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SUMMARY/ABSTRACT 

This thesis is written as a framework within the shipbreaking industry. This industry is a rough 
market compared to the shipbuilding industry. More attention is now given to this matter from the 
western parts of the world through media, IMO, EU and their work with regulations concerning 
health and environment. Furthermore, awareness is specified concerning the workers’ situation 
regarding their own power to improve their working conditions and safety situation through unions 
and education. The report will mainly reflect on the social aspect concerning this area. 
 
To get a truthful image of the reality a field study has been conducted in Mumbai, India. The study 
involved close contact with the business through meetings, interviews and visual observations. 
The contrast between European and Indian culture was obvious and the perception of the value of 
a human being differed significantly. 
 
The report will first start to form a wide framework of context and then continue into a pointed 
result. To support the field study a wide framework of theory was needed. Therefore, the thesis will 
include legislation on different levels, stakeholders, environmental issues and geographical and 
market areas. These aspects are looked at to understand the problem regarding the social conditions 
within the business. 
 
Keywords: shipbreaking, sustainability, social conditions, environment, legislation, safety 
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DEFINITIONS 

Alang, Sosiya- World’s largest shipbreaking yard 
 
Beaching method- demolition of a ship using the natural tides and beaches  
 
BIMCO- the Baltic and international Maritime Council 
 
Cenrtal Pollution Control- Statutory organization under the ministry of environment and forest in  
India 
 
Green Passport- guidelines from IMO regarding inventory list for all ships 
 
Hong Kong Convention- Convention for the safe and environmentally sound recycling of ships 
 
ICS- International Chamber of Shipping 
 
ILO- International Labour Organization 
 
IMF- International Metal Workers Federation 
 
IMO- International Maritime Organisation  
 
NGO- Non Governmental Organisations 
 
PPE- Personal Protection Equipment  
 
Ship breaker- the physical- or the legal entity who buys and breaks the ships and who crews the yards 
 
Ship breaking- ship disposal for scrap recycling 
 
UN- United Nations 
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1 INTRODUCTION 

1.1 Motivation 

When a ship no longer serves its purpose as an asset to its owner, it is taken out of service. The 
majority of vessels are cut up. The ship scrapping industry has in recent decades focused on Asia 
where India, Bangladesh, Pakistan, China and Turkey (2%) account for 90% of the total 
shipbreaking industry. These countries would like to buy obsolete vessels by Western ship 
owners because the material gained from the demolition processed is reused in the domestic 
industry, creating jobs for the population. This means that there exists a regular market for ships to 
be sold to scrapping which means that ship owners can actually do a good deal when they sell old 
vessels. About 30 years ago, it was Western countries that built the ships that also scrapped 
them. This geographical shift of scrapping areas in the world generally depends on four main 
factors. The first is that the environmental regulation in the Western world has become more strict 
and entails higher costs for ship owners to scrap their vessels. The second is due to the fact that 
the Asian countries can provide scrap yards with cheap labour. The third factor is that there is a 
high demand for scrap material and recycled steel in these countries. Finally, those states have 
adequate beaches that allow beaching of vessels due to the tide that brings the vessels on the 
beach so that demolition can take place directly on the beach and expensive dockings are not 
necessary. All this has meant that shipbreaking is a very controversial activity (Sundelin, 2008). 
 
The problems today with the scrapping process consist of how the various dangerous substances 
and materials in vessels are handled. The vessels which are 20 -30 years old, contain material 
which is now banned and the vessels often contains dangerous or toxic cargo during their 
operational lifetime. Most ships also have ballast and bilge water and oil sludge that come with the 
vessels to the scrapyard where they become a potential danger to the environment. The 
hazardous substances commonly found in the vessels are asbestos, PCBs, TBT, lead, mercury, 
solvents, etc. All of these substances pose risks to the environment and to human health. 
Substances and materials shall be removed with equipment and protective clothing used by the 
workers who scrap the ships. However, in the large scrapping countries of today the work is carried 
out by poor and unskilled workers who do not have the necessary resources. Accidents in 
connection with the demolition process are also common. The emissions are causing environmental 
impact in areas where demolition is done. Studies from India and Bangladesh show an alarmingly 
high level of hazardous substances in the soil around the demolition areas (Sundelin, 2008). 
 
In the year 1997 several articles were published in the U.S. regarding U.S. government difficulties of 
scrapping old vessels and also highlighted the tough work situation at Alang, India. Shortly after this 
publication, a movement by Greenpeace in Europe dealt with commercial shipping companies 
that scrapped their vessels in Asia. As the awareness about the subject grow, so did the pressure 
on the international community to react (Sundelin, 2008).  Another event that created awareness 
was the increased volume of tankers sold for demolition to industries. The increased volume began 
after a decision which was taken in 2002 by the EU and the IMO. The decision was that after 2015 the 
tankers may no longer have only a single bottom hull, they need to have double hulls in order to 
reduce the risk of oil spills in case of collision (Vedeler, 2006). However, the difficulties of legislating 
within the scrapping industry are many since several areas and layers in the legislation are concerned 
at both national and international level. Several organizations and states have taken action to 
address the problems that are connected with ship scrapping (Sundelin, 2008). Later in this report, 
the actions undertaken so far will be presented. 



 

3 

 

1.2 Background 

The subject was chosen because of our interest in ship scrapping and all it entails, the conditions for 
the players involved and the implications from an ecologically sustainable perspective. Emphasis is 
on the social aspect but also on the environmental and economic aspect. We came in contact with 
the topic of shipbreaking while studying at the Maritime and Logistics program. However, we 
believe that the issue is not treated enough in the teaching and we would therefor like to look 
deeper into it.  
 

 
1.3 Purpose and question  

The purpose is to observe the real social environments for workers’ conditions and the safety 

situation in shipbreaking yards, along with the environment and the economy of the business. 

These effects will be observed from a sustainability perspective. 

 

1.4 Delimitations 

Shipbreaking may look dissimilar in different places in the world. This observation will be limited to 
the geographical area we intend to examine, namely India. The demolition method that the study 
will discuss will only concern the beaching method, i.e., we will not treat scrapping that occurs in dry 
docks or at berths. We will only look at the situation from a social, environmental and economical 
perspective. 
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2 METHOD 

2.1 Our choice of methodology 

The methodology sets up the framework for the working process and is part of the support where a 
complete picture is observed toward the goal and also provides guidelines to the knowledge of the 
Facts (Höst, 2006). 
 
In this thesis, we use a problem-solving approach with elements of other strategies to achieve the 
best method choice possible. The most important thing is to be flexible and to be able to judge 
interpretations of the material that has been collected. Therefore, the qualitative method fits very 
well for the question of observing the social conditions and their effects in terms of sustainability. In 
the qualitative method one can use more open-ended questions, which makes the result more real. 
The strength of this method is that it has the ability to present complex descriptions of people's 
experiences in a research question. 
 
The most vital thing with a thesis is to identify the problem and to try to find a solution. 
The process of identifying the problem is also of important for understanding and then having the 
knowledge to analyse the different skills. There are various supports such as data collection and 
analysis. Tools for such data collection can be questionnaires, interviews, observations and 
archival analysis (Höst, 2006). 
 
We have chosen the case study technique, which is a method that runs deeper and describes the 
phenomenon. Techniques involved in this method and that will be used are; 
 

 Interviews 

 Observations 

 Archival analyses 
 
Interviews can be structured, semi-structured or open-lined. The structured interviews are based on 
questions that are decided in advance and are strictly followed. The semi structured interviews are 
based on questions used as support but the order and wording can be changed in each situation. In 
the open-lined interviews the interviewees are allowed to control what is being discussed. This type 
of interview should be recorded and then transcribed in order to create reliable results. This is very 
demanding, but one can use notes as an addition to the audio record. Through observations one can 
note what is happening. Either the observer can be a participant and take a role in the observation, 
or be a completely objective observer and not participate. The advantage of being a participating 
observer is that one comes closer to the observed, but at the same time one risks losing distance to 
the object. A fully objective observer risks instead getting too large a distance to the event and may 
not be admitted. Observations can, for example, be documented with notes. Archival analyses are 
based on documents that are previously produced for other purposes. A company’s annual report is 
an example of that. The original purpose of that kind of document is important to keep in mind (Höst, 
2006). 
 
These techniques are relevant when we intend to carry out conversations and interviews with 
people involved in the shipbreaking industry. We also use conversations and interviews with 
organizations that are involved in human rights. Moreover, secondary sources such as books, 
electronic sources and documentaries will be used. All these sources will be reviewed after a 
scientific source-critical method where we look at how truthful a source is perceived and how 
reliable the author's grounds are. We review the various criteria mentioned above in order to judge 
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the reliability of data. This survey obtained a more realistic conclusion. 

 

2.2 Field Study 

Since this work is based on an observational approach, we believe that observations on site are 
the most effective approach in order to obtain a truthful outcome. We will make observations, 
mainly in Mumbai, India, because this country accounts for 45% of the shipbreaking industry in the 
world (Misra, 2009). 
 
We will observe the actual conditions, their impact today and in the future, and focus on 
stakeholders and their responsibilities, both morally and legally. The goal is to visit a shipbreaking 
yard and make contact with the workers who do the most demanding physical labor in the industry. 
We also try to get in touch with people sitting in higher positions in companies involved in 
ship scrapping. The field study will primarily be built on the observation since the topic under 
consideration is sensitive and can sometimes be offensive to some people. The work for the field 
study may change direction depending on the exchange of information and experiences. Appendix 1 
contains a programming plan we did before we went to India. 
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3 SHIPBREAKING – INDUSTRY 

3.1 The history of the industry  

Compared to shipbuilding, shipbreaking is a very hard industry with much tougher conditions. Most 
of the world's ship scrapping is performed on a beach with minimal technical resources to help the 
heavy work. Although it is possible to develop the methods, there is no capital in this business 
which could cover the costs of the new methods. The main shipbreaking industry is located in 
Bangladesh, India, Pakistan and China (Misra, 2009). 
 
In 1960 a hurricane swept over Bangladesh and thousands of people died. After the incident, 
international ship scrapping came into a new era. About 50 years ago ship scrapping of old vessels 
was conducted in several places in the world, both in developed and developing countries, such 
as the UK, Spain, Brazil and South Korea, and this occurred in facilities associated with the 
shipyard using current technology (Kinigalakis, 2009). Sweden also scrapped ships and in the 
middle of the 20th century there was a reputable company in Ystad, Persöner, whose business 
partly covered shipbreaking (Thernström, 1999). 
 
The turnaround in the industry came after the hurricane when the inhabitants of Bangladesh 
discovered the stranded Greek ship MDA Alpine. The ship lay on the beach for several months 
before it was bought by a company called Chittagong Steel House. During a few years the ship was 
dismantled piece by piece, giving local people both jobs and some financial contribution. Since the 
country was suffering from poverty and political conflicts, the stranded ship was considered as a gift 
from God that improved their lives. Through this incident and the cheap labor a new business idea 
was created. By taking advantage of the tide the shipbreaking could be done more cost effective 
and competitive, compared to previous versions (Kinigalakis, 2009). 
 
The industry grew for several decades and in 2009 about 80% of the merchant fleet was recycled 
on the beaches. All the processes that previously were carried out in Europe moved mostly to 
India, Bangladesh and Pakistan. Today almost all shipbreaking is conducted on beaches by making 
use of natural tides which place the vessels in position for disposal. The so-called beaching method 
is not considered a typical industrial activity because the method does not hold the standards 
required regarding conditions for establishing and  the associated control that authorities should be 
doing. As the industry has grown the international environmental law has become more strict. The 
industry is very important, especially for businessmen who have benefited from the low processing 
costs and therefore have had a chance to gain rapid and high profits. The second-hand market for 
ship components also started up. Further inland dismantling companies got established that melt 
steel and iron from the ships and sell it to others. Approximately 98% of all materials are used or 
recycled. Because of recycling, India, Bangladesh, Pakistan and China make use of the availability of 
cheap raw materials for its steel industry, which has given these countries significant social and 
economic development opportunities (Kinigalakis, 2009). 
 
