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This study o fL ibe ria  as a Maritime Flag State, and Its  

Economic Impact is  a requirement in p a rtia l fu lf i l lm e n t  o f a master- 

degree thesis at the World Maritime U nivers ity  (WMU). Its  focus is  

L ib e ria 's  Flag R egistration commonly known as "Open Registry System" 

or "Flag of Convenience'' vyhich began in the la te  fo r t ie s ,

Thp motivations fo r  undertaking the study include a per

sonal in te re s t in  the subject matter and need fo r  a Liberian to  

tre a t the subject which has become a con trovers ia l issue in the Mari

time world. ••

F in a lly , the yiews I express herein on th is  very important 

top ic  are exc lusive ly mine, and re f le c t in no way those of the 

Government o f L iberia  (NPA), which I cu rre n tly  serve,

A. Lamii Kromah
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1.0. In troduction

1.1; General

While L iberia  is  not regarded as a tra d it io n a l nation in the

world of shipping, i t  can be said tha t she has had a minor maritime

tra d it io n  of her owp, L ib e ria 's  f le e t  in the mid-nineteenth century

was a s tr ik in g  achievement, since many of her 300 s a ilin g  ships were

constructed-and wholly owned in L iberia  and became pnQimportant, i f

teipporary, fa c to r in the West A frican economy. But, t h a t j je e t  had

nearly vanished by 1900, as large German and B r jt js h  steamshipSs.fu'm ^
1

completed fq r  the coastal trade of the West A frica  region. For th is  '
♦

reason i t  is  very u n fa ir to  c a ll L iberia  a ngn-maritime nation. 

However, recent (1950s) ch a ra c te ris tic  o f ship re g is tra tio n  in Libe- 

pia where non-nationals have become owners o f vessels is now a con

tro v e rs ia l issue in the Maritime World.

The re g is tra tio n  o f ships under the Libepian and Panaman 

flags is known as fla g  of convenience op open re g is try  to  use cur

rent term inology.

I t  has the fo llow ing  features according to,the Rochdale report

o f 1970:

i )  The country allows ownership and/pr con tro l o f i t s  mer

chant vessels by non-c itizens;

ii) ,T ra n s fe r  from the re g is try  at the owner's option is  not 

re s tr ic te d ;

i i i )  Taxes on the income from the ships are not levied lo c a lly  

or are low. A re g is tra tio n  fee apd an annual fee, based on

1



•tonnage, are normally the only charges magle;

iv).The country o f re g is try  is  a small power w ith no national 

requirement under any foreseeable circumstahces fo r  a l l  the 

shipping reg istered;

v ) ' Manniregof ships by non-nationals is  fre e ly  perm itted; and 

Vi) 'Thecountry o f re g is try  has ne ither the power not the ad

m in is tra tive  machinery e ffe c t iv e ly  to  empose any govern

ment or in te rna tiona l regu la tions; nor has the country the
2

. wish or the power to  contro l the companies themselves.

The Rochdale report then, goes on to  emphasize tha t these 

countries could be <listinguished by the fa c t th a t i t  was only fo r  

them th a t a l l  these conditions applied and th a t i t  was only they 

which e ffe c tiv e ly  had no p o s s ib il ity  o f imposing taxa tion  op 

shipping in  the fu tu re .

"However, in view of recent moves by Libepia to  tigh ten  up 

contro l o f vessels operating under her fla g s , items ( i i )  and (y i)  of 

the Rochdale d e f in it io n  warrant rev is ion : access to  the Liberian re g i

s try  is  no longer as easy and automatic as i t  was in the 1960's an<i 

the Liberian government does now attempt to  enforce e ffe c tiv e  regu

la tio n s ,"^

Countries tha t have tp ied the system in th e ir  h is to ry  of 

existence are lis te d  in figu re  I .

Many of these countries were not as successful as Panama 

and Libe.ria and therefore have dropped out,'Of la te  Sri Lanka and-Vanuatu 

have become open re g is try ,  countries. Many other countries in c lu 

ding; S ierra Leone are now considering the system.
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Figure I

'H istory o f open re a is try

Period 

15th Century

Flag o f Registry 

Spanish

17th Century French

19th Century Norwegian

Napoleonic Wars German

War of 1812 Portuguese

1922 Panamanian

192Q - 1930 Panamanian
Honduran

193Q's Panamanian

1939 - 1941 Panamanian

Motivation

English merchants circumvented 
re s tr ic t io n s  lim it in g  non-Spanish 
vessels from West Indies trade. 
English fishermen in Newfoundland 
used French re g is try  as a means to  
continue operation in conjunction 
w ith B r it is h  re g is try  fis h in g  boats. 
B ritish - tra w le r owners changed re-- 
g is try  to  f is h  o f f  Moray F ir t t i.  
English shipowners changed re g is try  
to  avoid the French blockade.
U.S, shipowners in Massachusetts 
changed re g is try  to  avoid capture 
by the B r it is h .
Two ships o f United' American Lines 
changed from U.S, re g is try  to  avoid 
laws on serving a lcoho lic  beverages 
abqard U.S. ships.
U.S. shipowners switched re g is try  
to  reduce operating costs by employ
ing cheaper shipboard labor. 
Shipowner? w ith German-registered 
ships switched to  Panamanian re g is 
t r y  to  avoid possible seizure.
With encouragement from the U.S. 
Government, shipowners switched to 
Panamanian re g is try  to  ass is t the 
A llie s  w ithout v io la t in g  the Neu
t r a l i t y  Laws. European shipowners 
also switched to  Panamanian re g is 
t r y  to  avoid wartime re q u is itio n in g  
of fh e ir  vessels.

3



1946 - 1949

<»

1949 -

1950-late 1970

Panamanian

Liberian

Liberian
Panamanian
Honduran
Costa Rican
San Marinese
S ierra Leonean
Lebanese
Cypriot

Haitian
Somalian
Omani
Manxman
and others

More than 150 ships sold under the 
U,S, Merchant Sales Act o f 1946 
were registered in Panaman - as i t  
Qffered lib e ra l re g is tra tio n  and 
taxa tion  advantages.
Low re g is tra tio n  fees, a well w r i
tin g  code, absence of Liberian ta 
xes, absence o f operating and crew
ing re s tr ic t io n s  made re g is try  eco
nomically a ttra c t iv e .
As re g is try  in U.S. and other coun
tr ie s ' become increasing ly unecono
m ical, many countries competed fo r  
ship re g is tra tio n s , recognizing the 
economic bene fit to  the host f la g  
country; only a few succeeded in 
a ttra c tin g  s ig n if ic a n t re g is tra tio n s .

'Source: IMA, Economic Impact of Open Registry shipping, 1979.
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Other th ird  worjd countries tha t are not open re g is try  

countries but have registered vessels under the Liberian or Pana

manian flags are lis te d  in fig u re  I I

Countries in Latin America tha t Registered Vessel
Figure under Liberian ar Panaman Flags

1,000 g r t % o f f le e t

National fla g Foreign fla g Under fo re ign fla g

Argentina 1,868 5 0.3

B razil 4,590 371 8.1

Chile 563 169 30.1

Colombia 236 42 16.-1

Mexico 863 203 23,6

Venezuela 9,794 • 915 '• 20.0

to ta l 17,914 1,705

This thesis is  therefore geared towards looking at Libe

r ia 's  Maritime Flag State Policy (1947 - 1984) and I t 's  Economic 

Impact,

Chapter two looks at the h is to r ic a l development o f  the 

Liberian Registry while chapter three considers some aspects o f le g i

s la tio n  and maritime practices Chapter four and five tre a ts  some con

tro v e rs ia l issues and encourages interested parties to  carry out de

ta ile d , quantifiable assessments tha t ape required to  escc^Iisii whether 

the proposed phasing out of thp open re g is try  system is in th e ir  true 

economic and socia l in te re s ts . These issues should then be considered 

on the f ig h ts  and in te rests  of ind iv idua l s ta tes, in the l ig h t  o f i ts

5



merits and not merely emotional responses based on an ideolog ica l and 

p o l it ic a l d iffe rences.

Chapter s ix  considers the economic impact on the 'World 

in general and L iberia  in p a rtic u la r, F in a lly , the la s t chapter 

is  devoted to  recommendations and conclusions.

0

6



2 .0 . H is to rica l Development

O

2.1, General

D issa tis fied  with Panama's concjitions, .Arrjerican owners in 

the o i l  tanker charter business searched fo r  new means of maintaining 

competition w ith European f le e ts . Using p riya te  cap ita l and public . 

influence derived through fijs  extensive contacts as a former corpora

tio n  d ire c to r and former Secretary o f State, in  1947 Edward R. 

S te tten ius, J r,’.organized S te ttin iu s  Associates - L ib e ria , incorpo

rated as a system of p riva te  ' d ire c t economic aid to  L ib e ria . - 

His ambitious plan soon outrpacheci ava ilab le  c a p ita l, but the Libe

rian  ship re g is tra tio n  system rap id ly  grew fa r  beyond i ts  o r ig in a l 

scope. That system is  the most important in s t itu t io n a l surv ivor o f 

the S te ttin iu s  corporate a c t iv it ie s  of the period, and eventually 

i t  brought L iberia  to  rank as the w orld 's largest maritime power in 

to ta l registered merchant tonnage (see fig u re  I I I ) .

