and
1930s with a higher technology and multinational human power through different
environments in the world. As Rothblum (2002) demonstrates, “The maritime system is
a people system (Fig. 1). People interact with technology, the environment, and
organizational factors. Sometimes the weak link is with the people themselves; but more
often the weak link is the way that technological, environmental, or organizational

factors influence the way people perform.” .

-

Technology Environment

Crganization

The maritime system is a People system (Rothblum.2002)
Figure-1
2



Further, according to Rothblum from the U.S. Coast Guard research and development
center; the human error (HE) number conspicuously contributes to the number of
maritime casualties (MC). Almost 75-96% of marine casualties are caused by human
error. This can indicate the importance of the human error part in maritime casualties
due that Rothblum suggest; the maritime system is a people system which this study
agrees with. USCG studies have displayed that human error contributes to: « 84-88% of
tanker accidents « 79% of towing vessel groundings « 89-96% of collisions ¢« 75% of allisions ¢
75% of fires and explosions. At the same time, the types of HE labeled to be one of
these are: an incorrect decision, an improperly performed action, or an improper lack of
action (inaction).

However, HE is related to the Human Factor (HF), USCG studies have been done in the
USA to examine the most common HE in the maritime industry; the U.S. Coast Guard
study found many fields in which the industry can improve safety and performance by
human factor principle applications. The three largest problems are; fatigue, inadequate
communication and coordination between the pilot and bridge crew, and inadequate
technical knowledge. (USCG et al., 1995, pp. 3/5) .

1.1 Background

The part of the mentioned USCG’s study is to examine one of the three largest
problems mentioned above; Inadequate Communication which is described as;
“Inadequate Communications”. One  improvement field is communications between
shipmates, between masters and pilots, ship-to-ship, and ship-to-VTS. An NTSB report
listed that 70% of major maritime collisions and allisions happened when a State or
federal pilot was guiding one or both ships. For better procedures training can be
planned to endorse better communications and coordination on and between ships.
Bridge Resource Management (BRM) is a first step in the direction of improvement.
(USGC et al., 1995, pp. 12) .



At the same time the other side of this is Maritime English (ME). According to (Ziarati,
Ziarati, Bigland & Acar.2010) ; “English has been set as the language of the sea at an
international level and it is used in all situations such as ship-to-ship, ship-to-shore and
between maritime personnel” . This is what this study agrees with; not only the English
language but the Maritime English that should be used on board. In addition, “A careful
study identified that 80% of maritime accidents are down to human factors (Verbek,
2011), of which failure of communication represents one third (Ziarati, 2006, Trekner,
2007)”. On the other hand, “The IMO has also underlined the importance of effective
communication in an International Seminar as a crucial issue for Marine Safety
(Winbow, 2002). This study agrees with teaching Maritime English or survival
phraseology like SMCP for seafarers to create effective maritime communication so as
to reduce the number of maritime accidents caused by the human factor due to

communication failures which have become a problem in the maritime industry.

This study deals with Maritime English Communication Training for the non-native
English speaking seafarer. Since there are many seafarers from many nationalities with
many languages across the world who need to have Maritime English training, the
research focuses on a case study of one country that could be an example for other

countries in the region; the Iragi maritime sector.

After 2003, the Iraqi maritime sector started to practise its activities (just like in peaceful
times before the wars of the time that started in 1980) and starting from that time there
was a weak performance (lack of competency) in maritime communications, especially

involving Maritime English communications.



According to the (lragi Communications and Media Commission.2009); maritime
communication has a high level of interference and distortion, according to lIraqi
technical standards,  with unorganized oral communication, especially concerning

English language communication related to operators performance assessment.

In 2011 the technical office and training department in the lraqi Ministry of
Transportation produced a report about the maritime communication performance of the
main three state maritime companies. It was stated that “there is a big gap in the
performance of maritime communication between Iraq and other countries in the region,
that can jeopardise safety in the Iraqi maritime sector” and although there is no training
center for the Maritime English communications of merchant ship crews now in Iraqg, in
addition to neither of Iragi High Education Ministry nor its Universities have any
practical knowledge in this field, it is still the obligation of the Iragi Ministry of
Transportation (since it is the maritime authority) to accomplish this task and establish
that kind of training and assessment for the merchant ship crews to bridge this gap with
the region and the international maritime community.(IMT et al.,2011,pp. 7). Since this
author agrees about what is being said, this problem will be the main focus of the case

study that this dissertation deals with.

1.2 Case of study maritime organizations

This study deals with Maritime English Communication Training for the non-native
speaker of English language seafarers from the Middle East countries with Arabic native
language speaker seafarers who need to have Maritime English communication training.
The research focuses on a case study in Iraq that could be an example for other countries
in the region.



The case study concerns the lIraqi Maritime Sector. Iraq is a country of non-native
English language speakers and in addition is one country that can be an example for
others in the Middle East whose seafarers need Maritime English communication
training because of the common language, culture and social background of these

countries.

According to historical sources, an organized shipping industry started in Irag in 1869.
Around the same time formal English language learning in Iragi schools started at in the
latter part of the 19™ century too, (Ahmed, 2011). In addition, the UK maritime training
organizations have been the main sources for qualifying Iragi seafarers since that time.
The next part of this chapter examines the three key maritime companies in Iraq that
make up the main organizations of the Iragi maritime sector, and will be the subject of

the questionnaires in this research.
1.2.1 General company for ports of Iraq

The General Company for Ports of Iraq or (GCPI) is one of the oldest maritime

companies in Irag and the region too. Table-1 gives the basic data;

Figure-2 (GCP1.2012)
6



Type State Company

Mother Organization Iragi Ministry of Transportation
Established Year 1919

Employees 17000

Specialization Ports management

Coastal navigation
Channel dredging and maintenance

Headquarters Basra city
Branch offices Basra ports
(GCP1.2012)

Table-1

According to the Iragi Ministry of Transportation, the general company for ports of Iraq
IS a state company and the owners’ are the Iraqi government represented by the Iraqi
Ministry of Transportation in Baghdad. The Iragi Ministry of Transportation has

authorized the general company for ports of Irag to do the main tasks below:

1-Ports management for all Iragi state ports; (with common responsibility for the oil
ports and platforms with oil ministry) in Iraqi waters;

2-Management and organizing of Coastal navigation in Iragi waters;
3-The Iragi Channels dredging and maintenance with navigation aids in lraqi waters;.

(IMT etal., 2011, pp. 11) .



1.2.2 Iraqi state company for maritime transport
The Iragi State Company for Maritime Transport or (ISCMT) is the oldest
maritime national state agency in lIrag, maritime shipping national company in Iraqg.

Table-2 gives the basic data;

N

Figure-3 (ISCMT.2012)

ISCMT.

Type State Company

Mother Organization Iragi Ministry of Transportation
Established Year 1952

Employees 2500

Specialization Maritime shipping

Maritime agency
National maritime shipper

Headquarters Baghdad
Branch offices Basra
(ISMT.2012)

Table-2
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According to the Iragi Ministry of Transportation; the Iraqgi state company for maritime
transport is a governmental company owned by the Iragi government represented by the
Iragi Ministry of Transportation in Baghdad. The Iragi Ministry of Transportation has
authorized the Iraqi state company for maritime transport to do the main tasks below:
1-The national maritime shipper with branch offices in/out Irag;

2-The national maritime agency with agents’ offices in/out Iraq;

3-To ship from/to Iraq all types of goods and cargo;

4-To buy, sell and charter all used and new types of ships and maritime equipment;

(IMT etal., 2011,pp. 12) .

1.2.3 lIraqi oil tanker company
The Iragi Oil Tanker Company or (IOTC) is the first national oil shipping
company in Irag. Table-3 gives the basic data;

Figure-4 (10TC.2012)



Type
Mother Organization

Established Year

Employees

Specialization

Headquarters
Branch offices

(I0TC.2012)

State Company
Iragi Ministry of Qil
1972

3000

Crude oil shipping
Petroleum products shipping

Basra city
Basra oil ports

Table-3

According to the Iragi Ministry of Oil; the Iragi oil tanker company is a state company

owned by the Iragi government represented by the Iraqi Ministry of Oil in Baghdad. The

Iragi Ministry of Oil has authorized the Iragi oil tanker company to do the main tasks

below:

1-Ship Iraqi crude oil from Iragi ports;

2-Ship all types of petroleum products from/to Iraq;

3-To buy, sell and charter all used and new types of ships and maritime equipment;

(IMoO et al., 2011,pp. 13) .
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1.3 Research questions and objectives of the study

Taking into consideration the issues mentioned of the case study problems, the

author puts forward the following three key research questions of this study:

I-What are the driving forces behind the evolution of Maritime English communication

training in the Iragi maritime sector?

I1-Would it be possible to apply modern maritime education and training technology

methods to Maritime English communication training in the Iragi maritime sector?

I11-What are the barriers to creating Maritime English communication training within

the Iragi maritime sector?

Objectives of the study
The objectives of this study are three fold, namely:
I-To examine the underlying factors which contribute to improving the Maritime

English communication training in the Iragi maritime sector;

I1-To determine how the maritime education and training technology can contribute as
an add-on, collaboration and distance learning tool to the educational activities of

Maritime English communication training in the Iragi maritime sector;

I11-To understand the barriers and lapses to creating Maritime English communication
training within the Iraqi maritime sector;
11



2. LITERATURE REVIEW OF THE TOPIC

As noted above; chapter one discusses the background of this study as well as its
objectives. The aim of this second chapter is to make a review of the existing literature

which could help to achieve the above stated objectives.

The study topic can be represented by the case study problem, (Iragi maritime sector
companies). It could be summarized as; after 2003, the Iragi maritime sector started to
practise its activities, just like the years before 1980 when the Iraqi regime started its
first war, and starting from that time there was weak competency in maritime
communication performance, especially Maritime English communications; the oral
communication from ship to ship and from ship to port. According to the Iraqi
Communications and Media Commission, there is a high level of interference and
distortion in Iragi maritime communication according to Iragi technical standards, and
disorganized oral communication mainly regarding English language communication,

connected to operators’ performance assessment.(IMCC et al., 2009,pp. 22).

In 2011, the technical office and training department in the lIraqi Ministry of
Transportation produced a report on the maritime communication performance for the
main three state maritime companies, where it mentioned the big gap between Iraq and

neighboring countries in the Arab Gulf area concerning maritime communication

12



performance, that can jeopardise the maritime safety Iragi maritime sector .(IMT et
al.,2011,pp.7).

These main facts about the maritime communication problems and the need for
qualifying seafarers for the Iragi maritime industry in this field, which this study agrees
with and it is the problems this study deals with as a case study. At the same time, and
according to all that has been mentioned above, the literature review will be classified

under two titles which are; Maritime English and Communication.

2.1 Maritime English

There are different definitions for Maritime English; in fact, there is no specific
definition in particular of Maritime English or the ME term, but there are different
definitions given by different researchers and academics who are specialized within ME,

such as:

1-Peter Trenkner, defines Maritime English “as an entireness of all these methods of the
English language in which, being used as a method for communication within the
international maritime industry, contribute to the safety of navigation and the facilitation

of the seaborne trade”.

2- Boris Pritchard who defines Maritime English as linguistically, “not an independent
language but just a unoriginal marker for a subgroup or recognition of English language
applicable, in our case, to a specific maritime situation (e.g. in the act of navigation, in a
close-quarters situation, a cargo handling operation, an act of reading operational or

maintenance manual for the auxiliary engine, etc.), used in a specific context or situation

13



(i.e. in maritime speech community, in speech events influenced by a number of factors
sending / receiving the message or spoken contact with in maritime communication)”.
(Denydenko et al., 2012,pp. 252/253).

According to Denydenko (2012) in her analysis for these definitions, Trenkner’s idea is
to deliver a handy linguistic and pedagogical marker for language teachers, allowing for
a narrow and wider logic of the term “Maritime English” that is enormously fruitful. It
encourages the ME community to understand in detail all aspects of the phenomenon
called “Maritime English”. (Denydenko et al., 2012,pp. 254). The author thinks that
there is a linguistic limitation for the Maritime English since it is limited within the

maritime community and maritime idioms too.

The next question asks whether Maritime English can be regarded as belonging to
English for Specific Purposes (ESP)? According to Dudley-Evans (2001) ESP;
e Is designed to meet the specific needs of the learners.
e Makes use of the underlying methodology and activities of the specialism it
serves.
e Is centered not only on the language (grammar, lexis, register), but also the skills,

discourses and genres appropriate to those activities.

In fact Maritime English could be classified as English for Professional Purposes or EPP
according to Dudley-Evans’ classification. At the same time, according to Trenkner
(2002);“Maritime English (ME) is a restricted language and it is restricted to the
activities of men (and women) tied to a specific purpose i.e. shipping industry”. And
according to Ulkuatam and Sernikli (2010) “Therefore we classify it as an ESP (English
for Special/Specified Purposes) but we also face the consequences.”

14



In addition, “Although the major part of ME is general English words and only a seven
percent (7%) belongs to purely maritime or nautical terminology with their isolated
meanings and distribution”. (Pritchard 2002) . This is what the author thinks that

Maritime English has usages in only maritime community.

However, Denydenko (2012) concludes “that according to the point of view of socio-
functional linguistics, Maritime English is a professional subsystem of the English
language, developed through time on the basis of different language resources to meet
the society’s needs in the domain of maritime industry. ME is the set of specialized
(mainly, technical) sublanguages intermingling among themselves to define the most
appropriate manner all material and non-material entities known in maritime affairs”.
(Denydenko et al., 2012, pp. 254) .

