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RESEARCH ARTICLE

Contemporary Challenges and Regulatory
Improvements Regarding ‘“Temporary Passengers’ on
Ro—Ro Ships: A Case Study From South Korea

Junghwan Choi *, Sangseop Lim >

@ Law School, Dalian Maritime University, China
® Division of Navigation Convergence Studies, Korea Maritime & Ocean University, Busan, Republic of Korea

Abstract

The coastal shipping industry plays a crucial role in Korea's industrial development by transporting essential goods
for citizens and bulk shipments that are the backbone of national key industries from 28 trade ports and 22 coastal ports
nationwide to inhabited islands. Since the revision of the Ship Safety Act in 2007, cargo truck drivers have been
boarding the Ro—Ro (Roll-on, Roll-off) cargo ships along with the cargo as temporary passengers. However, persistent
concerns have been raised about the human and cargo safety aspects of this practice in coastal shipping. This study aims
to examine these issues and propose improvements to the system of temporary passenger boarding on coastal cargo
ships to enhance the logistics efficiency of coastal maritime transportation. Further, it explores issues in the temporary
passenger system and suggests institutional improvements based on a literature review, interpretation of international
maritime conventions, and case studies on other shipping countries. The findings indicate that as status of temporary
passenger, allowing individuals other than crew members and passengers to board Ro—Ro ships can lead to impeding
maritime safety, and domestic laws should be amended to ensure compliance with international maritime conventions
such as SOLAS Convention.

Keywords: Inland transport, Domestic passenger, Temporary passenger system, SOLAS convention, Ship safety act

1. Introduction

1.1. Aim of research

S afety of ships at sea cannot be emphasized
enough in light of numerous incidents. Since
the 2014 Sewol ferry disaster, the implementation
and supervision of laws related to ship safety have
become more stringent, prioritizing safety in tradi-
tional practices [1]. In particular, the Maritime
Safety Act has adopted the maritime safety super-
visor system, which guides the inspection and su-
pervision of coastal passenger ships and coastal
cargo ships to ensure safe passage [1]. Further, ef-
forts have been made to enhance the supervision of
ship inspection agencies to secure Korean vessels’

seaworthiness. Precious lives have been lost in
major and minor maritime accidents, including the
Sewol ferry disaster [2].

Since the introduction of Article 5 Clause 9 of
Enforcement Rule of the Ship Safety Act, cargo truck
drivers have been boarding the Ro—Ro (Roll-on,
Roll-off) cargo ships along with the cargo as tempo-
rary passengers [3]. This deviates from international
maritime conventions and the established practices
of major shipping countries. The question arises as to
whether both material and human safety are possible
when passengers board coastal cargo ships.

As mentioned earlier, according to Article 5 of the
Enforcement Rule of the Ship Safety Act, the term
“temporary passengers” significantly differs from
the “other persons” stipulated in International
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Convention for the Safety of Life at Sea (SOLAS).
Ever since “other persons” as stipulated in the
convention has been accepted into the Enforcement
Rule of the Ship Safety Act, international agree-
ments and domestic laws have developed into the
direction of substantial inconsistency. The term
“other persons” in the Ship Safety Act adopted in
1987 has been continuously amended, and the term
has changed to “temporary passenger,” which is
defined as “individuals temporarily boarding a ship
during its passage period.” This amendment differs
in direction from the requirements specified in in-
ternational agreements for employing and engaging
individuals on ships [3].

At the 97th Maritime Safety Committee (MSC) in
2016, the International Maritime Organization (IMO)
recognized the need for regulations to enhance the
safety of ships transporting industrial personnel (IP)
because of the resurgence of offshore plants and
related industries. Recognizing the need for regula-
tions to enhance the safety of vessels that transport
such personnel, the IMO established the IP Code
(International Code for Safety for Ships Carrying
Industrial Personnel) [4]. IP Code is mandated
through a new Chapter XV in SOLAS, which will
enter into force on 1 July 2024. In order to ensure
safety, the IMO classified special personnel (SP) and
industrial personnel separately from “other per-
sons.” international maritime conventions exclude
industrial personnel from “other persons,” who are
defined as individuals who are employed or engaged
on ships. In this light, the SOLAS defines industrial
personnel (IP) as persons transported or accommo-
dated on board for the purpose of offshore industrial
activities performed onboard other ships and/or
offshore facilities (such as wind farms and oil rigs).

SP are also classified separately though they have
some relevance to employment and engagement.
The fact that SP and IP are included under tempo-
rary passengers, as stipulated in Enforcement Rule
of the Ship Safety Act, does not conform to inter-
national maritime conventions. Against this back-
drop, this study reviews the temporary passenger
system as regulated by the Ship Safety Act based on
the review of the status of domestic temporary pas-
senger boarding, the analysis of case studies of
shipping countries, and the review of new interna-
tional standards, such as the IP Code and the SPS
Code (Code of Safety for Special Purpose Ships
2008), and international maritime conventions, such
as the SOLAS and PAL Conventions (Athens
Convention relating to the Carriage of Passengers
and their Luggage by Sea). This study also identifies
material and human safety issues related to tempo-
rary passengers currently aboard vessels and pro-
pose institutional improvements to ensure coastal
passengers' and cargo ships’ safety. This paper
concludes by recommending the need for amending
the term “temporary passenger” in Enforcement
Ruleof the Ship Safety Act to “other persons” for
consistency with international agreements.

1.2. Research questions

Considering the geographical characteristics of
Korea and based on the significance of coastal cargo,
this study performs an in-depth analysis of
improvement measures in the temporary passenger
system to secure the safety of coastal cargo trans-
portation. Therefore, this study seeks to answer the
following research questions through Fig. 1 dia-
gram, which shows the structure of the study.

Step Step I. Step Il ‘ ‘ Stgp 111 . _ Step IV | Slen\:’
{Intreduction) [{Methodology) (Comparative Analysis ) |Emerging Issues and 1mpmveman|s|| {Conclusion)
W + Analysis of the definition of i
st \“. X 1 e LIMSATNS R vies ‘Passenger’ » Critical Review for Issues ut\‘.\.".__
Key ssue * Aims .°|' s.tudy + Domestic Shipping ing SOLAS in D N \j. T ————" ‘., \_.. + Summary 3
= Contribution Freight Statistic Ui i Susgesting Regulsiey F 4 * Recommendation
2305:‘::‘ » Doctrinal Study * Interpreting relevant to Provisions. / z Improvements

v
How does the policy of allowing temporary
passengers” on cargo and passenger vessels effect

safely? RO the vessels?