Late in 1947, shipowners asked S te ttin iu s  i f  L iberia  had a 

system Qf ship re g is tra tio n  and he rep lied  th a t he did not know, but 

would look in to  i t  fo r  them. In January 1948, E. Stanley K le in , an 

attorney fo r  Stettinius Assxiatesreportecj ce rta in  shipping in te res ts  

had indicated a w illingness to  obtain re g is tra tio n  under the Liberian 

f la g . Thereafter, the idea of maritime re g is tra tio n  remained on the 

agenda of S te ttin iusA ssocia tes.

Between A p ril and July 1948, the S te ttin iu s  group drafted 

the laws tha t would implement proposals to  set up a corporation code 

fo r  L iberia  and to  form a service corporation through which fo re ign

7 /
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corporations would be established. While these plans moved along 

quicKly i t  took a month longer to  prepare the maritime code.

During th is  period, S te ttin iu s  yiowed Liberian ship regi-’ 

s tra tio n  as a possible minor adjunct to  his other Liberian enterprises.

He noted-that gasoline could be sold at a p r o f i t  in L iberia  fo r  twen

ty  cents a gallon but th a t i t  cost s ix ty - f iv e  cents due to  a ca rte l 

worked out by Shell, Sacqny - Vacuum, and Te>^aco. "We must consider", 

he remarked, "The p o s s ib il ity  o f Venezuelan o i l  brought in by tanker ,
9under the Liberian fla g  to  break the ca rte l and bring the prices down". 

Under such a plan, S te ttjn iu s  Associates would d ire c t ly  set up L iberian- 

registered shipping fo r  Liberian be ne fit. Heif envisioned a va rie ty  of 

othre ways to  u t i l iz e  the maritime law, In August 1948, he looked in te  the 

p o s s ib il ity  o f transporting  iron ore, ca lcu la ting  th a t one m illio n  tons 

of ore moved frorr) Monrovia to  Baltimore could be brought at a rate under 

three do lla rs  per ton i f  the company used L ibe rty  ships manned by o ff ic e rs  

from nations §uch as Netherlands and Scotland, w ith the balance o f the 

crew Liberians.

By mid 1948, President Tubman of L ib e ria , as well as the o f f i 

cers o f S te ttin iu s  Associates, grew anxious to  get ship re g is tra tio n  

underway, Tubman wanted v is ib le  resu lts  in the form of revenue and ac

tio n  to  ju s t i f y  his arrangement w ith S te tt in iu s . The corporation, fo r  

i t s  pa rt, wanted to  show some revenue, in order to  a ttra c t new investment,

as sa la ries and tra ve l expenses o f the s ta f f  ra p id ly  consumed the o r i-
in . .g inal funding. H ith both sides eager tq  get the corporation going,

Mackey and Klein consultancy firm  worked w ith considerable haste, so[ne

times simply copying comparable elements o f the United States Code.

8
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The Liberian Legislature made some changes in the Code,

Prominent among the changes ŷ as placing d ire c t au tho rity  in the

off-ice o f the Secretary / o f the Treasury ra ther than the Secretary

o f Commerce, as the company's y/pitten d ra ft had ind icated. (See

fig u re  IV ). More s ig n if ic a n t ly ,  the Liberian Maritime Commiss.iqner, .

reporting to  the Secretary o f the Treasury (now M in is try  o f Finance)

was to  isspe ru les and regulations d ire c t ly ,  w ithout required con- ■

su lta tio n  w ith the proposed S te ttin ius-organized contracting com-
11pany, as the f i r s t  d ra ft in d ic a te d / Aside from these changes, the 

le g is la tiv e  - approved d ra ft kept almost perfect f id e l i t y  to  th e * ,  

o r ig in a l,  even to  the amounts of fees and fin e s . The Liberian le g i

s la tu re  accepted the rew ritten  code in November 1948, and President 

Tubman signed i t  in to  law in December 16, 1948.^^ Because the code 

was properly enacted, i t  had the same sta tus, from an in te rna tiona l 

po int o f view, as other national laws governing ship re g is try  and 

fla g  use.

2.2. Ships R egistration as a Business

' L ib e ria 's  ship re g is try  system represented a c lea r departure 

from the Panamanian system ip several important respects, while i t  

retained the features tha t a ttracted shipping to  Panama's fla g  in the 

1940s;

- The transfe rs  and re g is try  would be handled by the In te r-
«

national Trust Company o ff ic e  in New York, ra ther than by 

a consular network.

9
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- The system would be administered la rge ly  by In te rna tiona l

Trust Company employees, anc| not by the patronaga - appoin
tstee nationals of the fla g  s ta te .

- The system would be fra n k ly  funded by the 27 percent ($, '̂>325

of each $1.20) re tention  of fees, e lim ina ting  the necessity
14, fo r  irre g u la r fee c o lle c tio n .

- Tfie code was w ritte n  c a re fu lly , by American corporate 

o ff ic e rs , to  conform to  American needs. .

- Since tlie  code w^s dply passed by the Liberian Legis la

tu re , i t  would haye the sta tus, ip in te rna tiona l law, o^

.other national f l^ g  laws.

- -L iberian-reg iste red vessels could be owned by any c it iz e n  

or corporate e n tity  o f any state in the world; L iberian in 

corporation was not required.

- Minor advantages could be found in the fa c t tha t a l l  laws and 

transactions would be w ritte n  ip English; L ib e ria 's  curren

cy was the American d o lla r .

Although several companies, including Gulf O il,  the Parrel 

Lines, Delta Shipping, and the Ludwig-owned National Bulk c a rr ie rs , 

had expressed in te re s t in Liberian re g is tra tio n  ip 1948, the f i r s t  

ship o f f ic ia l ly  registered in 1949 under the new L iberia  Maritime 

Code was the World Peace , a tanker owned by Stavros Niarehpz and 

under charter to  Gulf O il.^ ^  By the end of 1949, f iv e  ships had been re 

g is te red , and in 1950, the to ta l climbed-to twepty-two. R egistration 

s tead ily  increased apd by 1955- LibeVia surpiassed Panama in tonnage, 

and in 1956,by thenunber o f ships re g is tra ted . See fig u re  I I I  fo r

10
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the comparative positions of f le e t  throughout.

The Liberian re g is try , which did compete and eventpally 

surpass Panama's system, was unique in i t s  o r ig in s . Frankly designed 

to  meet the needs of American shipowners, the Liberian Maritime Code 

took the best ideqs of the Panamanian arrangement, and avoided i ts  

worst aspects by sub s titu tin g  a w e ll-run  business organization fo r  

the un re liab le  consular network. Key ind iv idua ls  in  the Army, Navy, 

State Department, in ESSO, and in the shipping community had been 

involved in the planning stage Through c ru c ia l personal contacts 

ava ilab le  to  S te ttin iu s  because of his spectacular carepr in busirffess 

and government service ’ , large shipownep^were ready to  tra n s fe r th e ir  

ships and to  place newly b u i l t  vessels under the Liberian f la g . While 

neyep Q .ff f ic ia lly  endorsed by the State Department^tl^e creation of 

the code under the leadership o f a former Secretary o f State, and i ts  

low-key review by a respected business leader under contract to  the 

Department,, gave the organization and the L iberia  re g is try  system 

a degree of le g it im iz a tio n  fo r  American shipowners never achieved 

by Panama, which by the la te  1940s had earned a reputation fo r  cor

ruption and in s ta b i l i ty .  ®ut, no sooner had the Liberian fla g  begun 

to  a ttra c t registVy, th a t i t ,  along w ith Panama' s .f la g , became the 

ta rge t o f widespread and now better-organized, attacks from labor 

organizations and shipowners in t ra d it io n a l maritime states.

2.3. Problem of E lection to  the Maritime Safety Committee (MSC)

When the IMO held i ts  f i r s t  assembly in  1959, two po licy
*

problems immediately arose. Under a r t ic le  12 qf IMO (form erly IMCQ)

11
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Convention the organization was to  be composed o f an assembly, a 

council,a  maritime safety committee, and required other organs. 

A r t ic le  28(a) o f the convention estab lish ing the organization pro- 

yided tha t the MSC should consist o f "14 members elected by the
s

Assembly from the Member Governments o f those nations having an 

Important in te re s t ip maritidie safety, o f which not less than , 

e igh t sha ll be the largest ship-pwning nations!'^^

Immedicitel^, attempts were made . to  e lec t France and 

West Germany on the Maritime Safety Committee (MSC). Liberia,which 

was ranked th ird  on^the worlcj tonnage ^cale was deprived o f ■ • .

membership in pne o f IMO's most important committees. The IMO dispute 

was f in a l ly  submitted to  the In te rna tiona l Cpurt o f Justice fo r  an 

advisory opinion on the fo llow ing  question: (w ith UK, prance, Norway, 

the Netherlands on one side, and L ib e ria , Panama, India and the USA 

on the other.

"Has the assembly, in not e lec ting  L iberia  and Panama to

the Maritime Safety Committee exercised i t s ,• e lec to ra l power in a

manner in accordance w ith the provisions of A r t ic le  28(a) o f the

Convention of March 6,J948 fo r  the establishment., o f the Inter-Govern-
<

18mental Maritime Consultative Organization."

