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Sweatships:  The Cruise Industry and the Socialist Agenda
Ross A. Klein


Cruises are viewed by many as bourgeois vacations predicated on mass conspicuous consumption and the epitome of a society whose values are materially oriented.  Many on the political left scarcely give the cruise industry a second thought.  But there are also those who opt to take a cruise and don’t consider the politics or economics of the cruise industry.  They are not alone.  Even so-called progressive publications fall into the trap.  The Nation, The New Republic, and Yoga Journal have all advertised symposia or seminars on cruise ships.  The Nation reportedly generates hundreds of thousands of dollars from these events.  Ironically, participants sit in sessions and hear about such things as the exploitation of labour and degradation of the environment but are not made conscious that the venue hosting the symposium is among the most exploitative of labour and the most irresponsible in relation to the environment.


The nature of these problems is a key element in the joint launch by the War on Want and the International Transport Workers’ Federation (ITF) of a “sweatships” campaign in September 2002 (Mather, 2002).  The campaign received only brief and limited media attention in the United Kingdom; it received no attention in North America.  However, the treatment of workers on cruise ships has been an interest by select media in the United States and Canada.  Both of my books on the cruise industry led to dozens of interviews with radio, TV, and the print media.  Issues related to cruise ship workers was a prime interest in these interviews, second only to environmental issues.


Like War on Want, I see cruise ships as sweatshops at sea.  The cruise industry would argue that this is inflammatory and does not apply to them.  Even when confronted with obviously questionable practices, as in allowing workers to pay recruiting agents in order to secure a position on a cruise ship – a practice contrary to International Labour Organization (ILO) rules – the industry displaces blame.  When questioned about the practice, an industry spokesperson stated that it isn’t the industry’s fault if workers want to pay a recruiting agent to get their job.  He suggested that cruise lines aren’t in a position to interfere in individual choices or in what is allowed by governments in developing countries.

Are Cruise Ships Sweatshops at Sea?

Sweatshops are commonly characterised as employing workers at low wages, for long hours, under poor and unsafe working conditions.  Also, sweatshops often violate labour and safety laws.  The United States General Accounting Office defines a sweatshop as “…an employer that violates more than one federal or state labour law governing minimum wage and overtime, child labour, industrial homework, occupational safety and health, workers’ compensation, or industry registration” (U.S. General Accounting Office, 1994: 1).     Do cruise ships fit within this definition?  I would argue, without a doubt, that they do.  Let us consider onboard labour practices.
Hours of work

Work conditions on a cruise ship can be difficult.  The number of hours worked is just part of the equation.  The norm among service workers is an 80 work week; deck and engine workers normally work 66 hours a week.  These are minimums
.  Waiters on cruise ships typically work 12 to 14 hours a day, seven days a week, and not have a day off for the ten to twelve months of their contract.  The contract length is shorter for workers from industrialized countries; it can be as short as three months for officers
.

Almost everyone employed on a cruise ship works long hours.  Though the ITF’s standard contract specifies that workers have at least ten hours off duty in each period of twenty-four hours, this is not always the case.  With the minimum required hours of rest, the work week can be as many as 98 hours.  One respondent in a 1998 study done by the ITF, a first officer, reported that on his previous ship he had worked twelve to fifteen hour days, never had six hours continuous sleep, and had worked eighty-seven hours a week for three months straight.  He indicated that he regularly made errors in passage planning and execution, and that he did not dare sit down when he was on watch (International Transport Workers’ Federation, 1998).

A survey of workers on cruise ships docking at Port Canaveral, done by the ITF in 2001, provides further insight.  Almost one-third indicated they worked twelve or more consecutive hours without a rest period.  A similar proportion reported no rest period longer than six hours.  Thirty-seven percent reported rest periods of eight hours; only 25 percent reported ten hours of uninterrupted rest


This pace of work continues day after day.  More than 95 percent of workers on cruise ships report working seven days a week.  Several studies document the impact of this pace of work.  In March 2001, an inquiry by the International Commission on Shipping (2000) cited worker fatigue as a major factor in accidents onboard ships.  The United States Coast Guard independently estimates that fatigue was a factor in 16% of critical ship casualties and in 33% of personal injury cases.  