Maritime English has been the significant item in many codes and conventions.
According to Velikova (2009), “IMO has obviously set out the English Language
competence requirements as a working language both in SOLAS, Chapter 5 and the
STCW convention and code. Under the latter document Officers of the navigational
watch necessitate satisfactory knowledge of written and spoken English to understand
charts, nautical publications, meteorological information and messages concerning the
vessel’s safety and operation and the requirement to communicate with other vessels,
VTS stations and multinational seafarers crew, and to use the IMO Standard Marine
Communication Phrases (SMCP)” .

(Velikova et al.,2009, pp.1) .

According to IMO (2000),  the IMO Standard Marine Communication Phrases
(SMCP), has passed through many developments until it reach its current form in 2001.”
The SMCP’s historical background can be summarized as;
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In 1973 the IMO the Maritime Safety Committee agreed at its twenty-seventh session
that the English language should be used as a common language for navigational
purposes. The Standard Marine Navigational Vocabulary (SMNV) was developed,
adopted in 1977 and amended in 1985. At its sixty-eighth session in 1997 the IMO
Maritime Safety Committee adopted the Draft Standard Marine Communication Phrases
(SMCP) developed by the IMO Sub-Committee on Safety of Navigation. The SMCP
was adopted by the IMO Assembly in November 2001 as resolution A.918(22). Under
the International Convention on Standards of Training, Certification and Watchkeeping
for Seafarers, 1978 and it amended the ability of understanding and using the SMCP is
essential for the certification of the navigational watch officers who are in charge of
vessels of 500 gross tonnages or more.

(IMO et al.,2001, pp4/5/11) .

In the same context, the IMO Standards of Training, Certification and Watch-Keeping
Convention 1978 amended in 1995 described the language competencies, according to
Short (2006) as “For Maritime English, the STCW 95 Code states at Table A — 111/11”.
Later at the last amended in 2010 “Competence: Use the IMO Standard Marine
Communication Phrases and use English in written and oral form.”. In fact the Table A-
11/1, Table-4 (Page 17) shows the specification of minimum standard of competence for
officers in charge of navigational watch on ships of 500 gross tonnage or more for

navigation function at operational level.(IMO et al., 2010, pp.104).
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Communication
Phrases and use
English in written
and oral form

Adequate knowledge of the
English language to enable
the officer to use charts and
other nautical publications,
to understand meteorological
mformation and messages
conceming ship's safety and
operation, to communicate
with other ships, coast
stations and VTS centres and
to perform the officer’s
duties also with a
multilingual crew, inchiding
the ability to use and
understand the IMO
Standard Marine
Communication Phrases
(MO SMCP)

obtained from practical
mstruction

Column 1 Column 2 Column 3 Column 4
Competence Knowledge, understanding Methods for Criteria for
and proficiency demonstrating evaluating competence
competence
Use the IMO English language Examination and English language nantical
Standard Marine assessment of evidence |publications and messages

relevant to the safety of the

ship are comectly interpreted
or drafted

Communications are clear and
understood

Table-4; (IMO. 2010)

2.2 Communication

So far, this chapter has dealt with the Maritime English part. This section will now

deal with communication. The first question is, what is the communication? According

to Squire (2007), who suggests a dictionary definition, “The transmission of information

through a common system of symbols, signs, behavior, speech, writing, or signals, by

physical, mechanical or electronic means.” .
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At the same time, Squire adds; “Clearly, the ability to properly convey information by
word of mouth and/or by written communication is important to the safety of ships’
crews, visitors and passengers.” and this is in the introduction to identify the importance
of the communication in the maritime field. According to Squire (2007), « it is not only
onboard communication that is a problem, because it would appear that the standard of
English of some seafarers is so weak that they have obscurity communicating not only
among the same crew members but also with agencies outside the ship”. (Squire et
al.,2007, pp.11/12) .

According to Winbow (2002), “communication is a fundamental part of human
interaction; the advantages of effective communication are numerous and recognizable
as they develop qualities of our lives. Ineffective communications in our personal lives
could rise to problems or embarrassment but in our professional lives the results of
misunderstandings could cause much more life-threatening consequences. In the world
of international shipping, including many countries seafarers sailing on ships trading
with all the world, effective communication among them on board and between ship and
shore has enormously importance.” (Winbow, et al. , 2002, pp.1) . The author agrees
that effective maritime communication is vitally important, but this knowledge and skill

should be integrated with the modem of that communication, which is Maritime English.

Winbow also adds; what is communication? How to be ensured that the talking of one
person to another person will be listenable and understandable? How to know if the
message (or sign) has not only been heard (or read) but also understood? How to limit

the mistakes and to enhance the effectiveness of communications? Winbow suggests
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“when the sender communicates with the intended recipient, there has to be a
correlation between what the sender is thinking about and what the receiver is thinking
about, this is for effective communication.” He also suggests that “text or words should
be used in a consistent way, and the first requirement for effective communication.”
(Winbow et al., 2002, pp. 1/2) . The author believes that one method for effective
maritime communication is the training on both sides; sender and receiver with using
Maritime English and SMCP in different situations; including ship to ship, ship to shore,
and VTS to ships.

A review of the STCW’s codes and their recent amendments in which came into
force in January 2012 in addition to the SOLAS convention according to IMO (2010)
shows some of the International Maritime Organization (IMO) language competence
requirements for Effective Communication Written and Oral according to; Chapter V,
Regulation 14, paragraphs 3 and 4 of the SOLAS convention. This means that every
administration or company shall ensure that on vessels effective written and oral

communication takes place at all times.

At the same time the International Maritime Organization (IMO) language competence
requirements for Effective Speaking Communication are the standards in the tables;
Table A-11/1, Tables 11/2, 11/5, 11/1, 111/2, 111/5 and 111/6 in addition to the using of
SMCP and English language in clear and understood oral communication from ship to
ship, ship to VTS and shore. While the International Maritime Organization (IMO)
language competence requirements for Effective Written Communication are all the
above in addition to the standards of Table A-I1/1 in addition to the using of SMCP and
English language in written form where the officers should have the knowledge to use
English publications and use them during their duties on board. (IMO et al., 2010,
pp.24/104/107/151/246) .
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The maritime communication training example shows in Croatia, according to Pritchard
(2003) the Ministry of Maritime Affairs has established several maritime certificates to
bring the Croatian certificate in line with changes in the international requirements,
which are;

1. Restricted Operator’s Certificate.

2. General Operator’s Certificate.

3. Radio communications General Maritime Certificate.

4. GMDSS Certificates with 1% and 2" class.

In addition, the main methods of maritime communication are; written message, Radio,
VHF, SSB, Satellite communication, Geosynchronous satellites and Inmarsat system. At
the same time, the Croatian Ministry of Maritime Affairs has established a Board of
Examiners to examine the candidate officers who would like to be granted these
certificates by showing they have the required knowledge in;

1. The operating of VHF radiotelephone equipment, operating procedures, international
regulations to communicate from ship to ship, ship to shore.

2. Oral communications between stations, as well as those specific regulations relating
to safety of life.

3. Operating of GMDSS equipment for ships engaged on voyages within the range of
VHF coast stations.

4. Relevant parts of IMO Standard Marine Communication Phrases.

(Pritchard et al., 2003, pp. 2/4/5) .

The author gives an example of Croatian maritime communication training to show how

the Croatian maritime administration responded to the international requirements while

the case study organization did not do so.
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However, there are other codes which are related to the maritime communication as

shown in Figures 5, 6 and 7.

ISM Code

Instructions and procedures

Lines of communication

Appropriate orders and instructions in a dear and
simple manner

Proper familiarization

Adequate understanding

Working language

Able to communicabe effectively

Procedures for the preparation of plans and instrudtions,
induding chedklists

Figure-5(Squire.2007)

STCW Code

¥» Communications are clear, concise and

understood

¥ Communications are consistently successful

¥ Comect communication procedures are
followed

¥» Communications are effective and comply with
established procedures

Figure-6(Squire.2007)
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Maritime Labour
Convention 2006

¥* A language which the seafarer understands

¥ The working language or languages of the ship and in
English

¥* In an appropriate language

¥ Take account of the different nationalities, languages
and cultures of seafarers

¥* English-language translation where it is not in English
¥* Knowledge of ... the English language

¥ Access to ship-to-shore telephone communications, and
email and Internet facilities

Figure-7(Squire.2007)

In all these conventions and codes there are two main sources for training; the IMO
Standard Marine Communication Phrases and the IMO model course: 3.17 Maritime
English. However, that the ILO’s Maritime Labour Convention 2006 has adopted some
rules that are related to maritime communication and the English language (Figure-7).

The author notes that the case study organizations did not use these model courses as a
guideline in their maritime communication training and Iraq did not join the ILO’s

Maritime Labour Convention 2006 yet.
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According to Ziarati, Ziarati, Bigland and Acar (2012 ) the English language has been
set as the language of the maritime industry at an international level in all situations;
ship-to-ship, ship-to-shore and among seafarers. Linguistic, paralinguistic and cultural
and discourse formation issues are barriers to the vessels safety at sea. USCG study
categorized that 80% of maritime accidents are due to human factors, of which failure of
communication represents one third. The International Maritime Organization has
emphasized the importance of effective communication in an International Seminar as a
vital issue for maritime safety. Consequently, it is essential to remedy these accidents
caused by the failure of the human element when communicating. This problem has
become an obstruction at the international level. (Ziarati, Ziarati, Bigland & Acar et al.,
2012, pp. 1/2). This can be shown in Figure-8; an organizing framework for the human
factor which contributes to organizational accidents in shipping adapted from Stanton
(1996), Jargensen (2002), and HSE (1997).

Organisational and Management Issues

Safety culture Safety training i‘:ﬂi?)‘mg
Safety climate
Personnel Issues
Stress Health and Wellbeing
Shiftwork Decision Making Immediate
Situation awareness Communication causes
Fatigue Training e.g. CRM

Design Issues
Automation

Figure-8 (Stanton.1996),(Jergensen.2002) & (HSE.1997) ; An organizing framework for
human factors which contribute to organizational accidents in shipping adapted from
Stanton (1996), Jargensen (2002), and HSE (1997).
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In Figure-8 communication has been classified under Personnel Issues, and according to
the organizing framework for the human factor, that category has been indicated as
“Immediate Causes”. In their paper “Safety in shipping: The human element”
Hetherington, Flin and Mearns (2006) examine the role of communication, as one of the
main skills that effective on safety performance in all high-risk industries , and
influences on team working and effective decision-making. One of the examples is The
Canadian Transportation and Safety Board (CTSB) which studied 273 incidents from
1987-1992 with ships in Canadian pilotage waters. There exists an important teamwork

relationship among the officer of the watch, master, and pilot.

The pilot boards the ship where it exits or when it enters a port and gives commands to
the captain on what activities are to be performed. However, the captain is responsible
for giving the commands to the ship’s crew on what the pilot has directed. Of the
incidents experimented by the CTSB, 42% involved misunderstandings between pilot
and master or the officer of watch or lack of communication. Though these are
essentially communication issues, this number could also reflect deficits in other skills.
The term “misunderstanding” theoretically reflects a lack of situation awareness, poor

team work and inadequate communication.

The CTSB organized interviews and developed a questionnaire to measure teamwork,
communication, and to evaluate the master, pilot, and OOW relationship. Nearly 80% of
each group responded that communications are “often” or “always” effective. When
asked if a pilot makes sure his/her instructions are understood and acknowledged by the
OOW, 84% of pilots responded that this was the case, while only50% of masters
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and 50% of OOWs agreed with this declaration. When asked whether OOW asks for
clarification if he/she is unsure of the pilot's intentions, 90% of OOW, 76% of masters,
and only 39%of pilots respond that the OOW “always” or “often” asks for clarification.
That gives the impression to be inconsistency here between an individual's self-
perception of effective communication and other’s interpretations of these interactions.
These communication issues can often result in errors or accidents.

(Hetherington, Flin & Mearns et al. , 2006, pp. 403/406 ) .

The author notes that both Iraqgi pilots with foreign vessel crews or lIraqi vessel crews
with foreign pilots, are facing the same problems due to the lack of maritime English

communication training for lIraqi pilots and seafarers.

2.3 Socio — Technical Network

The International Maritime Organization (IMO) has been addressing what it terms as
the Human Element since 1991 resulting in the adoption of specific strategies and
policies at each jurisdictional level in countries ratifying its conventions. According to
the UK Maritime and Coastguard Agency (MCA) ‘Human Element Strategy’, the
Human Element can be considered as: “Ship personnel/human resources; Ship design
and automation; Port operations e.g. cargo loading/unloading; Navigation and traffic
management; and Organizational factors.” While the United States Coastguard defines
the Human Element as: “Human and organizational influences on marine safety and

maritime system performance.”

According to (Pyne & Koester.2005), the Human Factor can be defined as; “Aspects of

human capabilities (physical, cognitive, psychological) and performance as applicable to

the design of organizations, systems, and devices of all kinds”. In addition, Human and
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Organizational Error can be defined as; “Unacceptable or undesirable performance on
the part of an individual (Human Error) or group (Organizational Error) that can result in
unanticipated or undesirable effects.” (Pyne & Koester.2005). The author thinks that the
United States Coastguard definition is a general definition while the Pyne and Koester
definition is more academic, but the UK Maritime and Coastguard Agency definition is
a more accurate definition than the others.

