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Republic of the Philippines  ) 
Quezon City                                  )S.S.	  
 

 
AFFIDAVIT 

 
I, GREGORIO M. CAGOD, Filipino, married, with office address at Unit 602 Fil-
Garcia Tower, Kalayaan Ave., Central District, Diliman, Quezon City, after having 
been sworn to in accordance with law, do hereby depose and state, that: 
 
1. I am the Vice-President of the National Union of Seafarers Crewing Danish 

Ships (FILDAN) and a member of the Board of Trustees of the International 
Seafarers Action Center Philippines (ISAC).  
 

2. History taught us that whoever controls the sea controls the world economy 
and the monopoly of global trade. 

 
3. The global maritime industry is one of the oldest in the world.  Around 90% of 

world trade is carried by the international shipping industry.  There are about 
70,000 merchant ships trading internationally.  The world fleet is registered in 
over 150 nations and manned by a million seafarers from almost every 
nationality.   

 
4. The operation of merchant ships generates an estimated annual income of 

over US$380 Billion in freight rates representing about 5% of the total global 
economy. 

 
5. The Philippines has always been part of the important trade routes between 

the Middle East, China, Japan and the Pacific.  Filipino seafarers have been 
part of the global trade even before the employment of Filipino mariners 
aboard the Spanish Galleons of the important Galleon Trades of the 16th 
century.  Filipino seafarers rode in the forefront of US domination of the Pacific 
and the world.  The Philippines became an important trans-Pacific port and 
developed its own merchant fleet in the 1930s. During World War II, the Pacific 
War theater was an enormous display of maritime power.  After World War II, 
as part of war reparations, the Philippines developed strong Philippine-flag 
shipping companies.  However, the Philippine-flag shipping industry declined 
in the 1980s due to weak political and economic conditions such as oil price 
hikes, deregulation policy, privatization and the bare-boat charter anomaly. 

 
6.  The issuance of Executive Order 797 in 1982, which created the Philippine 

Overseas Employment Administration (POEA) signaled the shift in policy 
direction from the development of the national industry to labor export.  EO 
797 called for the lifting of restrictions on the operations of private recruitment 
agencies, the creation of POEA-sponsored marketing junkets and the creation 
of policies to regulate overseas migration of Filipino workers.  The result is a 
steady increase in the deployment of Filipino workers abroad topping 1M in 
2007 and continuing up to the present. 
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7. According to the International Labour Organization (ILO), 20% of the 1.2 
million seafarers on board worldwide are Filipinos. POEA statistics reveal that 
from 226,900 deployed seafarers in 2007, the number grew to 339,608 in 2010.  
Majority of these are deployed as Ratings. 
 

8. The never-ending problem of unemployment and lack of employment 
opportunities and widespread poverty in the country push Filipinos to work 
overseas and seafaring is one of their options despite the profession being a 
high-risk job in terms of occupational safety and health.   
 

9. Many of us have been enticed to seafaring as a profession because of our 
perceived notion that earning dollars is equivalent to gainful employment, 
professional and financial security and stability. Most Filipino seafarers come 
from impoverished backgrounds.  85% of Filipino seafarers come from rural 
areas where the poverty incidence is pegged at more than 50%. In A 
Preliminary Study on the Marginalization of Filipino Seafarers conducted by 
the ISAC in 2003, data reveals that in Bohol where 10% of the respondents in 
the research come from, the poverty incidence at that time was at 48.4%, 
which is the highest in the region. 
 

 
10. But is the growth of overseas employment of seafarers equivalent to our 

economic upliftment?  
 
11.  The answer is a resounding “NO.” 
 
12. An average annual expenditure on personnel salary for a full-crew Filipino ship 

(POEA rate) is only US$541,800.00.  On the other hand, the average annual 
income of a merchant ship is around US$10.858 million.  This means that the 
merchant ship owners and shipping companies earn 525% more than all the 
combined salaries of all the ship’s officers and crew.  It is obvious then that we 
do not receive a just share from the maritime industry’s profit. 

 
13.  In short, we continue to suffer from exploitation, discrimination, poor working 

conditions and neglect. 
  