What changes to current policies on “temporary
passengers” should be made to improve the safety of

What legal improvemenls are possible lo foster a
sustainable and safe coastal shipping environment? What
RO.2 are the implications for island shipping nations? RO.3

Amending Ship's Safety Act for consistency of SOLAS Convention

Fig. 1. Research design and research questions.
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1) How does the policy of allowing temporary
passengers” on cargo and passenger vessels ef-
fect safety?

2) What changes to current policies on “temporary
passengers” should be made to improve the
safety of the vessels?

3) What legal improvements are possible to foster a
sustainable and safe coastal shipping environ-
ment? What are the implications for island
shipping nations?

1.3. Research methodology

This study examined existing studies and litera-
ture on securing the safety of coastal passenger
ships and marine transportation, which have been
published since the 2014 Sewol ferry disaster [5—17].
The studies were conducted with diverse percep-
tions. First, some studies approach maritime acci-
dents from the perspective of maritime safety.
Second, some of them approach marine traffic from
the perspective of establishing a safety navigation
system. Third, some studies focus on material and
human aspects in terms of securing ship safety.
Fourth, some studies address the establishment of
safety management systems in areas like ports,
shipping, and information systems. Fifth, studies
were conducted on responses to safety incidents,
such as maritime salvage. Sixth, some studies focus
on administrative organizations or administrative
actions responsible for safety management in the
maritime domain. Additionally, 69 international
maritime conventions are handled by the IMO.
Korea's legislation on maritime safety consists of
more than 20 laws in such areas as marine traffic,
ships, crew, and disaster at sea. There are more than
70 legal bases including various rules, notices, di-
rectives, and regulations. However, Korea operates
the temporary passenger system in coastal marine
transportation, unlike what is stipulated in interna-
tional maritime conventions. Therefore, operational
safety and normative issues continue to be raised.

This study focuses on the “temporary passenger”
system, comprehensively analyzing the system, the
arising issues, and institutional improvement mea-
sures. Besides the literature review, the study em-
ploys the research methodology of a doctrinal study,
involving a legal analysis of boarding personnel in
international maritime conventions and case studies
on shipping countries. First, this study will examine
the logistics status and cargo volume of Jeju-main-
land coastal cargo, which holds a significant pro-
portion of Korea's coastal cargo. To discuss the
importance of coastal cargo, considering Korea's

geographical characteristics, this study will present
the current status of coastal cargo and the boarding
status of temporary passengers, such as cargo su-
pervisors, on cargo ships and car ferry passenger
ships. Thus, this study identifies human rights,
safety, and operational and normative issues of
cargo truck drivers who board coastal cargo ships.

To conduct a study on institutional improvements,
based on the interpretational considerations of the
provisions of international maritime conventions
and case studies on legislations of shipping coun-
tries, this study will analyze how the term “other
persons” is interpreted in international maritime
conventions and how key shipping countries clas-
sify boarding individuals in their domestic legisla-
tions. This will provide implications for issues with
Korea's temporary passenger system and improve-
ment measures.

1.4. Contribution of research to enhancing the
domestic shipping landscape

This study contributes to the development of a safe
and sustainable environment for coastal cargo
transportation. The function and role of Korea's
coastal cargo transportation is as important as other
transportation methods within the national logistics
system [18]. Coastal cargo ships are responsible for
the transportation of essential goods to island areas
[19]. Therefore, coastal marine transport stably
transports cargo essential for national economic
development, thereby greatly contributing to Korea's
economy. Despite the role and importance of coastal
shipping in terms of national logistics efficiency and
vitalization, there are considerable challenges in
establishing and realizing a comprehensive coastal
shipping system. In particular, the issue of tempo-
rary passengers encompasses various concerns
related to maritime safety, security, and accident
compensation system, and has been regarded as an
impediment to the modernization and systemization
of coastal cargo transportation [3]. This study care-
fully examines the safety and operational, and leg-
islative issues of the temporary passenger system
and propose measures for enhancement. Based on
the findings, this study hopes to create a sustainable
environment for coastal shipping. Further, this study
will present measures to reform domestic law to
align it with international maritime conventions,
which will remove the problematic aspects of do-
mestic law that are different from international
maritime conventions and provide legal predict-
ability for domestic and foreign shipowners and
crew. Further, this study contributes to the expan-
sion of maritime safety in the field of coastal
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shipping and play an important role in coastal
shipping and securing and enhancing material and
human safety in coastal passenger ships that are not
covered by international maritime conventions.
Given the geographic characteristics and geopolitical
situation of Korea, the nation conducts trade with
China, the world's greatest trading nation, through
cargo ships including container ships and passenger
ships, including car ferries. Owing to the expansion
of electronic commerce in China, the quantity of
goods transported by car ferries is increasing, and
the findings of this study will provide important
implications for the safety management of coastal
cargo ships and coastal passenger ships.

Finally, this study provides implications for
countries that transport cargo to island areas. This
study hopes to raise awareness of countries that
have a system similar to Korea's temporary pas-
senger system on the importance of the systematic
management of boarding members for maritime
safety and provide insights into the necessity of
conforming to international maritime conventions
to ensure the safety and security of coastal cargo and
passenger ships.

2. Current status and issues of domestic
transport of goods by sea

2.1. General consideration of “temporary
passenger”

2.1.1. Definition of “temporary passenger”

Article 2 Section 10 of Korea's Ship Safety Act
limits the number of passengers, as it uses the term
“passenger ship” to mean a ship which can transport
at least 13 passengers [20]. However, there is an
exception to this regulation. Article 2 (9) of the Ship
Safety Act defines a “temporary passenger” as “a
person prescribed by the Enforcement Rule of the
Ministry of Oceans and Fisheries, who is temporarily
on board.” Therefore, the article allows individuals
other than crew members to board temporarily.
Specifically, Article 5 of the Enforcement Rule of the
Ship Safety Act defines temporary passengers [20] as
individuals who temporarily board a ship during the
ship's navigation period, and includes in the defini-
tion “family members living aboard with crew
members; ” “shipowners (including ship supervisors
and ship charterers); employees at the ship company
engaged in work related to the ship; workers
engaged in the repair operations of the ship; in-
dividuals boarding the ship to perform tasks related
to the ship's testing, investigation, guidance, regu-
lation, inspection, and practical training; individuals
performing non-crew duties such as harbor pilots,

navigation managers, customs officials, quarantine
officials, ship examiners, and ship inspectors; em-
ployees of floating hotels, floating restaurants, and
floating performance venues, and individuals
consuming them”; individuals touring ports using
public agency ships; and cargo supervisors (drivers
may also serve as cargo supervisors) of vehicles
transporting agricultural and fishery products emit-
ting unpleasant odors, vehicles transporting repug-
nant livestock, and vehicles transporting explosive or
inflammable material” [20]. According to Article 5 of
the Enforcement Rule of the Ship Safety Act, cargo
vehicle drivers may also serve as cargo supervisors
and are allowed to board coastal cargo ships as
temporary passengers [21].