In addition to above definition, Pyne and Koester (2006) suggest that in maritime
industry the accidents are usually happened due to the break down in the socio-technical
system. The ingredients in this system are humans (e.g. crew members), groups (e.g. the
crew), technology (ship, instruments, equipment, tools etc.), work practice (procedures,
conventions and traditions), organization (management, company culture, pressures etc.)
and work environment (light, noise, vibration etc.). They also add for (human —
technology), contradiction between work practice and written procedures (work practice
— organization), crew stress caused by company pressures (human — organization), poor
communication between crewmembers (human — group) . This Socio-Technical network
is illustrated in figure 9 below. (Pyne & Koester et al., 2005, pp.401/403) .

Humam Group

Organzation

Whork practce Whork emvircniment

Figure-9 the Socio — Technical network (Pyne & Koester.2005)
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In the same context, Pyne & Koester (2005) add that the apparent studies of maritime
accident reports apparent the causation chain, ‘human error’ has been identified as a
significant factor, which it is potential to break down this category and to categorize
that crew communication failure (human — group) has played a main role in the
accidents. Poor communication among seafarers from the same culture who are speaking
the same language can, through misunderstandings and mistakes, be a threat to the
overall safety of a ship. If one adds the additional variables of seafarers using English

as a second language and the cultural differences which may be knowledgeable, then

the odds of miscommunication may be enlarged.

At the same time, it is recognizable that maritime safety can be upgraded by the
improvement of crew communication, facilitated by the training of using the Standard
Marine Communication Phrases (SMCP). Ship navigation is carried out by a team of
seafarers that working together and the need for effective communication, in one
common language, are vital needs. In addition, navigators work in a bridge team when
required to do so to ensure the ship safety operations. At such times e.g. when
maneuverability is restricted, miscommunication can cost lives, loss of cargo, and
pollution. (Pyne & Koester et al., 2005, pp. 406/407/408).

The author agrees with above suggestions and believes that there is an essential relation

between the socio-technical issues and the Maritime English communication training

which is discussed in more detail in chapter four.
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3. METHODOLOGY

The aim of this chapter is to discuss how the study was carried out from the point of
selection of samples to data analysis. It also provides justifications for selecting the

questionnaire and mixed method approach for this study.

The study was carried out based on the three major maritime state companies in Irag.
These three key maritime companies belonging to two ministries; the Iraqi Ministry of
Transportation (IMT) and the Iragi Ministry of Qil (IMoO). The companies are, the
General Company for Ports of Iraq (GCPI) which was founded in 1919 and has its
headquarters in Basra city (page 6), the Iraqi State Company for Maritime Transport
(ISCMT) which was founded in 1952 and has its headquarters in Baghdad city (see
page 8). These two companies belong to the Iragi Ministry of Transportation in Baghdad
city and come under the Maritime Authority in Iragq. While the third company is the Iraqi
Oil Tanker Company (IOTC) which was founded in 1972 and has its headquarters in
Basra city (page 9) and belongs to the Iragi Ministry of Oil in Baghdad city.

For this study the researcher has used a mixed methodology, which is a combination of
both the qualitative approach and literature review; this is an area where no previous
research has been done in the Iraq context. Therefore, the underlying factors are not
clear and hard to predict. A questionnaire has been administered to collect data.
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3.1 Why is a questionnaire appropriate for this study?

The fact is that in most cases employees are reluctant to give their true comments in
public meetings and in face-to-face interviews, but very few of them in individual
interviews give their comments because they do not trust to talk about their working
conditions with persons outside of the company. Especially Iragis are not outspoken by
nature. However, they criticize their superiors among trusted friends or family members.
Therefore, the possibility of getting exact ideas via face-to-face interviews is very
remote. This is one of the reasons for administering a questionnaire to collect data for

this study instead of employing the interview method.

Secondly, most of the time, these organizations (the three Iragi maritime companies)
have many hierarchical levels in two positions; shore hierarchy level (from 11" to 2"
rank) and that in the company headquarters. In addition, the maritime hierarchy level
(management, operation and support) and that is for seafarers on vessels. Therefore,
seafarers as lower level people may not be able to perceive the top management’s
involvement and attitudes at once. Asking questions or interviewing will make this
perceptional error more significant than providing questionnaires with sufficient time to

think deeply and freely before answering.

The third reason for using the questionnaire is that in most Iragi organizations, a blame
culture still exists. Therefore, employees are reluctant to express their real experience
due to the fact that accepting or disclosing their own mistakes could affect them
adversely. This is quite evident when going through the previous accident cases, where
top management always tries to trace the one who was responsible for the last level of
defense or the one who triggered the active failure, instead of latent failures of the
system as a whole.
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The above was the practical issue for selecting the questionnaire option for this research.
From the theoretical view point, many scholars accept questionnaires as a valid tool for
research work. Gillham (2008) gives a list of nine advantages of administrating a
questionnaire for research work, which includes some of the points mentioned above.
The nine advantages are:

1. Low cost in time and money.

2. Easy to get information from a lot of people very quickly.

w

. Respondents can complete the questionnaire when it suits them.

N

. Analysis of answers to close questions is straightforward.

ol

. Less pressure for the immediate response.

(o2}

. Respondents anonymity.
7. Lack of interviewer bias.
8. Standardization of questions.

9. Can provide suggestive data for testing a hypothesis. (Gillham et al., 2008, pp.6) .

The researcher faced limited resources challenge with remote places among companies’
headquarters (over 700km) to do this research. The time factor is another challenge for
this study. The researcher had to complete this study in a relatively short period of time.
In such situations, using a questionnaire with rating scales is a good option. According
to Carlsmith (1976) it is nevertheless uncommon for social psychologists to use
behavioral or even behavioroid data. Instead, they rely very heavily on the rating or
scale. Occasionally, it may be impossible to get anything more, but we feel that it is
seldom the case. All too often, it appears that the questionnaire is chosen because it is
simpler to concoct and easier to administer. (Carlsmith, et al., 1976, pp. 204) .

30



Moreover, there are many previous researchers who have used questionnaires for their
studies, Therefore, considering all the above facts it was decided to use a questionnaire

as the tool to collect data for this research work.

Finally, some of the employees had difficulties as they were not competent enough to
answer some of the questions in written format, especially in the maritime
communication domain, which they do not deal with in their everyday work. Therefore,
the researcher maintained close contact with the respondents to make sure that they
understood the questions properly and answered all the questions to their best
knowledge. With the understanding of the lack of competency in the English language
of support level employees, the researcher used questionnaires in both English and
Arabic (the formal language in Iraq) to improve feedback accuracy (Appendices B and
C). However, there are some drawbacks to this questionnaire option as well that are

discussed under the Limitations of the Study.

3.2 Justifications for using a mixed method approach

The aim of this subheading is to justify the appropriateness of selecting a mixed
method approach for this research. Since this research deals with a broader scope, the
researcher used this approach for this study. Literature review and qualitative methods
were considered appropriate to achieve the highest possible success of the study. This

decision was influenced by some of the previous studies and literature.
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Johnson and Onwuegbuzie (2004) discuss the mixed methods approach deeply. While
explaining the fundamental principle of mixed research and how to apply it, they have
pointed out 17 strengths of this method and 7 weaknesses. The following are the
strengths they highlighted that are chosen to support this research.

e Words, pictures, and narrative can be used to add meaning to numbers.

Can provide quantitative and qualitative research strengths.

Researcher can generate and test a grounded theory.

Can answer a broader and more complete range of research questions because

the researcher is not confined to a single method or approach.

e A researcher can use the strengths of an additional method to overcome the
weaknesses in another method by using both in a research study.

e Can provide stronger evidence for a conclusion through convergence and
corroboration of findings.

e Can add insights and understanding that might be missed when only a single

method is used. (Johnson et al., 2004, pp.20).

For the literature review part, Hofstede‘s studies focused on the influence of national
culture on the sub-cultures of the worldwide organization, which he also executed by
questioning and observing employees in the case study organization. His conclusions
have shed valuable light on key cultural differences between nations in the way in which
they conduct themselves in the workplace. According to Hofstede (2002) there are four
key dimensions to distinguish between the differing values and attitudes of those within
the bell curve which represents the mainstream of a culture. Hofstede‘s dimensions are
generalizations about the members of a society or cultural group. A summary of each
relevant dimension and its contextualization into a team setting, such as that found on
the bridge of a ship, follows;
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Power distance — Low power distance helps the creation and maintenance of self-
directed teams, since empowerment is easier to achieve in this culture. Countries with
high power distance are ones where employees are seen as frequently afraid of

disagreeing with their bosses.

Individualism — Low individualism or a collectivist society is more adaptable to the
creating of self-directed teams since the team spirit must overcome the individual needs.
Individualist cultures are expected to act according to their own interest, and work
should be organized in such a way that this self-interest and the employer‘s interest

coincide.

Uncertainty avoidance — For teams to reach self-direction or a high level of
participation, the society must have low uncertainty avoidance otherwise the team

members will be afraid to take necessary decisions.

Both  Masculinity and Long-term Orientation are considered as irrelevant for this
study. Finally, the unstable political situation and the wars that the Iragi regime had
launched between1980-2003 were the main causes for the destruction of the Iraqi
maritime sector’s data base. Therefore, this research is strengthened by using the

positives of both qualitative methods and literature review.

3.3 Outline of the questionnaire
After discussing the background to select the questionnaire option and mixed method
for this study, this part looks to the outline of the questionnaire that was used to collect
data for this study. The questionnaire development was done mainly based on the
questionnaires which had been used by previous researchers. The main focus was given
to the studies discussed under the literature
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review of this study. However, some of the questions were included to capture the
unique characteristics of Iraqi society. Furthermore, the researcher gave special attention
to capture the unique organizational and culture- related implications to the Maritime

English communication of these organizations.

The questionnaire was developed under 6 main topics namely;

1-Maritime communication evolution.
2-Socio-techincal dimensions.

3-Top management commitment.
4-Employee empowerment.

5-Maritime education and training evolution.

6-Employees attitudes and behaviors.

Each topic starts with yes/no questions and then the questions move to a 5-point Likert-
type response scale to capture the level of agreement of respondents in certain areas.
Finally, it moves to open-ended questions with a space at the end of each section for

respondents to give their own views.

According to Lindlof and Taylor (2002) qualitative researchers interview people to
understand their viewpoints on a scene, to repossess their knowledge from the past, to
have expert insight, to acquire descriptions of actions which typically are inaccessible
for observation, to stand-in trust, to understand complex relationships, and to create a
record of dissertation that can subsequently be analyzed. In addition to “We signal here
our root assumption that qualitative research in communication involves the

performances and practices of human communication.”. At the same time
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“Qualitative researchers seek to preserve and analyze the situated form, content, and
experience of social action, rather than subject it to mathematical or other formal
transformations. Actual talks, gesture, and so on are the raw materials of analysis.”.
(Lindlof & Taylor etal., 2002, pp. 4/5/6).

3.4 Administering the questionnaire

This part is a quick overview on how the questionnaire was administrated in view of
collecting data for this study. The first step of data gathering was distributing the
questionnaire to the group of respondents and explaining the content. These briefing
sessions took about 20 to 25 minutes (plus 5 minutes for the general review) and
included the background of the researcher, background and motive of the study and a

brief explanation of each and every question in the questionnaire.

The fact is that Iraqi employees at different levels of the organizational hierarchy have
different perceptions of Maritime English communication. The way they perceive the
commitment of other parties towards communication is also different. At first place
there are two organizational hierarchy, on shore hierarchy which uses Arabic language
only and on board hierarchy which uses both Arabic and English languages. At the same
time these different maritime companies are practicing different maritime specialization
activities, ISMTC works in general cargo shipping, IOTC works in oil tankers and GCPI
works in ports management. In addition, for seafarers’ hierarchy; support level seafarers
are not familiar with maritime English communication. All these factors made the
influence that the employees can have to be different from the organizational position,
with consideration that these employees have qualified from different maritime

education and training institutions (international, regional and local MET organizations).
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Taking the above findings into consideration the respondents were selected in such a
way that they represent the highest (as much as practicable) number of organizational
levels and different work groups. For example, senior managers or Master to- support
employees or A.B. from both vessel and organization are represented. The researcher
closely coordinated with the respondents to make sure that they were sufficiently clear
about each question and provided feedback for all the questions. Feedback was collected
from 34 employees from the GCPI, 33 employees from the ISCMT and another 33 from
the IOTC.

3.5 Presenting the literature review and qualitative data

The data analysis was done under two categories; the literature review and the
qualitative methods. However, that is questions provided with a Likert scale and Yes/No
answers were summarized and calculated for their mean values. The summary of the

questions with Yes/No answers were presented as percentages.

The researcher considered the main areas of the study as below;

1- One will focus on identifying the evolution of the communicative competency of
seafarers within the maritime industry.

2- One will focus on identifying the evolution of Maritime English communication in
the maritime industry.

3- One will focus on the evolution of the Maritime Education and Training (MET)
background for the seafarers involved in the questionnaires.

4- And one will focus on the key skills (parameters) used by previous researchers to
measure Maritime English knowledge.

To achieve the dissertation’s objectives, it was stated that a field study of Iraqi seafarers
will be performed and analyzed (as mentioned above) to collect data which will be
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obtained through, interviews and questionnaires. The results and information that are
generated after this research will be presented to the Iragi Maritime Administration so as

to achieve the long-term goals of this dissertation.