14. Even before getting employed, we are exploited through exorbitant costs of 

education, training, documentation and certification.  Qualification documents 
such as diploma, passports, certificates of competency and skills and 
competency trainings may cost a seafarer more than PhP50,000 or more.  
Thus, even prior to our deployment, seafaring as a profession exacts a heavy 
financial burden on ordinary seafarers like us.  Our families resort to desperate 
measures from selling our valuable to mortgaging our lands and homes to 
securing the aid of lending companies even with exorbitant interest rates.   
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15. But even if we submit all preliminary requirements and pass the qualification 
skills, we are not assured of employment.  Take note that while POEA data 
shows that there are more than 360,000 deployed seafarers, the total number 
of registered seafarers is at around 518,000.  The more than 170,000 
seafarers remain unemployed.  The hiring system contributes its lion’s share in 
our exploitation.  Government responsibility in the placement of seafarers on 
board international vessels has been surrendered to private manning agencies 
that operate for profit.  Manning agencies, many of which are local agents of 
foreign principals, control the employment market with minimal government 
intervention.  Many of us cannot be lined-up without a “backer” inside the 
manning agency.  Even with a backer, majority of us still have to wait a long 
time before we could be employed.   

 
16. While on board, we are confronted by myriad of problems such as excessive 

exaction of fees, delayed salaries, non-payment of salaries, delayed 
remittance, illegal deduction, non-remittance of SSS and shortchanging of 
salaries, failure to provide medical aid and attention, contract violations, illegal 
dismissal, and CBA violations, among others. 

 
17. Our wage rates have not increased despite recommendations from the 

International Labour Origanization (ILO) and lobbying by the International 
Transport Federation (ITF). 

 
18. Discrimination is also a harsh reality that we had to go through.  Mixed crews 

contribute to the high incidence of discrimination because of nationality and 
religion.  It is known that salary rates differ by nationality and ship owners 
deliberately mix crews to pay cheaper wages and benefits. 

 
19. Seafaring is a high-risk job in terms of occupational health and safety.  The 

large incidence of sickness and injury on board ocean-going vessels prove that 
seafaring remains to be one of the most dangerous occupations in the world.  
The ILO itself recognized and acknowledged that aside from physical injuries, 
the stress brought about by long voyages, away from families and friends 
contribute to a high degree in a seafarer’s vulnerability to illness.  The 
International Maritime Health Association has this to say: “It has been 
established that seafaring is one of the most physically demanding professions 
in one of the most dangerous work environments: the sea.” (MHA 2012. 
International Maritime Health Association. Newsletter, January 2012: 14.) 

 
20. The promulgation of the POEA Standard Employment Contract (SEC) and its 

subsequent amendments did not, in any way, alleviate the conditions of ailing 
and injured seafarers as it mandates the latter to prove the work-relatedness of 
his sickness or injury. The same is true with the families of deceased seafarers.  
As a consequence, the ship owners, manning agents and P&I clubs now 
refuse to grant medical attention and entitlements unless the seafarer can 
prove that his illness or injury was work-related. 
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21. I myself had been injured in my last vessel of employment.  I was then an Able 
Seaman.  Sometime in December 2010, having just finished a painting job on 
the crane house of the vessel, I was on my way down using the masthouse 
ladder.  Halfway down though, my safety glove got entangled in an iron.  I fell 
2.5 meters down and my head hit the masthouse resulting to injury.   I 
requested to be airlifted for immediate treatment but my vessel’s captain 
refused and told me to just wait for the ship to reach the next port.  I was 
examined by a doctor in Venezuela and was subjected to brain surgery 
because of a fractured cranium and brain hemorrhage.  After being discharged, 
I was medically repatriated to Manila and upon arrival was confined straight to 
another hospital where I stayed for almost a week.  The company-designated 
doctor refused to declare me totally and permanently disabled despite the fact 
that for more than 120 days since my repatriation, I have not returned to 
seafaring nor was able to find any gainful occupation because of my condition.  
My agency and foreign employer refused to pay disability benefits due me.  I 
filed a case before the NLRC. It was only through intelligent and sheer vigilant 
legal struggle were we able to pressure them to pay my rightful claims. 
 

22.  Contractualization and job security are also one of our primordial concerns.  
This is worsened by the Supreme Court declaration in the case of Millares vs 
NLRC (434 Phil 524) that seafarers are contractual employees and can never 
attain the status of a regular employee.  This is contrary to international norm 
that seafarers who have been hired for a year enjoy security of tenure as a 
regular employee.  In the Philippines, the manning agencies and shipowners 
have succeeded in making seafaring a contractual and casual employment.  
being hired does not guarantee that a seafarer will continue to be hired since 
under existing government policy, the ship owner or manning agency is not 
required to continue employing the seafarer after a  contract is finished.   

 
23. Likewise, government policy and the nefarious practice of employers 

discourage seafarers from forming or joining trade unions.  Union membership 
in existing unions are basically nominal since only those seafarers hired on 
board vessels with ITF Agreements are considered union members and they 
lose this status after the end of their fixed term contract.  Furthermore, none of 
the existing unions provide job security to their members after a contract is 
terminated.  “Sweetheart contracts” or paper CBAs where no real 
democratically-participated collective bargaining for better wages and welfare 
take place usually copy the barest minimum of a POEA SEC.  Then the paper 
is shown to ITF inspectors in cases where the vessel is boarded abroad for 
inspection. 