2.1.2. Legal status under ship safety act

The Ship Safety Act classifies individuals board-
ing a ship into two: crew and temporary passengers.
As waterfront developments in ports increase and
more people utilize port facilities, activities related
to maritime development, utilization, and conser-
vation are expected to rise, consequently increasing
the frequency of temporary passengers boarding the
ship [22]. As more temporary passengers, who are
individuals other than the crew, board ships, the
more risk factors there are to human safety, which
set the requirement that the ship's structure must
also be enhanced, such as arranging life-saving
equipment including firefighting equipment on
ships and ensuring ships' resilience. The reason is
that temporary passengers do have specific knowl-
edge for maritime education and training or famil-
iarization for ships.

The boarding of temporary passengers is a matter
directly related to human safety, and therefore, it is
strictly regulated under SOLAS Convention. Ac-
cording to SOLAS Convention, if the total number
of passengers, excluding the crew, exceeds 12 in-
dividuals, the vessel is classified as a passenger ship,
subject to enhanced safety standards. The system of
temporary passengers under the Ship Safety Act
evolved from the previous definition of the term as
non-passenger individuals on board who are not
part of the crew to the current regulation with the
amendment of the Enforcement Rule of the Ship
Safety Act in November 2008 [22]. Under the Ship
Safety Act, the boarding of temporary passengers is
allowed within the maximum boarding capacity of
the ship, including crew and passengers.

While temporary passengers do not fall under the
category of the crew, they are clearly distinguished
from passengers based on their purpose and fre-
quency of boarding. In terms of boarding purposes,
the family members of the crew, users of floating
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hotels, port tour inspectors, and cargo supervisors
have low relevance to the operation of the ship,
whereas employees of ship companies, harbor pi-
lots, and navigation managers are highly relevant.
In terms of boarding frequency, the family members
of the crew, shipowners, users of floating hotels, and
port tour inspectors have lower boarding fre-
quencies, while officials conducting testing, inves-
tigation, guidance, regulation, inspection, practical
training, customs checks, employees of floating ho-
tels, and cargo supervisors regularly board ships for
the operations of these ships.

In terms of public nature, individuals conducting
testing, investigation, and regulation tasks; harbor
pilots; operations managers, and port tour in-
spectors are highly public in nature, while the rest
have strong private purposes. Therefore, the cate-
gorization of temporary passengers under the Ship
Safety Act is meant for allowing necessary in-
dividuals or individuals who customarily board the
ship. It is difficult to say that this regulation priori-
tizes the ship's safety.

2.2. Current status of domestic vessels
accommodating “temporary passengers” on board

2.2.1. South Korean domestic shipping freight

Island areas, because of their uniqueness, rely
on roads as there are no railways. Roads are more
crucial facilities for the logistics activities of island
areas than for those of inland areas. To transport
fresh products produced in the island areas, such
as tangerines, abalones, agricultural products, and
farmed fish, refrigerated vehicles and live-fish
transportation vehicles are mostly used because
temperature control within the vehicle is crucial
[23]. To cite the case in point, to transport goods
from Jeju Island to the mainland, Ro—Ro cargo
ships and car ferry passenger ships are loaded and
then unloaded onto the mainland and transported
to their destinations [23]. The term “automatic
cargo” is used in accordance with the logistics
characteristics of Jeju Island, referring to a

Table 1. Current status of cargo transportation in Jeju.

transportation method where products are loaded
onto a ship directly from the loading point, and
the loaded vehicle arrives at the destination on
land or on Jeju Island without further processing
[22].

Jeju Island is Korea's representative island area
and comprises the majority of coastal cargo. Table 1
demonstrates the current status of cargo trans-
portation in Jeju through coastal cargo ships and
coastal passenger ships [24]. Starting in 2016, trans-
portation via Jeju's coastal cargo ships increased
significantly. This trend saw a slight decrease in 2020
but showed an upward trend until 2022. The overall
average annual growth rate over the past 10 years is
24.3%. Cargo transportation by coastal passenger
ships has experienced fluctuations since 2010, and
showed a significant increase (83.2%) in 2019
compared to 2018. However, starting from 2021,
there was a —9.1% decreasing trend in 2022, with an
overall average annual growth rate of 17.8% over the
past 10 years. This trend is attributed to the fact that
the proportion of cargo transportation through
coastal cargo ships has become larger than the cargo
transportation through coastal passenger ships (see
Table 2).

Furthermore, the trade volume in the Yellow Sea
states has consistently increased because of China's
economic development and the signing of the
Korea-China Free Trade Agreement (FTA). Trade is
conducted through cargo ships, including container
ships, and passenger ships, such as ferries [25].
Based on shipping agreement they signed in 1993,
Korea and China have made efforts to develop the
maritime market and enhance industrial competi-
tiveness. Car ferries, which simultaneously trans-
port both cargo and passengers, enable quick small
loading of various cargos without lengthy marine
cargo handling or customs clearance, thereby mak-
ing it useful for the transportation of high-value
cargos that require rapid delivery. This also signif-
icantly contributes to the local economy [26]. With
the recent expansion of e-commerce in China, the
volume of goods transported through car ferries has

Year Total Growth Coastal Growth Coastal Growth rate
rate cargo ship rate passenger ship

2015 4,769,453 37.6 4,164,803 43.2 604,650 8.7

2016 11,731,007 146.0 11,101,972 166.6 629,035 4.0

2017 13,362,093 13.9 12,770,061 15.0 592,032 -5.9

2018 15,309,233 14.6 14,908,916 16.7 400,317 —32.4

2019 16,176,598 5.7 15,443,108 3.6 733,490 83.2

2020 16,004,384 -1.1 15,110,520 —22 893,864 21.9

2021 17,855,651 11.6 16,860,094 11.6 995,557 11.4

2022 19,993,101 12.0 19,087,717 13.2 905,384 -9.1
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Table 2. Current Status of passengers, crew, and temporary passengers by Recognized Organizations (RO).