The researcher used the Grounded Theory (GT) approach to analyze the qualitative data
of this study, which was developed by Glaser and Strauss to describe a new qualitative
research method in 1967. According to Pole and Lampard (2002) there are two main

reasons to select this method:

L. it is “unencumbered by explicit expectations about what the research might find,

or by personal beliefs and philosophies”.

I. it is “an approach that leaves itself open to charges of relativism”.

As mentioned above, this is an area where previous studies had not been carried out in
Irag. On the other hand, there is no universally acceptable framework to measure the
Maritime English communication training in maritime organizations. Therefore, the
researcher believes that the GT is the most appropriate approach to analyze this data,
because according to (Glaser & Holton.2004) ; “following the full suite of GT
procedures based on the constant comparative method, results in a smooth uninterrupted
emergent analysis and the generation of a substantive or formal theory”. According to
Creswell (2009) grounded theory is “Alternatively, in a qualitative study, the inquirer
may generate a theory during a study and place it at the end of a project, such as in
Grounded Theory”. Therefore, qualitative answers given by the respondents were
analyzed separately using the Grounded Theory (GT) approach. The aim of this
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approach is to understand the concept behind the actual situation through the collected
data by techniques called open coding, axial coding and selective coding. The three

techniques are briefly discussed below.

Open coding: Open coding is the process of identifying the key points of the
data/statements instead of considering each individual word and its meaning. In this step
the data were selected and placed into categories based on their main idea. However,
special attention has been given to relate the statements given by respondents with key
maritime English communication related issues and dimensions used by previous
researchers in order to find the relative influential power of each maritime English

communication parameters.

Axial Coding: To develop core codes, in this step it is necessary to find relationships
between the above open codes. In order to understand the phenomenon behind the data,

the researcher tried to find casual relationships between categories and subcategories.

Selective coding: This is the process of selecting the central or core category and
systematically relating it to other categories either directly or indirectly (Allan, 2003).
The tables and figures in the next chapter represent how the key points are concluded
Table-8 (page 59), how axial coding was done from the open code Table-7 (page 50)
and finally the selective coding is shown in Figure-19 (page 73).

So far, the author has discussed the underlying factors to select the questionnaire and
mixed method approach for this study, as well as discussing the process of data
collection and how these data are going to be analyzed. The next chapter discusses the
outcome of the data analysis.
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4. DATA ANALYSIS

This chapter deals with data analysis, the data of which have been collected by the
combined method mentioned in the third chapter, Methodology; the literature review
and qualitative method too. This was a combined and fixable process done at the same
time and gives the researcher the room to do the questionnaire and data survey within

the three key maritime companies of Iragi maritime sector.

4.1 Survey data analysis
Throughout the literature review process, there was a tendency to focus on the idea of

communication problems among others, according to Pyne and Koester (2005), « there
are problems of communication contribute to a lack of mutual confidences, suspicions
and misunderstandings, at that point the human errors chances leading to dangers to the
ship for the people on board and the environment.” However, there are relating
differences to appear, according to Chirea-Ungureanu and Visan ( 2011) “In the
workplace all these may be the cause of culture clashes, but you can then add differences
in working practices and communication styles between departments, with colleagues,
and between senior management and other people in the workforce.”. These differences

are:
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_ Language

_ Ethnical background
_ Racial background
_ Religious beliefs

_ Gender

_Age

_ Class

_ Education

(Chirea-Ungureanu & Visan. 2011).

However, that the international maritime shipping industry has its own conventions and
codes for Maritime English and communication competency that is carried out by
international merchant fleet seafarers around the world every day. The International
Maritime Organization (IMO) has two conventions, the Standards of Training,
Certification and Watch-Keeping (STCW) Convention, and the International Convention
for the Safety of Life at Sea SOLAS which form the legal and technical frame-work for

the maritime shipping activities.

According to Cole and Trenkner (2009), “is that a practicable and internationally
accepted assessment measuring tool, namely a Yardstick that determines the Maritime
English communication performance as set out in the STCW Convention Operational
and Management Levels and in the SOLAS Convention”. As mentioned the IMO has
adopted the Standard Marine Communication Phrases (SMCP) and provided the
Maritime English model course 3.17 to act as a guide for MET institutes. This Yardstick,
as presented in Table-5, which the author thinks is the most accurate and practical tool
to measure the Maritime English communication performance according to the STCW
and SOLAS Conventions’ requirements for the operational and management levels’

seafarers .
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YARDSTICK OF MARITIME ENGLISH COMPETENCE FOR SHIPS OFFICERS

Band | Definition Descriptor
9 Expert User Has a full command of Marmtime English as to safe naigation
. . technical ship operation, emerpency management, cargo handlng
D‘:S;“;}f;g;:m and administration: meets fally all the Maritime English
= requirements as laid down in the STCW Convention. Commmmicates
Eﬁf\{a'w} fluently on radio complying with the Fadio Regulations, 1= fully
S comversant with the IMO-SMCP and uses them flexcibly when the
addreszes grves reason to apply them Expert in the use of
glossaries/dictionanes, and seldom neads aids when readmg WO
and other documents or handlmg professional comespondence.
Unhimdered when leading meetings, even controversial ones, with
other officers, crew, authorihies, services and outsiders. Able to
develop personal skills to melide the mstructions of others m the use
of the English lanFuage on board
] Very Good User A command of Mantme English approachmg that of the expert user
. . in safe navigation, technical ship operation, emergency management,
g;:;’;_“;g;?m cargo handling and some admmistrative tasks; meets fully the
= Mantime English requiremsents as laid down in the STCW
Eﬁf\{a—mr} Comvention. Copes well even with demanding and complex language
SR sitnations, whether o oral or printed wmitten form, with only rare
uncertamties and muner lapses n aceuracy, fluenew, appropriatensss
and diseourse which do not affect communmication. Communicates
flnently on radio complying with the Fadio Fegulations. Fully
conversant with the IMO-SMCP. Gives clear and sufficient orders in
all situations connected with job and rank. Able to develop personal
skills to mehude the mstruction of others 1 the use of the Enghsh
lanpuape on board up to band &.

7 Good User Uses Mantime Enghish effectively but mayv need to take special care
(Tumior Navigation i complex and diffienlt spuations; meets the Marrtine Enghish
Dﬂicm“'—" Tumior requirements a5 laid dowm in the STCW Convenfion. Commmmnicates

= Officers) well encugh on radio complving with the Radio REegulations. A few
= g o= lapses in accuracy, fluency, appropriateness and discowrse and 1m
conveving or comprebending the content of 2 meszage, but
commmmnication 15 effective, consistent and unmistakable. Comversant
with the IMO-5MCP. Can gzive clear and succmet orders to ratings.
Minimum required | Understands written and spoken instmetions in how to use, mamtam
for certification as and repair equipment Anv lack m Maritime Enghsh skills does not
Chief Officer hinder safe ship operations. Able to draft the messages, reports and
letters required for shap busimess eccasionally using dictionaries,
glossanies and'or conespondence guidelnes,
G Competent User Uses Mantime Enghsh with confidence in moderately difficult

(Tumor Navigaton
Officers! Jumor

Ensmeer Officers)

MMinimum reqguired
for certification as

sitnations; meets basically the Mantime Enghsh requiremsents as lad
down m the STCW Convention. Noticeable lapses m accuracy.
fluency, appropriateness and discourse that may lead to difficulties
complex situations. Communicaton 1= effectrve on most occasions.
Can commmmicate on radio under the supervision of semior officers
applyving selected standard phrases and cccasionally usmg manuals m
order to comply with the Radio Fegulations. Speaks, reads and writes
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YARDSTICK OF MARITIME ENGLISH COMPETENCE FOR SHIPS OFFICERS

Band

Definition

Descriptor

OOWEOW

Mantime Englizh sufficiently well for ship operafions. Is fammhar
with the IMO-SMCP. Competent use of language m giving and
executing orders. Able to respond competently m emergencies. Ablae
to comprehend nautical’engmesning publications. Able to write up
logbook without causing nusunderstandings.

L1

Effective User

(Asmistant
Navigation
Officers/Aszistant

Engmesr Officers)

Uses the lanpuage mdependently and effectively in all fimmbar and
moderately diffienlt situations. Can read and pronounce the IMO-
SMCP applicable to the working sphere. Frequent lapszes in accuracy,
flnency, appropratensss and discourse, but usually succesds m
commmnicatmg. Basically abilihies as at band 6 but permitted to act
only under constant supervision. Effective use of Mantime English in
zving and carrving out orders.

MModest User

Uses basic range of Mantmme English sufficient for fasmbar and
non-pressure sitnations. Many lapses m accuracy, fuency,
appropriatensss and discourse that resimet confinual commmumication
50 that frequent efforts and guidance are needed to ensure that the
commmnicative mbention 1s achieved. Renders the mumimum level
requred to follow specialist nstruction in Mantime English usmg
the IMO-SMCP. Able to ask and answer basic questions referrmg to
the vessel, its cargo, equipment and machmery. Can pass on
distress urgency and safety messages and ask for assistance in cases
of emergency usmg the relevant IMO-SKMCP.

Limited User

Can commmumucate usmg sentences and questions. Problems in
accuracy, fiuency, appropriateness and discourse so that
commmniczhon frequently breaks down or 15 difficult to mammtam.
Understands and executes orders from the IMO-SMCP for basic
shiphoard needs such 3= general emergency dnlls, person over board
and standard whesl'enmne orders. Can speak about basic duties on
board.

Intermitient User

Uses a very mited range of Mantime Enghs=h Adequate for basie
needs and simple simanons. Able to verbalize and understand such
ttems a5 pames and ranks, ship’s name and certam specifications of
the vessel and for 1t machinery. Can look up basic phrases from the
TO-SMCP but uses them mflexnbly. Can ask for help and assist
officers directing passengers in different sitmations, paricularly m
cases of drills or emergencies.

Non User

Uses a few words or phrasss such a= common greetings. Capacity
limited to elementary listening and reading skills. Eecopmzes notices
and signs within the working sphere but has difficulty In mterpreting
the information into action. At the lowest level, recognizes which
language 1= bemng used. Should not be admtted as Mavizanon Officer
Cadet Engineer Officer Cadet without prior pre-sea Mariime Englhish

Table-5 (Cole & Trenkner.2009)
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According to the literature review process at the start of this chapter; the researcher
handed to the three state maritime company employees a survey questionnaire that
contains 15 questions in three main categories (general information, education
qualifications and communication qualifications-Appendix B). The total number of the
employees who participated in this survey was 100 from the Iraqi state maritime
companies. The results were analysed according to the literature review findings;
namely the differences indicated by (Chirea-Ungureanu & Visan. 2011).

The survey (1-5) questions were about the age, working company, MET organizations,
sea time period and working position. The answers were for age (figure-10). The
working company employees number was; 34 from GCPI, 33 from ISCMT and 33 from
IOTC. The MET organizations that qualified the seafarers are shown in figure-11(page
44). All 100 employees have had sea time but with different time periods (5-25) years.
Finally, 60% of them were working on board and 40% were working on land.

Iragi seafarers age

B Over 51 years
W 41-50 years
m 25-30 years

Figure-10
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Iragi seafarers MET sources

m AGAMS
m PMS
= RMF

Figure-11

In figure-10, the age of Iragi seafarers was 50% are over 51 years old, 30% are 41-50
years old and 20% are 25-30 years old. In fact that indicates the need of the Iraqi
maritime sector to have young seafarers because 50% of the current seafarers are going
to be retired soon. In figure-11, the education or MET sources for the present Iraqi
seafarers were; 70% have graduated from Arab Gulf Academy for Maritime Studies or
AGAMS, 20% have graduated from ex. Ports Maritime School or PMS (for support
level to work at Iragi ports only) and 10% have graduated from Rijeka Maritime Faculty
or RMF in Croatia in the late 1970s. However, there are other lIragi seafarers who
graduated from other countries like the U.K, France, Germany and ex.USSR but they are

working now for private maritime companies in Iraq and the Arab Gulf countries.
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The second part of the survey questions (6-10) concerns maritime certificates’ types and
number, studying language or languages at MET institutes, years number of studying
English language before and within the MET institutes and finally, if any one of the
employees has studied Maritime English. The answers were: for the maritime
certificates, all the 100 seafarers have certificates starting from the able seaman (A.B
with 4 certificates-support level) to the Master (Captain with 12 certificates-management
level). For the language of studying in MET (figure-12), all the seafarers have studied
general English language before joining MET institutes. However, in MET institutes
they were studying what is close to English language for maritime purposes, but not the
contemporary Maritime English and these are representing 20% of the seafarers who

participated in this survey.

Iragi seafarers studying languages

M Arabic language
B Arabic & English languages
Croatian & English languages

Figure-12
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In figure-12, the language (s) studied by Iraqgi seafarers at the MET institutes were
regarded to be the formal language of the state that they were studying in, such as RMF
in Croatia; 10% of Iraqi seafarers were studying there in the Croatian language with one
year studying English language for maritime purposes. In the AGAMS of Iraq, 40% of
Iragi seafarers were studying in Arabic language with one year studying for English
language for maritime purposes. Finally, 50% of Iraqi seafarers (support level) were
studying in Arabic only because it is the formal language of Iraqi ports and the official

language of Iraq.

The last part of survey questions (11-15) was about the seafarers who have certificates in
maritime communication, or receive SMCP training, the English language writing skills,
do they know or use the computer based training or CBT and have they received
Maritime English communication training by simulators. The answers were for:
maritime communication certificates and SMCP using (figure-13), however, 0% has
received formal training in the IMO SMCP. However, 20% of the seafarers have English
language writing skills in which half of them, or 10%, are using these skills for maritime
communication on board. While the answers were NO or 0% is the percentage of
seafarers who received CBT and Simulator training in the Maritime English

communication training field.