Pay and tips 

While officers, cruise staff and entertainers, and many of the concessionaires onboard a ship earn reasonable incomes by North American standards, the vast majority of workers have incomes that are deplorable by Canadian standards.  Line workers (including cleaners and deck and engine room crew) earn as little as US$240 per month.  Waiters, busboys, and room stewards often earn US$50 a month salary with the bulk of their income derived from tips.  Even then, 16% of cruise ship workers earn less than US$500 a month; more than half earn less than US$1000 a month
.  The ILO specifies a minimum wage of US$465 for an able-bodied seafarer;  the figure rises to $500 January 1, 2005.
Take home income is difficult to gauge because many workers from nonindustrialized countries use a recruiting agent to arrange a job with the cruise line.  Though against ILO rules, these recruiting agents often charge for their services.  Fees can be as high as US$1500 or $2000, plus the transportation cost to the ship (see Neilsen, 2000; Reynolds and Weikel, 2000; Moran, 1996; Prager, 1997).  The result is that workers may spend the first half of their contract paying off the debt they incurred to take their job. 

The issue of income levels is further compounded by taxing of tips by a worker’s supervisors.  In the dining room, the amount paid can correspond with the number of passengers a waiter is assigned to serve, the class of cabin from which these passengers come, and sometimes even the distance their tables are from the galley.  Presumably, the more a waiter pays, the higher will be their tips.  The ITF has documented dining room managers earning between US$14,000 and $20,000 a month by taxing tips of their workers (International Transport Workers’ Federation, 2001: 6).  Workers may also have to share tips with other workers:  with the laundry if a room steward wants linens earlier in the day rather than later, and with workers in the galley if a waiter wants food hot.

Social Stratification

Most cruise ships proudly tell passengers the number of nations represented among the staff.  It is presented as a positive feature.  This diversity can undermine collective action by crew.  People with diverse backgrounds are less likely to cooperatively join forces on an issue.  There are only a few cases where cruise ship workers have attempted collective action.  

In 1981, 240 Central American workers went on strike aboard a Carnival Cruise Lines ship in Miami to protest the firings of two co-workers.  The strike ended quickly when the company called the U.S. Immigration and Naturalization Service, declared the strikers illegal immigrants, bussed them to the airport and flew them home (Reynolds and Weikel, 2000).  Similarly, in January, 1986, Norwegian Cruise lines solved a sudden labour dispute aboard the Norway by loading 55 South Korean, Jamaican, and Haitian room stewards on buses at the Port of Miami and sent them back to their home countries (Miami Herald, 1986).  As I’ve heard more than once, “on cruise ships, supervisors often tell seafarers who complain, ‘If you don’t like it here, you can go home.’  Since the seafarer has already paid for the return trip, the threat is real and the seafarers know it will be carried out at their expense” (Chapman, 1992: 56).


The mediating effects of diversity and the threat that one will lose their job if they complain are effective mechanisms of social control.  Workers know to do their jobs and not to complain.  Take Andre for example.  He works “…70 hours per week as a janitor, cleaning guest cabins, hallways, dining areas, you name it. An energetic 27-year-old from Saint Vincent, his salary is $452 per month, or about $1.60 per hour for the duration of his nine-month contract. Although he's been working for Carnival five years, his pay recently was reduced by $80 per month. ‘They chopped it down,’ he fumes. Andre is not sure what prompted the reduction, but he thinks his supervisors would brand him a troublemaker if he complained” (Neilsen, 2000).  He’d rather endure the reduction in pay than to lose his job.