The large number of poor people who are mostly illiterate unemployed refugees has by 
ship scrapping found a new source of income and a new hope to finally be able to support their 
families. The poor manual workers have an average wage of 1-2 dollars per day. For this salary 
they risk their lives without any steady employment and social insurance. What in the beginning was 
considered as a gift from God has put many lives at stake and has become a nightmare. Serious 
injuries and fatalities in the shipbreaking industry have increased significantly according to 
international reports. What at first was seen as a positive industry with recycling, energy 
conservation and climate solutions, has now evolved into an industry with more negative aspects 
because of the lack of safety and environmental conditions (Kinigalakis, 2009). 
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3.2 The Market and the Main Geographic Areas 

A vessel is involved in four different markets over its lifetime: 
 

• New construction market where ships are ordered and built 
• Freight market in which the vessel is operated and will provide a profit 
• The secondary market in which the vessel is purchased/sold as second hand 
• The demolition market where the ship is sold to scrap 

(Stopford, 2005). 
 
The market on which this report primarily will look into is the demolition market, but the other three 
markets will also be affected. 
 
Steel scrap that comes from the ship scrapping market is of fairly high quality, especially the steel 
from tankers that have large flat modules. In developing countries the scrap is heated up and rolled 
into coils which then are used for sale in the building industry. As mentioned previously, a large part 
of the shipbreaking industry is located in the Far East and in India there is a significant secondary 
market for this kind of steel. In developed countries in Europe, the scrap in general is melted down 
completely and then formed into completely new steel. The highest value from the ship comes from 
the scrap, but the most lucrative returns are from the 2% of non-ferrous objects. These could be 
diesel engines, generators, cranes, compasses, watches and even occasionally furniture. The 
market for this type of object is more readily available in developing countries than in developed 
countries where the technical standards are more demanding and require higher costs for 
refurbishment (Stopford, 2005). 
 
The main areas of shipbreaking is now Bangladesh, India, Pakistan and China. About three 
decades ago the ships were demolished in docks outside the UK coast and in plants in Spain and 
Turkey. Before the 70's the vessels were scrapped by using technological tools and by dry-docking 
in developed countries, but in the '80s China, Taiwan, Japan and South Korea became 
industrialized and scrapping was relocated there. Today ship recycling is perceived as an activity 
for countries with economic development and with cheap labor, minimal resources and controversial 
working conditions (Misra, 2009). 
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In the table below the impression is given that the shipbreaking industry in the '80s had great 
importance in Taiwan, China and South Korea. After ten years it can be seen that Taiwan and 
South Korea have left the market entirely. China's market segment has dropped to 9% and India, 
Bangladesh and Pakistan have taken over the leading roles (Stopford, 2005). 
 

The shipbreaking industry over time (1986-95)     

  1986  1991  1995   

  GT % GT % GT % 

Taiwan 7,773 38 48 2 - 0 

China 4,567 23 172 7 754 9 

S.Korea 2,658 13 8 0 3 0 

Pakistan 861 4 445 19 1,670 20 

Japan 770 4 81 3 146 2 

India 636 3 695 29 2,809 33 

Spain 581 3 13 1 40 0 

Turkey 418 2 77 3 207 2 

Italy 311 2 8 0 1 0 

Bangladesh 268 1 512 22 2,539 30 

Others 1,444 7 306 13 354 4 

Total 20,287 100 2,365 100 8,523 100 

Table 1 Processed table on the shipbreaking industry from Stopford, 2005. 
 

For a country to develop activities related to ship scrapping, it is important that the country's market 
has resources for collecting the waste from demolished ships. It is also required that the country 
does not have strict laws and that the country can provide cheap labour (Misra, 2009). 
 
 
3.2.1 Current Facts and Figures on the Market  

• In 2010 the world merchant fleet consisted of 56 000 vessels over 500 GT and 32 000 vessels 
over 3 000 GT 
 

• The average life of a ship is 30 years. Almost 1,800 ships of 500 GT and 1,000 ships over 
3000 GT need to be recycled every year 
 

• 97% of the world's shipbreaking tonnage comes from Bangladesh, China, India, Pakistan and 
   Turkey (Mikelis, 2012). 

 
In November 2002, the oil tanker Prestige grounded outside the Spanish coast because of rough 
weather and was badly damaged. The crew was airlifted out by helicopter and the ship was towed 
out to sea. Six days later the ship broke in two. 77 000 tons of oil leaked out. The Prestige had a 
single hull and was 26 years old. The year before, in April, EU in cooperation with IMO determined 
rules which said that all single-hull tankers should be readjusted or replaced by double hulls by 
2015. When the Prestige accident occurred the deadline was shortened to 2005 or 2010 depending 
on what year the ship was built and its type. With this decision, the number of single-hull tankers 
decreases while the pressure on the world's ship scrapping is increasing (Graham-Rowe, 2004). 
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The table below shows the annual shipbreaking volume. In 2001, the leading countries with the 
most tonnage were India and Bangladesh. The total volume tonnage has increased six times since 
2005, which also leads to an increasing demand. In the table one can also see that India is the 
leading country of the market today (Mikelis, 2012). 

 

 

 

 

 

 

 

 
Table 2 Processed table on recycled tonnage from Mikelis, 2012. 
 
Below three figures are illustrating the development of the market.  
 

 

Figure 1 The recycled tonnage by country taken from Mikelis, 2012. 

 Annual volumes of recycled tonnage 

     

  2001 2005 2010 

World Total 14,295,481 3,772,210 18,674,032 

     

Bangladesh 4,992,481 2,113,765 3,927,297 

China  2,509,792 151,089 4,723,151 

India  4,767,933 1,123,487 6,533,954 

Pakistan  1,738,640 47,530 2,443,304 

Turkey  164,728 137,693 658,473 

     

Rest of the 
World 

121,986 198,646 387,853 
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Figure 2 The demolition prices for dry cargo ships taken from Mikelis, 2012. 

 
 

 

Figure 3 The demolition prices for tankers taken from Mikelis, 2012. 
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3.2.2 India 

India has 45 per cent of the total shipbreaking industry. The largest shipbreaking yard is in Alang 
which is located on India’s west coast in state of Gujarat. Some other big shipbreaking yards are 
located in Sosia, Mumbai, Sachana, Jam Nagar and Calcutta. In 1997 there was a huge explosion 
in a tanker which cost many lives. After this event, it is mandatory for all vessels before being 
stranded in India to get a free-gas certificate. The largest court decision in India has been set by the 
Gujarat Maritime Board (GMB) to regulate the shipbreaking yards in Alang and Sosiya. As an 
example, they have made requirements for gas-certificates, permission to strand ships and 
restrictions on number of vessels to be beached in the area. In Alang/Sosiya there are around 40 
000-45 000 labourers working and the field is 183 yards: this means about 300 ships can fit there at 
a time. In Mumbai there is also a large shipbreaking yard and about 15 000-16 000 people are 
working there (Misra, 2009). 
 
 
3.2.3 Bangladesh 
 
With the global growth the shipbreaking industry in Bangladesh has increased. In 2001, 
Bangladesh had about 16% of the total industry. There are approximately 20 shipbreaking yards in 
the southwest part of the beach in Chittagong, which is 8 square kilometres in area. This is a very 
suitable place for the beaching method since there is a big difference in the tide levels. Of the total 
tonnage of the recycled vessels more than half comes from large ships that are over 200 000 dwt 
(Misra, 2011). 
 
In Chittagong there are over 20 000 people working in shipbreaking. These people are risking their 
lives every day. This has been going on since the 60's since the aforementioned ship grounded on 
the Chittagong’s coast. This is heavy and dangerous work, but despite this the labourers see the ships 
as a gift sent from God. The salary is low and most of it is being sent home to their families. Along 
the roads one can find stores that sell the steel which is not melted down. Even the crows in the 
area have adapted and begun to build their nests of wire (Kang, 2009). 
 

3.2.4 Pakistan 

Pakistan is the third largest country which is involved in the shipbreaking industry after India and 
Bangladesh. They are also only using the beaching method (Misra, 2009). The beach Gandani in 
Pakistan is one of the world's largest scrapping areas, with over 100 demolition sites and each site 
is over 2500 square meters. On Gandani beach there is no electrical equipment or source of water 
and only some scrapping sites have electrical generators. The shipbreaking is done on a basic 
level, where the ships are stranded and an army of workers dismantle them. During a busy period 
there can be up to 15,000 workers employed without access to assistive technology (Stopford, 
2005). 
 
 
3.2.5 China 

The shipbreaking industry came to China in the early 80s and quickly became the world's second 
largest country that bought vessels for scrapping. There is a large national demand for steel 
products and China already imports a large amount from Taiwan. China continued to scrap vessels 
in the 90's, but the government put in new restrictive regulations that control the currency for 
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purchase of vessels and stricter environmental regulations. In China the shipbreaking operations fell 
from 23 percent in 1986 to nine percent in 1995 (Stopford, 2005). 
 
 

3.3 The Shipbreaking Process 
 
The process at a shipbreaking yard may look different and there are several methods. One of the 
more popular methods is when ships run ashore at high tide and then are demolished. An older 
method where the ship is demolished in a dock is a more expensive, mechanized and complex 
technique. A third method is to secure the vessel to a buoy and then demolish it (Misra, 2009). The 
process for non-mechanical destruction may be divided into three stages. During the first stage 
the ship owners prepare the ship, for example, by pumping out ballast water. The second step is 
to strand the ship and remove large pieces of metal such as wiring, engine, platform, deck, etc. The 
last step is to cut the big pieces into smaller parts (Misra, 2009). 

 
 
 
 

 

 

 

 

 

 

 

 

 

 

 

 

 

 Figure 4 A flow chart over a ship’s shipbreaking process taken from Mirsa, 2006. 
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3.3.1 Shipbreaking methods 

The different positioning methods: 
 

• Docking: A ship is lined up in dry dock and then gradually cut up by technical means. This 
method is used in developed countries and was therefore more prevalent 30 years ago, 
before the industry moved to developing countries in Asia. 

 
• Buoying: The ship is moored at buoys and then is cut up. The ship is constantly shifting at the 

buoy during the demolition. Floating cranes and floating lifting devices are used. The risk of 
air and water pollution is very high. The method is widely used in China and Turkey. 

 
• Stranding: The most common method today. Ships sail up on the beach at high tide, lie still 

and then let the tide recede. When the tide comes again, the ship is at anchor and the 
machine is turned on. This is the most time efficient method of shipbreaking (Misra, 2009). 

 
When the docking method is used every part of the shipbreaking process has to be done 
horizontally in order to maintain stability. The stranding method could be demolished both 
horizontally and vertically due to the fact that the ship is on solid ground. When the docking method 
is used the holds and engine rooms do not come in contact with the sea water. However, this  
happens when the stranding method is used and causes emissions and pollution in the water and 
on the entire beach area. The docking method also requires planning and measurement of the size 
and weight to fit into the dock. It requires tug boats and high fees for rental of dry dock (Misra, 
2009). 
 