At t r i a l  was the  p r in c ip le  o f a s ta te 's  freedom to  f i x

the conditions fo r  the granting of i t s  n a tio n a lity  to  ships, fo r  the
19re g is tra tio n  of ships, and fo r  the r ig h t o f ships to  f l y  i t s  f la g . ' 

liiose fo r  the e lection  of L iberia  to  MSC argued th a t only reference 

to  actual ship re g is try  would meet the requirement o f the Convention



and th a t to  look behind the law of the fla g  was to  in v ite  " in te r 

national legal anarchy" and the "d is rup tion  of the legal order which 

has -already been estab lished."^^ Those against the e lec tion  o f L i

beria to  the MSC argued th a t a "genuine link"- had to  be established 

between re g is tra tio n  and ownership and tha t re g is tra tio n  alone pro

ved n o th in g ,B y  a n in e -to -fiv e  vote the court held th a t the non

e lec tion  of L iberia  and Panama to  the MSC meant th a t.th e  IMO assembly
22

had fa ile d  to  comply w ith th is  requirement under the convention..

The decision was e n tire ly  correct as i t  preserved the sovereign r ig h ts  

o f states to  a f f ix  th e ir  n a tio n a lity  to  ships as they wished,

■ 2.4. Present Position of the L ib e ria 's  Registry

The growth of the Liberian f le e t  since 1963 has been pheno

menal. A fte r very papid growth in the 150's there was a b r ie f decline 

in the 1960's but since 1963 a- rapid pattern of growth has emerged 

(see fig u re  I I I ) ,  Between 196B and 1978 the world f |e e t  increase at 

an annual rate o f 7.6 percent while the Liberian f le e t  at 12.3 percent, 

as operators unable to  manage under th e ir  national flags swithed to  

open re g is tr ie s  in order to  keep down cost, avoid undue bureaucratic 

in terference w ith th e ir  operations and, where possible, make higher 

p ro f its ,  a l l  leg itim ate  ob jectives.

Today, L iberia  is  the largest shipping nation in the world 

in  terms of .tonnage w ith 56,453,940 gross registered tons f ly in g  the 

L iberian fla g  as o f A p ril 1? 1985, (see fig u re  y i ) ,  accounting fo r  

14.8 percent o f the world f le e t .

13
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Figure I I I
L ib e ria 's  Registry as Compare to  Horld Fl-eet (1948 - 1984)

LIBERIA 
'steam & Motor 

Gross 
No. Tonnage

WORLD 
Steam & Motor 

Gross 
No. Tonnage

Year

2 772 29,340 80.291.593 1948

5 47.314 30,284 82,570,915 1949
22 245,457 30,852 84,583,155 1950
h9 595,198 31,226 87,245,044 1951

105 897,898 31.461 90.180 ,'359 1952
158 1,434,085 .31,797 93,351,800 1953
245 2,381,066 32,358 97,421,526 1954
436 3,996.904 32,492 100,568,779 1955

582 5,584,378 33,052 105,200,361 1956
743 7,466,429 33,804 110,246,081 1957
975 10,078,778 35,202 - 118.033.731 1958

1,0G5 11,936,250 36.221 124,935.479 1959

977 11,282,240 36,311 129,769,500 1960
903 10,929,511 37,792 135.915,958 T961
853 10,573,158 38,661 139,979,813 1962
89,3 11,391,210 39,571 145,863,463 1963

1,117 14,549.645 40,859 152,999,621 1964
1,287 17,539,462 41,865 .160,391,504 1955

'1,436 .20,603,301 43,014 171,129,833 1966
1.513 22,597,808 44,375 182,099,644 1967

1,613 25,719,642 47,444 194,152,378 1968
1,731 29,215,151 50,276 211,660,893 ■ 1969
1,869 33,296,644 52,444 227,489,864 1970
2,060 38,552,240 55,041 247,202,634 1971

2,234 44,443,652 57,391 268,340,145 1972
2,289 49,904,744 59,606 289,926,686 1973
2,332 55,321.641 61,194 311.322,626 1974
2,520 65,820,414 63,724 342,162,363 1975

2,600 73,477,326 65,887 371,999,926 1976
2,617 79,982,968 67,945 393,678,369 1977
2,523 80,191,329 60,020 406,001,979 1978
2,466 81,528.175 71,129 413,021,426 1979

2,401 80,285,176 73,832 419,910,651 1980
2,281 74,906,390 73,864 420,834,813 1981
2,189 70,718.439 75,151 424,741,682 1982
2,062 67,564,201 76,106 422,590,317 1983
1,934 , 62,024,700 76,068 418,682,442 1984

Hote: Liberian re g is try  accounts fo r  U .8  6RT and 17,5%,dwt o f the World 
to ta l gross registered and deadweight tonnages.
Source: LHoyd Registry of Shipping Statistics, 1984
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ADMINISTRATIVE ORGANIZATION OF THE LIBERIAN’ BUREAU OF MARITIME AFFAIRS

Figure IV

Source: IMA, Economic Impact o f Open Registry Shipping, 1979
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The deadweight ton of the 1694 vessel registered under the

Liberian fla g  is  110,154,538, accounting fo r  17.47 percent o f the

to ta l WPrld merchant f le e t  by deadweight (see fig u re  V).

Figure V

U)

Changes in L iberia  Registry (1950 - 1985)

Year MIL, DWT % world to ta l

1950 500 0,5

1960 19.100 11;3

1070 56.600 18.0 •C

1975 126,000. 23.2

1980 159.000 23.7

1985 110.200 • 17.5

Source: L 'loyds Register of Shipping S ta t is t ic s , 1985.

Figure VI '

Six (6) Largest World Merchant Fleet by Flags as of A p ril 1st,, 1985

No fla g No of shi-ps g r t l n r t dwt Share of

fla g  dwt %

L iberia 1694 56,453.940 42,673,675 110,154,538 17.47

Japan 4081 36,410,607 22.306,018 ‘58,223,884 9.23

Panama 3860 35,830,760 23,536,944 60,681.204 9,62

Greece 2008 29.556,000 ‘19,848,554 51,889,725 8.23

USSR ' 3036 19,264,582 10,088.779 25,912.027 4.11

US 0991 16,345,126 11,193,016 25,586,600 4.06

AH fla g 34037 376,346,886 247,911,541 630,514,033 100.00

L iberia  Registry f le e t  ranks number one among the s ix  la r 

gest Merchant Fleets of the world.

Spiirce:, Bremen L n s titu te o f Shipping Econotjiics, , 1985 Aug.

16



2.5.

There are reasonable s ta t is t ic s  about employment o f non- 

na tion ls  on Liberian fla g  vessels. This again is an omission th a t 

needs urgent re c t if ic a t io n  in so fa r  as reporting procedures allow . 

C erta in ly  there is  no reason to  assume th a t the Liberian f la g , in 

th is  respect, is  typ ica l o f open re g is tr ie s  as a whole.

However, what is  c lea r from the Liberian f le e t  manning 

figu res is th a t the main countries providing o ff ic e rs  and crew are , 

not, in fa c t, the poorer developing countries, but the OECD coun

t r ie s ,  and especialy Greece, I ta ly ,  Japan, Spain and United Kingdom-j 

China, Hong-Kong and Taiwan; and South Korea. Of developing countries 

only the Philippines, India and Indonesia account each fo r  more than 

1 percent o f to ta l Liberian manning (see fig u re  V II) .

Of the to ta l o f 24,960 o ff ic e rs  in the Liberian f le e t  iq
I

1980, 11,473 or 46 percent are from the OECD countries and a fu r th e r

6,845 or 27 percent from China, Hong-Kong, and Taiwan. South Korea

accounts fo r  1,932 or 8 percept and the Philippines fo r  2,280 or 
239 percent.^

Of the to ta l o f 60,776 ra tings in the Liberian f le e t ,

21,110 or 35 percent are from the OECD countries and 15,191 or 25 

percent from China, Hong-Kong and Taiwan, In th is  category, however, 

some of the developing countries, notably the P h ilipp ines, India and 

Indonesia feature prominently, and as a group the least-developed
i .

countries account fo r  about 28 percent o f the to ta l.  South Korea 

(4,841) accounted fo r  another 8 percent.

The Employment Figures *

17



I f  a country does not have the cap ita l to  provide the 

means to  employ a l l  o f i t s  po ten tia l work fo rc e , | t  is only be tte r tha t 

they work elsewhere or that tijey emigrate i f  anyone w i l l  have them.

2.6 . Conclusion

The basic reasons fo r  estab lish ing Liberian Registry was 

to  o ffs e t the high cost of transporting  petroleum product from 

Soufh America to  L iberia  and the need of the newly elected p res i

dent to justify, in the form of reyenue and ac

tion-, his open-door p o licy . ■«

The p r in c ip le  behind the operation was designed to  use 

o ff ic e rs  from the tra d it io n a l maritime state while the cpew was to 

come from L ib e ria , In th is  process, substantia l nLfnbers*- o f Liberians 

would be ' ' tra ined  as deck o ff ic e rs  and engineers, but some

where along the lin e  the tra in in g  aspect o f Liberian seafarers was 

neglected thereby reducing to ta l maximum gain from ship-operation 

under the' Liberian re g is try .