Diversity on ships can also make workers’ lives more difficult.  There are occasionally fights and the occasional stabbing. Likely the most extreme occurrence was a riot in the spring of 1994, when a crew galley ran out of rice.  The cook was killed, and six others also died in the riot. This level of tension is uncommon.  However, tensions between individuals and/or groups are not uncommon.  An Executive Chef on a mass market ship was fired in 2000 after he emptied a fire extinguisher on a Filipino safety officer who jabbed him in the ribs and made ethnic slurs every time he walked by.  I observed in 2001 an ethnic caste system on an ultra-luxury ship where the dominant Austrian (and other Germanic) dining room staff were treated differently than the lone Italian and lone Turk.  And I have met workers whose career was limited by their skin colour: a Honduran busboy who would never be promoted to waiter because his skin was too dark, and Filipino a wine steward who was fired because the company one day decided his skin color and nationality didn’t project the image the company wanted.  The company replaced all its wine stewards with people of European descent.

Safety and Security 

There are two issues to be considered under safety and security:  sexual exploitation and safety of the ship.

Sexual exploitation.  As in any work setting, female employees on cruise ships often deal with sexual harassment and sexual exploitation.  Also like other work settings the problem is kept relatively quiet, in large part because victims are in a vulnerable position that inhibits their ability to speak up.  



In an article based on her five years at sea, a young woman whose job it was to produce the ship’s daily newspaper tells many stories involving sexual exploitation of workers by officers.  She recounts an officer who refused to take no for an answer, and who chased a female crewmember so relentlessly that she signed off in tears at a remote port in Alaska.


The problem of sexual harassment was given considerable media attention in late-1999 following discovery hearings in which Carnival Cruise Line admitted to receiving 108 complaints of sexual assault (including 22 rapes – 16 rapes of passengers by crew and 6 rapes in which one crewmember assaulted another) in a five year period; Royal Caribbean International indicated it had received 58 complaints in the same time period.  

The discovery was part of a lawsuit brought against Carnival Cruise Line by a woman who had worked as a nurse for three years.  She claimed she had been raped and sodomized in August 1998 by the ship’s engineer, allegedly an experienced sexual predator, while working on the Imagination.  She had immediately reported the incident and the engineer was promptly fired.  However, his firing was not because of the rape, but because he had been drinking within six hours of going on duty and for being tardy.  The case was settled fifteen months later, less than two weeks before its scheduled trial (New York Times, 1999).  


One year earlier, a fifty-four year old woman who worked at the ship’s gift shop on the Crystal Harmony initiated a lawsuit against Crystal Cruises.  She claimed the company allowed a sexually charged atmosphere and that she had been fired for refusing the captain’s advances.  She says that from the start, she saw that parties and love affairs were common among crewmembers.

But more disturbing, she said, was how the ship’s top brass hit on stewardesses and other lower-ranking crewmembers...One ship stewardess confided...that she was “stressed” over sleeping with 31 crewmembers.  And she heard that an officer tried to hang himself after finding his girlfriend in bed with the ship’s doctor...She also said she once encountered the captain and a stewardess in a sex act below deck (SF Gate News, 1998).

The woman claims she was forced to engage in sex with the captain, for fear that if she refused she would lose her job.  She characterized the cruise ship as a more blatant sexually promiscuous environment than she had ever seen, and suggests that, “The officers and captain think they can take liberty with anyone...It’s quite amazing...Nobody wants to complain, because they would lose their job.”


Is the problem worse on cruise ships than in other work settings?  There is no way to know because very few complaints reach public attention.  Those who are victimized are often not in a position to do anything to correct the situation.  As pointed out in a report from the International Commission on Shipping, “crew members who suffer…sexual assault…are quickly removed from the ship, usually with no compensation, and access to US courts” (International Commission on Shipping, 2000: 60).  This, unfortunately, is part of the reality these women endure to earn a living.


Sexual exploitation is not limited to female employees.  The ITF recently documented several sexual predators working in supervisory positions on cruise ships and who targeted male workers; two in particular have a 15-year history.  But it is difficult to get a clear picture of sexual exploitation of male employees. Given the double stigma of homophobia and loss of masculinity, male victims infrequently report abuses.  Like the harassment and abuse of women, the victimization of men involves a person in authority using the employee’s continued employment and/or opportunity for advancement as a means for extracting sexual favours.  