The author believes these numbers are representing the actual reasons for the

contemporary communication problems that mentioned in the Iragi maritime sector.
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Iraqi seafarers GMDSS & SMCP training

mN/L
B GMDSS
m SCMP

Figure-13

In figure-13, the class or specific group of Iraqi seafarers (OOW) who received training
in one or more maritime communication training fields which qualified them to holed a
GMDSS certificate 20% are represented. However, the other group of Iragi officers who
are using the SMCP in their maritime communication on board represent 10%.
However, the last group which has none of the above capability and skills of GMDSS
and SMCP 70% are represented. The researcher notes that the only current maritime
communication training that is currently available in Iraq is the GMDSS training without
using Maritime English or SMCP which is a big lack in MECT for Iraqi seafarers.
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With the end of this part which has covered four items out of eight differences
mentioned by (Chirea-Ungureanu & Visan. 2011), which are; age, education, language
and class, while the other four differences, will be covered through the qualitative data

analysis below.

Finally, there are the cultural dimensions which can be summarized by two concepts;
Hofstede’s cultural dimensions, which concerns this study (the three dimensions) as
mentioned; Power distance, Individualism and Uncertainty avoidance. In addition,
Metze and Nystrup (1984) defined four dimensions of verbal communication in the

professional context. These are;

1. Cognitive (knowledge and sense, exchange of exact information) — affective
(feelings and intuition).

2. Expanding (long conversation or dialogue, questions which lead to comprehensive
answers) — limiting (closing the conversation as quickly as possible, short
answers, yes/no).

3. Confronting (focus on problems and conflicts) — concealing (hiding problems and
conflicts).

4. Listening (paying attention to what is said and showing that by gestures or

answers) — not listening (not paying attention, indifferent, no eye contact).

So far this chapter analyzed and discussed the literature review and survey data
and in the next section inquires about qualitative data.
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4.2 Qualitative data analysis
As mentioned in chapter three, the Methodology, the qualitative data collected
through the questionnaire were analyzed using the Grounded Theory (GT)

approach and are presented in this section.

Extremely poor | Poor | Moderate | Good | Excellent
1 2 3 4 5

Table-6: Likert scale given in questionnaire

Table-6 shows the Likert scale given in the questionnaire where five levels are given
from (extremely poor) 1 to 5 (excellent). The Likert scale is implemented to measure the
answers to the questions. According to Krosnick and Fabrigar (1997), “it is believed that
the Likert scale is a more precise way of measuring the respondents answer as it is a
visual scale that has numbers and labels to define what each means. This has been
proven to be more precise as the labels explain the number.” Therefore the researcher
thinks that the respondents should be able to more precisely label their feelings towards

the question.

Further, the researcher believes that the qualitative data that has been collected through
the questionnaire is worth introducing in this chapter since it has interesting information
that appears through the respondents’ answers. Table-7 (page 50) shows the summary of
the key points coding. The axial coding is summarized in Table-8 (page 59). Finally the
summary of the selective coding is presented in Table-9 (page 66) and Figure-19 (page
73).
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Table-7: Key points and codes from the data in questionnaire

Part-A
(Company X)

ID Key points Code

X1 | Improvement of social status makes Social status
employees stressful

X2 | Lack of updated legal infrastructure in the Legal framework
country for Maritime English communication
standards

X3 | Interdepartmental communication is poor Lack of communication

X4 | Money is the key motivational factor of the Money oriented
people

X5 | Communication department should be Lack of empowerment
independent and empowered

X6 | High turnover of support level employees Crews' issues
due to job insecurity & poor working
conditions

X7 | Poor educational status of support level Crews' issues
employees

X8 | Not taking prudent decisions instead passing Decision making
the ball

X9 | Not providing sufficient funds, facilities and Allocation of resources
authority to relevant officers

X10 | Higher number of support level employees Crews' issues
with lower educational background

X11 | Lack of qualified instructors MET issues

X12 | No unify maritime education and training MET issues
administration

X13 | Not enough instructions which are giving to MET issues
the employees

X14 | Level of education Education system

X15 | MEC accidents should be reported with Communication mechanism
victims’ and vessels’ names
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(Company X)

ID Key points Code

X16 | Taking shortcuts Wrong practice

X17 | Not punctual, therefore always everyone has Wrong practice
to rush

X18 | Have to be an example Setting bad example

X19 | General education and intelligence Education system

X20 | Lack of support from the employees due to MET issues
poor knowledge of maritime communication

X21 | Society is not aware about MECT Education system

X22 | Education system does not match with the Education system
developments of technology

X23 | Lapses in formal education in communication Education system

X24 | Social pressure for high living standards Social status

X25 | The way of thinking and analytical skills Education system

X26 | No proper pre planning for communication Setting bad example

X27 | Poor social background Social status

X28 | Poor MEC accident reporting by in-charge Communication mechanism
officers

X29 | Not enough social pressure for higher Social pressure
Maritime English communication standards

X30 | No punishments to victims Decision making
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(Company X)

ID Key points Code

X31 | Slow response system Bureaucracy management

X32 | No CBT and Simulators training MET issues

X33 | Limited number of ME teachers MET issues

X34 | Lack of external pressure from responsible Legal framework
organizations

X35 | Commitment to bureaucracy methods Bureaucracy management

X36 | Not sufficiently educated employees to make Lack of resources
attractive presentations

X37 | Lapses in modern maritime communication Allocation of resources
equipment on board

X38 | Poor communication infamong lraqi Lack of communication
maritime companies

X39 | Bad examples of top management deteriorate Setting bad example
employees commitment to communication

X40 | No proper pre training on land MET issues

X41 | Not considering qualified instructors in the MET issues
communication training activities

X42 | Lack of CBT for maritime English MET issues
communication training

X43 | Need competent persons for maritime Allocation of resources
communication inductions

X44 | Report MEC accidents with victims and Communication mechanism
vessel’s names

X45 | Employees reluctant to be accountable/take Social issue

responsibility
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(Company X)

ID Key points Code

X46 | Poor communication background of support MET issues
level heads (Deck and Engine Bosses)

X47 | Communication department should be Lack of empowerment
empowered and free from interferences

X48 | No consideration about MET quality MET issues

X49 | One should concentrate on his own MET issues
communication skills

X50 | Other ministries interference in disciplinary Misuse of power
matters

X51 | People do not care about them maritime MET issues
communication performance

X52 | Poor maintenance of common VHF sets Lack of resources
affect emergency communication

X53 | Level of technical education and training Education system

X54 | Maritime English should be a subject in Education system
school syllabuses

X55 | No toolbox meetings before starting work Lack of communication

X56 | Trainees are trained under employees who Education system
are not communicating in correct ways

X57 | Maritime communications must be improved Lack of communication

X58 | Performance errors of employees regarding MET issues

Maritime English communication on board
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Part-B

(Company Y)
ID Key points Code
Y1 No continuous updating Lack of communication

Y2 Lack of consideration for work place Cultural background
tidiness/discipline
Y3 | Not self-disciplined, need more pressure to Wrong practice
enforce communication rules and eliminate
wrong practice
Y4 | Methodical ME communication mechanism | Communication mechanism
Y5 | Need frequent meetings for instructions with | Close
employees communication/monitoring
Y6 | Outside resource persons should conduct Lack of resources
lectures on Maritime English communication
Y7 | No proper response and too much paper work | Bureaucracy Management
Y8 | Not having sufficient organizational legal Management commitment
framework
Y9 | At least once every 3 months the top Close
management of the organization should talk | communication/monitoring
to employees regarding maritime
communication issues
Y10 | Over confidence of themselves Cultural background
Y11 | Circulars are ineffective, lectures are better Communication mechanism
Y12 | Lack of CBT and Simulator training MET issues
Y13 | Never update employees about international Lack of communication
Maritime English communication rules and
regulations
Y14 | Maritime English communication included in Education system
formal education
Y15 | No job related MECT and awareness/tool box | Communication mechanism

meetings
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(Company Y)

ID Key points Code

Y16 | Maritime authority cannot maintain the Misuse of power
maritime communication codes

Y17 | Lack of qualified persons in ME MET issues

Y18 | Frequent audits by recognized organizations Legal framework

Y19 | Different attitudes due to different Education system
education/training levels

Y20 | Lack of monitoring Close

communication/monitoring

Y21 | Lack of implementation of SMCP Education system

Y22 | Frequent MECT updating from top Communication mechanism
management is required

Y23 | Lack of patience of employees Cultural background

Y24 | Maritime communication training policies Management commitment
and procedures have to be implemented

Y25 | Proper and in-depth maritime communication Management commitment
accident investigation

Y26 | Not obeying communication organizational MET issues
rules

Y27 | No proper maintenance of maritime MET issues
communication signs and instructions

Y28 | No communication management approach Management commitment

Y29 | Lack of modern tools for maritime Lack of resources
communication

Y30 | Influence of high family commitments Social issue
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(Company Y)

ID Key points Code

Y31 | Influence of behavior at school Social issue

Y32 | Inconsistency of disciplinary actions Decision making

Y33 | Behavioral influence of family Social issue

Y34 | Managements are not encouraging members Misuse of power
to achieve a higher level of Maritime English
performance

Y35 | Lethargic approach of empowered employees Improper empowerment

Y36 | Not ready to accept instructions Cultural background

Y37 | Need more government pressure to improve Legal framework
Maritime English communication in lraq

Y38 | Willingness to stay with relaxed clothing due Cultural background
to high temperature and humidity on board

Y39 | Although it says empowered, in reality Lack of empowerment
employees do not have the power to execute

Y40 | People are not patient Cultural background

Y41 | Itis easier to communicate with native Social issue
language speakers on board

Y42 | Lack of punishments for mistakes in MECT MET issues
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Part-C

(Company 2)

ID Key points Code

Z1 Inherent risks in the maritime industry Industry issues

Z2 Should set an example Setting bad example

Z3 No one appointed to work full time on Management commitment
Maritime English communication related
issues

Z4 Lack of practical knowledge Education system

Z5 Empowerment and appreciation of employees Improper empowerment
who are not maritime English concerned

Z6 No continuous effort, Continuous updating Communication mechanism

Z7 Not patient Cultural background

Z8 Ineffectiveness of maritime communication Decision making
committees

Z9 Being a hot weather country, people prefer Geographical influence
comfortable atmosphere instead standing for
long time on hot places (on board)

Z10 | Money is the key factor in MET decision MET issues
making

Z11 | Commitment limited to words Setting bad example

Z12 | Lack of CBT and Simulator training MET issues

Z13 | Resistance to employ non-seafarers MET issues
instructors for Maritime English teaching

Z14 | Priority given to profit making, not to Allocation of resources
Maritime English communication

Z15 | Empowering the wrong people owing to Improper empowerment

Transportation Ministry pressure
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(Company 2)

ID Key points Code

Z16 | Lack of awareness through printed and Lack of resources
electronic media for MECT

Z17 | Lack of care about other people Social issue

Z18 | Incorrect communicating habits of Cultural background
employees, they are reluctant to change

Z19 | Enforce maritime communication rules within Decision making
the organizational premises

Z20 | Resistance to change Cultural background

Z21 | No methodical MECT assessment criteria Education system

Z22 | Lack of encouragement for MECT through Social issue
mass media

Z23 | Over self-confidence Cultural background

Z24 | Maritime English communicating attitudes Social issue
have not been promoted

Z25 | Lack of good communicating skills in MET issues

English with other foreign vessels

58




Table-8: Categories of concepts coding from questionnaire

Problems related to Socio-Technical issues

Category Explanation ID
Cultural Employees are over self-confident and not patient | Y2, Y10, Y23,
background | enough to listen to others' instructions because they | Y36, Y38, Y40,

are reluctant to change their behavior. In fact they | Z7, Z18, 220
are showing resistance to correct the incorrect | and Z23.
communication  habits.  They  prefer  free
communication. Being a nation which has been
attached to agriculture for many thousands of years,
maritime communication related to the technical
environment is not much appreciated. Workshop
discipline is not up to high standards.
Education | Due to lapses in the MECT has not been properly | X14, X19, X21,
system integrated into both school and technical education. | X22, X23, X25,
MET level and attitudes are different due to different | X53, X54,X56,
MET institutes especially when it’s related with | Y14, Y19 and
MECT. In addition to the trainees are trained under | Z4.
employees who are suffering from lake of practical
knowledge in MEC Therefore, general concern of
the  society  towards Maritime English
communication in everyday life is poor.
Social Historically, ME had not been able to draw much | X1, X4, X24,
status attention of the society and family influence on | X27, X29,X45,
communication is also minimal. Therefore, media | Y30, Y31, Y33,
attention to MEC is also low. Due to these factors | Z17, Z22 and
people are not very worried about MEC in their own | Z24.

environment (in school, home). However, due to
high family commitments and social pressure for
high living standards, people are highly money
oriented. Due to the reason that incomes of
employees in the maritime industry are quite high,
employees are reluctant to be responsible for factors
like maritime accidents caused by communication
due to the fear of losing their jobs in case of
negligence. Finally, most Iragi people feel shame
when they make mistakes in foreign languages, so




most seafarers avoid communicating in English.