Category Passengers Temporary passengers Mixed (less than 12 Total
(exceeding 12) (exceeding 12) passengers/temporary
passengers each)
KOMSA N/A 69 40 109
KR N/A 49 12 61
BV N/A 0 1 1
Total N/A 118 53 171

Source: Recreated by Authors based on internal data from KOMSA and KR.

increased. Accordingly, the Korean government has
implemented policies, such as that of supporting
reverse direct purchases with the aim of vitalizing
car ferry transportation. As of 2019, there were a
total of 16 car ferry routes in the Yellow Sea region
originating from Incheon Port, Pyeongtaek Port, and
Gunsan Port. Incheon Port has 10 routes; Pyeong-
taek Port has five routes, and Gunsan Port has one
route in operation [27]. These three ports are located
close to China, one of Korea's largest trading part-
ners, and have formed a competitive structure to
attract more volume of transported goods. With the
increase in the volume of goods transported
following the growth of China's e-commerce, the
influence of car ferries is expected to grow even
further.

2.2.2. Transportation of freight through Ro—Ro cargo
ships

Recognized Organizations (ROs), such as the
Korean Register of Shipping and Bureau Veritas,
and the Korea Maritime Transportation Safety Au-
thority (KOMSA) apply the criteria stipulated in
Article 8 (Regular Inspection) of the Ship Safety Act
and Article 18 (Calculation of Maximum Passenger
Capacity) of the Enforcement Rule of the Ship Safety
Act when designating the maximum number of
passengers on ships (see Table 2). The number of
passengers, crew, and temporary passengers are
calculated in terms of the maximum passenger ca-
pacity and ship inspection certificates are issued
accordingly. For general cargo ships that are not

Table 3. Current status of cargo vehicle transportation.

passenger ships, a total of 171 ships exceeds 12
temporary passengers and as many passengers [28].

Table 3 illustrates the current status of cargo
vehicle transportation by RORO cargo ships.
Currently eight vehicle-only cargo ships (RO RO
cargo ships, operated by six shipping companies),
other than passenger ships carry vehicles (10 ships),
in operation on the route between Jeju and the
mainland (Busan, Mokpo, Incheon, etc.). Table 3
also shows the transportation status of the eight
RORO cargo ships that go between Jeju and the
mainland from April 2022 to July 2023. From July
2022 to June 2023, eight ships conducted a total of
58,855 unloads and 62,114 loads, in terms of the
number of vehicles transported. Seaworld Marine
and Hermes 5 transported the highest number of
vehicles during this period [29].

2.3. Key issues concerning “temporary passenger”
system

According to the Ship Safety Act, Korea-flagged
ships determine the maximum number of persons
allowed on board by considering the type of pas-
sengers and passage zones [8]. Recognized Organi-
zations do not systematically manage the records of
calculations, including area measurements, during
the initial regular inspection of ships, because in-
spection certificates lack distinction or details about
whether the ship is approved for temporary pas-
sengers or passengers, or whether the ship complies
with the maximum passenger capacity. Such

- Company Region Ship's Name Total No. of vehicles Year ship Route of

tons loadable (5 tons was launched operation

or more)

1 Sungwoo Jeju Sungwoo Y] 3560 125 (32) 1992 Jeju— Busan
2 Seju Busan Seju Frontier 4416 153 (54) 1988 Busan— Jeju
3 Seju Pioneer 4401 153 (54) 1988 Busan— Jeju
4 Seju Shinkwang 5310 91 (91) 1996 Busan— Jeju
5 Sungwoo Shipping Jeju Sungwoo Jeju 6562 218 (54) 1999 Jeju—Mokpo
6 JL Ocean Jeju KS Hermes 5901 145 (124) 1999 Jeju— Incheon
7 Daeyang Shipping Jeju KS Hermes 5 9349 158 (109) 2001 Jeju—Mokpo
8 Seaworld Express Mokpo Seaworld Marine 5682 310 (111) 1996 Mokpo — Jeju

Ferry




JOURNAL OF MARINE SCIENCE AND TECHNOLOGY 2024;32:131—145 137

practical issues related to temporary passengers can
be summarized as follows.

First, some ships load 26 individuals (12 passen-
gers, 14 temporary passengers) and use mattresses
instead of bed facilities in cabins. The hygienic
conditions and rest environment are quite inade-
quate, because basins are installed in cabins. This
impacts drivers’ human rights [22]. Moreover, as
temporary passengers do not have the same status
as crew members, they are not subject to labor or
human rights protection on the ships by the Sea-
farers Act or the Maritime Labour Convention.
Owing to their status as temporary passengers, they
do not get legal protection at sea.

Second, the safety of cargo vehicle drivers is
significantly lower than that of passenger ships for
the following reasons. For damage stability, pas-
senger ships have numerous watertight compart-
ments that can delay the sinking of the boat in the
event of flooding, ensuring sufficient time to make
an emergency evacuation. Cargo ships, conversely,
lack watertight compartments, making it difficult to
evacuate passengers [22]. Furthermore, passenger
ships are required to install voyage data recorders
and CCTVs for monitoring vehicle areas, indicator
lamps for monitoring the opening and closing of
vehicle area access doors, and audible alarms [22].
Meanwhile, RORO cargo ships are exempt from
mandatory installations of voyage data recorders,
while they are required to install CCTVs, indicator
lamps, or audible alarms if they have closed vehicle
areas [22]. Emergency drills on passenger ships are
conducted every 10 days, and departures are strictly
controlled under domestic law (Appendix 10 of the
Enforcement Rule of the Maritime Safety Act) dur-
ing storm and tidal warnings. However, cargo ships
are required to conduct emergency drills monthly,
and ships that are larger than 250 tons and 35 m in
length are not subject to strict departure controls
during storm and tidal warnings [22].

Third, compensation standards for accidents
differ. Passenger ships adhere to international
standards under the PAL Convention [30]. However,
RORO cargo shipowners are required to conform,
though not compulsorily, to the Korea Shipping
Association's Shipowner's Liability Deduction (P&I
Insurance), to which 100% of the shipping com-
panies have subscribed [31].

Lastly, the biggest issue is related to the failure of
securing coastal cargo ships' safety. Over the last
three years, Korean Coast Guard has identified over
20 cases of Jeju coastal ships exceeding the
maximum passenger capacity [32]. Korean Coast
Guard has noted that safety hazards, such as the
overloading of cargo trucks on Ro—Ro ships,

continue to occur. In response, they are stepping up
enforcement to address these maritime safety vio-
lations [32]. This seems to be because same-day
deliveries are needed to maintain the freshness of
agricultural and fisheries products, and cargo ships
are used for the purpose, even if overloading hap-
pens because passenger ships or flights are unavai-
lable. To hide overloads, it is presumed that
passenger lists and reports may be frequently
omitted, causing a safety issue as it is difficult to
determine actual passengers’ numbers in the event
of an accident. Therefore, legalization should be
revised, and cargo vehicle drivers should raise their
safety awareness, such as acquiring emergency
response education in the event of an accident
because of an overload. Passenger ships are required
to have enhanced safety facilities, operational con-
trols, and high passenger compensation limits. Thus,
crew members and cargo drivers should also un-
derstand that using cargo ships to transport a large
number of people is not appropriate in terms of
safety and fairness.