Safety of the ship.  Though workers are not uniquely vulnerable, it is worth mentioning some safety concerns raised in a whistleblower lawsuit in the State of Florida.  In the suit, James Walsh, a former Vice President of Environment, Health, and Safety of Carnival Cruise Line (CCL) and the “designated person” in Carnival Corporation for environmental compliance, charges that CCL ships compromised passenger (and crew) safety through overcrowding of passenger decks and by sailing without the requisite stability.  He also charges that two Holland America ships violated passenger safety certificates, SOLAS and federal statutes due to having insufficient operating and or certified lifesaving equipment.
  The general malaise about passenger safety extends to workers.  They are likely to be fired if they are injured on the job.  Some lower level workers are also placed in potentially dangerous situations as part of their daily work.  In May 2003, eight workers were killed (and more than 12 injured) on Norwegian Cruise Line’s Norway in a boiler room blast caused by a ruptured pipe.  A year earlier, one worker was killed and one seriously injured in a boiler blast on Cunard Line’s Queen Elizabeth II (Marine Accident Investigations Branch, 2003).

Flags of Convenience and Labour

Most cruise ships use a “flag of convenience” as part of doing business.  A flag of convenience ship flies the flag of a country other than the country of ownership.  Major cruise lines serving North America are headquartered in the United States, are owned by U.S. interests, and the two largest conglomerates have their stocks trade on the New York Stock Exchange, but they are registered in Panama, Liberia, and Bermuda.  The most common flags flown on their vessels are the Bahamas, Liberia, and Panama.  In 1999, approximately 62 percent of cruise ships were registered in these countries, almost evenly divided.  Among this group of three, Panama has registered the largest proportion of the world’s ship tonnage and is considered the world’s most deficient flag state in terms of safety and exploitation of seafarers (Chan, 1999). 



Cruise lines are attracted to flags of convenience by cheap registration fees and low or no taxes.  Neither Carnival Corporation nor Royal Caribbean Cruises Limited pays any corporate income tax, despite combined net income of close to $2 billion.  Flags of convenience also allow ships to operate free of U.S. labour laws and many other regulations.  Thus, worker salaries and hours are not regulated and workers have limited if any recourse in U.S. or other courts if there is a dispute over wages or a workplace injury.  

Environmental Issues

To fully answer the question of whether a cruise ship is a sweatshop at sea, we should also consider the cruise industry’s environmental record, a record that is not very good. The North American cruise industry paid $60 million in fines for environmental violations in the past five years; close to $100 million in the past decade.  Just since 2002, environmental “accidents” include: a discharge of 8000 gallons of heavy fuel oil spilled into Guanabara Bay near Rio de Janeiro by Cunard Line’s Caronia; a 40,000 gallon discharge of partially treated sewage into Juneau Harbour by Holland America Line’s Ryndam; contrary to a written promise, a 36,000 gallon discharge of treated bilge, treated sewage, and grey water into Monterey Bay Marine Sanctuary by Crystal Cruises’ Crystal Harmony; an accidental discharge by Carnival Cruise Line’s Ecstasy of 60 gallons of grey water while anchored one-half mile off Catalina Island, California; throwing overboard from Norwegian Cruise Line’s Norwegian Wind, while between Hawaii and the Fanning Islands, whole beer bottles, whole wine bottles, beer and pop cans, corks, plastic plates, plastic utensils, plastic cups and organic material; and a discharge of 16,000 gallons (40 tons) of raw sewage into the Strait of Juan de Fuca by Norwegian Cruise Line’s Norwegian Sun.  It may be worth reviewing the main sources of waste from cruise ships. 

Black water

Black water is the waste that goes down toilets.  A cruise ship produces as much as 10 gallons of sewage per passenger per day.  There are currently no Canadian laws that explicitly control discharge of black water (Nowlan and Kwan, 2001) – in the U.S. it is legally discharged beyond three miles from shore – and international regulations that would set a twelve mile limit are not yet in effect.  The nutrient loading from sewage, even after treatment, is harmful to reefs.  Fecal coliform and total suspended solids are harmful to sealife.