When the ship is in place, an initial inspection is done. The holds, tanks, machinery, etc. are 
inspected in order to evaluate the presence of asbestos, PCB oils and other toxic waste. Removal 
of the hazardous waste takes place gradually during the demolition of the ship. The first to be 
demolished from the ship is the smaller equipment, such as furniture, anchors, chains, ropes and 
other items. The engine room is demolished and sold directly because these parts do not require 
any groundwork to be sold. All the propellers are also removed in order to draw up the hull to 
shallow water (Misra, 2009). 
 
Thereafter, the paint is removed from the hull to prepare the surface for cutting. This can be done 
manually with a wire brush, chisel and sandpaper. It is also possible to remove the paint with 
chemical treatment which is attached to the metal surface and then brushed off. A third way is to 
grind or blast the surface (Misra, 2009). 
 
Moreover, when the scrapping of the steel is done then the superstructure and weather decks are 
next to reduce weight from the ship so that she flows more easily when pulling her further up the 
beach with winches. By placing the vessel further up on the beach, the lower parts of the hull are 
exposed and can more easily be chopped up. The shipbreaking is done manually with oxyacetylene 
torch. When the bilge water is removed, even the keel can be demolished (Misra, 2009). 
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4 SHIPBREAKING– FRAMEWORK 

4.1 The Actors 

As mentioned earlier, there are four markets that a vessel is involved in and the market where the 
players distinguish themselves the most is within the demolition market. It is in this market that the 
owners of the ships and the ship breakers use cheap unskilled labor to increase their profit 
margin. The ship scrapping industry is composed of several actors, but they do not interact with 
each other. However, all parties are committed to a common purpose: revenues. The market for end 
of life ships and scrapping of these is a very unobserved part of the shipping industry (Misra, 
2009). 
 
The four markets include various actors. Stakeholders in this market are the laborers at 
shipscrapping yards, shipbuilders, shipbreakers as well as the owners of the scrap yards, 
cashbuyers/brokers and environmental and other groups who would like to pay attention to the 
situation in the yards, such as unions and NGO:s (Stopford, 2005). 
 
 
4.1.1 Workers 

Ship scrapping is considered one of the world's most dangerous occupations. The workers in the 
profession are exposed to asbestos, noxious fumes, toxic waste and other dangers. Wages are 
low and working conditions and any existing equipment are poor. Despite this, approximately an 
average of 100 people are involved in the work of scrapping a ship. The entire shipbreaking 
industry involves around 250 000 people (Misra, 2009). 
 
The processes associated with a ship demolition involve exposure to hazardous waste and 
hazardous situations for the workers and the environment. In other industries the effects of such 
exposure are well known, but the workers involved in shipbreaking are often poorly educated and 
there is hardly any protection available. Insignificant attention is given to safety and there are rarely 
drills or training of the workers held to prevent hazards and accidents. The accommodations for the 
workers are directly related to ship scrapping and consist often of provisional arrangements made 
out of materials from the ships being scrapped. If there is any health care, it is very underprovided. 
Environmental awareness is low among both management and work force, and little attention is paid 
to the emissions and the consequences that occur when vessels are scrapped. Injuries and 
accidents are often due to lack of knowledge, lack of planning and poor working procedures. Injuries 
and deaths occur at all levels within the scrapping process and the reporting of accidents and 
injuries are usually very poor (Andersen, 2001). 
 
In 2008, Greenpeace, in collaboration with The International Federation of Human Rights 
(FIDH), presented a report on the economic and environmental situation for the workers at the 
shipbreaking yards, primarily in India and Bangladesh. Media and authorities in these countries do 
not often publish numbers or statistics on the injured or deceased workers. In collaboration with 
Young Power in Social Action (YPSA), Greenpeace has conducted research on the real situation of 
the workers involved in ship scrapping (Greenpeace, 2005). 
 
Half of the world's ocean-going ships are scrapped in India and mainly in Alang (Bhavnagar district, 
Gujarat), which is the world's largest ship scrapping yard. Every month, four or five people die on 
the scrapping area. Residents of Gujarat do not engage in ship scrapping; it is immigrants from other 
regions of India who break ships. The statistics on injuries and deaths are very meagre. The 
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Gujarat Maritime Board (GMB) has figures on the number of fatalities in accidents each year but 
these figures are incomplete. In 2003, GMB reported that seven people lost their lives at Alang’s 
shipbreaking yard, but according to eyewitnesses from a delegation from Greenpeace there were 
20 people who lost their lives in two explosive accidents. Five other major fatal accidents occurred 
that year. The workers are not properly trained in how to handle the hazardous materials. There is 
poor access to Personal Protection Equipment (PPE). Usually the workers are only provided with 
appropriate protective equipment when an inspection is being carried out. There are no fixed 
working hours and the payment for overtime is often absent. The workers receive no compensation 
for lost fingers, toes and sometimes not even for the loss of a whole hand. The workers live in 
makeshift and inadequate buildings directly adjacent to the scrapyard. The availability of sanitary 
facilities, health care, social assistance and sometimes even clean drinking water is very inadequate. 
The residents also inhale the dangerous toxic fumes from the ship scrap around the clock 
(Greenpeace, 2005). 
 
 
4.1.2 Ship breakers  

The ship breaker is the person or the company who buys and demolishes the obsolete vessels 
and then sells the scrap to the industry. The ship breaker uses low-paid unskilled labourers to 
demolish the ships before the scrap is sold. One could call these ship breakers traders or merchants, 
and their aim is to make profits. It is an organized trade in which the ship breaker is a person or 
an organization that has extensive knowledge of the use of steel and scrap metal in the 
downstream direction. The demand for domestic scrap is high in the developing countries and that is 
one of the reasons why the ship breakers have become successful in these countries. The 
ship breaker is operating on the market that can give him the best price for scrap. The tax rate 
imposed on the industry is also significant for where the ship breaker chooses to locate their 
operations. The government of the country may be interested in stimulating the steel industry where 
the imported ore is used as raw material, rather than stimulate the steel industry where the scrap 
materials are used and then take a higher import tax (Misra, 2009). As the problem discussion 
mentions, 90% of the scrapping industry of today is located in the Far East, which is partly due to 
the ship breakers choosing to operate in those places precisely because of cheap labour, lack of law, 
high demand for scrap and natural geographic advantages in terms of beaches and tides that allow 
stranding of the ships (Sundelin, 2008). 
 
 
4.1.3 Cash buyers / Brokers 

The ship breaker buys the old ships from a so-called cash buyer who acts as a broker between the 
seller and the buyer of the vessels. In some cases it is possible for the cash buyer to be the legal 
owner of the vessel. The initial owner of the ship may choose to sell his ship directly to a 
ship breaker who scraps the vessel or through a cash buyer who finds a suitable buyer. The cash 
buyer will require a commission for the deal. He is then able to negotiate with the ship breaker 
directly or through the ship breaker’s broker (Misra, 2009).  
 
A broker is someone who works either on behalf of the owner of the vessel or on behalf of the ship 
breaker, taking a commission which usually consists of a certain percentage of the value of the deal. 
The broker represents and consults with his client throughout the whole deal. Unlike the cash buyer, 
the broker will never be the legal owner of the vessel (Mikelis, 2012). 
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4.1.4 Ship Designer/ Client 

According to the Hong Kong Convention a ship at its building will be equipped with a Green 
Passport, which means that there is an inventory of the materials in the design to then be able to 
locate hazardous and toxic materials present in the ship as it is later demolished. When the vessel 
is sold, this passport is to be included (International Maritime Organization, 2011). 
 
When shipbuilders and ship designers construct and design ships, they should take into account the 
fact that the ship will be scrapped one day. Examples of how these concerns are addressed are the 
use of materials that can be removed safely, the minimization of the use of materials that are well 
known to be composed of things that damage both the environment and health, the limitation of the 
use of alloy materials and the taking of measures that can later assist in the removal of those 
hazardous materials (Misra, 2009). 
 
Maersk supports the guidelines of the Hong Kong Convention regarding the Green Passport. The 
company has ten new ships in line right now to be introduced in 2013. The vessels, called Triple-e, 
are equipped with inventories of the constituent materials. The goal is to eventually be able to 
scrap vessels in a safe and environmentally sound manner. Maersk's policy on ship recycling says 
that their vessels should only be recovered through the use of facilities with properly trained 
personnel and where the necessary procedures for health and safety are provided at these 
facilities. All vessels should be inspected before they are delivered to a shipyard. The survey will 
evaluate the possible presence of radiation, hazardous materials and other materials that may be 
risky to remove (Maersk, 2012). 
 

4.1.5 Help Organizations 

NGO Ship Breaking Platform is an organization that promotes environmental, labour and human 
rights, which was formed in September 2005. The platform was formed to demand the required 
support and a united front against the mighty shipping industry that has not been held 
accountable for its substandard practices related to ship scrapping. NGO Platform is the only 
organization that works with the scrapping issue in the Far East at an international level. The aim of 
the platform is to prevent the vessels containing toxic substances from being beached and 
demolished in developing countries. Efforts to prevent this are raising awareness and getting the 
world's attention on human rights, pollution and the risks of the beaching method. They also 
advocate discussion and cooperation at national, European and international level for promoting 
safe and environmentally friendly ship scrapping (Ship Breaking platform, 2012). 
 
Greenpeace is an example of an NGO (Non-Governmental Organisations, NGO's), which was 
founded in 1971 and works with global environmental issues. In 1998 Greenpeace began its 
campaign in regard to ship scrapping in order to highlight the environmental and human situation. 
The International Federation for Human Rights (FIDH), was founded in 1922 and currently involves 
141 non-governmental human rights organizations such as Greenpeace. FIDH's general mission is to 
consistently work for people's civil, economic, political and cultural rights and to gather the NGO:s in 
the world to create a strong network. Young Power in Social Action (YPSA) works to promote 
sustainable development through a holistic approach. The organization was founded in 1985 in 
Bangladesh and led by young people. YPSA monitors the problems of workers in ship scrapping 
yards mainly in Bangladesh, trying to improve working conditions and working out a policy to 
ensure that human rights are preserved on the shipbreaking yards. These three organizations have 
worked together on the issue of the situation of workers in the scrapyards in the Far East. Through 
observations, meetings and interviews in both India and Bangladesh, they have collected data and 
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information to get the actual figures on the number of deaths, injuries and illnesses. The cooperation 
also highlighted the situation of the workers and their families concerning housing, health care, 
wages, insurance and other rights (Greenpeace, 2005). 
  
 

4.2 The Regulations 

The main function of the rules is to regulate the ship scrapping process. The regulations appear at 
both international and national levels. More recent conventions such as the IMO Hong Kong 
Convention have not yet been implemented by all countries. There are often conflicts between the 
international and national legislation (Misra, 2009). 
 
 
4.2.1 The Industry Code of Practice on Ship Recycling  

The International Chamber of Shipping (ICS), including national ship owners’ associations and 
representing 75% of the merchants, through its members INTER CARGO, INTERTANKO, 
ITOPF, ITF, OCIMF, ECSA and IACS has developed guidelines that will act as an international 
code for shipping and ship-owners. The code is called The Industry Code of Practice on Ship 
Recycling and was completed in 2001 and was later developed by the IMO with their efforts to 
develop the Hong Kong Convention. The guidelines says that ships sold for recycling shall hold an 
inventory of hazardous materials that may be present in the structure, equipment and storage areas 
(International Chamber of Shipping, 2012). 
 
 
4.2.2 The Hong Kong Convention 

The Hong Kong Convention is to promote safe and environmentally friendly Ship Recycling, and 
was adopted at a diplomatic conference in Hong Kong between the 11th and 15th of May 2009. 
Delegates attended the conference from 63 countries. The Convention was drawn up in cooperation 
between IMO and the institutions that deal with the Basel Convention and the International Labor 
Organization (ILO), to promote better practices regarding working conditions and occupational 
safety (International Maritime Organization, 2011). 
 