18
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Figure VII

SURVEY OF LIBERIAN SHIP PERSONNEL DISTRIBUTION BY COUNTRY

Country O ffice rs Ratings Total

A lgeria 0 3 ■ 3
Argentina 30 87 117
A ustra lia 20 75 95
Austria 11 15 26
Bahrain 0 2 2
Bangladesh 14 563 577
Barbados 2 18 20
Belgium 3 5 8
B razil 5 20 25
Great B r ita in 1,485 1,968 3,453
Burma 98 477 575
Cameroon' 0 2 2
Canada 26 42 68
Cape Verde 5 45 50
Central A frican Republic 3 0 3
Chile ia 308 326
China, Hong-Kong, Taiwan 6,845 15,191 22,036
Colombia 32 213 245
Costa Rica 2 5 7
Cuba 2 0 2
Cyprus 17 126 •143
Denmark 248 197 445
Dominican Republic 0 12 ■ 12
Ecuador 5 39 44
El Salvador 9 16 25
Estonia • 3 3 6
Egypt 21 327. 348
Ethiopia, 12 26 38
Finland 21 9 30
France • ,27 . 87 114
Gamb i a 0 8 8
Germany 576 315 891
Ghana 2 30 ■ -32
Greece 3,380 5,472 8,852
Grenada 2 6 8
Guatemala 3 50 53
Guyana 0 24 24
H a iti ■ Q - 21 21
Honduras 6 882 888
Iceland 3 2 5
India 675 3,197 3,872
Indonesia 189 1,494 1,683
Iraq 0 8 8
Ireland 62 27 • 89
Israe l 168 405 573
Ita ly 2,217 5,316 7,533
Ivory Coast 0 3 3
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Country O ffice rs Ratings • Total

Jamaica 12 105 117
Japan ■ 669 1,242 1,911
Jordan 6 14 20
Kenyp 0 105 105
Korea, South 1,932 4,841 6,773
Lebanon 5 18 . 23
Liberia 12' 30. 46.
Libya 0 3 3
Malaysia 5 23 28
Maldives 5 ’ 55 60
Malta 2 9 11
m auritius 2 3 5
Mexico 2 3 5
Morocco 5 5 10
Netherlands' 374 281 655
Netherlands A n tille s 3 0 3
New Guinea 0 20 20
New Zealand 11 32 43
Nicaragua 0 8 8
Nigeria 2 41 43
Norway 708 332 1,040
Pakistan 200 650 850
Panama 0 6 6
Paraguay 0 5 5
Peru 20 . 108 128
Philippines 2,280 8,256 10,536
Poland 17 • 14 31
Portugal 9 1,058 1,067
Romania 0 2 2
Samoa, West 0 2 2
Senegal 0 8^ 8
Seychelles 0 2 2
Sierra Leone 0 A2 42
Singapore 30 107 137
Somalia 0 21 21
Southa A frica 2 66 68
Spain 1,400 4.325 ' 5,725
Sri Lanka 15 168 183
Spdan 6 21 27
Surinam 0 2 2
Sweden 132 27 159
Switzerland 54 110 164
Syria 6 210 216

' Tanzania 0 36 36
. Thailand ' 14 41 55

Trinidad 6 134 140
Tunisia 0 8 8
Turkey 12 90 10?
Uruguay 30 38 68
United States 20 47 67



9

Country O fficers Ratings • Total
U.S.S.R. . 2 5 7
Venezuela 2 5 7
Yemen 2 24 26Yugoslavia 705 827 1,532
TOTAL 30,966 60,776 85,742

Nqte: This figu re  hasdroppedby 20% since the reduction in Registry 

apd the in troduction  o f ney/ manning regula tions.

Source: Bureau of Maritime, RL, IMA, Economic Impact o f Open Registry, 

1979.
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3.1-. General .

Under the fla g  of L iberia  s a ils  the largest world f le e t ,  

tonnage v^ise.

The Bureau of Maritime A ffa irs  is headed by a Commission 

(see fig u re  IV fg r  organization chgrt) in th e ria tio n a l's  c a p ita l, 

Monrovia. A ll operations, however, are contracted out to  the In te r

national Trust Company, which has established Liberian Services Inc. 

in Reston V irg in ia . Which in turn provides a ll operational se rv ices 'to  the « 

o ff ic e  of the Deputy Ccrrmissioner o f Maritime Affairs, also situated 

in Reston. This o ff ic e  |s the Operations Centre vfith various d iv i 

sions in charge of re g is tra tio n , licens ing , safety and inspections, 

casualty investiga tions, publications and general services, The L i

berian Maritime Law generally adopts the United States Maritime Law. 

There are f ie ld  operations a ffa irs  covering various areas, such as

London, Rotterdam, Hong-Kong and Piraeus. There are about 200 inspec-
24ors in various countries, most o f whom are employed on con tract.

"The only service a c t iv ity  o f L iberia  which could present

c o n f lic t  o f in te re s t problems is  tha t o f ship Safety Inspection." 

Since the inspection of ships are mostly carried out by s ix  c la s s i

f ic a t io n  socie ties the inspection service is  lim ited  mainly to  the 

inspection of documents, charts, publications, navigational aids, 

crew accommodation and general safe ty. Nevertheless, the Investiga

tio n  department was removed, from the ship safety d iv is io n  and now

th is  Department reports d ire c t ly  to  the Adm in istration. There haye 
/

been one or two cases where an inves tiga tion  was carried out by an

3.0, Aspects of L ib e ria 's  Leg is la tion  and Practice
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investiga ting  o f f ic e r  who had previously inspected 'the ship involved.

3.2» Casualties Reported and Investigated

■The owner or piaster o f a Liberian ship is- required by the 

Code to  report casual-ts' re su lting  in :

a) Actual physical darpage to  property in excess of US$50,000;

b) Material damage a ffec tin g  the seaworthiness or e ffic ie n c y  of 

a vessel;

c) Stranding or grounding;

d) Loss of L ife ; or «

e) In ju ry  causing any persons to remain incapacitated fo r  a 

period in excess of Jl  hoprs.

Between 150 and 100 o f such casualties are reported yearly 

and although i t  may be d i f f i c u l t  at times to  obtain reports , the casu

a lt ie s  are a l l  eventually reported. Fa ilu re  to  report may re s u lt in 

a fin e  or u ltim a te ly  in the cancella tion of the Liberian re g is tra tio n . 

Approximately 100 reports have been made public since 1967 

and are ava ilab le  to  the pub lic , Major casualties where there are un

known or unusual fa c ts , are investigated (se fig u re  V I I I ) .

25
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Figure V III

The fo llow ing  Investiga tion  Reports of L iberia  (1967 - 84) are 

Available as o f 15 January 1985:

Year Ship Casualty Cost($US)+
1967 TORREY CANYai (FB) Stran^/Pollution /TL $1.00
1968 OCEAN EAGLE (MB) Strapded/Scuttled/Pollution 1.00
1969 i/AINQUEUR (PI) ExplQsion/Sank 1.00
1969 IRENE (PI) Stfanded/TL 1.00
1970 PACIFIC aORY/ALLEGRO (PB) . Collision/Explosion 2.00
1970 PACOCEAN (PI) Structural Failure/Sank 1.00
1971 P/WHER (PI) Stranded . 1.00
1972 SAN NICOLAS.(PI) Sank 1.00
1972 TEXANITA/OSWEQO GUARDINA (FB)-2 Collision 2.50
1972 ORIENTAL VP ÎOR (PB)-2 Reports Fire/TL 3.00
1972 GAYO (PI) Explosion/Sank 2.00
1972 TIEN CHEE/ROYSTON GRANGE (PB) Collision/Fire 2.00
1972 PACROVER (PI) Sank 1.00
1973 ORIENTAL MONARCH (PI) Sart< 3,00
1973 DONA MARIKA (FORMAL) Stranded 2.00
1973 QOLAR PATRICIA (PB) Explosion/Sank 3.00
1973 ELWOOD MEAD (PI) Grounding 3.00
1974 YAGA (PI) Sank 4.00
1974 SEAGULL (PI) Sank 2.00
1974 ORIENTAL PIONEER (PI) Grounded/TL 2.00
1975 BERGE ISTRA (PB) Explosion/Sank 10.00
1975 GRAND JUSTICE (FI) Collision with EUGENE H. 3.00
1975 KINABALU S/\TU (FI) Unstable/Sank 3,00
1976 OLYMPIC BRAVERY (MB) Grouhded/TL ■3.50
1976 IVY (PI) . Structural fa|lure/Grounded/ 

CTL
2.00

1976 OLYMPIC ARROW (PI) Collision w/MALVERN PRINCE 2.00
1976 ARGO MERCHANT (PB) Grounded/TL 10.00
1976 PELIAS (PI) Hull damage/Sank 1.00
1976 ORIENTAL ACE (PI) Heavy weather darnage/Sank 3.00
1977 IRENES CHALLENGE (PI) Stnictural failpre/Sank 2.00
1977 EXOTIC (PI) Explosion/TL 2.00
1977 ROSE S (PI) Heavy weather damage/Sank 2.00
1977 HA ÎIAN PATRIOT (PI) Structural Failure/Explos,/ 