Grey water

Grey water is the wastewater that goes down the sink and showers, the wastewater from the galley, and from the spa and beauty parlour.  A ship produces 90 gallons of grey water per person per day.  There are no national or international regulations that control the discharge of grey water.  Concern over grey water increased after Alaska’s monitoring of cruise ship effluent discharged into state waters indicated that fecal coliform counts and total suspended solids were often the same in grey water as in raw sewage (Alaska Office of the Governor, 2000).

Garbage and Solid Waste 
A cruise ship produces 3.5 kilograms of solid waste per passenger per day.  A ship carrying 5000 passengers and crew is producing 17,500 kilograms of solid waste everyday.  Some of this is retained onboard and landed onshore for recycling, some is incinerated, and some (including food waste) is ground and discharged at sea.  Because plastics are often incinerated, dioxins, furans, and heavy metals are released into the air.  In addition, because the incinerator ash is dumped at sea, there may be particles of plastic included in the discharge, as well as dioxins and other chemicals.  Food waste dumped at sea has been found to adversely affect marine biota and may be detrimental to fish digestion and health (Polglaze, 2003: 33).

Hazardous Waste 

A typical cruise ship produces 15 to 20 gallons of toxic waste every day.  These include dry cleaning sludge, photofinishing chemicals, paint wastes and solvents, print shop waste, fluorescent lamps, and batteries.  Cruise lines have, as recently as 2001, admitted to routinely dumping many of these wastes at sea.  The cruise industry introduced mandatory regulations controlling the discharge of toxic waste in 2001, however these regulations (promulgated by the International Council of Cruise Lines) do not include monitoring for compliance nor do they require penalties when they are violated.  There continue to be occasional cases where hazardous waste is known to have been improperly handled.
  Because there is no monitoring of the industry, we lack knowledge of how frequently hazardous waste is discharged at sea.

Oily bilge 

A cruise ship produces 7000 gallons of oily bilge water every day.  Oily bilge is a combination of the water that collects in the hull of the ship from condensation, water-lubricated shaft seals, propulsion system cooling, and other engine sources.  It contains fuel, oil, wastewater from engines, and may include rags, metal shavings, paint, glass, and cleaning agents.  If filtered to 10 – 15 parts per million of oil, the water can be legally discharged into the ocean.  On the east coast of Canada, 300,000 birds a year are killed by bilge from ships -- not only cruise ships (Chandarana, 2002).

Ballast water 

Ballast water is used by a ship for stability.  Ballast offsets the weight of fuel that has been consumed and provides stability during voyages.  Cruise ships release ballast water when entering port.  A release can be up to 1000 metric tons – roughly equivalent to 33 tanker trucks.  Ballast water is a concern because it introduces non-native species to areas of discharge.  The Government of Canada has recognized the problem and has promulgated federal marine guidelines, but these have been opposed by shipping interests (Cox, 2002).  California legislated a prohibition of release of ballast water into its waters in 2001, but two-thirds of cruise ships ignored and violated the law until a group of environmental groups sued to force compliance. 

Diesel exhaust emissions 

A cruise ship is roughly equivalent in exhaust emissions to 12,240 automobiles.  A study in Vancouver showed that large ships (not only cruise ships) “…are responsible for 58 percent of greenhouse gases over the city and 95 percent of sulphur compounds, a major cause of smog and the cause of acid rain … A single large ship visiting port could pump out as much sulphur dioxide as 2000 cars and trucks driving all year round” (Ware, 2002).  Reduction of both sulphur oxide and nitrous oxide can be easily achieved when ships use low sulphur fuel.