The purpose of this Convention is to avoid any risk to safety, health of humans and the 
environment when the vessel’s operational life is over and will be scrapped. The Convention will 
regulate hazardous substances such as asbestos, heavy metals, hydrocarbons, ozone depletion, 
etc. The Convention is to see to the different working and environmental conditions at the disposal 
locations around the world (International Maritime Organization, 2011). 
 
The Convention must be ratified by at least 15 states that have a combined fleet of 40% of the 
merchant business and have a capacity to annually scrap 3% of those 40%. Of the five countries 
that currently account for 97% of the tonnage scrapped in the world, three of them have large 
capacity, one of them has medium capacity and one of them has small capacity. If two of the 
countries that have large capacity ratify the Hong Kong Convention it enters into force. Any party 
may file objections to the Convention. Such objections shall be circulated to members and partners 
in the organization at least six months before being taken into effect. The parties should be able to 
participate in the consideration of a possible introduction of the proposed amendment or objection. 
The amendment shall be adopted by 75% of the representing and voting parties (Mikelis, 2012). 
 
The Convention has been developed over the last three and a half years by IMO members and 
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other relevant organizations and in cooperation with the parties to the Basel Convention and the 
International Labour Organization (ILO). The Convention covers the design, construction, operation 
and preparation to promote safe and environmentally friendly ship recycling. Vessels to be 
scrapped must have an inventory of hazardous materials. In an appendix to the Convention there 
is a list of materials that are banned or that place restrictions on ships being scrapped. An initial 
inspection will be conducted to verify the materials included in the inventory. Thereafter, inspections 
would be carried out continuously during the ship's operational lifetime. A final inspection is 
conducted when the ship is to be scrapped. Shipbreaking yards are supposed to provide a "Ship 
Recycling Plan" where the approach is described and this plan must be based on the input of the 
inventory lists. The parties shall take all measures necessary regarding devices and equipment that 
are defined by the national legislation, to harmonize with the provisions of the Convention 

(International Maritime Organization, 2011). 
 
The Hong Kong Convention does not prohibit the beaching method. Its rules must be applied to all 
methods of ship recycling, but the countries that currently use the beaching method are likely to 
have difficulties living up to the requirements that the Convention sets. However, it should not be 
impossible if these developing countries receive assistance from the West (Sjöfartsverket, 
2011). 
 
The main elements of the Hong Kong Convention are: 
 

• inventory of hazardous materials 
• international certificate of inventory of hazardous materials 
• Ship Recycling Facility Plan (document describing the systems and processes to be found in 

ship scrapyards in order to maintain safety and environment) 
• permission to engage in ship scrapping (issued by the authorities and has a validity of five 

years) 
• Ship Recycling Plan (prepared by the ship breaker and based on each vessel's inventory and 

must be approved by competent authority). 
• International Ready for Recycling Certificate (issued to the ship by the flag state based on 

ship inventory and its Ship Recycling Plan). As mentioned above, the Hong Kong Convention 
will not prohibit the beaching method. The Hong Kong Convention will not require that the 
vessels are washed and cleared from any hazardous materials before they arrive at the 
shipbreaking yard (Mikelis, 2012). 

 
4.2.3 The Basel convention 

In 1989 the global Basel Convention which the UN developed was signed. It deals with the control 
of trans-boundary movements and disposal of waste. The Convention came into effect in 1992. It 
arose in the context of a growing number of countries exporting hazardous waste to Asia, Africa and 
South America because of the fact that these countries had a more permissive environmental law. It 
became a profitable business for developed countries to export to those areas because of their 
lenient legislation. As a result, the Basel Convention was negotiated (Kindahl, 2008).  
 
There was an amendment to the Convention in 1995 when banning hazardous waste exports from 
OECD countries and EU countries to other countries not members of the OECD or the EU, but the 
amendment has not yet entered into force at the international level because of insufficient 
ratification. Also the Protocol of Responsibility, which deals with determining who stands for the 
financial responsibility and who is liable for damages during transport across national borders, was 
signed in 1999. Neither has this Protocol yet entered into force (Naturvårdsverket, 2011; Europeiska 
Kommissionen, 2012). 
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The Waste Shipment Regulation says it is forbidden to export hazardous wastes from OECD to 
non-OECD countries and means that vessels under EU flags are considered as hazardous waste 
under the Basel Convention. These ships must not be demolished in countries other than OECD 
countries. The laws are constantly circumvented when the shipowners flag out their vessels to 
countries with more lenient laws on environment and hazardous waste, before being sold for 
demolition (Europeiska Kommissionen, 2012). 
 
4.2.4 The International Labour Organization  

The ILO is a specialized union formed by the United Nations and is in charge of issues concerning 
working life and business. Their main goal is to combat poverty, promote human rights and working 
conditions, and assist on matters of trade union rights. The ILO unites workers and employers with 
governments in creating benchmarks in activities and working to prevent disputes and promote 
peaceful conflict resolution. This organ is the only UN body that allows civil society actors to be full 
participants with decision-making authority. These are allowed in the board and governing body 
(International Labour Organization, 2012). 
 
Rights such as the ILO is working for: 
 

• freedom of association and recognition of the right to collective bargaining 
• Elimination of all forms of forced labour 
• Elimination of Child Labour 
• Elimination of discrimination in employment. 

 
In the globalized economy, the labour law is of great importance. It is important to debate the 
industry’s economic conditions in a social context. The states that are parties to the ILO have an 
obligation to report on the national efforts to implement the rights (Regeringskansliet, 2012). 
 
 
4.2.5 Scrap solutions and scrapping trips 

Efforts have been made by the ship-owners at the international level in order to allocate 
responsibility between ship-owners and ship breakers. As mentioned earlier in this chapter, the ICS 
Industry Code of Practice on Ship Recycling has been established. In Demolishcon, which is a 
standard term developed by BIMCO and is to be used when a ship is sold for intended scrapping and 
contains references to the IMO Guidelines on Ship Recycling. In Demolishcon it is stated that sellers 
and buyers should take into account the IMO recommendations (Ihre, 2010). Guidelines on Ship 
Recycling were adopted by the IMO in December 2003. It tells what the procedure should be in 
constructing vessels to facilitate recycling. By taking recycling into account during the design phase 
of the vessel the recycling can be facilitated. The type of vessel and the risks to both the ship and 
its equipment will be taken into account. Also the dangerousness of the materials used and how 
they are placed, and any use of technologies that reduce the generation of hazardous waste are 
considered. The Green Passport is also addressed in the guidelines. This "passport" will contain 
information on materials, equipment and other systems that may involve risks (Transportstyrelsen, 
2008).  
 
 
4.2.6 The Indian Legislation 

The shipbreaking industry in India does not fall under one ministry, but several administrations and 
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ministries have different responsibilities in the questions. Examples of these administrations are the 
steel ministry, the Ministry of Environment, labour departments and more. There is no coordinated 
approach in the industry. The Supreme Court provides guidance to the industry, but has great 
difficulty in getting them executed. In a ruling by India's Supreme Court from 14th October, 2003, 
states that the ship must have permission from the appropriate authority certifying that the vessel 
does not contain hazardous or radioactive waste. The owner of the vessel shall ensure that the 
ship is cleaned and all hazardous waste removed. According to the factory and labour act, the owner 
of ship scrapping and the Gujarat Maritime Board (GMB) are required to provide workers with 
protection (Greenpeace, 2005). Another decision taken by the Supreme Court of India in May 
1997, on the import of hazardous waste is not allowed according to the Basel Convention (Vedeler, 
2006). The Central Pollution Control Board is a statutory organization in India and is working to 
prevent and control pollution in water and has stated in its guidelines that the customs authorities 
and relevant State Maritime Board should assure that the Supreme Court's decision is followed. The 
Gujarat Maritime Board and the Pollution Control Board in Gujarat have the task of controlling local 
ship scrapping yards at Alang Sosiya and uphold the Supreme Court's decision. At the national level 
the Ministry of Environment and Forests (MoEF) is responsible for compliance with the rules 
(Vedeler, 2006). MoEF is an authority in India whose tasks include overseeing implementation of 
India's environmental and forest policy programs (Ministry of Environment and Forests, 2012). India 
has ratified the Basel Convention and is therefore under pressure to follow its rules (Vedeler, 2006).  
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5 RESULTS 

5.1 Workshop  

Our first meeting with the industry was in a hotel in central Mumbai, where they held a workshop for 
shipbreaking workers. This was held for the workers so they would be better informed about 
injuries, accidents and other matters that might arise in their everyday work, There is an explanatory 
summary of the workshop in Appendix 4. We were invited to the workshop by Mr. Rane who 
works for the Union in Mumbai. We got in contact with him by contacting NGO shipbreaking 
platform in Brussels. At first we got to sit down and talk to him and ask questions about the 
shipbreaking industry in India. Then we were introduced to the workers and also to an interpreter 
named Pasha. At the workshop there were also two men from Holland who work in Rotterdam at an 
international level concerning safety around the shipbreaking process. They are collaborating with 
the Union of India and were there to teach the workers about the working conditions. They also held 
various educational lectures. We were at the workshop all day and had several occasions to interview 
the workers with the help of the interpreter. Later that evening, we had dinner with them and then 
we also got the opportunity to meet with The President of the IMF. 
 
The following interviews below were conducted. The first interview was held with Mr. Rane from the 
Union and the other interviews were with four workers. During the interviews some other 
workers came with their opinions. 
 
 
5.1.1 Interview with Mr Rane 

 Name: Vidyadhar Rane  

 Position: Secretary of Mumbai Port Trust, Dock & General Employees’ Union, General 
Secretary of Alang Sosiya Ship recycling & generals workers’ association, President of steel, 
metal & engineering workers’ federation of India, Treasurer of all India port and dock 
workers’ federation.  

 
Mr. Rane declares that in India there are around 65 000 people working in the shipbreaking industry. 
Most of the world sends their discarded ships to any of the main scrapping countries: India, 
Bangladesh, Pakistan or China, but one cannot track the shipping companies that sold the ships. 
This information is registered by the Port Authorities of India but it is not probable that they would 
hand this out on request. Mumbai's port is currently controlled by the Indian government. Most 
workers in the shipbreaking yards are immigrants from the northern parts of India. Local people 
usually have other options for themselves and they are not interested in working in this industry 
because of the risks and unregulated working conditions involved. 
 
The workers are between 18-55 years old. They work under so-called "contractors" without 
insurance of any kind and this is what the union is trying to change. Approximately 3-5% of the 
workers have their families with them and the children have no rights to go to school, which the 
union is also trying to change. Those workers who leave their families back home have the  
opportunity to visit them once a year. Before the union was constituted, the exploited workers didnʼt 
require any papers or documents to obtain employment at a shipbreaking yard. Before the union 
the workers didn’t have any access to clean drinking water. In this situation it must be reflected that 
the temperature is up to 45 ° C. Since 2003, when the union became active in the port of Mumbai, 
they have gotten access to clean drinking water stationed out in tanks at the workplaces. The union 
is working to increase awareness among the workers, so that they together become stronger and 
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are able to change their working conditions. One difficulty the unionfaces is the high turnover of 
labour. A worker is working under a contract for a certain period of time. When this contract expires 
the worker returns home and then it is difficult for unions to recruit new members. 
 