Sank
2.0Q

1977 EASTERN ROSE (PI) Collision/Sank 2.00
1977 JOY (PI) Fire/Sank 2.00
1977 PACIFIC DAISY (FI) Struck & Sank fishing 

boat BATAVIA
3.00

1977 UNIVERSE DEFIANCE (PI) Explosion/Fire/TL 3.00

24



1978
1978
1978

1978
1978
1978
1978
1978
1978
1978
1978
1979
1979
1979
1979
1979
1979
1979
1979
1979
1979
1979

1979
1979
1979
1979
1979
1979
1979

1979

1979

1979
1979
1979
1979
1979
1979
1979
1980
1980
1980
1980

1980
1980

/WCO m ill (NB)
EVA MARIA (PI)
TOLLANA (PI)

LYCHEE QUEEN (PI)
APPLE BLOSSOM (PI)
BONNY (PI)
MARI BOEING (FI)
NEW ENGLAND TRAPPER (PI)
WORLD HORIZON (PI)
FEDERAL SAGUENAY (PI)
PA GETTYAiORLD NOBILITY (PI)
RONIZ (PI)
SEATIGER (PI)
SEALANE (PI)
LOSINA (PI)
ATLAS TITAN (PI)
GOLDEN MIRAIDA (PI)
SAINT CHRIS (PI)
MESSINIAKI FRONTIS (PI)
SEASPEED ARABIA (PI)
ARTADI (PI)
GINO (PI) (Revised)

REGAL SWORD/EXXON CHESTER (S&R) 
EL PASO PAUL KAYSER (PI) 
OLAUG'(PI)
HAWAIIAN SEA (PI)
TPOPICAL SUN (PI)
DEVALI I (PI)
BURMAH AGATE/MIMOSA (PB)

SKYRON II  (PI)

AEGEAN CyfTAIN/ATL. EMPRESS (MB)

PATIANNA (PI)
SALLY I (PI)
BERGE VANGA (PB)
FORTUNE (PI)
LIMON (PI)
ENERGY DETERMINATION 
STOIC (S&R)
NUMBER FOUR (PI)
ESSO PORTLAND (PI)
ENERGY CONCENTRATION (FI)
DAN PRINCE (PI)

MYCENE (FI)
ALBAHAAB (FI)

Grounded/Pollution: 228,0OT/TL18.0O
Explosion/Fire/Sank 2.00
Engine Rocm Flooded/Sapk UOO
3"t P i 0r*
Grounded/Sank ' 2.00
Collision 2.00
Fir«/CTL 1.00
Stranded Benaida $3.00
Collision 2.00
Lost Forepeak/Bow ' 2.00
Fire/Loss of Life 2.00
Collision 4.00
Grounded Haifa Bay/CTL 2,00
Explosion/Lightning/Fire 3.00
Coal explosion/Loss of Life 2.00 
Bulkhead collapse 2.00
Explosion/Fire/CTL 3.00
Collision/Sai1< ERIC BOYE 2.00
Explosion/Loss of Life 2.00
Grounded/Pollution: lO.OOOT 2.00
Grounded/Pollution; 435T 2.00
Collision
Collision/Sank/PollL|tion: 3,00
32 OOOT ■
Coilision/REQAL SWORD Sank’ 4.00
LNG Grounding 3.00
Carriage of Prohibited Cargo 3.00
Engine Room Fire 3.00
Collision with LENA S 3.00
Grounded/Pollution: 200T 3.00
Collision, CTLs, Pollution; 5.00
38.400T
Touched Bottom/Oil Spill: 2.00
2.386T
Collision/Fire/Explosion/ 5.00
296,OOOT
Fire 2.00
Explosion 2.00
Sank without Sjrvivors 8.00
Fire/Loss of Life 4.00
Collision with BETHKXJA 4.00
Explosion/Fire/CTL 8.00
Grpunded/Sank 4.00
Explosion/Fire 2,00
Flooded 3.00
Structural Failure/CTL 6.00
Heavy weather/Drilling rig / 5.00 
Sank
Explosion/Fire/Sank 10,00
E>9 losion/Fire/Sank 10.00
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1980 SUWIT yENTUBE (Decision Only)

1980 KINABALU TIGA (PI) .
1980 OCEANIC GRANDEUR (PI)
1980 SEASPEED DANA (FI)
1980- FORTUNE (PI)
1981 PACIFIC CHARGER (S&R)
1981 SPRAY STAN (PI)

1981 GOLDEN PINE (PI)
1981 SINOIA (PI) '
1981 KAPETAN GEORGIS (PI)
1981 CHEMICAL CHALLENGER (PI)
1981 ORIENTAL NAVIGATOR (PI)
1981 FEDDY.(PI)

1982 YPAPANTI/TAXIARHIS (S&R)
1982 QOLDEAN ALLIANCE (PI)
1982 AFRICAN PIONEER (PI)
1 ^ SEALIFT (PI)

1982 ■CORINTHIAN (PI)
1982 IfRALABOS (FI)

1983 TIFOSO (Joint Bermuda/R.L. PB)
1983 liARALABOS (FI)

*1983 jcm m  U (PI)

1983 KINABALU LIMA (PI)
1983 MAhHAHAN DUKE (PI)
1983 PANAMERICA (PI)

*1983 POLYXENE C (PI)
1983 KEY BISCAYNE (Australiqn PI)
1983 ACDIR II (FI)
1984 AEGEAN SUN (PI)

1984 TSZ-SIN CHUNG (S&R)

RADIANT 1 ^  (MB)

Collision with Bridge/Loss of 1.00 
Life
Grounded/CTL 3.00
Explosions/Fire/Los5 of Life 4.00 
Grounded 3.00
Grounded PG/Pollution 7,3001 1.50
Strancted/Pollution: 470T 5.00
Collision/jpNNIE F. DECKER 4.00
Sank ■
Sank/Loss of Life 3.00
Fire/Loss of Life/Shipyard 3.00
Explpsions/Fire/Loss of Life 4.00 
Explosions/Fire/CTL 3.00
Fire/Explosion/CTL 5.00
Collision/SOUNION/Sank/ 3.00
Loss of Life
Violation of Safety Rules 4.00
Collision with ASTROLABE 3.<€0
Collision with DELTA NORTE 3.00
Improper Employment of 3.00

'Seafarers
Fiire/Expl. ER/CTL 3.00
Fire/Expl. ER; low flash pt 5.00
oil/CTL
Stranded Bempda/CTL 10.00
Fire/Expl. ER/Lcw flask pt 5.00
oil/CTL
Death of TTiirc] Assistant 
Engineer
Abandoned/Sank 3.00
GrpLBided o ff Port Moresby; CTL 3.00 
Fire/Expl.; Cargo Holds 5,00
Loss of Life/Stowaway 
Loss of Tĉ ;/Foundered 8.00
Flppding/Fire/Barratry 10.0Q
Flooding, Grounding & 5.00
Abandonment ■
Action 294 § RLM-118 vjola- 4.00
tion
Flooding/Capsizing/Loss of 10.0 
Life

Source: Maritime'Law, Regulations, Notices'and Requirements, Bureau of Maritirre 
R.L., 1984,

(MB) .= Marine Board of Investigation
(PI) = Preliminary Investigation
(FI) = Formal Investigation
(S&R) = Suspension & Revocation Proceeding
* = Limited Pistribution



3.3. D isc ip lina ry  and Penal Aspects

The investiga ting  o f f ic e r  conducting a pre lim inary inqu iry

in to  a casualty or § Marine Board o f Investiga tion  reporting on a
«

formal investiga tion  may recommend th a t d is c ip lin a ry  action be ta 

ken against licensed o ff ic e rs . The recommendation may be general or 

sp e c ific . Upon rece ip t o f the report the Commissioner o f Maritime .

a ffa irs  reviews tire recommendation and may revoke qr suspend a l i -
27cence. An appeal can be made to  the M in is te r o f Finance.

D isc ip lina ry  action may also lead to  d ire c t suspension and
I

revocation proceedings, which may even re s u lt from another cjpuntry's- 

inves tiga tion  of a casualty, fo r  instance, in a case ^here the U.S. 

Coast Gpard investigated report indicated fa u lt  on the part o f Libe

rian  licensed o ff ic e rs , a hearing appointed by L ib e ria , re ly ing  on
po

th a t report, recommended d is c ip lin a ry  action.

On the question o f the e ffec ts  o f d is c ip lin e  in public hear

ings, a u th o ritie s  are o f the ppinion tha t i t  is  unavoidable th a t peop

le whose c e r t if ic a te s  may be in jeopardy w i l l  t r y  to  protect th e ir  

in te re s t at formal hearings whether they are parties or not. This is 

unavoidable eyen i f  there are two d is t in c t  hearings. L iberia  examined 

the question o f excluding d is c ip lin e  from the public hearing process 

and came to  the conclusion th a t there was no bene fit in i t ,  th a t i t  

might eyen be more p re ju d ic ia l to  the ind iv idua ls  concerned, and th a t 

i f  -there were a separate d is c ip lin a ry  proceeding, i t  would be un^ 

avoidable tha t the fac ts  of the casualty would be inquired in to  and 

therefore fhe same evidence would be repeated.