Other Environmental Concerns 

There are two additional environmental concerns that deserve mention.  The first is the discharge of plastics into the oceans.  Though strictly prohibited by international regulations, the practice has apparently not stopped.  Already mentioned was the throwing overboard of plastics from the Norwegian Wind.  Add to this the claim by Jim Walsh in his whistleblower suit that virtually every ship in the Carnival Cruise Line fleet removed the screens from its galley disposal system, thereby allowing the discharge into the ocean of plastics and ceramics.


A second concern is whales.  Not only are the pollutants that are discharged into the oceans harmful, but so are the ships themselves.  Collisions involving ships and whales are not uncommon.  Whales are particularly vulnerable in feeding and birthing areas, including Glacier Bay National Park in Alaska and the Bay of Fundy.  In 2001, a pregnant female humpback whale was found dead near the Glacier Bay; the death is presumed to have been caused by a collision with a cruise ship.  Three dead whales, suspected to have died from collisions with ships, were found in Alaska’s waters between May and July 2003.

Conclusion
Based on the foregoing, I would argue that cruise ships fit the definition of a sweatshop.  Labour issues and environmental issues are singularly and together elements in this judgement.  As such, it is worth considering opportunities provided by the cruise sector for socialist scholarship and action.


Labour history and labour issues is one area ripe for study.  On the one hand, there is the transition in the 1980s, when cruises became popular and owners worked to maximize profits and minimize costs, from European workers who were unionized and paid a fair salary to workers from nonindustrialized countries who are paid a pittance and rely on tips for their incomes.  The elimination of national unions from cruise ships is one angle.  Another is current arrangements where workers from nonindustrialized countries, even on ships with approved collective agreements, have little protection under these contracts and are often disenfranchised as relates to approval of contracts.  In addition to documenting industry practices, socialists can assist workers in consciousness raising and in direct collective action. 


Cruise industry relationship with ports – a relationship that can best be described as exploitative – is another area calling out for study.  While the cruise industry demands better port facilities, it resists increases in port fees through threats and boycotts.  As little as 30 percent of receipts received for tours is actually passed on to onshore suppliers, and as much as 40 per of their gross receipts is charged stores in ports that are “approved” by the cruise line.  From one perspective, it is interesting to explore how the industry is able to maintain such exploitative relationships.  From another perspective the question is how to organize people and motivate action in order to improve the balance of income. 

Study of cruise industry relationships with suppliers is also interesting.  This includes relationships with shipbuilders and governments (which until recently provided subsidies of as much as 60% for ship construction) and with suppliers of everything from food to technology.  The biggest players in the industry have such substantial buying power that they are able to extract prices that leave suppliers with the barest margin of profit.  Carnival Corporation regularly plays suppliers off one another and strictly avoids reliance on a single supplier for anything.  While the cruise corporation rakes in profits, ports and suppliers often barely squeak by.

Related to its relationship to suppliers are the industry’s predatory and monopolistic practices.  As a result of consolidation through mergers and takeovers, three corporations now control close to 90 per cent of the North American market.  Carnival Corporation, which began in 1972 with a single ship, is the largest with 66 ships and over 100,000 beds.  It has seventeen ships on order, which will add another 50,000 beds.  Carnival’s recent takeover of P&O Princess, which was approved by both the European Community and the US Federal Trade Commission, is now being challenged by Greece-based Festival cruises as monopolistic and anti-competitive.  A case study of the takeover, as relates to the politics of regulatory approval, could be fruitful.  Interestingly, P&O Princess originally committed to a merger with Royal Caribbean Cruises Limited (RCCL); it paid RCCL $62.5 million when it went with Carnival instead.

There are two directions to explore with regard to political relationships.  The first would focus on interlocking relationships between cruise corporation boards of directors and other companies and environmental organizations.  There is significant overlap between cruise companies and the boards of directors of supporting environmental organizations, and between cruise companies and other corporations.  A major stockholder in RCCL also has controlling interest in Hyatt Hotels and in a major pharmaceutical company.  The controlling owners of Carnival Corporation own the largest bank in Israel, sports teams, and have extensive other holdings.