Problems related to Socio-Technical issues

Category Explanation ID
Crews' Due to the fluctuation in the maritime industry, there | X6, X7 and
issues are many seafarers (support level) who are working in | X10.

these companies. Most of these employees are from
rural areas of the country with low educational
background and attached to an agriculture based
background. In addition to the poor working
conditions for these employees.
Wrong Due to lack of self-discipline, employees are not | X16, X17
practice punctual. Therefore they have to rush through their | andY3.

duties and tend to take short cuts. Thus the need is for
more pressure to enforce maritime communication
rules and eliminate wrong practice.
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Problems related to Management commitment issues

Category Explanation ID
Allocation of Due to higher commitment to profit maximization, | X9, X37, X43
resources resources are not sufficiently allocated for Maritime | and Z14.

English communication activities. So the MECT is not a

priority for company management.
Close Top management should have close contact with support | Y5, Y9 and Y20.
communication/ | level seafarers/employees with frequent discussions on
monitoring Maritime English communication and close monitoring

regarding issues with frequent instructions to all levels of

employees about MECT.
Decision Top management has to take prudent and unbiased | X8, X30, Y32,
making decisions with respect to MECT related issues with | Z8 and Z19.

enforcing maritime communication rules  within

organizational premises.
Bureaucracy The Iraqi maritime companies’ managements are not | X31, X35, Y7,
management comprehensive and effective enough in managing MECT | Y8, Y24, Y25,
limitations activities by responding slowly and through bureaucratic | Y28 and Z3.

practices, too much paper work without having sufficient

organizational legal framework and no maritime

communication management approach to achieve higher

MECT standards through the proper implementation of

policies and procedures.
Setting bad Top management should set a good example to others to | X18, X26, X309,
example encourage their commitment to Maritime English | Z2and Z11.

communication activities without getting restricted to
talking and decision making.
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Problems related to Maritime Education and Training issues

Category Explanation ID
Maritime There is no unifying MET administration among the Iraqi | X12, X42, X48,
education and state maritime company, no consideration for MET | Z10 and Z25.
training quality in general and for MECT in specific. MET
administration | decision making is highly dependent on financial benefits

for the company in the first place. Managements do not
care about the MECT infrastructure and performance in
addition to the performance errors of the Iraqi employees
regarding maritime English communication on board and
finally no proper maintenance for  maritime
communication training equipment and instructions.
Qualified Iragi maritime sector is suffering from the lack of | X11, X13, X20,
maritime qualified instructors (may be this is of the main reasons | X33, X41, X46,
instructors not to join the whit list till now!) in addition to the | X49, X51, X58,
limited number of ME teachers. Iraqi Maritime | Y17, Y26, Y27
companies’ managements are not considering qualified | and Z13.
instructors in MECT field in addition to the resistance to
employ non-seafarers instructors for MECT.
Computer Due to the lack of attention and funding by the | X32, X40, Y12,
based training | managements to the MECT, there is a big need for | Y42 and Z12.

and simulator
training

modern CBT programs and integrated simulators to uplift
the MEC performance for Iraqi seafarers since, there is
no proper pre training on land for seafarers in addition,
the fact that only one company has its own training center
but without such MECT facility, and most of the officers
concentrate on them own MEC skills without them
companies support.
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Problems related to Communication issues

Category

Explanation

ID

Communication
mechanism

Due to the unavailability of streamlined and established
communication mechanism, maritime communication
accident information is not reported precisely. Employees
prefer to have frequent Maritime English communication
training updates especially via verbal communication
rather than circulars.

X15, X28, X44,
Y4,Y11, Y15,
Y22 and Z6.

Lack of
communication

Lack of communication, both intra-companies and inter-
companies for all Iragi maritime companies, make
barriers to the flow of important Maritime English
communication related information and also poor job
planning which could also lead to accidents. In addition,
there is no employee updating about international
Maritime English communication rules and regulations,
and one of these maritime companies is committed to
using the formal language (Arabic) for its maritime
communication.

X3, X38, X55,
X57,Y1land
Y13.

Lack of
resources

The prevailing communication mechanism of MECT is
not attractive enough due to lack of resources, both
technical and human. In addition, there is a lack of
modern MECT requirements in hardware and software.
Moreover, there is a lack of awareness of printed and
electronic media for MECT.

X36, X52, Y6,
Y29 and Z16.
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Problems related to Employee empowerment issues

Category Explanation ID
Lack of The maritime communication departments in the lraqi | X5, X47and
empowerment | maritime companies (the ones which have such | Y309.

departments) have to be empowered to make decisions
without interference from others and the empowerment
has to be clear and precise. In fact, only one maritime
company has a communications department in lIrag.
Misuse of Maritime companies’ movements are not encouraging | X50, Y16, and
power their members to achieve Maritime English | Y34.
communication to higher levels and also they use their
power to protect employees against punishment for
maritime communication violations. In addition to this,
the maritime authority cannot maintain the maritime
communication codes.
Improper Due to improper empowerment and improper | Y35, Z5 and
empowerment | appreciation of employees, the effectiveness of | Z15.

empowered people is low in

communication.

Maritime English
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Problems related to External factors issues

Category Explanation ID
Legal The legal framework related to maritime communication | X2, X34, Y18
framework standards of Iraq has not been updated and is not strong | and Y37.

enough to address the current Maritime English
communication issues. At the same time the
communication authority in lIraq is the communication
ministry, in addition, the media and communication
commission is the supervising authority on the all
broadcasting activities in Iraq according to the Iraqi laws.

Industry related | Inherent risks in the maritime industry (e.g.: Confined | Z1
issues spaces, chemicals/paints, man over board...etc.)
Geographical Irag is a hot weather country and its main ports are | Z9

influence

located closely to the equator where the temperature is
relatively high throughout the year. Therefore, many Iraqgi
seafarers prefer to stay in comfortable atmosphere instead
of standing in bridge for making communication.
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Table-9: Code frequency and percentage;

Challenges to developing Maritime English communication in the lragi maritime

industry

Description Number | Percentage

Problems related to Socio-Technical issues. 40 32%
Problems related to Management Commitment. 27 22%
Problems related to Maritime Education and Training 23 18%
(MET).
Problems related to Communications. 21 17%
Problems related to Employee-empowerment. 8 6%
Problems related to External factors 6 5%
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Factors contribution to creat MECT in Iraqi
maritime industry

M Socio-Techincal

B Management Commitment
H MET

B Communication

B Employee Empowerment

W E. Factors

s
%

Figure-14

Relative contribution of each factor to create Maritime English communication Training

in the Iragi maritime industry (based on code frequency)
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As discussed previously, Table-7 (page 50) of this data analysis consists of names and
labels created by the researcher depending on his own interpretations of the collected
data. Following Glaser’s key point coding technique, the table was developed
considering the key words and ideas, rather than considering each individual word. The
keyword identifiers are given in the first column of the table 7 (under ID) in which X, Y
and Z are indicated as the three different governmental maritime companies, which were
selected for this study. For an example X8 denotes the 8th key point of company X

which is explained in the next column. The last column of Table 7 is the code.

After the above open coding, the data are further analyzed and regrouped in such a way
that common areas of concern are grouped together in order to develop the core codes.
Table-8 (page 59) represents the above process. Then selective coding was done using
the core codes, which presented most frequently in the data collection, to identify the

direct or indirect relationship between those codes as shown in Figure-19 (page 73).

As presented in Table-9 (page 66) six areas were identified as the focus of concentration
to improve the Maritime English communication training in the Iraqi maritime industry
and their relative influence were also recognized. Among the above six factors the
highest code frequency of 40 (32%) was reported in problems related to Socio-Technical

issues.
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Problems related to Socio-Technical issues

The research has identified and discussed 5 factors within the Socio-technical domain
which negatively influence the MECT in this industry. According to the analysis, the
education system, social status and cultural background are the three key factors which

contribute heavily to this situation (Figure-15).

Socio-Techincal Issues

M Social status

B Education system

m Cultural background
W Wrong practic

m Crews' issues

Figure-15

Relative contribution of each factor within socio-technical issues
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Problems related to Management Commitment issues

Problems related to Management Commitment issues were recorded at the second
highest code frequency of 27 (22%). The relative influential power of each factor within
the management commitment domain is presented in (Figure-16). It is interesting to note
that lapses in bureaucracy management limitations are responsible for 37% of lapses in
management commitment. The allocation of resources by top management is not crucial

compared to other factors.

Management Commitment Issues

B Bureaucracy M. Limitations
M Setting Bad example

m Decision Making

M Allocation of Resources

H Close Com./Monitoring

Figure-16
Relative contribution of each factor within management commitment issues
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Problems related to Maritime Education and Training issues

Problems related to maritime education and training (MET) have the 3rd highest code
frequency in the list. The lack of qualified instructors regarding the Maritime English
communication for the training of employees is the key factor behind this issue, which
represents 56% of the total (Figure-17). As was highlighted in Table-8 (page 59) Iraqi
maritime companies’ managers do not recognize that Maritime English communication
training is their own responsibility and that they themselves have to commit to improve

the companies’ seafarers performance in this field.

MET Issues

M Lack of Q. Instructor
B CBT and Simulators

= MET Administration
|

Figure-17
Relative contribution factors under maritime education and training issues
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Problems related to Communications issues

Communication related issues recorded the fourth highest code frequency of 21, which
is responsible for 17% of total barriers. Out of three categories of issues, lapses in
communication mechanism are more prominent than the other two due to its relative
contribution of 42% (Figure-18). Figure-14 (page 67) suggests that the influence of
employee empowerment and external factors are not as significant as the other four

factors. Therefore those two are not separately discussed under this chapter.

Communication Issues

B Communication Mechanism
B Lack of Communication
i Lack of Resources

Figure-18
Relative contribution factors under communication issues
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[ Social Status Crew’s Issues J

[ Education System [ Wrong Practice ] [ Cultural Background J

[ Resources Allocation

Decision Making }

TR

Bureaucracy Management Limitations ] [ Close Communication/Monitoring J

[ Setting Bad Example J

Lack of Lack of CBT & Maritime
Resources Communication Simulators Instructors
L /
Communication Mechanism \ MET Administration '

V.

4 .
Geographical Legal Misuse of Lackof
Influence Framework
N ) Power Empowerment
Industry related Issues [ Improper Empowerment J

Figure-19
Problems related to MECT in the Iraqi maritime industry
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This chapter has discussed the data collected through the questionnaire in more generic
terms under the literature review survey questionnaire and qualitative topics. Figure-19
shows the problems related to Maritime English communication training in the Iraqi
maritime industry. Apart from the findings have been highlighted within the data while

the other findings are discussed in the next chapter.
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5. DISCUSSION

The aim of this chapter is to discuss the findings highlighted under the previous topic of
Data Analysis in a broader perspective, beginning with the literature review and survey
data part and then with the qualitative part.

5.1 Literature review and Survey data Consideration
Based on the survey data that was collected through the first survey questionnaire
(Appendix C), the survey questions were given in three categories: general information,

educational qualifications and communication (with ME) qualifications.

In figure-13, it is significant to know that 50% of Iraqi seafarers are aged over 51 years.
This can indicate that their capability for learning new skills such as Maritime English
communication training will fall under the Adult Learning category. In this case, and
according to (Knowles.1996), the Iragi maritime companies’ managements need to
adopt the main considerations of teaching adults to these older seafarers. In the respect
of Maritime English Communication they must let them know why they should learn
SMCP, and to be self-directing and to remember that adults become ready to learn when
they experience in their life situations a need to know or to be able to do things in order
to perform more effectively and satisfyingly. Practically this suggests that adults
entering into a learning experience should engage in task-centered (or problem-centered
or life-centered) orientation to learning.
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In figure-12 (page 45), the language (s) of study for Iraqgi seafarers at MET institutes are
regarded as being the formal language of the state that they were studying in. Since that
is about 90% of the current Iragi seafarers graduating from lIraqi MET organizations
where the formal language is Arabic they are all non-native English language speakers.
For native English speakers, the language for a specified purpose like ME is a natural
part of their maritime study or work. However, to those who study / work in maritime
fields in another language, it is an additional study to be undertaken (in the Iraqi
seafarers’ case with MECT), and an extra effort to comprehend and express their

learning in a foreign language.

According to Ulkuatam & Sernikli (2010) even the Iraqgi seafarers follow their main
courses of maritime study (MECT) in English, and so there is still a barrier of a "foreign
language” with its lexis, grammar and style, sometimes bent and twisted or simply
changed through the needs of maritime use. This will require the lecturer to give extra
time and effort in order to make the cadet understand or, better, comprehend the
mechanics of the English language in order to learn the topic being delivered. Thus, this

need has to be met by the Iragi MET administration or Iragi maritime authority.

In the same context, figure-13 (page 47), which represents the Iragi seafarers who have
SMCP and GMDSS training, indicates that no one has received formal ME training and
no one has received formal SMCP training either. In fact zero is the percentage of
seafarers who have CBT and simulator training in Maritime English communication.
According to one of the X company answers, “X49: one should concentrate on his own
communication skills or his own MECT” but this is a big malfunction in the MET

performance of that maritime company.
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In fact, the term malfunction in communication in the maritime industry means
communication breakdown. According to Fni (2004), in the maritime industry there are
different kinds or ways of communication breakdown such as members of the same crew
or working team on board cannot understand each another because of the background
differences or different accents in spite of coming from the same country but from
different parts of it. The other kind of communication breakdown could happen when
there is a pilot on the bridge of the ship and he is from a different cultural background.
Finally, the last kind of communication breakdown is when two persons are using the
radio maritime communication where one is at a ship-to- shore communication station
and another on a ship. This is what all maritime managements in Irag should aim to
avoid by ensuring that Maritime English communication training is given to all its

seafarers.