Today, there are 3 500 members of the Union in Mumbai, and from Alang Soisya the Union has 
recruited about 10 000 members out of 40-45 000 workers. The union is working according to a trade 
agreement that is in Mumbai. If a worker needs help he turns to the union and the union tries to 
assist him according to the rules that are contained in the trade agreement. Unions try to make visits 
to the shipbreaking yard once a week, sometimes more often. They also organize meetings and 
workshops. There is little help available for those workers who are injured while working. Neither the 
employer nor the government provide health insurance. In Alang there is a small hospital room with 
only 5-7 beds for 40-45000 workers. If anyone needs proper medical care, it is at least one hour to 
the nearest hospital. In Mumbai the medical care is available nearer. When a worker dies, the Union 
may offer some compensation to the family of the deceased. Today, accidents and deaths are 
reported by each work team's Safety Officer. Many contractors try to conceal injury statistics, but 
the Union’s members today are more informed and better educated about their rights and the 
reporting gets better and better. However, it happens even today that some accidents are not 
reported. 
 
The union is working on two levels: national and international. At the international level, they 
are working on regulations, laws and regulations. Among other things, they are working on 
implementing a new agreement for the workers conditions. Today's agreement is not consistent with 
the ship breaker’ agreement. In 2007 the Supreme Court determined that PPE should be available 
in every shipbreaking yard. 
 
At a national level the union is trying to join the workers and get them to demand better conditions. 
The union organizes workshops, called Trainers Training Programme, where representatives from 
various shipbreaking yards can be trained in safety and rights. Then they return to their workplaces 
in order to pass this to the other workers. 
 
When we asked what the union thinks of IMO’s Hong Kong Convention, Mr. Rane responds that it is 
positive and that all countries should implement this Convention. However, he is disappointed that 
the IMO has not consulted with the Union or other players in India when the convention was drawn 
and when a decision on ratification was taken. Mr. Rane wants to see a further discussion with the 
IMO and all stakeholders on how the convention should be implemented. 
 
 
5.1.2 Interview with workers 

Since this topic is controversial, we have chosen to anonymize the workers identity. 
 

 Position:  Gas cutter 35 years old in Darukana Shipbreaking Yard, Mumbai 
 
This worker is from another part of India, from the state of Yupi, and came to Mumbai to work. 
We ask him about the outfit that he uses at work. He answers that the clothes are a little rougher 
than regular clothing, but it’s made of cotton. They usually carry a helmet and he personally wore 
shoes with steel toecaps. His job is tough and he does not do it with any joy. For an 8-hour shift he 
gets 300 Indian rupees (43 SEK). Our taxi ride to the hotel cost 1400 rupees (200 SEK) and took 
about 30 minutes. A normal workday is 8 hours, but sometimes it requires 4 hours of overtime and 
150 rupees extra pay (22 SEK). He works 7 days a week, 365 days a year. If he wants to take a 
vacation, he doesnʼt get any salary and he would have to save from the previous salaries, no 
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holiday compensation! 
 
He tells us about an incident that took place in the shipbreaking yard 2-3 years ago. A large module 
was lifted by a crane, but somehow it dropped. Underneath it a worker was standing who got hit 
and died right on the spot. His family received some compensation for his death thanks to the Union. 
If this had happened before 2003, the family wouldn’t have gotten any compensation at all. 
 

 Position: Supervisor in Alang Sosiya, Gujarat. He is 40 years old and have worked in the 
industry for 23 year. 

 
He began 23 years ago as a manual worker and advanced to gas cutter and supervisor. He 
also functions as a contractor and provides the owners of the ship yards with labour, but he does 
not have a license for it. He currently lives in Alang, 10 kilometers from the shipyard with his wife 
and three children. 
 
When someone starts working in a shipyard as a manual worker, he drags big pieces up from the 
ships to the beach with ropes and assists the supervisors. This is the heaviest job. He shows 
burn marks from his time as a manual worker. At that time the employers did not provide the 
workers with any safety equipment at all. He says that his work today as a supervisor is much better 
and safer. As supervisor, he has a monthly salary of 10 000 rupees (2500 SEK). When he started as a 
manual worker he had a salary of 32 rupees/day (5 SEK). However, this was 23 years ago. Even 
Jithubhai tells of an incident he experienced during his working time. A metal plate was hoisted in a 
winch, but fell off the winch and hit one of the workers. The protective equipment that is handed out 
today consists of safety glasses, gloves, shoes, helmets, safety ropes and masks, depending on 
what position the worker has. 
 

 Position: Educated Safety Officer at Alang Sosiya, Gujarat. He is 50 years old and has worked 
16 years in the business. 

 
This worker has a Bachelorʼs Degree in science. He is responsible for all the security personnel and 
one of the tasks is to inform and get workers to use safety equipment as much as possible. He holds a 
license as a Safety Officer. The license is provided by the Agency of Gujarat Maritime Board and 
this government is also the distributor of PPE (Personnel Protection Equipment). In 2007, there was 
a huge disagreement between the union and the government, and after this it became mandatory to 
provide the workers with safety equipment in India. He is employed by a contractor who, because 
of provisions that the union managed to incorporate in Gujarat and the Gujarat Maritime Board, 
must have a Safety Officer employee. The most common injuries and accidents are cuts and burns. 
He does not see such as accidents, rather more as incidents to be expected in the course of the work. 
During 2011, 14 people died at Alang Sosiyas shipyard. He does not think the workers at the 
shipbreaking yards are aware of the risks and benefits of safety equipment and he tells us that it is 
his main focus. 
 

 Name: Jawahir Lal Rajbhar, 38 years and 21 years in the business 

 Position: Gas cutter at Darukana Shipbreaking Yard, Mumbai 
 
He started as a helper in 1991 and he currently works as Gas cutter. He describes the work as 
hard. The workers do not receive any allowance or paid accommodation. Most workers live in slums 
close to the yard. He has no family because of his limited income. He says he can’t afford a 
family. He gets 270 rupees/day (39 SEK). Before the union was formed in 2003, the daily salary 
was 60 rupees/day (9 SEK), though they were promised by their employer (contractor) to receive a 
salary of 120-140 rupees. When the salary finally arrived, there were still only 60-70 rupees. The 
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workers see this job as the last alternative. During the periods when there are no ships to demolish, 
they find other jobs to do such as flame cutting, grinding, or other work that they can perform. 
 
A question was asked regarding the safety and he and the other workers present lower their 
voices and whisper to our interpreter that the previous interviewee (Safety Officer) has provided 
false information. There are large gaps in the safety equipment that are handed out to the workers. 
They say that everyone gets gloves, goggles and helmets, but no shoes and no safety lines. The 
workers are responsible to provide their own shoes, leather shoes are often used but are not 
suitable for this kind of work. The interpreter says that the previous respondent (Safety Officer) 
was active at Alang Sosiya and the situation there could be better than for the workers in Mumbai. 
According to our understanding, Mumbai's shipbreaking yards are less responsible when it comes 
to safety than Alang is. Respondents feel that we should visit one of Mumbai's shipbreaking yards 
to see for ourselves how bad it is. The situation has improved gradually, but there is still a lot to do. 
Last year five people died on Darukana Shipbreaking Yard. Three of them fell and two were badly 
burned and died from the injuries. He says that employers do not encourage workers to form 
unions or to join the Union; rather they work against such initiatives in a very coercive way. To 
improve the situation of workers they need to get together and collectively negotiate for better 
terms, but this is prevented strongly by the employers. 
 
 

5.2 Meeting with ship breaker, President of ISSSAI 

 Name: Pravin S. Negarseth 

 Position: President for Iron Steel Scrap & Shipbreakers Association of India and was earlier a 
owner of a shipbreaking yard in Mumbai 

  
He has worked as a ship breaker for the last 45 years but has recently retired. He is now the 
president of the Ship breaker Association in India and has been for the past 25 years. During his 
time as a ship breaker he created his own group called Negarseth Ship breakers. He tells us that the 
company bought old ships from all around the world and then broke them down to finally sell the 
parts. They bought all sizes of vessels and their prices were ruled by the market prices. 
 
Negarseth quickly begins to talk about the problems in this industry. He believes that stakeholders 
are starting to think more about the environment and to encourage change but the problem in the 
current situation lies in the allocation of responsibility for the industry's environmental problems. 
Questions are asked about how his company employed workers to the Yard. He says that they 
used contractors to hire staff for the business and he thought they were doing these workers a 
favour. It is their responsibility as ship breakers to ensure that contractors and supervisors give the 
workers safety equipment and he also is aware of how the current situation looks, which he accepts. 
 
The conversation about safety took a new turn and Mr.Negarseth started to talk about the 
equipment in the shipbreaking yards. The two main tools were cranes and winches. Gas cutting is 
an important part of the process and the question about the workers' safety was asked again. Then 
Mr. Negarseth said that the work does not involve any risk factors for employees at all. The 
process of demolishing a ship consists of different modules in which 20% occurs on the vessel and 
80% takes place on land where the steel is cut up into smaller parts. He advocates the beaching 
method because it is cheap. When we ask him to ignore the financial aspect, he believes that it is 
impossible to ignore. 
 
The world now identifies two problems with the beaching method: one is the environmental 
problem and the other is the risk to the workers. According to Mr. Negarseth, there are no 
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environmental risks and he thinks the European Union still see themselves as a colonial empire that 
wants to create a regulatory framework for the shipbreaking industry that will benefit the 
environment and the workers' situation. Mr. Negarseth is a strong opponent. He believes that the EU 
wants to put all the responsibility on the ship breakers and that ship owners could easily escape their 
responsibilities. The EU wants to replace the previous Basel Convention with IMOʼs Hong Kong 
Convention and this Mr. Negarseth is strongly against, because he believes that the EU only 
created it because it wants to abandon its responsibility for old ships. The problem is that shipping 
companies with a European registration, flag out their vessels to non-EU countries on their last trip 
when they are outside Europe and then they sell the ship to countries like India where the beaching 
method is used. The vessels are sold without being cleaned or washed; this is something that ship 
breakers then have to do when they take over the ships. Mr. Negarseth thinks this is something that 
should be discussed. He thinks that the EU uses bullying and makes fun of India at their expense. He 
also believes that the IMO only works on the ship owners’ and ship companies' behalf. He filed 
objections to the Government of India, because he does not have a voice in the EU or the IMO. 
Furthermore, the problem with the TBT paint on ship hulls is also discussed. He also believes that in 
such cases they should make a law in which the ship-owners would have the responsibility to remove 
it all and not just paint over it. In the current situation it looks like all responsibility ends up with ship 
breakers again.  
 
He concludes the interview and says that the ship owners must be involved and share responsibility 
when it comes to environmentally friendly shipbreaking. He believes that there is not really any 
environmental aspect and that the problems are in the industry and that the IMO is wrong in 
removing the Basel Convention in favour for the Hong Kong Convention. The EU and the IMO should 
not interfere in the way India regulates the shipbreaking industry. 
 
 

5.3 Visit on the ship breaking yard in Mumbai 

On Monday the day before the visit, we called Mr. Rane to confirm our visit to Darukana 
Shipbreaking Yard in Mumbai. He told us on the phone that he couldn’t arrange a driver who can 
show us the Yard because it is difficult to find someone who knows English. He suggested we 
come to his office, close to the yard, on Tuesday at 12:00. Once we were there, he welcomed us 
into an office that looked worn, with old furniture and objects everywhere. When we sat down 
together, he told us that he himself would be driving and showing us around the shipbreaking yard. 
 