A second area is that between the cruise industry and political parties.  Carnival Corporation, through corporate and individual contributions by executives, heavily supports the Republican Party.  The payoff is visible in Alaska politics, in national legislation that is passed and which fails to pass, and in state politics that tend to operate in favour of the cruise industry.  A federal judge’s ruling in 2001 was overridden by a rider on an appropriations bill that was sponsored by Alaska’s senior senator.  The same senator was key in recent federal legislation that invalidated a three year old claim by Yakutat, AK (an aboriginal community) against the cruise industry for unpaid taxes.  Alaska is a treasure trove for research, where many politicians have first hand knowledge and are willing to talk.

There are several opportunities for case studies of aboriginal communities.  Moloka’i, Hawaii was successful in 2002 in preventing cruise ships from stopping at the island, but the battle is not over.  The Tlingits of Yakutat began taxing cruise ships for use of its waters and its infrastructure in 2000 and have been engaged in a battle since. And the Tlingit community of Hoonah is being developed for cruise traffic, with economic support from government but to the long term detriment of the aboriginal community.  But perhaps the most fascinating case study would be the impact of cruise ships on the Cuna Indians in Panama.  They have been exploited and their culture has been negatively impacted by cruise ship visits.


A last area for socialist scholarship is environmental science.  Though scientific data is already available, much of this is applied in ways that are noncritical or which reflect corporate values over environmental values.  There is need to view the issues from an environmentally-friendly value system.  It is also important that scientists with progressive attitudes become engaged in the debates about the risks posed by nutrients and other wastes from cruise ships and about what are referred to as “mixing zones.”  Mixing zones are the new defence used by the cruise industry for dumping at sea.  It is easily summarized as “dilution is the solution.”
Aside from debate about scientific knowledge, there is need for environmental activists.  Although there are several environmental groups engaged in confrontations with the cruise industry, few rely on skilled social activists.  Oceana, funded by the Pew Charitable Trusts and likely the biggest player in the field, is presently engaged in an action campaign against the industry, but it is being driven by public relations types rather than by experienced and competent social activists.  Socialists, with their orientation toward praxis and their wisdom about influencing social change, are in a unique position to organize people and campaigns and to influence change.

Endnotes

� Ross A. Klein is Associate Professor of Social Work, Memorial University of Newfoundland, St. John’s College, St. John’s, NL  A1C 5S7





� E-mail correspondence with Michael Crye, President of the International Council of Cruise Lines, March and April 2003.





� The International Transport Workers’ Federation has model contracts for seafarers.  These include a provision that hotel employees work 162 hours of overtime per month.  Workers in the deck and engine departments work 103 hours of overtime per month.  These contracts are online at <www.itf.co.uk>





� Most workers are members of a national union in their home country and they work under the rules of that union.  In my travels, I have found Caribbean, Filipino and Indonesian (among others) workers commonly having contracts of ten to twelve months; workers from Italy or Greece have contracts of six or seven months.





� According to an ITF-administered survey to cruise ship workers home ported in Port Canaveral, Florida in 2000, 16 percent earned less than $500 a month, 38 percent earned between $500 and $999 a month, 19 percent earned between $1000 and $1499 a month, 17 percent earned between $1500 and $1999 a month, and 12 percent earned more than $2000 a month.





� See James P. Walsh vs. Carnival Corporation, 17th Judicial Circuit, Broward County, Case No. CACE 02-018326 (08)





� In December 2001, Celebrity Cruises’ Zenith offloaded a 55 gallon drum of hazardous waste at Tampa, FL, but the drum was not labelled as containing hazardous waste.  There was no penalty.


This is reported in “Royal Caribbean Cruise Ltd Environmental Compliance Audit Report, M/V Zenith, prepared by Haley and Aldrich, June 2002 (File No. 86168-416), and filed with the U.S. federal court in the Southern District of Florida.





� In an off-the-record comment to a senior staff member in an environmental organization, a senior executive with one cruise line suggested that their ship didn’t run into the whale; the whale ran into the ship.
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