In his Bridge Team Management (BTM) under Simulator training, Fni (2004) suggests
using simulated exercise advantages: “Communication skills can be enhanced through
VHF exercises with VTS pilot stations and ships’ agents, as well as discussions within
the group.” Such training methods can be a model to be followed by the Iragi maritime

companies’ managers in Maritime English Communication Training.

5.2 Qualitative data Considerations

The outcome of the qualitative data analysis is discussed in this section. In addition,
this part of the analysis also provides some insight into the results of the literature
review and survey analysis part and the comments of the respondents confirm the

previous results.
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It is important to note that the greatest challenge in developing maritime communication
in the Iragi maritime industry concerns the Socio-Technical issue. The social status of
people and their cultural backgrounds are the two key socio-technical barriers, amongst
others, and these two barriers are negatively influenced by both the education system
and crew-related issues, Figures 15 and 19 (pages 69 and 73). The education system and
its negative impacts in developing Maritime English communication training have

already been discussed in the previous part of this chapter.

Problems related to Management Commitment, the factor with the second highest code
frequency, also highlighted one key obstacle to Maritime English communication
training (MECT), namely bureaucracy management limitations. None of these three
companies; General Company for Ports of Irag or (GCPI), Iraqi State Company for
Maritime Transport or (ISCMT) and The Iraqgi Oil Tanker Company or (I0OTC) have a
certified Total Quality Management (TQM), neither does the training center at General
Company for Ports of Irag (e.g. ISO 9001, ISO 14001).This issue was noted when
analyzing the survey data since it was highlighted that the top management commitment
has not penetrated through to the next level of administration and reached the support

level for seafarers.

Problems related to Maritime Education and Training (MET) have the 3rd highest code
frequency in the list. The lack of qualified instructors regarding Maritime English
communication for the training of employees is the key factor behind this issue, which
represents 56% of the total, Figure-17 (page 71). The fact is that the main MET
organization in Iraq is the Arab Gulf Academy for Maritime Studies which belongs to
the lragi Navy since its foundation in 1975. However, this Academy has also not
certified the Total Quality Management (TQM) such as ISO 9001and 1SO 14001.
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The impact of employee empowerment related issues on Maritime English
Communication Training development is not as prominent as the factors discussed so
far. However, the lack of a strong health and safety legal framework is highlighted under
the external factors, which is important to encourage both the employers and employees

aims towards higher Maritime English communication performances.

The legal framework for maritime communication in lIraq is not determined from one
side, in fact, the Iragi Ministry of Transportation is the owner of the state maritime
companies and the maritime authority in Irag, and in addition, it represents Iraq at the
International Maritime Organization (IMO). On the communication level, the Iraqi
Ministry of Communication is the communication authority in Iraq and it represents Iraq
at the International Mobile Stellates Organization (IMSO - formerly INMARSAT), and
at the International Telecommunications Union (ITU) while the Iragi Media and
Communication Commission (IMCC) is the broadcasting authority in Irag that
represents Iraq at ITU-R meetings. So, basically the legal framework for Maritime
English Communication (at both the operational and training levels) should be joint
work among these three specialized Iraqi organizations.

Another issue is the Iraqi Maritime Authority’s attitude from the IMO’s STCW
Convention and the “White List”. However, the Iragi government adopted Law No. 44
in 1999 which acknowledges the accession of Irag to the IMO-STCW Convention and
its amendments. In this respect, IMO has issued STCW/circ.134 in 2002 Figure-20 (page
80), but Irag has until today not yet joined the “white list”. The fact that Iragi political
situations have dominated the Iraqi government’s policy making since 2003, the Iraqi

government priority is for security and defines requirements.
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INTERHATIONAL MARITIME ORGANIZATION
4 ALBERT EMEANEMENT
LONDON SE1 T2R

Telephone: 020 7735 7611

Fac 020 7587 3210
Telex 23353 IMOLDN G

Bef ALN203

E

STCW/Circ.134
2 April 2002

INTEENATIONAL CONVENTION ON STANDARDS OF TRAINING,
CEETIFICATION AND WATCHKEEPING FOR SEAFARFRS, 1978

Accession by Cambodia, Syrian Arab Republic and Irag

The Secretary-General of the International Mantime Crgamzation has the honour to refer to
the Intermational Convention on Standards of Traming, Certification and Watchkeeping for
Seafarers, 1978, and to state that, in accordance with article XTI, accession by the following
Contracting States was effected by deposit of nstruments on the dates indicated:

Kingdom of Cambodia
Synian Arab Republic
Pepublic of Irag

Diate of depaosit Date of enny

of instrument into force
8 Jume 2001 8 September 2001
20 July 2001 20 October 2001

10 December 2001 10 March 2002

There are at present one hundred and thirty-nine Contracting States to the Convention.

Figure-20 (IM0.2002)
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6. CONCLUSION

The aim of this chapter is to conclude the findings conferred under the topics of Data
Analysis and Discussion, with special reference to the three-fold objectives of this study

put forward at the beginning.

One of the objectives of the study was “To examine the underlying factors which
contribute to improving the Maritime English communication training in the Iraqi
maritime sector”. It is quite clear that most of the Maritime English communication
performance indicators in the Iraqi maritime industry have been improved significantly
in the last 10 years (after 2003). However, it is understood that maritime companies’
support and employee commitment has not developed compared to other areas such as
the top management’s commitment towards the usage of the SMCP. It was found that
the improvement of employee knowledge, changes in top-management, International
maritime requirements and increasing external pressures on organizations for Maritime
English communication training are the key underlying factors for the above mentioned
developments. Here also the non-government organizations’ role is not as significant as

others.

The second objective of the study was “To determine how the maritime education
and training technology can contribute as an add-on, collaboration and distance learning
tool to the educational activities of the Maritime English communication training in the

Iraqi maritime sector”. Throughout the literature review and the empirical work, it is
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apparent that the implementation of Maritime English communication training within
Iragi MET is still very limited. However, the MET community has shown its willingness
to embrace the concept of using modern technology for MET (e.g. CBT, Simulators and
E-Learning) in the Maritime English communication training for Iragi seafarers. At the
same time, the Iraqi MET institutions are now facing a shortage in experienced maritime
instructors. This highlights the needs for information and expertise exchange within the
Iragi MET community. When these issues are aligned with the Maritime English
communication training application components, then theoretically, these tools (CBT
and Simulators) can help MET institutions to tackle these problems in numerous ways

and at the same time there is the possibility to take advantage of the Maritime English

communication training to create:

1. An enhancing learning environment; by using CBT, Simulators and E-Learning in
Iragi MET as an add-in tool in a traditional classroom. This is where the recreation
capability of new MET technology lies; powered by a simulation component. With this,
educators can create an enhanced learning environment by designing simulation
scenarios, 3D animations, illustrations, or open-ended training scenarios, which can help

to foster the learning process on both levels; Maritime English and Communication.

2. Collaboration tools to support the distribution knowledge community, by using CBT,
Simulators and E-Learning in Iragi MET as collaboration tools. In this respect, most
characteristics of the technological tools have not been used before in the current Iraqi

MET and their extensive availability and accessibility make it a widespread tool for

82



collaboration work today. Meetings, conferences, group discussion, talk shows, and
seminars can be conducted under Iragi MET institutions, which could facilitate situated
learning, information and expertise exchange in the Maritime English communication

training in Iraq.

3. New modes of training in the Iragi maritime sector, by using CBT, Simulators and E-
Learning in Iragi MET as a distance learning tool. This is where the rich interactions, the
native social-technical networks, the sense of presence, and the persistent characteristics
of the maritime training world, in combination with extensive modes of Maritime
English communication (verbal & nonverbal), show their usefulness. There are several
benefits that this tool can bring to Maritime English communication training. It adds a
certain level of interaction into the learning experience, which is normally quite absent
in traditional English language learning settings. Educators and the learners are able to
access and reuse all the MET software assets such as simulation scenarios, 3D animation
and open-ended English communication scenarios on board that are created and used in

face-to-face activities. However, the high cost of such systems is a main disadvantage.

In the same context the reference for taking these three advantages of using CBT,
Simulators and E-Learning in MECT can be shown in the paper of Det Norske Veritas
(DNV.2007) — Standard for Certification No.2.14 “Marine simulator: A creation of
certain condition by means of a model, to simulate situations within maritime operation”
in addition to Linden Research, Inc. (2003) “Rich feature 3D tools were built into the
client software to create in-world objects. In addition, full scripting language is made
available to support intelligent behavior and animation, multimedia, video, and audio.”
An example of such a tool is the Foreign language learning in Second Life from
Cambridge University Press, UK by Hundsberger (2009).
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Finally, The CBT, Simulators and E-Learning can be used for Maritime English
communication training either as standalone tools or in combination with other tools that

are available to extend their flexibility and effectiveness in the Iragi MET institutes.

The third objective of the study was “To understand the barriers and lapses when
creating Maritime English communication training within the Iraqi maritime sector”.
The unavailability of sound and updated regulatory infrastructure for Maritime English
communication training standards is identified as one key barrier to the development of
a Maritime English communication in lragi maritime organizations. It is also noted that
Maritime English communication is not included in the formal education system and
maritime education has not been promoted in the past. External pressure to uplift the
Maritime English communication performances, such as from international
organizations and maritime officers, is basically directed to the top management.
However, the impact of that pressure does not pass to the support level of employees
and, hence, their commitment to improve the Maritime English communication of their

on-board communication performance is minimal.

At the same time there is enough evidence to prove that the top-management’s high
degree of commitment to creating Maritime English communication training exists, but
that effort is not reflected in the middle level management of these companies as efforts
such as maritime communication committees are not properly functioning.(IMT et
al.,2011) (page 5) . It is also found that the management systems of these companies are
not certified (page 78). Therefore the top management should have a holistic approach to

overcome this hurdle, which is a significant barrier to developing Maritime English
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communication training performance. It was also noted that non-governmental
organizations, such as the Iraqi Seafarers Association — Basra, are not exerting a positive

influence on the development of Maritime English communication activities.

It is also noted that the bottom-up communications of these three maritime companies
are significantly poor due to the existence of a “blame culture” (page 29). This is a big
barrier to improving Maritime English communication because most of the important
information does not reach the top-level decision makers. The high-level of risk
acceptance of employees also results in negative impacts on Maritime English

communication.

However, the researcher has used five main maritime communication parameters which
have been used by several researchers for many years to measure communication in
maritime organizations; for example the papers of Chira-Ungureanu & Visan (2011),
Pyne & Koester (2005) and Ziarati, Ziarati, Bigland & Acar (2012) have all been
pointed out in the Literature Review (pages 23,26 & 39). These parameters are: Socio-
Technical Dimensions, Top-Management Commitment, Employee Involvement and
Empowerment, Maritime Education and Training, and Employees Attitudes and

Behaviors.

Finally, considering the overall result, the researcher would like to conclude this
discussion by stating that the Maritime English communication training of the maritime
industry in Irag has significantly improved in the recent past (since 2003) and at the
moment it is well established. Nevertheless, there are a significant number of areas to
concentrate on and improve with a view to make the MECT stronger, with special
attention to the socio-technical aspects, maritime education and training in addition to
the behaviors and attitudes of the Iragi society.
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6.1 Limitations of the study

The researcher has justified his criteria of this research providing various examples.
However, it is obvious that there are still limitations to this study which could influence
the final result. The aim of this chapter is to discuss some of these limitations which
have been identified by the researcher.

There are a significant number of support level seafarers with minimum literacy levels
who are handling support level jobs in the maritime industry. This type of questionnaire
may not be able to capture their ideas for analysis. Due to the fact that this questionnaire
was structured around six key factors to measure Maritime English communication, it
has been noted that employees tend to relate most of the widespread issues to one of the
above six factors, which could restrict them from coming up with their own views and

ideas.

Questionnaires always tend to restrict respondents to a given framework, even when the
questionnaire carries open-ended questions. The depth of answers that the respondent
can then provide tends to be more-limited than in other methods such as interviewing. It
is also practically difficult to set the questionnaire in a way that employees at all levels
of the organizational hierarchy can provide their views with the same effectiveness. On

the other hand, there is no way to measure how truthful a respondent is being.
When it comes to the Grounded Theory approach, it is said that due to the difficulties

and weaknesses encountered when applying grounded theory, this methodology is still

not widely used or understood by researchers in many disciplines (Allan, 2003). On the
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other hand it was noted that most of the respondents tried to relate their comments to one
of the 6 key topics of the questionnaire and they restricted themselves to that framework.
The other important factor is people who are not strongly literate were not able to

express their ideas, so their experience and perceptions are not reflected in this outcome.

Finally, this is a study that was completed in a reasonably short period of time.
Therefore, the sample population is restricted to 100. If the sample size were larger, the

researcher would have reached a better conclusion with much clearer trends.

6.2 Recommendations for further studies

This research has focused on a wide range of variables or parameters which possibly
affect Maritime English communication training in the Iragi maritime industry. From
this study it was found that there is a major barrier regarding socio-technical factors and
employees’ attitudes towards maritime communication when creating Maritime English
communication training in the Iragi maritime industry. Therefore, further studies on the
above two factors could help to give a clearer idea about the underlying factors behind
these issues and possible countermeasures that could be made to improve the situation. It
is also important to develop a reliable assessment tool to measure the above two factors

that pays much closer attention to the national culture.