We went to Mr. Raneʼs car and passed the port area to Darukana Shipbreaking Yard in Mumbai. On 
the way we drove through a gate where Mr. Rane had to show his badge. During the car ride Mr. 
Rane asked us if our work would be published and he told us to be careful with the material we get 
from there since we have not received any permission from authorities to enter the area. There are 
people, vehicles and other technical equipment everywhere. The work on the port facilities is 
chaotic. We repeatedly had to stop the car because there was always something in the way and 
the sandy road was not particularly wide. Mr. Rane says that the risk of accidents is high and that 
was easily confirmed by the view from the car. We saw a small hospital in the area and given the 
population it seemed a bit small. Those who work in the port area are either from ship scrapping or 
down streaming industry. He said that there were around 3 000 people working in the area and that 
most of them were living close by. The people inside the area looked worn and we could see that 
they were lifting heavy things. For those who are accustomed to well-organized port facilities such 
an environment would be difficult to work in, but in some way the Indian people managed to create 
an effective environment. The port area looked like a small town with industrial activity, iron houses, 
school activities and places to eat. We asked how many times the union visited the shipbreaking 
yard. Mr. Rane answered that they try to come down once a week and sometimes it is twice a 
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month depending on how busy they are. Before the union was formed there was no water in the 
yard. As we stepped out of the car, he showed us a water cistern which the Union had constructed. 
 
When we arrived at the area where the ships were beached, we were met by a "contractor" who 
showed us the way. We were greeted by a terrible heat and there were metal bits everywhere. 
Our petite sandals were not suitable for this environment where we had to climb over large sharp 
metal pieces. The risk of accidents were very high there. We got to see how "gas cutters" worked 
and surprisingly they did wear protective gear, but we do not know if that's because they knew we 
were coming or not. The shoes that the workers were wearing were varied. Some were wearing full 
leather shoes without steel toes and some were walking in slippers. Overall, we had about ten 
minutes to take as many pictures as we wanted from a distance. Mr. Rane told us in the car on the 
way back that 91 ships could be there at the same time. As stated earlier, we were very thankful to 
get the opportunity to see a shipbreaking yard and meet people who had good contacts in the 
business. 
 
 

5.4 Working conditions and the safety situation in India  

In India, there are health and safety regulations as well as a national health policy for the 
shipbreaking industry, but in this area, there is much room for improvement. Since the economic 
reforms started, the development of the environmental work ceased, and the hazardous industries 
have increased. The workers' well-being could deteriorate if it remains under poor oversight and 
incompetence regarding occupational health and safety (Vedeler, 2006). 
 
In 1998 Gujarat's highest court improved the working conditions, water cleanness, building 
sanitation and health facilities for the workers. A year later the Indian Central Pollution Control Board 
created guidelines for the shipbreaking industry, which included safety and environmental 
processes. As mentioned earlier, in 2003 guidelines were also established for the ship scrapping 
industry regarding workers’ rights, coastal ecology and the provisions of the Basel Convention 
(Vedeler, 2006). 
 
When it comes to regulation regarding waste in the shipbreaking industry, it is different depending 
on which Asian country to which one refers. Unlike Pakistan and Bangladesh, India requires a gas free 
certificate. According to the ILO, all shipbreaking countries have to introduce the gas-free 
certificate, but at what level the use of these certificates is maintained varies between the countries. 
Generally speaking, the Indian regulations for workers' rights is underdeveloped compared to the 
OECD countries. Today, the development of legislation is done after some accident has occurred, 
rather than regulating in advance as a precaution. The high rate of accidents is detrimental to 
productivity. Increased inspections on safety and health would likely be beneficial for 
the industry. According to the Indian media the standard for the workers has to be improved and the 
responsibility for laws and regulations increased (Vedeler, 2006). 
 
Trade union organizations exist today in Mumbai and Alang, Sosiya. Vidyadhar Rane is the General 
Secretary of the port in Mumbai and Alang and represents the union of Mumbai and Alang Sosiya. 
He said that the union has only been active in the shipbreaking industry since 2003. He says that 
the union works toward the entitlement of insurance for the workers, the requirement of documents 
to obtain employment and to the provision of clean drinking water in the yards. The power of the 
union depends on how many workers come together and demand their rights.  The union’s work at 
the international level consists of developing laws and regulations that they believe should be guide-
lined and implemented. They want to negotiate a new agreement more in line with the duties that 
the workers at the shipbreaking yard have. In 2007 the Indian Supreme Court decided that that 
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Personal Protection Equipment (PPE) should be supplied in all shipbreaking yards (Rane, 2012). 

  



 

28 

6 DISCUSSION 

6.1 Result discussion 

This report will primarily aim to observe the actual situation regarding workers' conditions and the 
security situation, and secondarily to observe the environment and economy. The effects of these 
are observed with a focus on sustainability. The shipbreaking industry is currently in a subversive era 
where attention from the outside world and international legislation are affecting its future. The 
industry will continue or not, and the conditions that will prevail depend on several factors, such as 
the world market in terms of steel prices, scrap prices, freight rates, exchange rates and the global 
economy at large. It also depends on legislation at the global, regional and local levels and the 
ability of these levels to harmonize with each other. Actors and help organizations have a very strong 
influence. Ship owners have a responsibility when they sell their ships for scrap to deconstructing 
countries in the Far East. While the capital controls the industry, there are also humanistic and 
environmental perspectives to consider in order to maintain sustainable development. The world's 
attention and awareness in the form of interest groups, NGOs, the EU, the IMO, the media and the 
involvement of developed countries in the issue may affect and change the industry. 
 
During the field study in Mumbai the different stakeholders' interests and opinions 
became clear to us. During our interview with ship breaker Mr. Negarseth we received a clear 
example of where national and international law collide. The Hong Kong Convention is adopted and 
is currently under ratification. Before the ratification process is complete and will enter into force, 
the stakeholders have the right to object. Mr. Negarseth uses this right and protests strongly 
against India ratifying the Convention. Through written submissions to the Government of India he 
presents his views and proposals for amendments to the Convention. His own view is that the 
IMO and the EU does not listen enough to the view of the countries that scrap vessels. The IMO 
and the EU are trying to impose rules that only place the responsibility on the ship scrapping yards 
when it comes to establishing efficient and generally accurate disposal facilities and practices. The 
cost and efforts of meeting the Hong Kong Convention's requirements will be very large for a 
ship breaker. More about his views and proposals could be read in appendix 3. 
 
National legislation in India has not had a coordinated approach, and various governmental 
departments and administrations shall ensure that rules and guidelines concerning safety and the 
environment in the scrapyards are followed. Gujarat Maritime Board publish on its website how 
their efforts toward safety and the environment should be maintained (Gujarat Maritime Board, 
2012) .The real image obtained during the field study, and through conversations and interviews is 
another. Humans and the environment are priority way down the list. Ship-owners and operators 
now have a large responsibility. As long as they sell their obsolete ships to Asian countries for 
scrapping in order to achieve economic benefits, the market will continue. Maersk supports the Hong 
Kong Convention when their container ships are now constructed and apply the cradle-to-grave 
concept and provides ships with a Green Passport. In appendix 6, in an interview with Eskild Lund 
Sorensen, environmental manager at Maersk Line in Copenhagen, he says that the vessels that 
Maersk scraps goes to a shipbreaking yard in Ningbo, China. However, most of the ships are sold 
before they are scrapped and then Maersk has no more control. The shipping company's main goal is 
that materials from the ships should be recycled without the quality being lost. 
 
The volume of tonnage that needs to be scrapped has increased in recent years and is believed to 
reach record levels. This is partly due to overcapacity of tonnage, i.e., the supply of tonnage is 
greater than the demand. The rules regarding out phasing single hulls are also leading to ship being 
recycled. The developed countries do not have the capacity to recycle all of this tonnage today and 
this means the work will naturally fall on the five major scrapping countries in Asia. The Hong Kong 
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Convention is prepared to allow the beaching method so that these countries can continue to scrap, 
but in completely new and tougher restrictions. The idea makes sense. But is it 
sustainable? 
 
Our main result during the field study was that the challenges for the industry is to create 
sustainability for all involved actors. The industry exists and will persist. There is a market because of 
the demand for scrapping facilities is great. Shipping companies are for-profit companies that would 
like to see the sale of obsolete vessels as an item on the revenue side rather than on the cost side. 
The ship breaker, the cash buyer and the broker would like the same. The workers and their families 
need food. Our purpose was primarily to observe the social and humanistic aspects and to try to 
determine whether the current situation of the workers at the scrapyard are sustainable. But what is 
a sustainable situation from a human perspective? In case of an untenable situation in which a man is 
killed? When someone is injured? When someone loses income due to illness, injury or defect arising 
as a result of the work situations characteristics? People get injured, fall ill and die in large numbers 
annually at Alang’s and Mumbai’s shipbreaking yards. But the industry is thriving. These rates are 
high. Valuables, money, capital change hands, transactions take place. The global economy, the 
exports, the imports, and the domestic production are stimulated. 
 
Another important result from the filed study and which also was a result from reviewed literature 
was that The Hong Kong Convention and other international laws can be seen as tools and efforts to 
create sustainability in an era when the ability to scrap the ships is located in poor countries in Asia. 
Since our purpose was to observe the real social environments for workers´ conditions in 
shipbreaking yards observed from a sustainability perspective the on-going legislation of the 
shipbreaking industry was a significant result. EU, IMO and other stakeholders are conducting these 
legislations because the situation today is not sustainable. However, the costs and efforts to meet 
the Hong Kong Convention's requirements will be very large for a ship breaker. An issue to raise is 
whether the industry in India survive this financially or not. There is a risk that other countries in the 
world not seen by the Convention who have poor environmental and safety legislation take market 
shares from India. Where are India's poor immigrants to work then? The Hong Kong Convention is 
prepared to allow the beaching method so that these countries can continue to scrap, but 
incompletely new and tougher restrictions. The idea makes sense. But is it sustainable? For whom I 
sit sustainable? Are the responsibilities properly distributed? 
 
Our conclusion is that the situation today is not sustainable regarding the human aspect. A large 
number of people are dying, getting hurt and sick every year as a result of their working conditions 
at the shipyards. As citizens in highly developed countries, we don´t think that any human being 
should go to work and risk their life every day. However, we are highly aware of the fact that the 
perception of what a human life is worth differs from our view and that political and social 
circumstances are affecting the situation. If you consider the environmental aspect it is not 
sustainable either. Ground water and life in the sea are poisoned which is affecting fishing and the 
range of food and trade. 
 

6.1 Method discussion 

This report would especially draw attention to the situation of the people in ship scrapping in poor 
countries such as India. The objective was very clear during our field study in which the social and 
humanistic aspects were extremely noticeable daily. We were exposed to a world and life that we 
had never met before in the form of poverty, illness, injuries, living conditions, social norms and the 
legal system, which for us was untenable. When the report later was drawn it required a lot of 
background information to address and explain the experiences and information from the field study. 
In order to provide a fair and objective picture of what was observed on the ground in India, it was 
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necessary that we entered deeply into the subject and also brought out many facts about 
regulatory institutions, market, economy and actors. Major focus has been on these parts during the 
examination. But we felt that it was necessary to fulfil our purpose. The semi-structured interviews 
that were used during our field study were found to fit very well when the questions we had 
prepared worked as a catalyst to further conversations and discussions with interviewees as their 
thoughts, experiences and opinions emerged. We used the audio recording of interviews to go back 
and check the recorded data, which was also made during the conversations. We received and 
used the material from Ship breakers Association in India and then applied archival analysis. We 
take the material as an appendix and will present this report to show the views of different actors in 
the industry. But as writers, we are objective and neutral. 
 