<a>



3.4. C iv il L ia b i l i t y  Aspects

Ljt>eFia-} whose public inqu iry  is  very s ijn ila r  to  the U,K.

formal Investiga tions, believes th a t th is  system is  used extensively
29fo r  c iv i l  l i a b i l i t y  purposes, such as fo r  an extensive discovery.

T|ie Rules forM arine Investiga tion  and Hearings have been re 

cen tly  revised and ap attempt was made to  deal w ith th is  issue by 

re s tr ic t in g  the number of papties to  an inve s tiga tio n . For example, 

cargo in te re s t which were previously giye'n party sta tus, are now only 

allowed to  p a rtic ip a te  i f  they arebarebpat charterers.

Dr. F. Wiswall, Admiralty Counsel fo r  L iberia  stated at a^ 

conference in Shanghai, in 1982 th a t:

" I t  is  . . .  at the formal ipquipy th a t the e ffe c t o f other 

proceedings upon the inves tiga tion  becomes most apparent . . .  

Normally, most o f the 'o b je c tive  evidence and at least some 

q f the testimony of witnesses presented at a formal shipping ip - 

quipy w i l l  be admissible in other proceedings. Very simply, th is  

means tha t the lawyer fo r  the d ire c tly -a ffe c te d  parties have a 

d e fin ite  intepest in the way in Which the evidence is  presented. At 

the very lea s t, they w i l l  seek to  influence the outcome of the fo r 

mal shipping inqu iry  in fa y o u ro f th e ir  c lie n ts  which is  of course 

th e ir  job . At most, i t  happens too frequently  th a t lawyers w i l l  t r y  

to  use the formal shipping inqu iry  fo r  the purpose o f bu ild ing  a 

record of the testimony of th e ir  witnesses, or of the destruction of

opposing witnesses under cross-examination, which can be used tc  th e ir  ad-
. . , . 30

vantage at a subsequent t r i a l  o f the c iv i l  or crim ina l issues.

d
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3.5. Investiga tion  Process and Examination of Witnesses 

Deck audits are carried out i f  the causes of a casualty is 

apparent, and there is  nothing mysterious about i t  or there is  nothing 

to  bp learned from inves tiga ting . A fa c t- f in d in g  inqu iry  maybe con

ducted through informal interview  w ithout any statement being taken. 

This is  a very su p e rfic ia l inqu iry  on the basis o f which a c|ecision 

IS taken as to  whether or not,a prelim inary, inves tiga tion  should 

be carried out. Usually these fa c t- f in d in g  inq u ire is  are carried out, 

by local inspectors on th e ir  own in i t ia t iv e .  The inspectors f i r s t  

report ve rba lly  to  Reston. i and then in w r it in g , No fu r th e r in v e s ti

gation is  carried out i f  the casualty is  minor,-

Prelim inary inquires are undertaken a fte r  a decision to  tha t 

e ffe c t has been taken in  Reston; they ape ordered |n the^case of 

major casualties where a formal hearing is to  be held, where the 

issue is  ip doubt as to  whether there y / i l l  be a public hearing, or 

where there w i l l  be no fqrmal hearing but the facts  appear curious, 

possibly because ce rta in  o f the fac ts  of the casualty are not re ad ily  

ava ilab le .

A formal hearing is  held in every instance where revocation 

or suspension o f any licence, or permit or document is  proposed on 

the basis of a pre lim inary in ve s tiga tio n .

The Rules also provide thq t i t  is  advisable to  hold a 

hearing in a l l  cases o f serious marine casualties in loss o f l i f e ,  

substantia l p o llu tio n  or substantia l property damage.

Witnesses are usually interviewed p r iv a te ly  by the in v e s ti

gating o f f ic e r  since i t  is  believed tha t more information can be ob-
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tained on a one-on-one basis and th a t there is  a be tte r poss ib i

l i t y  fo r  a candid re c ita tio n  of the events. These interviews pre 

usually mechanically recorded and are not taken under oath. Inves

t ig a tio n  may also take a w ritte n  record and read i t  back to  the 

witness, who is  not asked to  sign i t .  Counsel declaring his represen

ta tio n  o f a witness may be present during the questioning. However, 

no counsel fq r  any person other than the ind iv idua l . under question 

may be presentunless such counsel also represents the ind iv idua l
31and the ind iv idua l c le a rly  understands th is  and agrees to  his presence." , 

The inves tiga to r does not give any warnings nor does he advise thSr 

ind iv idua l o f his rig h ts  to  counsel or tq  remain s ile n t unless there 

is  evidence of crim ina l conduct qr conduct which could c a ll fo r  the 

suspension or revocation of a licence, at which time the Ind iv idua l 

w i l l  be advised o f his r ig h ts .

3.6. Report and th e ir  Publication

The investiga ting  o f f ic e r  conducting a pre lim inary inqu iry  submits 

w ith his own report fo r  which he js  sole by responsible; , the
j

report is  not reviewed but is  submitted as such to  the .superio r 

a u th o rity , who attaches his own comments- and conclusions. A ll such 

reports contain the id e n tif ic a t io n  of the ship and of a l l  persons 

involved. They are to ta l ly  pub lic . Theconclusion of reports deal 

w ith causes, although words th a t can be d ire c t ly  re la ted to  c iy i l  

l i a b i l i t y ,  such as " fa u lt "  or"negligence" , are avoided.

Most pre lim inary inqu iry  and formal inves tiga tion  reports 

are published. There is  at present a l i s t  o f approximately 100 such

\
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reports which are ava ilab le at a nominal cost (see fig u re  V II) . ,A  

permanent d is tr ib u tio n  l i s t  o f reports is kept and i t  includes 

app.roximately 25 ind iv idua ls  and organizations ip addition to  the 

Liberian staff officesaroundtheworld. Copies ape glso sent to  IMP, to  , 

the owners/managers o f the ships involved, to  a l l  pa rties and to  

a l l  seamen charged. In certa in  cases, however, copies are sent-to 

a l l  masters of s im ila r Liberian ships.

3.7. Public Hearings and Procedures
#

"The Liberian public hearing process is  very s im ila r to  th.e 

present U.K. and Canadian formal investiga tion  hearings; these hear

ings may be carried out by a sing le hearing o f f ic e r  or, in more se

rious cases, by a Karine Board of Investiga tion  consisting o f not 

less than three and not more than f iv e  members. They are held any

where in the world and usually as close as possible to  the casualty 

s ite .  Testimony is taken under oath ."

The evidence is introduced by the representative of- L iberia  

and formal pa rties  are e n tit le d  to  cross-examination; some parties 

having only an observer status are not permitted to  question w it 

nesses d ire c t ly  but may do so through the chairman-of the Board.

L iberia  sometimes holds jo in t  hearings w ith the United State. 

This has ocgured ip a t least one case where a L iberian o f f ic e r  a tten

ded a U.S. Coast Guard Marine Board o f Inves tiga tion  as an observer 

and was allowed to  question witnesses. In th a t case, the report was 

based on the USC6 records. Often, however, the s itu a tio n  is  rever

sed and representatives of USCG or NTSB attend,a Liberian hearing;
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in such cases, they are allowed to  p a rtic ip a te  fu l ly  in the hearing 

and to  ask questions, and in the case of USC6 they usually take an 

active  part in the proceedings.

The average length is a week fo r  most’ hearings and in ,th e  

case o f Marine Boards, the hearings w i l l  take seven to  ten working 

days on the average. Certain Liberian o f f ic ia ls  are o f the opinion 

th a t th e ir  hearing are more t ig h t ly  run than those o f the U.S.

Coast Guard in th a t they fo llo w  the B r it is h  system more-closely.

3.8. Role of Safety Recommendation

, The Liberian Investiga tion  Rules states th a t reports sha ll

include recommendations "d irected to  appropiate action in the in 

stant matter and to  prevent recurrence." Most reports contain d is 

c ip lin a ry  as well as safety recommendations. In the la t te r  case the 

e ffe c ts  of the inves tiga tion  are found mainly in the Marine Notices, 

where there are references to  casualties as the grounds fo r  new 

requirements'or p ractices. Such Notices are sometimes issued befoje 

the investiga tion  is  completed. The manuals used by naufiqal inspec

to rs  contain guidelines which are often based on previous casualty
33 ■experience. ;

3,9, Conclusion

Despite some suggestions, the contrary, the ro le  o f L iberia  

ip exerting e ffe c tiv e  administra-tive con tro l over i ts  maritime pro

grams in recent years has not beep irieje window p o lish in g .L ib e ria  has 

in the la s t ten years expanded and re fined her legal and professional 

machinery by v/hich i t  exercises an e ffe c tiv e  contro l over the construc-
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t io n , equipment, maintenance and manning o f Liberian vessels. The 

Liberian safety inspection program pow is  t r u ly  worldwide in the 

sense tha t , 200 inspectors are in ISOpopts o f 40 countries world

wide. Its  licensing prograrp includes examinations patterned a fte r  

those conducted by the U.S. Coast Guard, The licensing program has 

reached the point v<here i t  can hold i ts  oy/n against most o f the 

programs' in the tra d it io n a l maritime nations; I ts  in v e s ti

gations and boards of inqu iry  covering marine casualties are h igh ly

professional and haye earned the,respect ofeven the most outspoken
34c r i t ic s  o f open re g is tr ie s , ■*
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4 .U  General

The UNCTAD report ("The Repercussions of Phasing out open 

R eg is tries") suggested th a t i f  open-reg istries were to  be phased out, 

there would be fou r options fo r  the be ne fic ia l owners:

( i)R ep a tria ting  there investments to  the ip  home countries.