3. Comparative analysis of the definition of
“other persons” in international regulations
and regulations of major countries

3.1. International regulations

3.1.1. SOLAS convention

SOLAS Convention distinguishes passengers,
shipmasters, crew members, and those employed or
engaged in any capacity aboard a ship for purposes
of the business of that ship from the category of
“other persons” and infants under one year of age
(A passenger is every person other than: (i) the
master and the members of the crew or other per-
sons employed or engaged in any capacity aboard a
ship for purposes of the business of that ship and (ii)
a child under one year of age). SOLAS Convention
provides a fundamental definition of “passenger” in
relation to other international conventions, and the
interpretation of this term is crucial. The definition
of “other persons” in SOLAS Convention specifies
that being “employed or engaged in any capacity
aboard a ship for purposes of the business of that
ship” is a mandatory condition. Specifically, “other
persons” must have the nature of a worker related to
the business of that ship. Additionally, they must
have an employment relationship (there must be a
labor contract) with the user of the ship. Even if it is
not an employment relationship, there must be a
level of dependence or reliance on the user, similar
to that of an employment relationship. In other
words, depending on the scope and purpose of
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SOLAS Convention, the term “other persons” is
interpreted to mean individuals who have labor
contracts with the ship's workers, shipowners, or
ship supervisors. For example, “other persons”
would be individuals who are hired to conduct ship
business by the shipowner under special circum-
stances. Therefore, cargo vehicle drivers who are
boarding a ship to manage the cargo that has been
loaded on their vehicles are not considered “other
persons” stipulated in SOLAS Convention, as they
lack relevance to the ship's work or explicit or im-
plicit employment contracts. Cargo vehicle drivers
are under the cargo transportation contract and thus
have a higher relevancy with shippers rather than
shipowners.

3.1.2. SPS code and IP code

SPS Code has been adopted in the 13th session of
the IMO General Assembly through Resolution
A.534 (13) to establish standards for the structure
and equipment of ships operating for purposes
other than those to which SOLAS is applicable, and
has been amended at the 84th MSC [33]. The SPS
Code's regulation defines passengers and special
personnel as follows. The number of passengers
should not exceed 12. If more than 12 passengers are
on board, that ship is deemed a passenger ship
(Wherever in this code the number of special
personnel appears as a parameter, it should specify
that the number of passengers carried on board may
not exceed 12) [33].

In response to the increasing number of IP
transported through ships following the revival of
offshore plants and related industries, the IP Code
was adopted at the IMO's 97th MSC through the
Interim Recommendations on the safe carriage of
more than 12 industrial personnel aboard vessels
engaged on the international voyage (MSC.97/22)
[33]. Simultaneously, the new Chapter 15 of the
SOLAS Convention is under consideration [34]. At
the IMO's 106th MSC in 2022, a new mandatory
code was adopted for ships transporting IP,
including personnel transported to work at offshore
facilities, such as wind power facilities, to ensure
their safety. This code will enter into force on July 1,
2024 [34]. The IP Code provides the minimum safety
standards for ships carrying IP and the personnel
themselves and resolve the risks of maritime oper-
ations in the marine energy sector, such as the
offshore transportation of the said personnel [4].
According to Part I General, Reg. 2 Definitions of the
IP Code, IP means all persons transported or
accommodated on board for the purpose of offshore
industrial activities performed aboard other ships
and/or offshore facilities [35]. The IP area is defined
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Fig. 2. Number of IP, SP and passengers on board in SOLAS [35].

as an area or space where IP is normally intended to
stay during the voyage or are allowed to access [4].
Offshore industrial activities mean the construction,
maintenance, decommissioning, operation, or
servicing of offshore facilities related, but not
limited, to exploration and exploitation of resources
by the renewable or hydrocarbon energy sectors,
aquaculture, ocean mining, or similar activities [4].

Through the adoption of the SPS Code and the IP
Code, the IMO presents a standard for classifying
ships based on the composition of persons on board
as shown in the Fig. 2. These codes, which are to be
applied to passenger ships and ships that carry IP
and SP, specify the classification criteria for safety
when 13 or more passengers are on board [35],
when the ship is classified as a passenger ship. The
classification as passenger ships is contingent upon
the boarding of at least 13 passengers. If 13 or more
individuals, including special personnel or indus-
trial personnel, are on board, the safety and facility
standards for passenger ships will be applicable,
which may pose significant challenges for ship-
owners. For example, if 12 SP are on board and one
IP is added, the safety standards that prioritize the
protection of the relatively unfamiliar IP can be
applied with the application of the IP Code. Dia-
gram showing number of IP, SP and passengers on
board in SOLAS.

3.1.3. PAL

The Athens Convention relating to the carriage of
Passengers and their Luggage by Sea (PAL) is a
unified international agreement on the judicial re-
sponsibilities regarding passengers' transportation.
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Considering the PAL Convention as an agreement
on unified responsibility and compensation related
to passengers' transportation, it is necessary to refer
to the definition of passengers. A “passenger”
means any person (a) who is carried aboard a ship
under a contract of carriage, or (b) who, with the
consent of the carrier, is accompanying a vehicle or
live animals which are covered by the contract for
the carriage of goods not governed by this
Convention. The protocol amendment in 2022 re-
quires that carriers have financial proof, such as
compulsory insurance of up to 250,000 Special
Drawing Rights (SDR) per passenger for each inci-
dent, in order to cover the carriers’ liability for
personal injury of passengers (Article 5 of the Pro-
tocol). The entity actually subscribing to such in-
surance is the individual who is conducting the
actual transportation according to the contract of
maritime carriage, regardless of whether the con-
tracted carrier conducts the transportation person-
ally or the actual carrier conducts the transportation.
The entity responsible for liability related to the
contract of maritime carriage is distinguished from
the entity required to subscribe to the mandatory
insurance. In other words, a separate definition is
provided for the person “actually carrying out the
transport, in whole or in part,” and this person is
designated as the subject obligated to subscribe to
the mandatory insurance. In Korea, maritime pas-
senger transport operators under Article 4-3 (Pur-
chase of Insurance) of the Marine Transportation
Act are required to subscribe to insurance or join an
association in preparation for damages to passen-
gers and others, as prescribed by the Enforcement
Rule of the Ministry of Oceans and Fisheries.