Source criticism is a part of the method which has been developed in order to determine whether a 
source's content is reliable or not. This is a scientific method that carefully tests the source's 
reliability(Nationalencyklopedin, 2012).  When we interviewed people from the ship scrapping yards 
we kept in mind that they possibly were somehow controlled by their managers or superiors. Since 
they were dependent on the income they got from these works, this was a possible scenario. 
Anyhow, the people interviewed were very keen to talk about their view of the industry and did not 
hesitate to tell us about death accidents that occurred during their time in the scraps. The incident 
when the interviewees lowered their voices to speak about these gaps and deficiencies in 
equipment, indicating that they wanted to tell us the truth. We judge even Mr. Rane credibility, he 
has worked on these issues for many years and his aim is to create a sustainable situation for the 
workers through union organizing. We realize that his purpose in supplying us with help and to give 
us the contacts was to monitor the situation at an international level. After visiting a ship scrapping 
yard, we believe that Mr. Rane didn’t exaggerate the picture of the actual situation in any way. He 
and his associates wants to create sustainability from a social perspective. Once again our purpose 
was answered that the situation today is not sustainable for these people. 
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APPENDIX 1 

1 Plan for field study in India 

Our aim is to visit a shipbreaking yard and make contact with workers who have very heavy 
physical work in the organization. If it’s possible, we would like to get in touch with people sitting in 
higher positions within the company. The field study will primarily be based on observations as the 
subject under consideration is sensitive and can sometimes be offensive to people. The work of the 
field study may change direction depending on the information, exchange and experiences. 
 
Addresses to different ship-breakings yards: 
 
Ghasiram Goklchand Ship Breaking Yard 
Klmbli Steel Market, Panvel, Mumbai - 400218 
Vishnu Kumar Gupta.  Tel. 022-23724712 
 
Ship Breaking Yard, Darukhana, Mumbai 
217, 21, Veena Chambers, Dalal Street, Mumbai G.p.o(fort), Mumbai, Maharashtra 400001, Indien.  
Tel. +91 22 2263 2790    

 

Saurashtra Ship Breaking Industries  
Behind Hyder Hotel Darukhana Building, Railway Sliding Reay Road, Mazgaon, Mumbai, Maharashtra 
400010, Indien.  Tel. +91 22 2372 5293    

 

Other possible companies to visit:  
 
Maersk India Ltd 
62/63, Free Press House, Free Press Marg, Nariman Point, Nariman Point 
Mumbai, Maharashtra 400021, India 
 
Possible questions to ask in India during the field study (workers): 

 Name 

 Age 

 Domicile 
 
• good / bad job? Why? 
• alternatives to the current situation? Other means of livelihood? 
• the age when they started working? 
• the length of working day? 
• their accommodation? 
• the protective equipment? 
• the salary? Where is the salary? 
• employers? 
• do you wish your children to work with this? 
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Buyers of ships (steel): 
• lucrative business? Prices of steel? Markets? 
• Prices on the ships? 
• shipping companies? 
 
Governments (local, IMO, ILO, NGOs): 
• rules, regulations, laws? 
• compliance with them? Why / why not? 
• what is being done nationally? 
• what is being done at international level? (Hong Kong Convention) 
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 APPENDIX 2 

1 Diary in India 

2012-03-27 
 
Our plane lands at 05:00 on the 27th local time in Mumbai. A long hallway with fitted carpet greets 
us. The room we ended up in had a special smell. It is very apparent that there is a lack of AC. The 
first impression from both the airport and the city is chaotic. We hardly see any Westerners, almost 
all of the people are Indians and carry a lot of packing, caution is not noticeable. If you stand 
in a queue but look away one second you will suddenly have a new person in front of you, this 
happened in the passport-currency & taxi queues. We experience the locals as impetuous and 
stressful but most of them are very good in English, which helps a lot. We pay for a so-called 
prepaid taxi and make our way out of the airport to the street to get hold of our taxi. Here we are 
faced with total chaos: with people, dogs and cars everywhere. There are beeps, shouts and 
howling all around us and we begin to fear for our lives. Finally, we find our taxi, a Trabant from the 
Soviet era, and begin our journey to our hotel. Now we get a new impression in the form of a fancy 
hotel with security gates and scanning at the entrance. The staff is friendly and very 
accommodating. The view from our hotel room is divided. If we look to the right, a long sandy beach 
with swaying palms greets us. If we look to the left we see a garbage dump with rats instead and a 
stray dog in sight. Several weeks earlier Annie had mailed the NGO Ship Breaking Platform, an 
organization operating under the EU in Brussels on issues related to the workers at the shipyards, 
but she had not received a response. The day before our departure for India, she sends more mails 
about the upcoming project and requests contact on the ground in Mumbai. During our first evening 
in Mumbai, we go online to read emails and to our surprise, we got answers! We get a name from 
Ingvild Jenssen, Director of the NGO Ship Breaking Platform. The contact is Mr. Rane, who among 
others is the general secretary of the Union for the port and shipbuilding industry. We will email him 
immediately. 
 
2012-03-28 
 
The first thing we do when we wake up is to call Mr. Rane. We get through and are invited to a 
conference/workshop in Mumbai. We go immediately in a taxi. Mr. Rane meets us in the hotel lobby 
and tells us about what to expect today and what we will see. He talks about the shipbreaking 
industry and its actors, and gives us some numbers and figures. Then we head to the conference 
hall and meet Ruud and Joop from Holland who are representatives for the Trade Union Official in 
the Metal/Shipbuilding Industry, and a number of workers employed in shipscrapping at both Alang 
(India's largest shipbreaking yard) and Mumbai. We are told that the conference is "training days" 
for the workers who represent their workplace. The three-day conference is a program containing 
workshops for the workers organized by the unions for the workers at the shipyard and harbor with 
Mr. Rane in the lead as General Secretary and in cooperation with Ruud and Joop from Holland. 
When the conference days are over, the workers return to their workplaces and hopefully practice 
and teach their new skills in safety awareness and accident prevention. Ruud says that they want 
to work from the lowest level, i.e., with the workers, to get them to communicate with each other 
and become aware of their situation. Our thoughts go immediately to Chalmers Human Factor and 
the course Leadership and Management, which we have just taken, with great focus on group 
dynamics and communication. Since the union was given a place among the workers in the 
shipyards in 2003, the situation for the workers improved significantly. But there is still a lot left to 
do. We are allowed to interview four of the workers with the help of the translator Pasha. We 
interviewed two workers from Mumbai and two workers from Alang. Our goal with the field study in 
Mumbai was precisely to meet these workers and talk to them. But we had not really dared to think 
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that we would achieve this goal, because it is a sensitive issue and an industry with many 
restrictions and protected activities. So we are very pleased and grateful for the time we got! 
 
The four interviewees represent different occupational groups at a shipbreaking yard. We speak 
with two Gas cutters, which is quite a demanding job. When working at a shipyard the tasks are as 
a Manuel Worker, thereafter they advance to Gas cutter. We also speak with a Supervisor and a 
Security Officer. The conversations are very rewarding and we stay the remaining conference day 
and see the result of workers workshops, to ascertain what they learned and what they will bring 
back to their workplaces. We may even see Ruud and Joop show pictures of how other methods 
of demolition are conducted in other places in the world. We'll see the docking method in Turkey and 
in Japan. We ask Mr. Rane if we can get someone who represents employers in the shipbreaking 
industry. He calls at once to a Mr. Negarseth who for many years owned his own shipyard and 
has been an employer for many workers. Today he is the president of Iron and Steel Scrap and 
Ship breakers Association of India, a single covenant for customers of the steel, i.e., the buyers of 
old vessels and employers of those who break the ships. We will meet him the next day at. 4:00 
p.m. This is also something we have not really dared to hope - to speak to an employer for the 
people who work at the shipyards. 
 
Two students studying video and animation at Bombay Picasso Animation have put together a 
video showing the work at a shipyard. Because we do not have time to see it during the conference 
days, we get it from the students as a gift. When it's all over, Ruud and Joop invite Pasha and us 
to their hotel for dinner, to discuss the issue further and to provide us with pictures from the 
shipyards at Alang. Joop has a large collection of photos that he wanted to give us. Ruud tells us 
about their role in the work for better conditions for the workers and how regulations and 
government work. He speaks of the role of the IMOs, the EU and the implementation of the Hong 
Kong Convention affecting the current situation. During dinner, Mr. Rane pops up with the IMF 
(International Metalworkers Federation) president. Pasha teaches us a bit about Indian culture and 
about the importance of always wearing pants! We are told that it was a little commotion among the 
workers, as we earlier in the day stepped into the conference wearing shorts .... The evening ended 
and we bring many new skills and lots of information back with us. We also became very good 
friends with our translator Pasha who also wrote about the situation of the workers at the shipyards 
when he conducted his Thesis. He escorts us to our hotel, because Mumbai is a dangerous city for 
two single girls from Sweden. In shorts. 
 
2012-03-29 
 
Today we're going to meet with Mr. Negarseth at the National Sports Club in Mumbai. We arrive 
about 10 minutes late because of the constant traffic chaos in Mumbai. We arrived at what appears 
to be a gathering place for wealthy Indians, where one can play tennis, sit with a board game, see 
the big- screen TV and just hang out. Mr. Negarseth seems at first to be a man of few words. He 
gives us a presentation on the topic, what his work consists of and what he wants to achieve. Our 
view of Mr.Negarseth changes as the interview progresses . He has a motive and purpose for 
inviting us to this interview. Much of his time is currently spent trying to stop the implementation of 
the Hong Kong Convention. He rejects the implementation and argues that the IMO and the EU are 
bullshit. He speaks passionately and raises his voice. His view is that with the introduction of the 
Hong Kong Convention, the sole responsibility is put on the developing countries and its 
Ship breakers and shipping companies and owners of the vessels will escape all liability for, for 
example, decontaminating ships before disposal, removal of hazardous waste, waste bunker and 
ballast tanks, removal of PCB and anti- fouling, etc. He believes that the EU punishes and scorns 
developing countries such as India with the implementation of the Hong Kong Convention. He 
believes that the decision has been taken without consulting the developing scrapping countries. 
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As previously mentioned, Mr. Negarseth has nothing good to say about the EU, its institutions and 
conventions. We try to ask him about his views on the workers' situation and the social aspect, but 
he gives us no direct answer. He believes that the industry is not particularly dangerous for the 
workers and that many of them do not have jobs that require protective equipment. We get the 
impression that he is very involved in the opposition to the Hong Kong deployment. He wants us 
as European citizens and members of the EU to bring forward his views and highlight the topic from 
a different perspective. Hence the invitation to today's interview. 
 
After the interview ended, we hurried from the scene. On the way from there, we see Mr. 
Negarsheth getting picked up by his chauffeur. We get hold of a taxi. Going to our modern hotel with 
air conditioning and mini bar to go quickly to bed. On the way we see the women sitting on the 
streets with their small children. They will also go to bed. On the street. They extinguish their little 
fire, put a thin blanket over her children to bed down. 
 
 
2012-04-01 
 
The day before, on Monday, we called Mr. Rane and confirmed the visit to the shipbreaking yard in 
Mumbai. He would help us find a private driver who spoke English and a worker who could tell us 
about the yard. Mr. Rane told us on the phone that he had not yet found a driver who spoke 
English and that it was very difficult. He suggested that we should come to his office, near the yard 
on Tuesday at 12:00. Around eleven o'clock, we sat in a taxi to make our way to his office, and 
because we stayed across town, the taxi journey took a little more than an hour because of all the 
traffic. Upon arrival we were greeted by many children with school uniforms and by a man pointing 
for us to go upstairs where Mr. Raneʼs office is located. He welcomed us into his office, which is 
very worn with old furniture and stuff everywhere. It is also very hot in there because the office 
does not have A/C. Mr. Rane asked us to wait at his desk and said he would be back in 15 
minutes. We got the impression that he is a very busy man with many irons in the fire and we were 
very thankful that we got to meet him again. When he came back to us, he said that they 
unfortunately could not arrange a driver for us, but that he would drive us himself. We quickly go to 
his car and speed away to the yard. 
 