( ii)E s ta b lis h in g  genuine lin ks  w ith the open-reg istry countries.

( i i i )  Transferring investments to  developing .countries havi.pg a
34supply o f shipboard labour. **

According to  the report which is e n tit le d  " '^ e  Repercussions 

of Phasing Ou]; Open R eg is tries", defined "phasing out" as fo llow s: 

Phasing out does not imply "a b o lit io n " , but ra ther a, gradual t ig h te 

ning o f the conditions on which countries w i l l  accept dr re ta in  new 

re g is tra tio n . P ra c tic a lly , whatsoever the wording, i t  is  generally 

accepted in the maritime industry th a t i f  i t  were to  enter in to  fo rce , 

th is  would mean an epd to  the open re g is try  practices as they are at 

present.

The Working Group has concluded th a t the fo llow ing  elements 

are normally re levant when estab lish ing whether a genuine lin k  exists 

between a vessel and i ts  country o f re g is try :

( i )  The f le e t  contributes tb  the national economy o f the country;

( i i )  Revenues and expenditures of shipping, as well as purchases 

and sales of vessels, are treated in the' national balance- 

of-payments accounts;

( i i i )  The employment o f nationals on vessels;

( i v)  The bene fic ia l ownership of the vessel must rsside in country 

o f R e g i s t r y . ( S e e  figu re  IX).

0

4.Q. The UNCTAD Controversy Issues
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/\t present, even national f la g  vessels, including B r ita in , 

le t  aione L iberia  and Panama, do not meet air these c r i te r ia  and' 

for-many o f the operatQfs under the Liberian f l ag the establishment

of a genuine lin k  as defined by UNCTAD is n o tre a lly  a p rac tica l

^ . 3 6option.

According tq  the report, the phasing out was to  commence 

in 1981 and end ip the 1990's in which the "development o f the na

tio n a l f le e ts  pf developing countries would haye benefited from in 

creased employment oppqrtun ities„ in d u s tr ia l d iv e rs if ic a t io n , and 

the opportunity to  improve th e ir  balance of payment." The questions 

th a t remains to  pe answered are s t i l l  hypothetica l.

They are:

^ ( i )How would the be ne fic ia l owners exercise th e ir  option?

^ ( i i ) T o  \yhat extent might the possible - benefits tq  the develop

ing countries m ateria lise?

For the ob jective  o f UNCTAD to  be m ateria lized, i t  is  essen

t i a l  tha t enough pf the vessels should be transfe rred  to  the deve

loping countries and tha t these countries should then have enough 

investment cap ita l to  buy the vesse ls^su ffic ien t working cap ita l 

to  run them, s u ff ic ie n t labour to  man them aqd s u ff ic ie n t tra ined 

executivesto manage them. In th is  respept i t  should be pointed out 

th a t, eyen now, w ith the e x is tin g  open re g is tr ie s , there is  np real 

b a rr ie r to  the entry in to  bulk shipping of thpse developing countries, 

B raz il and India are only twO' examples, withaccess" to  the necessary 

c a p ita l, management and labour. The po int here is  th a t i f  UNCTAD's in 

ten tion  is  to  make i t  easier fo r  other developing countries to .e n te r

35



the meirket by phasing out part of the ex is ting  competition i , e ,  tha t 

from open re g is tr ie s , the question arises:

' I.Who would pay the higher market costs tha t might be expected 

to  re su lt from the increased p ro te c tio n is t element 

2. What compensation, i f  any, would there be fo r  those smaller 

LDC who are presently benefiting  from "Low-price" service 

from open re g is tr ie s , but unable to  muster the resources to 

pa rtic ip a te  in the pey/ shipping scene and who would provide 

it r th e  ney/ maritime benefic ia ries?

4-2. Redeployment o f Vessels

In 1984 the to ta l open re g is try  f le e t  under the f i v e , id e n t i f i 

ed open re g is try  tlags amounted to  8,409 vessels w ith a to ta l GRT 

of 110,011,914 representing respective ly 11.1 and ?6,3 percept of 

the wprld f le e t  of 76,008 vessels w ith a to ta l o f 418,682,442 GRT.^^ 

Since the open-registry f le e t  was b u i l t  over a period of 

35 years, i t  would be u n re a lis t ic  to  expect the system to  be wiped 

out in less than 12 - 15 years. Thus phasing out y/ould not induce 

any sudcten’ or v io le n t changes. As the f le e ts  account fo r  about 25.3 

percent o f the world f le e t ,  phasing out during th is  period would only 

induce changes in the neighbourhood of 1.8 percent o f the to ta l 

world f le e t  perannum.

\|^B u t th is  woijld involve fin d in g  a new place o f re g is tra tio n  

in what is. l ik e ly  to  be a depressed shipping market fo r  561 vessels 

a year or 7.3 m illio n  GRT w ith in a l l  p ro b a b ility  a very lim ited  

choice o f f l ag to  which to  t r a n s f e r . A t  current 1984 second hand



prices the approximate to ta l value of th is  annual tonnage to.be tra ns

ferred would be of the order o f $1,100 m illio n .

The vessels in question areprobablyowned by American, Japa

nese, Greeks, EEC Nationals, and by Chinese c itize n s  of Hong-Kong,

Nhat are these operators l ik e ly  to do w ith these vessels given the 

fpu r UNCTAD options.^®

The;existing American and Japanese operators are geared to 

carrying the raw m aterial imports o f large [nu ltina tiona l companies.

This aspect o f open re g is try , shipping is  non-speculative and long

term in character, and uses the more respectable open re g is tr ie s ?  and 

especia lly  the Liberiap f la g , in prder to  avoid the higher cost of

operation and greater degree o f bureaucratic supervision under national 
39f la g s . In the case o f the vessels owned by the U.S. o i l  companies,

there is  a major employment o f vessels ip the U,S. trade, but also
t

considerable a c t iv ity  in the cross traders. The same is probably less 

true  of the Japanese m u ltina tiona ls , although some may be involved 

in the cross trades of other countries w ith China.

the 'm u ltin a tion a l companies are involved in shipping p r i 

m arily to  ensure the regular flow  of raw m ateria ls to  th e ir  indust

rie s  in the United States and Japan, Thus, th e ir  shipping arrange

ments must be secured and as fa r  as possible under the group's con

t r o l .  Without U.S, or Japan marine subsidies,UNCTAD's option ( i )  

regarding merchant f le e t  con tribu ting  to  the national economy o f the 

country would not bp open to  the companies concerned. On the 

other hand the choice of the bepe fic ia l ownership o f the vessel seems 

lim ited  since only very few developing countries are able to  provide
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the element o f p o lit ic a l s ta b i l i t y  th a t vfbuld. have to  be asso-
41 ■ciated w ith such shipping requirements.

The present economic p r io r it ie s  of most o f these coun

t r ie s ,  hardpressed as they, are in the present market s itu a tio n , 

are to  maximise returns from raw m aterial exports,from increase 

value added by domestic processing o f raw m ateria ls , and from im

port su b s titu tio n .

As fa r  as o i l  import by U.S. and Japan'are multinatimals ' are 

concerned, there is  no reason why p a rtic ip a tio n  ip jo in t  shipping^^ 

ventures w ith .th e ir  o i l  supplying countries should pot be consi

dered, especia lly  as part o f a to ta l o i l  con tract. "The U.S, main 

suppliers are Saudi Arabia, Kuwait, N igeria , A lge ria , Venezuela,

and increasingly the United Kingdom', Japan^s suppliers are Indonesia,
42Iran , Saudi Arabia and the Gulf s ta tes ." Of these o i l  supplying 

countries, however, only N igeria . i can be said to  be

deprived in the shipping sense. A ll others have the c a p ita l, a l

though not the labour, to  set up new shipping or expand th e ir  ex is 

t in g  shipping commitment now i f  they consider i t  appropriate. How-̂  

eyer, i t  is  d i f f i c u l t  to  see how a jo in t-sh ip p in g  venture between 

United States or Japanese and Saudi Arabian or Kuwaiti in te rests  

would help the leagt-deyeloped countries except by employing th e ir

low-cost labour in the same way th a t the ex is tin g  open-registry
43operators are already doing-

There are some possible exceptions to  these argument. They

are:
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( i )  The Philsippines.and Indonesia export hulk cargo to  Japan., 

Both are suppliers of mappower to  e x is tin g  open re g is try  

f le e ts , both have national f la g  f le e ts  and both are gepe- 

pating enough trade in bulks.

( i i )  The Greek and Hong-Kong owners are p r im a rily  in the busi

ness to  serve the cross-trades, They, almost ce rta in ly  

earn a reasonable re tu rn r  at least over the long term, on 

th e ir  c a p ita l. They would not haye stayed ip business i f  

they did not. On the other hand they c le a rly  o ffe r  fip accep

tab le  and reasonably priced service both on the spot and 

charter markets.