3.2. Case studies for the regulatory status in
shipping countries

3.2.1. EU

Directive 2009/45/EC of the European Parliament
and the Council of 6 May 2009 on safety rules and
standards for passenger ships is a safety regulation
and standard for passenger ships [36]. Article 2
provides definitions of crew members and passen-
gers [46]. Just as in the SOLAS Convention, the
directive distinguishes between passengers, the
captain and the crew, “other persons” employed or
engaged in any capacity aboard a ship for the pur-
pose of business of that ship, and infants under the
age of one. Similarly, Article 4 of the Regulation
(EC) No 392/2009 of the European Parliament and

the Council of 23 April 2009 on the liability of car-
riers of passengers by sea in the event of accidents,
aligns with the definition of passengers provided by
the PAL Convention [37].

Moreover, in line with DIRECTIVE 2009/42/EC on
statistical returns with respect to the carriage of
goods and passengers by sea, the EU enforcement
agency requests member states to provide statistical
data on maritime cargo and passenger transport to
promote a common maritime transport policy [38].
Notably, cargo loaded and transported on cargo
vehicles and consigned cargo transportation are all
carried by Ro—Ro type ships. When the drivers of
cargo vehicles accompany the cargo, car ferry pas-
senger ships are used, while Ro—Ro cargo ships are
used when cargo vehicle drivers do not board the
ship and consign the transportation of the cargo. The
cargo type of the ferry company P&O shows that it
transports cargo as Driver Accompanied Unit [39].!

3.2.2. US

In the US law, “riding gang member” is similar to
Korea's “temporary passenger.” “Riding gang
member,” refers to an individual who boards a
vessel but is not considered a crew member and has
a limited role of typically performing tasks desig-
nated by the cargo ship owner within a specified
scope [40].

According to 46 U.S. Code § 2101 (36), a “riding
gang member” is an individual who has not been
issued a merchant mariner document; does not
perform watch standing, automated engine room
duty watch, personnel safety functions, cargo
handling functions, or operation of cargo-related
equipment; does not handle mooring lines; does not
complement the crew's work; or does not perform
supporting roles, such as cooking or cleaning. In a
broader sense, it can be regarded as synonymous
with the Korean term, “temporary passenger.” Ac-
cording to the code, “riding gang members” do not
serve as part of the crew complement required under
section 8101, either. They are not members of the
steward's department and not citizens or temporary
or permanent residents of a country designated by
the United States as a sponsor of terrorism or any
other country that the Secretary, in consultation with
the Secretary of State and the heads of other
appropriate United States agencies, determines to be
a security threat to the United States [39].

As part of requirements of riding gang members
in the CFR Title 48, section 252.247—7027 (c) (3)
mentions provisions regarding the exemption

! Driver Accompanied Unit means when the driver and any passengers travel with the vehicle.
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conditions for “Super Cargo Personnel,” who are
clearly defined as individuals who board the ship to
transit, supervise, and maintain unit equipment.
When a cargo driver is engaged in cargo manage-
ment tasks (transit, supervision, and maintenance
work), they may be considered “Super Cargo
Personnel.” The following are the criteria for
exemption: (1) An individual is exempt from the
requirements of paragraph (b) of this clause and
shall not be treated as a riding gang member for the
purposes of section 8106 of title 46, if that individual
is on a vessel for purposes other than engaging in
the operation or maintenance of the vessel and
is—(i) one of the personnel who accompanies, su-
pervises, guards, or maintains unit equipment
aboard a ship, commonly referred to as supercargo
personnel; (ii) one of the force protection personnel
of the vessel; (iii) a specialized repair technician; or
(iv) an individual who is otherwise required by the
Secretary of Defense or designee to board the vessel
[41].

According to 46 U.S. Code § 8106, each riding gang
member is identified on the vessel's crew list.
Further, the number of riding gang members cannot
exceed 12. In other words, it ensures to the Secretary
that the sum of—(A) the number of riding gang
members aboard a freight vessel, and (B) the num-
ber of individuals in addition to crew permitted
under section 3304—does not exceed 12 [42]. Riding
gang members must also complete the basic safety
education as prescribed by the STCW agreement. It
ensures that each such riding gang member is
familiar with basic safety and has received basic
safety training approved by the Coast Guard ac-
cording to the requirements for such training under
the International Convention of Training, Certifica-
tion, and Watchkeeping for Seafarers, 1978. The
duties of riding gang members are limited to pre-
paring the ship for entry into a shipyard located
outside the territorial limits of the United States, or
residual repairs after the ship leaves that shipyard,
or technical repairs during navigation that exceed
the capabilities of the crew on board [42].

The International Transport workers Federation
(ITF) pointed out that “riding gang members,”
despite their status as port workers, are regarded in
some states as part of the crew and work full-time
rather than part-time. These workers may not
benefit from collective agreements on wages and
working conditions, or from international agree-
ments, which may compromise their safety [43].
Therefore, the ITF states that the status of full-time
riding gang workers should be recognized equally
as crew members [18]. However, the current US law
makes it very clear that riding gang members are

not considered crew members. It specifically limits
their work scope to operations in the harbor or
shipyard, and not “within the ship.”

3.2.3. Australia

Similar to regulations in the UK and Europe,
Australia's Navigation Act 2012 regulates the
following categories of people: other persons
employed or engaged in any capacity aboard a ship
for the purpose of the business of that ship, infants
who are one year old or younger, persons taken on
board because of distress or shipwreck, and special
persons. The specific definition of SP is provided in
Marine Order 50—Special Purpose Vessels, a
domestically enforced regulation of the SPS Code
[44].

Definitions of “temporary passengers” or “other
persons” are not specifically provided for in
Australian law. According to the definition provided
in the Navigation Act 2012, the distinction is made
between passengers, individuals employed in the
ship's operation or engaged in a capacity aboard a
ship, individuals who have been taken on board
because of wreckage or danger, infants who are one
year old or younger, and SP. Cargo vehicle drivers
are not classified under the above categories and
are, thus, considered as passengers.