In the car, Mr. Rane explained that we would now go into the yard without permission from the 
State and that the photos we take in there should be treated with caution. We passed a sort of 
gate, where he showed off a pass. Once inside the port area, we were greeted by chaos. For 
those of us who are accustomed to well-organized port facilities, we would not be able to work in 
this environment, but somehow the Indians knew exactly what they did. Inside the area there were 
a school for the children, a small hospital room, and various eateries. It was just like a small town. He 
told me that about 3 000 people worked in the area and that they lived in small shacks nearby. The 
people inside the area looked worn out and we could see that they had to perform heavy lifting and 
so on. 
 
When we arrived at the shore where the ships were beached, a “contractor” who showed us the 
way met us. There was a terrible heat and pieces of metal everywhere. It felt like one could get hurt 
at any time. We got to see how "gas cutters" worked and surprisingly they did wear protective 
gear, but we do not know if it was because they knew we were coming or not. We got to be there 
for about ten minutes and took as many pictures we wanted but at a distance. Mr. Rane told us in 
the car on the way back that 19 ships could be there at the same time and that it is the mafia that 
controls the site. As I said earlier, we were very thankful that we had come into the area even 
though we did not have permission. We realized rather quickly that you could do almost anything 
you like in India, if you know the right people and if you have money in some cases. 
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APPENDIX 3 

1 Comments from Ship breakers Association of India concerning ratification of the Hong 
Kong convention 

COMMENTS ON PROPOSED EU REGULATION 
 
We appreciate that EU accepts “at present, most of the trade of ships for recycling is illegal 
considering the provisions of Regulation No.1013/2006”.  We wonder why those who have flouted 
the regulation have not been penalized.  The solution lies in the amendment of the regulation and its 
strict implementation by EU nations on its citizens. It proves that there is a loop hole in regulation 
1013/2006 by which either ships were sold to cash buyers, registered in tax haven countries and then 
routed to ship recycling countries or sold under the pretext of trading purpose and then diverted to 
ship recycling countries.  Once the ship leaves EU waters, they have no control over such ships.  So, 
there is need for EU to plug this loop hole in regulation 1013 and bring their citizens/ship owners to 
operate under the said regulation. 
 
It appears that instead of improving the implementation and monitoring of their regulation, they 
have proposed the new regulation not to curb the loop holes but to give freedom for noncompliance 
of the present regulation 1013/2006 and Basel Convention to ship owners.  It is a clear attempt to 
pass responsibility of ship owners /EU citizens to non OECD countries/ship recyclers.   The proposed 
regulation requires registration of private parties of importing nations and their citizens.  This is 
nothing but a breach of national natural justice. It is an attempt to rule the ship recycling 
countries/ship recyclers and non OECD nations to pass on the responsibility of environmental 
friendly ship recycling and occupational hazards to the ship breakers to safeguard the commercial 
interests of their nationals.  They have no right to interfere in sovereign rights of other nations. 
According to us, this proposal appears to be only to get rid of the Basel Convention requirement and 
Regulation 1013/2006.   So, we should reject their proposal outright. 
 
Indian ship recycling industry has, from the beginning, rightly objected to IMO Hong Kong Convention 
as the purpose and intention of the convention is in favour of the ship owners and against the ship 
recyclers.  If the EU intends to support and implement environment friendly and labour safe ship 
recycling, then, as stated above, they should plug the loophole in regulation 1013, even ban export of 
ships for demolition to non OECD countries, and strictly implement the Basel Convention. If they 
want to introduce a new regulation then we propose that EU, in their new regulation, should include:  
 
Any ship sold having life of 20 years should be with the stipulation that ownership cannot be 
transferred for the next 12 months without the consent of EU authorities. 
 
All the cargo tanks of tankers should be pre-cleaned.  This is necessary because of main 
environmental issue of seepage of oil which is also associated with highest risk of fire hazard.  Ship 
recycling countries which mainly operate under beaching method cannot pre-clean such tanks. 
 
All hazardous materials which are not required for final voyage should be pre-decontaminated 
before delivery because in any case such ships are delivered under tow. 
 
War ships, naval auxiliary, or other ships owned or operated by a Party and used, for the time being, 
only on government non-commercial service, should not be exempted from the purview of the 
propose regulation.  IMO Hong Kong Convention has exempted such ships (refer Article 3, clause 2 of 
the Convention) under the pretext of security and secrecy.  Once such vessels are de-commissioned, 
they are no more a ship as all the armaments are removed at the time of decommissioning.  They 
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become nothing but floating structures.  So the proposed regulation should cover such ships also and 
not allowed to compromise environmental and labour safety. 
 
We also feel that EU should be asked to consider framing a regulation for de-registration of ships. 
 
In short, EU should make the new regulation to be observed by their ship owners and not for 
observation by ship recyclers.  Making any regulation by EU on ship recyclers will be infringement of 
the sovereign rights of ship recycling countries because ship recyclers are operating under sovereign 
national laws. 
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APPENDIX 4 

1 A short report about the workshop in Mumbai 

Organising Metalworkers in Shipbreaking Industry in South Asia 
IMF-FNV -SMEFI 

A short report on four days training program ‘Training for Trainers’ 

 

 
It was indeed a good learning experience for workers to attend the workshop titled ‘Training for 
Trainers’ scheduled during 26th March to 29th March 2012. The program was formally inaugurated by 
veteran Indian Trade Union leader Dr. Shanti Patel. He was accompanied by Adv. S.K. Shetye, Geenral 
Secretary, MPTDGEU, Bro. V. V. Rane, Vice President, SMEFI, Bro. Ruud and Bro. Joop. 18 
shipbreaking workers from Darukhana Shipreaking Yard, Mumbai, State of Maharashtra and Alang 
Shipbreaking Yrad, State of Gujarat attended this training program and got benefitted.   
This workshop was an attempt to address issues related with safety and create awareness among 
workers. No doubt session was quite educative, informative and motivating.  Both the trainers viz. 
Bro. Ruud and Bro. Joop have ability to talk under the sun which made participants wondered that 
how these persons know so much.  There were 18 participants hailed from different categories i.e. 
manual workers, supervisors and safety officers. 
 
Categorization of workers, structure of various ships, engine room, set of accumulators, piping colour 
code, coolers and filters, dangerous chemicals, chemical injections, sound pollution, fire safety, types 
of winch, danger caused by damage cable, causal- effect relationship in accidents and some other 
topics were covered in these 4 days workshops.  Trainers had given some tasks to participants which 
they found interesting and done it. It shows that workshop was quite interactive and participants 
were fully involved in it. For making it more interesting trainers had shown some video clips that 
conveyed messages on safety concerns. As an interpreter, Bro. Pasha played an imperative role in 
building relationship between trainers and participants. Bro. Nalwade and Bro. Khese had given the 
technical support and make the other arrangements for conducting the workshop successfully. Bro. 
Rane, as the key convener played pivotal role in organizing and designing the structure of overall 

Date: 26/03/2012 to 29/03/2012 
Convener: Bro. Vidyadhar Rane 

Supported by: IMF, FNV, SMEFI, MBPTDGEU, ASSRGWA 
No. of participants: 18 

Trainers: Ruud van den Bergh and Joop van Oord 
Special Invitees: 

 Dr. Shanti Patel, President, SMEFI 

 Bro. Sanjay Vadavhkar, General Secretary, SMEFI 

 Adv. S.K. Shetye, General Secretary, MPTDGEU 

 Bro. Sudhakar Apraj, Secretary, MPTDGEU 

 Bro. Maruti Vishvasrao, Secretary, MPTDGEU  

 Bro. Sudarshan Rao Sarde, Director,  IMF- South East Asia 
 

 
Movie Screened by: Bro. Prathamesh Rane and Sis. Sinitra 

Technical Support: Bro. Vikas Nalawade and Bro. Datta Khese 
Interpreted by: SM Fahimuddin Pasha 
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workshop.  
Last day Bro. Sudershan Rao Sarde, Director, IMF South East Asia and Bro. Sanjay Vadhavkar, Geenral 
Secretary, SMEFI attended the workshop and shared their views.  At the end of the session workers 
were delighted and kept promise that they will share their learning and experience with their 
colleagues and create awareness in terms of safety. The session was concluded by Bro. V. V. Rane. 
While giving vote of thanks he expressed sincere thanks to participants and trainers and also 
submitted his gratitude for FNV, IMF, SMEFI, MPTDGEU and ASSRGWA.   
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APPENDIX 5 

 
1 A photo collage from the shipbreaking yard in Alang, Sosiya. 
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The pictures from this collage are taken by Johan Joop van Oord. 
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2 A photo collage from Mumbai  

The view from our hotel on the 
backyard. These kinds of garbage 
were normal to them and you could 
see it everywhere.  

Scaffolding made of bamboo.  

Mr. Rane’s office desk.  
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The water cistern that the union 
have built for the workers.  

A man resting on the streets of 
Mumbai.  

The busy traffic in Mumbai. 



 

46 

Joop welcomes us to the work shop. 

A worker and a translator. 

Eating lunch. 
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The workers are presenting what 
they have learnt during the work 
shop. 

The workers  

The workers 
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The pictures from this collage are our own.   

The workers 
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APPENDIX 6 

1 Email interview with Mr. Eskild Lund, Enviornmental Manager from Maersk Line 

 Are the Triple-e ships built in a conventional way in a shipyard?  
Yes the Triple-E ships are built at DSME shipyard in OKpo, South Korea 
   

 Is this concept built on IMO:s "Green Passport"?  
The concept is inspired by several things, the Green Passport, the acknowledgment that ressources 
and therefore material prices will increase when availability becomes smaller and the fact that 
recycling metals is less energy consuming than producing from virgin ore (up to 30 times in worst case 
scenario for steel) 
  

 Where is the steel and material coming from?  
Probably a mix from various places - the blocks are being produced in either China or South Korea, but 
we do not know the origin of the materials. The closer supplier connections established through the 
Cradle to Cradle work could remedy this in the future. 
  

 Is the steel a new product? Or is it recycled scrapped steel?  
Since we do not know exactly where it is from we do not know. But most steels hold some percentage 
of recycled steel, but we do not know for the steel we use. The Cradle to Cradle Passport should 
however improve this. 
  

 Will the Triple-e ships be recycled into new ships when they are about to be scrapped in 20-
30 years? In this case, are they going to stay within the Maersk Group? Or will the steel be be 
sold?  

Most likely the ships will be sold before they are not able to sail anymore. This means that someone 
else will take the decision to scrap the ships. If they will be used for new ships at that time is not 
known - what we aim to ensure is that the materials can be recycled without loss of quality, so they 
might be new ships but they might have found good uses for the special steels in 20-30 years that are 
more important than ships. 
  

 How is the scrapping of your ships conducted? Is there a procurement where buyers of the 
steel are bidding? Or do you have contracts with companies who buys and scraps ships?  

We used to have our own ship recycling team, but as we now sell ships before they are scrapped this 
team were not needed. However we still scrap a few ships once in a while, and we make sure it is 
done responsibly and ends up in a safe yard, and not send to the likes of Alang beach. 
  

 Where is the scrapping of Maersk ships completed?  
The ships that Maersk has been recycling has been scrapped at a yard in China, near Ningbo  
 
 