 
24. Filipino seafarers are likewise disappointed with the government’s neglect of 

their well-being and condition.  Worst, the Philippine government’s evident bias 
to recruitment and manning agencies and principal coupled with its aggressive 
push of its labor export policy and globalization further pushed the Filipino 
seafarer to poverty and exploitation. 
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25. In 2008, Gloria Macapagal-Arroyo issued Administrative Order No. 247 
allowing the POEA to “execute a paradigm shift by refocusing its functions 
from regulation to full-blast market development efforts, the exploration of 
frontier, fertile job markets fro Filipino expatriate workers.”  Even prior to his 
election, Noynoy Aquino has outlined his policy framework for the maritime 
industry: Philippine fleet modernization, enactment of the Maritime Code, 
expanded Philippine flag, industry development rather than regulation. Notably, 
these considerations are agendas long advocated by industry groups for the 
further development of neo-liberal framework of the shipping and maritime 
industry.  But Aquino early on has already established that he is a pro-ship 
owner president.   He has no consideration about seafarers’ welfare, no 
recognition of the importance of the labor sector and no position whatsoever 
about the ILO Maritime Labor Convention ratification.  It was only through the 
vigilance of seafarers and other labor groups which led to the ratification of the 
ILO MLC on August 2012 after years of unjustifiable delay.   

 
26. Thus, in reality, the Philippine government is content in amassing profit from 

overseas employment, which unfortunately, is not converted to meaningful 
services for the rights and welfare concerns of seafarers. 

 
27. What then has the GFMD got to do with the further marginalization, poverty 

and exploitation of seafarers worldwide? 
 
28. The oppression and exploitation of seafarers intensifies as the “flag of 

convenience system” spreads like a plague on a globalized maritime 
industry.  The biggest beneficial owners of a vast majority of international 
shipping, comes from the imperialist countries like the USA.  They resort to the 
ruse of registering their vessels in one of 34 “flag of convenience” countries 
like Panama, Liberia, Marshall Islands, Bermuda, Antigua and Barbuda and 
Malta. 

 
29. The “flag of convenience” system, allows for much lower wages and labor 

standards, substandard ships, oppressive and unsafe working conditions, less 
taxes and only token governmental regulations. 

 
30. Seafarers from the poorest corners of the world are made to work for a 

pittance on these substandard ships flying flags of convenience.  Governments 
from manning countries like the Philippines which provide one-third of the total 
work force, compete with one another in a buyers’ market.  The 
commodification of seafarers by their own governments, push wages and 
benefits down in a mad race to the bottom. This deprives seafarers from ship 
owning countries of their source of livelihood while encouraging open 
discrimination of having highly unequal pay for equal work. 

 
31. The victory of the organized seafarers of coming out with the ILO Maritime 

Labour Convention of 2006 which has been ratified by 30 states[3] and which 
will take effect in 2013 shows a major weapon in the fight to lessen the evils of 
the flag of convenience system, at least in the area of working conditions. But 
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despite the ratification of the ILO MLC 2006, the biggest beneficial shipowners 
in the world like the USA, Germany, UK, Japan, Greece and China have not 
ratified this convention and have not indicated that they shall abide by it.  

 
32. The ILO MLC 2006 with all its voluminous provisions, does not include the 

setting of an international minimum wage on ships, which is still governed by 
the globalized market that institutionalizes cheap labor export. The convention 
only mitigates the evils but not ban flags of convenience.  

 
33. Despite the passage of the ILO MLC 2006, the governments of shipowning 

countries, flag registry countries and manning countries; and the biggest 
shipowners themselves are hell bent on  preserving the flag of convenience 
system, the globalized market, and the race to the rock bottom in wages and 
benefits.  

 
34. The GFMD is guilty of being part of this charade. 
 
35. On the other hand, the vast majority of seafarers of the world coming from 

impoverished economies are suffered to work the perils of the sea with lower 
and lower real wages, inhuman working conditions, unsafe ships, and longer 
hours,  under an oppressive economic order governed by the laws of profit and 
greed.  

 
36. We demand an end to this injustice. 

 
IN WITNESS WHEREOF, I have hereunto signed this Affidavit this ___ th day of 
November, 2012 in Quezon City. 
 
 

GERARDO M. CAGOD 
 

SUBSCRIBED AND SWORN TO before me, this 28th day of November, 2012 by 
the above-named signatory, who appeared before me, signed the document in my 
presence, and who has established his identity via his ____________ ID No. 
_______________ issued on _____________ in ______________ and he 
avowed under penalty of law to the whole truth of the contents of the above 
document. 
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