3.2.4. Japan

In Japan, detailed regulations regarding the
Enforcement Regulations of the Ship Safety Act
recognizes “other persons” as distinct from crew
members or passengers. In content, it is most
similar to “temporary passengers” recognized by
Article 5 of the Enforcement Rule the Ship Safety
Act of Korea and stipulates that other persons are
equipped with the necessary ship facilities. “Other
persons” in the bylaws related to the Enforcement
Rule of the Ship Safety Act are as follows. “Other
persons” refer to individuals who are parallel with
crew members, such as shipowners on board
(including ship supervisors and ship lessees), cargo
supervisors who are boarding the ship and perform
tasks related to guarding, security, testing, research;
who are not customs officials, inspection officials, or
other crew members; and who are engaged in duties
of the ship. These include customs officials, quar-
antine officers, and persons other than seafarers
who work aboard the ship. “Passengers” refer to
persons other than “sailors” and “other passengers.”
“Passengers” are individuals who are not “crew” or
“other persons” [45].

Chapter 1 Section 2.0 (a) of the bylaws regarding
the Enforcement Rule of Ship Safety Act of Japan
also establishes provisions for “other persons” who
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are distinct from passengers and crew, just as in the
SOLAS Convention and the EU regulations.

Like European countries, Japan's logistics system
is well organized, and because most cargo vehicles
are owned by logistics companies, cargo ships
typically transport only cargo vehicles, and separate
arrangements are made for the drivers at every
entry/exit.

Article 8 of the Enforcement Rule of the Ship
Safety Act mandates passengers, crew members,
and other persons to comply with the Ship Equip-
ment Regulations (Ministry of Communications
Enforcement Rule No. 6 of 1930). Equipment regu-
lations are also established for other persons aboard
fishing boats as well. When cargo vehicle drivers
board ships, the ship equipment must comply with
the regulations [45].

In Korea, the logistics system is not as well-orga-
nized as in Europe or Japan. Furthermore, a sub-
stantial amount of cargo loaded on the cargo vehicles
are agricultural products, seafood, livestock, or
explosive and inflammable materials. A significant
portion of these vehicles are privately owned, paid-
in vehicles (approximately 80% of the total), and
drivers typically do not consign their vehicles to a
third person, which leads to the creation of a new
category called the temporary passenger.

3.3. Implications for comparative analysis

Considering the international agreement of the
SOLAS Convention (including the SPS Code and IP
Code), passengers boarding a ship are classified into
five: crew, SP, IP, and other persons. According to
the IP Code and SPS Code, the “other persons”
category does not include IP, SP, or passengers.

The international conventions define “passen-
gers” primarily in relation to agreements related to
material and liability compensations. The human
element of the SOLAS Convention, which is a
representative material standard, distinguishes in-
dividuals on board into passengers, captain, and
crew, other persons employed or engaged in any
capacity aboard a ship, regardless of qualifications,
and infants under the age of one. According to the
PAL Convention, a “passenger” means any person
(a) who is carried aboard a ship under a contract of
carriage, or (b) who, with the consent of the carrier,
is accompanying a vehicle or live animals that are
covered by a contract for the carriage of goods not
governed by this Convention.

The definition of “other persons employed or
engaged in any capacity aboard a ship for the
business of that ship” is interpreted by international
maritime conventions as individuals who are not

classified as passengers and who possess the ship
worker status. In other words, they must have
relevance to the ship's labor, or have a labor contract
(explicit or implicit).

Based on international conventions, the current
situations in shipping countries are as follows (Also
see above Table 4). Even Japan, which has a tem-
porary passenger system similar to that of Korea,
rarely has cargo vehicle drivers aboard ships. Even
if they do, they strictly adhere to the maximum ca-
pacity of 12 passengers. Most shipping countries,
particularly those under the Anglo-American legal
system, adopt fundamental regulations regarding
the implementation of the SOLAS Convention.
Accordingly, the definition of “passengers” con-
forms to that of the SOLAS Convention and the PAL
Convention. In European countries, the US, and
Canada, the transportation of cargo vehicles is pre-
dominantly made by Ro—Ro passenger ships, and
never by general cargo ships. In the case of Korea,
the SP and IP included in the category of temporary
passengers must be treated separately, and the
standard should be strict when temporary passen-
gers other than passengers board cargo ships.

4. Improvements for safe and sustainable
domestic shipping environment

4.1. Need for consistency between international
regulations and domestic laws

The establishment of fundamental principles for
the application of safety and facility standards for
the different types of ships for individuals other
than the crew boarding ships is difficult owing to
differences in domestic and international laws. In
domestic law, the international standards for the
size and type of individuals boarding a ship are not
applied. Therefore, securing effective safety mea-
sures for ships with 13 or more passengers on board
is important. Particularly, among “temporary pas-
sengers,” “cargo supervisors” do not fall under the
category of passengers in the Marine Transportation
Act, which lowers their compensation limits in the
case of damages, such as accidents. According to the
PAL Convention, cargo supervisors are classified
and compensated as passengers, unlike in Korea [3].

While the definition of “other persons” did not
change but was maintained after the adoption of the
SOLAS Convention, the domestic law changed
“other persons” into “temporary passengers” and
showed a tendency to expand its applicability [22].
Such an expansion without ensuring safety and fa-
cility standards are met is inconsistent with inter-
national agreements, leading to its inconsistency



142

Table 4. Comparative practices in Korea and other maritime nations for handling ‘temporary passengers’ on RO—RO ships.
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Passenger Passenger Passenger Passenger
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regarding the safety and compensations of tempo-
rary passengers with international agreements [22].
The definition of “other persons” in the SOLAS
Convention clearly states that they must be in-
dividuals employed/engaged on the ship. However,
Korean law has been amended to include all in-
dividuals who are not crew, passengers, or infants
under the age of one. This divergence calls for a
reevaluation of principles for “temporary passen-
gers” to set standards in line with international
trends and in harmony with international agree-
ments. For the safety of ships, the criteria for “other
persons” other than crew, passengers, and infants
under the age of one must be aligned with inter-
national agreements, and SP and maritime IP that
are not categorized as “other persons” must be
addressed by adopting the SPS Code and IP Code

In the case of Korea, the temporary passenger
system classified all individuals who are not crew,
passengers, or infants under the age of one as a
temporary passenger, unlike SOLAS Convention
and foreign practices. This expansion of the scope
results in a distortion of the original purpose of the
law. Therefore, the term “temporary passenger”
must be modified to “other persons” to limit the
scope for consistency with SOLAS Convention. The
temporary passenger system was initially imple-
mented to permit the inevitable boarding of in-
dividuals necessary for the ship's operations.
Nonetheless, the expansion of the scope makes the
system deviate from its original purpose. This
inconsistency with international laws calls for a

For the ship's safety, Korea must minimize the
boarding of individuals other than the crew, refer-
ring to key cases of foreign nations and international
agreements such as the SOLAS Convention, which
strictly mandates the boarding of individuals other
than the crew to be less than 12 persons. The
currently implemented temporary passenger sys-
tem includes individuals who have purposes other
than that intended by the adoption of SOLAS
Convention. The term “temporary passengers” must
be modified to “other persons,” and their boarding
status should be modified to include passengers, IP
or SP, as shown in Table 5. Clarifying the ambig-
uous scope of temporary passengers and establish-
ing legal procedures for onboard management
systems, including capacity control, are necessary
for the effective implementation of the temporary
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Table 5. Revision of definitions of temporary passengers and other persons based on SOLAS convention.