Finally, there were a number of opinions and criticisms concerning the lack of updated
regulatory framework and lapses in formal Maritime English communication education.
Therefore, it would be interesting to research whether there is an influence of these two

factors on Maritime English communication development in Irag.
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Appendix A

Definitions for Maritime English Competence

(Cole & Trenkner.2009)

YARDSTICK OF MARITIME ENGLISH COMPETENCE FOR SHIFS OFFICERS
Band | Definiticn Descriptor
9 Expert User Has a fill conmmeand of Maritime English as to safe navigation,
techmicsl ship operation emergency management, cage handhine
mmior VIO | and administration; meets fully all the Maritime Englich
E Tequirements &5 laid down in the STCW Comvention. Commmmicates
R ) flwently om radio complying with the Foadio Regulations, is fully
s/hasters comversant with the IMO-SMCT and nses them fewibly when the
addressee gives reason o apply them Expert i the use of
glossaries ‘dicdonaries, and saldom needs aids when reading IVO
mnd other donumens or handling professional comespondence
Unhindered when leading meefings, even conmoversial ones, with
other officers, crew, authorites, services and outsiders. Able o
develop personal skills fo inchode the mstuctions of others m the use
of the English lanmusse on board
S Very Good User A command of Mariaome Enslish approaching that of the expert user
in safe navigation, techmical ship operation. MMETEENCY DIARA FETENT
gfﬁmjg_ﬂgﬁm cargo handling and some administrative tasks; meets fally the
= Diaritime Enslish requirernents as laid down m the STCW
E.;?z:!r‘fiam-} Comvention. Copes well even with demanding snd complex lammsge
- 5 siiations, whether in omal or printed writien form, with only rare
umCertamties and minor lapses in acouracy, fluency, appropristeness
and discourse which do not sffect conmmmication Comnmmicates
flwently on radio complying with the Foadio Regulations. Fully
comversant with the IMO-SMCP. Gives dear and suficent onders in
all simations connected with job and rank Able to develop personal
skills to inchide the instacton of others in the use of the English
lammoaze on beard up to band §.

T Crood User Uses Maritime English effectively but may need to take special cape
Tmios Mavi in cormplex and diffioult simations; meets the Mantime English
Offficers _Tmﬁfm Tequirements & laid down in the STCW Convention. Conrmmicates

- Officers) well enowgh on radio complying with the Radio Regulations. 4 few

Engineer = lapses in acoaracy, fuency, sppropriseness and discouwrse and n
comveying or conprehendine the content of 3 message bt
comnmmication is efective, consistent and unmistakable. Conversant
with the IMO-SMCP. Can zive clesr and succinct orders fo ratngs.

Ainimom required | Understands written and spoken insmactions in hew to use, maintsin

for certification as | 20d repair equipment Any lack in Maritime English skills does not

Chief Crfficer hinder safe ship operstons. Able to draft the messages, reports md
latters requited for ship business oocasionally using dicionaries,
glossaries and'or comespondence muidelines.

g Competent User Uses Manitime English with confidence in moderately diffioalt
ol simations; meets basically the Mantime Enslish requirements as Llaid
DI;?;;L_.‘;:E’:"“ down in the STCW Comvension Moticesble lapses in acomracy,

E Officers) fluency, appropristensess and discourse that may lead o difioalties in
= complex simations. Comnmmication is efective on most occasions.
Can comnmmicate on radio mder the supervision of senior officers
- . applying selected sondard phrases and occasionally using mamals in
wﬁ :z‘iﬂ? order 1o comply with the Fadio Fepulations. Spesks, reads and writes
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YARDSTICK OF MARITIME ENGLISH COMPETENCE FOR SHIFS OFFICERS

Band | Definition

Descriptor

OOWEOW

PaTitime Enziish sufbciently well for ship opesanons. 15 Gniar
with the IMO-5MCP. Coonpetent use of langnage in giving and
execning orders. Able o respond competently in emergencies. Able
to comprehend nssical enginesring publications. Able o wrike p
loziook without causing misumderstandings.

Effective User
(Assistant
Navigation
Offcers/Assistant
Engmeer Officers)

Ukzes the lanpusze mdependendy and efectvely m all fimniliar snd
moderately diffi cult situstions. Can resd and pronownce the Tui0-
SMCP applicable to the workine sphere. Frequent lapses in acouracy,
fluency, appropristeness and discourse, but wsually socceeds in
commmmicating. Basically abilities as af band § but permitted to act
only mder constnt supervision. Efective use of Manitime Enslish in
giving and caTying out orders.

Modest User

Uses basic range of Manitime English sufficient for familiar and
DoD-presamre sinetions. Mamy lapses in acomracy, fluency,
appropriateness snd discourse that restrict contioms] commmmic ation
so that frequent efforts and muidance sre nesded o ensure that the
CoTmmm cative intention is achieved. Fenders the mininmm level
required fo follow specialist instroction m Maritime Enslich using
the IMO-5MMCP. Able w0 ask and snswer basic questions refmng to
the vessal i carzo, equipment and machinery. Can pass on
diztress urzency and safery messazes and ack for assistance m cases
of emerpency wsng the relevant IvViO-SMCP.

Limited User

Can commmmicate using sentences and questions. Problems in
acouracy, finency, sppropriatensss and discourse so that

commmmi cation freqoently breaks down or is difficalt to maintin
Understands and exeones orders from the IVO-5MCP for basic
shipboard needs such as general emergency drlls, person over board,
anid standard wheel'enpine orders. Can speak sbout basic difies on
board

Intermittent User

Uses a very limited range of Maritime Enslicsh Adequate fior basic
needs and simple simations. Able to verbalize and mderstand swch
items as names and ranks, ship’s name snd certain specifications of
the vessel and'or its machinery. Can look up basic phrases from the
DO-5MCP but uses them mflexibly. Can ask for help and assist
oificers directing passengers in different sineations, particularly in
cases of drlls or emerzencies,

Non User

Uzes a few words or phrases such a5 common greetings. Capacity
limgited to elementary listening and reading skills. Pecognizes notoes
and signs within the working sphere but has difficolty in interprating
the mformation inte action. At the lowest level, recogmizes which
lanmaage = being used. Should not be admitted as Navigation Officer
Cadet Engineer Oifficer Cadet without prior pre-sea Maridme Englich
ralming.
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Appendix B

Survey questionnaire-(English language)

General Information

1. How old are you? [125-30 [131-40 [141-50
[Jabove 50

2. Mother company? GCPI HOISCMT HIOTC

3. Mother institute? Its home country?

4. Do you have sea time? How long it is?

5. Your seafarer title? Working position?  [Ishore [board

Education qualifications

6. Your maritime academic degree? Your maritime certificates no.?
7. Language(s) of your studying?

8. Numbers of studying years before joining the maritime studying?

9. Time of English language studying at maritime institute(s)?

10. Have you studied Maritime English? If (Yes) how long?

Communication qualifications

11. Do you have maritime communication certificate? If (Yes) what it is?

12. Do you have SMCP training certificate? If (Yes) are you communicating with
SCMP?

13. Do you have English language writing skills? If (Yes) are you using it with
GMDSS?

14. Do you know CBT of maritime communication? If (Yes) do you use it?



15. Did you have any communication simulator training? If (Yes) where?
When?

(B-1E)

Thank you for your time & help to our research...
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Survey & Questioner on Maritime English Communication

in Iraqi Mariime Organizations

Research topic: The Impact of Maritime English Communication Training
for Non-Native English Language Speakers concerning the Competency of

Seafarers

-Iraqi Maritime Sector case study-

1. Evolution of maritime English communication at maritime industry in Iraq

1.1

Do you think that the maritime English communication has been
improved in last 10 years?

Yes

No

If Yes; which of the below area(s) has been improved? (Please mark it with X)

Using of maritime communication equipment.

Procedures, policies and other communication related documentation.

Employee’s work pattern.

Employee’s knowledge on maritime English and communication.

Top management commitment.

Employees’ commitment.

International support.

If any other reason, please specify?
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1.2

If Yes; according to your understanding, what are the factors that influenced
these changes? (Please mark it with X)

Changing in top management.

Increasing external pressure (national, public & institutional).

International demands (maritime conventions & codes).

Changing in national laws.

Employees’ knowledge.

Demand of shipping trade.

If any other reason, please specify?

If No; could you give any reasons?
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Scale

Scale 1

3

=

Extremelv poor

Poor

Moderate

Good

Excellent

1.3 | How would you rate the employees’ competency at
present with past; in relation to commit their
communication in clear Maritime English?

1.4 | How would you rate the evolution of employees’

over a period of time?

attitude towards maritime English communication

1.5 | How would you rate the evolution of management’s
attitude towards maritime English communication

over a period of time?

1.6 | In your understanding, what are the major social and/or cultural factors that

please name it?

influenced the changes in maritime English communication? if any examples,

(B-2E)
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2. Socio-technical dimensions:

2.1 | How would you rate your attitudes towards 1 2 3 4 5
communication in your daily life?

2.2 | How many times have you been charged / fined for breaking traffic rules?

2.3 | How would you rate the level of occupational 1 2 3 4 5
communication by English language knowledge you
gained through formal education or training
programmes before joining maritime studying?

2.4 | According to your perception, how is the academic 1 2 3 4 5
background of your parents?

2.5 | How would you rate your family income level 1 2 3 4 5
before you joined your maritime company?

2.6 | What were your academic and technical Secondary | High HND / BSc
qualifications at the time of recruitment? school school
Degree
T.H. school
2.7 | How would you rate your commitment to improve 1 2 3 4 5

your job related skills and knowledge?

2.8 | According to your understanding, what is the most important socio-technical factor (s)
which could influence one’s social communicating behavior?

(B-3E)
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3. Top management commitment:

3.1 | Do you think that the present top management is committed enough to Yes | No
create maritime English communication in the company?

3.2 | How do you rate the allocation of money / resources by | 1 2 4 5
the top management for the maritime English
communication improvement?

3.3 | How would you rate the workplace tidiness and 1 2 4 5
housekeeping?

3.4 | How would you rate the status and credibility of 1 2 4 5
maritime communication officer / manager?

3.5 | How would you rate the effectiveness of maritime 1 2 4 5
English communication in your company?

3.6 | According to your understanding, what is the most important role of the top management

to create maritime English communication training at your company?

(B-4E)
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4. Employee involvement and Empowerment:

4.1 | Do you think that the employees are adequately involved in solving Yes No
maritime English communication related issues?
4.2 | How would you rate the employee’s empowerment in | 1 4 5
maritime communication related decision making?
4.3 | How would you rate the pre-planning and 1 4 5
communication related instructions you received
before you attend to your work on board?
4.4 | How would you estimate your knowledge and skill 1 4 5
levels to commit maritime English communication?
4.5 | Do you know your responsibility assigned by the company with regard Yes No
to maritime communication on board?
4.5.a | If Yes; How best are you fulfilling those assigned 1 4 5
responsibilities?
4.5.b | If No; what are the strategies that the company should adopt to get more support and
involvement of the employees in company and on board?
4.6 | According to your understanding, do you think that the Iragi maritime Yes No
associations exerting positive influence in creating maritime English
communication knowledge in the Iragi maritime companies?
4.6.a | If Yes; please, rate that influence: 1 4 5
4.6.b | If No; how does it make negative influence?
(B-5E)
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. Maritime Education and Training:

5.1

Do you think all seafarers must have good education and training in Yes
maritime English communication?

No

5.2

Do you think that you have good knowledge in maritime English Yes
communication?

No

5.3

How do you rate your background knowledge in 1 2 3 4
maritime English communication?

5.4

How/where did you acquire your maritime English communication background
knowledge? (please mark it with X)

Studying at maritime education and training institutes.

Consulting maritime technical teachers (navigation, engineering...etc.)

Utilizing maritime literature (IMO documents, internet...etc.)

Attending maritime English communication training courses

By Computer Based Training CBT and Simulator training

5.5

Does your company have its own maritime training center? Yes

No

5.5.a

If Yes; what type of maritime education and training resources that used for maritime

English communication training? (please mark it with X)

Integrate simulator and modern CBT programmes

Maritime English communication training courses

Specialized teachers in maritime English teaching

SMCP training courses

GMDSS training courses

Familiarization programmes




5.6

According to your understanding, what are the main requirements for maritime English
communication training in your company?

(B-6E)
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6. Attitudes and Behaviors:

6.1 Do you think you are taking risks while communicating on Yes | No
board (e.g. without using IMO SMCP)?
6.1.a | What are the reasons for taking such risks? (please mark it with X)
Work pressure from the officer /engineer whom in charge.
To finish the job early and enjoy the remaining time.
To satisfy the company by meeting time target (without pressure
from superior)
As a practice, this is the way | have been doing for many years.
For convenience/pride.
Lack of knowledge about the possible negative consequences.
6.1.b | If due to other reasons please specify?
6.2 | Do you think that you are doing your best to communicate in Yes | No
better way with others on same vessel and other vessels?
6.2.a | If Yes; please give an example:
If No; please give reasons:
6.3 | How would you rate the flexibility of 112 |3 4 5
organizational and practices when dealing
with maritime English communication
relating issues?
6.4 | How do you rate your attitude towards losing | 1 | 2 | 3 4 5
maritime communication on board?
6.5 | How would you rate the influence of peer 112 |3 4 5

pressure to prevent unsafe maritime




communication practices?

(B-7E)

Thank you for your time & help to our research...
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Appendix C

Survey questionnaire-(Arabic language)
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