Temporary Passengers as prescribed by the Ship Safety Act SOLAS

Family members of the crew living on board with the crew Passenger

Individuals touring the harbor with ships owned by na- Passenger
tional/local governments or public institutions

Individuals participating in an event for public benefit Passenger

Shipowners (including ship supervisors, ship lessees), em-
ployees of ship companies engaged in ship-related op-
erations such as ship maintenance, cargo management,
and safety management, or workers involved in repairs of
the ship

Individuals engaged in non-crew duties, such as pilots,
operations managers, customs officials, quarantine offi-
cials, ship examiners, and ship inspectors

Employees of floating hotels, floating restaurants, and
floating performance venues, and individuals using them

Cargo supervisors of livestock transport vehicles, animal
transport vehicles, vehicles transporting live marine
products using oxygen-supplying equipment, and vehi-
cles transporting materials with high risks of explosion or
fire, such as explosives, flammable liquids, or combus-
tible materials

Individuals boarding a ship that is used for tasks related to
testing, investigation, guidance, regulation, inspection,
and practical training in order to perform such tasks

Other persons employed or engaged in any capacity aboard
a ship for the business of that ship

Other persons employed or engaged in any capacity aboard
a ship on the business of that ship

Other persons employed or engaged in any capacity aboard
a ship for the business of that ship

Classified as passengers as they are not employed on the
ship

Special Personnel

With the adoption of the SPS Code and IP Code
by the SOLAS Convention, domestic law should be
aligned with the scope of applicability for temporary
passengers with international maritime conven-
tions. However, a few prerequisites exist for the
redefinition of temporary passengers. First, the
definition of individuals who board and navigate the
ship should be limited. Second, individuals who are
not counted as part of the maximum boarding ca-
pacity should be excluded. Third, “other persons”
should be individuals employed or performing
labor on the ship, just as stipulated in the SOLAS
Convention.

4.3. Enhancing domestic shipping environment

As transportation of goods to and from Jeju is
limited to airplanes and ships, large cargoes or
cargoes that need supervision can only be trans-
ported by ships. It is predicted that vehicle cargo via
ships will only continue to increase in the future
[46]. Vehicle drivers who cannot board Ro—Ro ships
must use air travel or passenger ships, resulting in
the separation of cargo and drivers, which is ineffi-
cient in terms of logistics. This situation will be
aggravated by an increase in vehicle cargoes.

The mainland's cargo transportation industry is
advocating the necessity of the temporary passenger
system for reasons, such as impossible prompt
response to any anomalies that may occur to the
cargo vehicle that need supervision when drivers
are separated from the vehicle and additional travel

time occurs for drivers, and the loss expenses
burdened by vehicle drivers owing to damages to
the cargo. Currently, Korea's logistics system mostly
consists of paid-in vehicles where the drivers own
their vehicles (80%) [47]. Given the challenging lo-
gistics situation between Jeju and the mainland and
difficulties in driver recruitment or travel, the
Korean logistics system must gradually transition
into a similar system of the other advanced nations,
such as Japan or the UK, where the logistics com-
panies own cargo vehicles. There must be efforts to
enhance the logistics system into one that is similar
to advanced logistics models by revising the tem-
porary passenger system to align with international
agreements.

5. Conclusion

Many maritime accidents impact ships, crew, and
shipping companies and have significant re-
percussions on the entire nation and society. Acci-
dents of coastal passenger ships and coastal cargo
ships can result in substantial loss of life, which un-
derscores the paramount importance of prevention.
Since the tragic sinking of the Sewol ferry in 2014,
efforts have been underway to amend and update
legislation related to the safety of coastal passenger
ships to prevent the recurrence of such incidents. For
instance, regulations were established concerning
the maintenance of equipment and the body of the
ship to maintain seaworthiness; the enhancement of
crew education and training; and the improvement
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of the safety management system of coastal passen-
ger ships. However, South Korea operates that al-
lows cargo vehicle drivers to temporarily board
Ro—Ro ships as temporary passengers for coastal
cargo transportation to island areas since 2007. As
the answer to Research Question 1, the research
examined that this is directly connected to potential
safety issues in coastal shipping and connotes
normative issues that do not align with International
maritime conventions. Therefore, this paper points
to the problems of the temporary passenger system
and propose the following measures for improve-
ment. Allowing individuals other than the crew and
passengers to board a ship for navigation is not
appropriate for safety unless they have received
appropriate STCW safety training. Individuals who
should be classified as passengers are using the
temporary passenger system to board a ship without
being counted as passengers. This system must be
revised as it currently increases the likelihood of
safety accidents. To harmonize with the SOLAS
Convention and the practices of major shipping
countries that have ratified the SOLAS Convention,
Korea must strictly minimize the number of people
boarding the cargo ship as “other persons.” The
currently implemented temporary passenger system
includes individuals who have purposes other than
that intended by the adoption of international
agreements. For the effective implementation of the
temporary passenger system, individuals boarding
ships should be classified into crew, passengers, IP
and SP, and only those who fall under the criteria
provided in international agreements as “other per-
sons” should be classified as such. In other words,
given the IMO's SOLAS Convention (including the
SPS Code and the IP Code), individuals boarding a
ship must be classified into five: passengers, crew,
SP, IP, and other persons. However, “other persons”
must be directly employed or engaged in the ship's
operations. Moreover, “other persons” should not
include IP, SP, or passengers. This could serve as a
response to Research Question 2 and 3, which is the
main argument of the study.

This study provides implications about the
importance of systematically managing the number
of onboard persons for maritime safety in nations
that focus on marine transportation, among all types
of coastal cargo, to island areas. Additionally, this
study indirectly underscores that the alignment of
domestic laws with international maritime conven-
tions will contribute to the maritime safety of coastal
cargo ships and coastal passenger ships. There may
need to conduct future research that focus on
examining how the Korean logistics system can be

enhanced and gradually aligned with those of other
shipping countries.
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