In th is  respect the exercise op cargo flows carried  out by 

the UNCTAD Secre taria t might be am plified ip to  a wider and much more 

comprehensive examination pf the shipping arrangements fo r  the sea

borne fore ign trade of the less, developing countries, apd th e ir  re la 

t iv e  use of open re g is try  and national f la g  services should be esta

blished.

These fla g  operators engaged mainly |n 1;he cross-trade are, 

o f course, vulnerable to  p ro te c tio n is t fla g -d isc rim in a tio n  practices 

whether by-developed or developing countries. I f  such a s itu a tio n  

were to  accompany an in te rn a tio n a lly  agreed phasing out o f open 

re g is tr ie s  i t  seems h igh ly improbable th a t th e ir  commercial in te 

rests would generally l ie  in se ttin g  up jo in t  ventures in developing 

countries. Perhaps they would f i r s t  look fo r  havens and quasi

flag s  of convience or M te rn a tive ly  might look to  the charter market
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fo r  time charters and bareboat charters to  various national 

fla g s . Not succeeding at th is ,  the'o^/ners might simply dispose 

of -some of th e ir  vessels, p a r t ic u lly  the older ones, gn the se- 

cond hand or scrap markets.

4 .3 .. Financial Aspects

I f  open re g is try  shipping were to  be.phased out and replaced 

by national f la g  shipping,there v/ould be particularly , fo r  those less

developed countries try in g  to  develpp national f le e ts  in such c i r -
\

cumstances, . major fin a n c ia l and funding issues to  be faced. Fo?> 

m o s t,if not a l l  the less developed countries,^ it undoubtedly would 

be a c r i t ic a l  constra in t.

.^M o s t o f the ex is tin g  Liberian re g is try  is  owned by companies 

and in d iv id u a l. The big m u ltina tiona l companies, th a t is  mainly the 

United States and Japanese operators, w i l l  know what options are 

open to  them fo r  redeploying th e ir  vesels or re a liz in g  the cap ita l 

tied -up  in them. One th ing  is  sure, there is  no way in which they are 

going to  hand oyer cap ita l to  other p a rtie s , and the extent to  which 

they w i l l  be prepared tq  p a rtic ip a te  in jo in t ,  ventures in shipping 

in developing countries w i l l  depend on the c re d it ra ting  of the 

country, the a v a ila b i l i ty  o f su itab le  partners, the p o litc a l secu

r i t y  o f the investment and the precise terms on v^hich a jo in t  ven

tu re  can be set up in a p a rtic u la r country. Their only concern in 

the venture would be to  protect th e ir  long-term commercial in te re s ts , 

to  maintain turnover and to  make p ro f its .  ^

The ! re su lt would be a concentration of a very small
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number o f developing countries who would be l ik e ly  to  meet the 

re q u is ite  c r i te r ia .  Most of them would be from the Asian countries.

But'many A frican countries v^ould not meet the healhty climate re q u is ite .

Therefore, a developing country th a t does not seem a ttra c 

t iv e  fo r  a jo in t-ve n tu re  but s t i l l  wants to  go ahead w ith i t s  na

t io n a l' f le e t  cqn e ith e r buy new ships, buy second hand ships or char

te r  vessels i f  i t  has the resources to  do so.

4,4. Fleet Management Aspect

The basic issue here is  what f le e t  management measures Sr arran

gements wopld have to  be taken by those developing countries determined to  

introduce th e ir  own national f la g  shipping to  replace the present open 

re g is try  seryipes i f  open re g is tr ie s  were to  be phased out.

In the f i r s t  place there are a lte rna tives  fo r  a developing 

country to  the d ire c t purchase, ownership apd operation of j t s  own 

vessels, These a lte rn a tive  are:

( i )  Voyage Charter - charterer paid fp iegh t fo r  the carriage of 

cargo.

( i i )  Time Charter - h ire  o f q vessel fo r  a period o f tim e.

( i i i )  Bareboat Charter - leasing o f a vessel where the charterer 

supplies his own crew and to ta l ly  runs the operation as a 

disponent owner. He is  free  to  operate the vessel under what

ever f la g  he pleases.

The a lte rn a tive  fo r  a developing country would require a con-
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siderable degree of technical management, as w ell.as the cap ita l to  

buy the vessels in the f i r s t  instance.

The main issues involved are:^^ 

f in a n c ia l:  Where does the tyioney corne from given the depressed market si-^ 

uation.

Commercial; What con tro l would there be to  insure economic v ia b i-  

l i t y .  Thi5 includes chartering , t a r i f f  co n tro l, marketing, 

commercial time management, i .e .  day to  day operations. 

Technical; This requires technica l superv is ion^T ra ip ing ,con tro l, 

purchasing, insurance and ship management. •*

In practice  however developing countries wishing to  set up 

th e ir  own fle e ts  have two main options:

( i )  Employ fo re ign nationals to  operate advise, and eventually 

tra in  th e ir  own nationals to  acceptable in te rna tiqna l stan

dards; or

( ii)S e e k  outside shipboard apd a land based management team to  

do the job fo r  them,

A phasing out o f open re g is tr ie s  could prgduce a market boom 

fo r  the w ell-estab lished ship management firm s in the QECD countries. 

The developing countries can 't come to  the conclusion th a t as open 

re g is try  vessels are phased out that the management expertise associ

ated w ith i t  w i l l  autom atically be ava ilab le  to  the developing coun

t r ie s  fo r  th e ir  operations. I t  may, but only at a high p rice .

A.5. Manning Aspects

There are three aspects o f the questions which w i l l  be d i-
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scussed here. They are:

( i ) I n  a s itu a tio n  where shipping services from developing 

countries replaced th e ir  open re g is try  services such ser

vice could expect to  have lower labour co?t To the extent 

tha t th e ir  own nationals were employed and tha t yfages paid 

to  seamen re f le c t the national wage s truc tu re . Such is  a l

ready the s itu a tio n  in the large Indian f le e t  and. in the 

fle e ts  of several other cquntries.

• ( i i )  There is  the basic problem pf shortage of manpower in ce rta in  

developing countries (see fig u re  I I ) .  Tpe shortage of n a tio 

nal crews in B raz il has been s ited  as one example why they 

place some o f th e ir  vessels under the Liberian and Panamain 

fla g s .

During th is  period o f shortage they would have to  pay the

in te rna tiona l market rate fo r  tra ined and experienced o ff ic e rs  and

crew, some of whom would be prepared to  tra n s fe r as open re g is try

were phase out. In th is  respect, these countries would not obtain a

reduction in the labour element o f th e ir  operating cost, I f  they

d id , however, i t  would be marginal.

( i i i ) T h e  th ird  argument leveled at open re g is try  operators is

th e ir  fa i lu re  to  operatp e ffe c tiv e  tra in in g  schemes. This
45statement,in s h o rt,is  tru e . However, in the case of the 

more reputable U.S. operators. Federation o f American Con- 

t r o l le j j  shipping members (FACS) th is  c r it is is m  has been 

repudiated before a U.S, Congressional Subcommittee on 

the grounds tha t evidence ex is ts  FACS members have under-
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tciken to  apply the highest standapfls to  the recruitm ent, 

tra in in g , promotion and supervision of the crew aboard 

th e ir  vessels. 75 percent o f the o ff ic e rs  aboard FACS 

vessels come from I ta ly ,  Spain and North European coun

t r ie s  such as Norway, Denmark and Germany. The remainder 

come from Taiwan, thp Philipp ines and Korea. "They are

able to  obtain h igh ly q u a lif ie d  o ff ic e rs  because pay sea-/ *
les are higher than those ip the country o f o r ig in , liv in g  

and working conditions are exce llen t and supplemental pen

sion and health insurance benefits are e xce lle n t", to  quote 

the,words of the U.S. Congressional Subcommittee report.

Generally, howeyer, some operators probably provide less 

than th e ir  share of tra in in g  f a c i l i t ie s  and thus have continued 

to  re ly  on OECD and developing countries fo r  tra ined personnel.

4.6. Conclusion

S urp ris ing ly ,, when the th ird  session of UN Conference on 

condition fo r  Registration of ships came to  a close in Ju ly , there 

wore some notable agreements by the various groups (Group B, Group 

of 77, Group D and China) w ith respect to  these issues. ^

A fte r prolonged negotiation the groups agreed to .e lim ina te  

a l l  proposals dealing w ith port state enforcement and to  adopt 

broad and f le x ib le  terminology dealing w ith manning, management and

ownership tha t placed an irpprimatur on the status quo..

For example, on the key question o f manning, the te x t endor-



ses the goal of rnanning by some nationals of the fla g  s ta te , but 

then recognizes tha t the re a lit ie s  o f in te rna tiona l shipping may 

prevent implementation of th is  goal."

S im ilar f l e x ib i l i t y  appears in the tex ts  on management 

and ownership. The former accepts the present practice  followed .. 

by most open re g is try  operators o f designating a legal represen

ta t iv e  in th e .fla g  state in lie u  o f the operators ac tua lly  being 

present there. The la t te r  contains no references to  equity owner

ship by fla g  s ta te . Instead, i t  simply c a lls  fo r  ownership p a r t i

c ipa tion  by nationals which includes companies incorporated in 

the fla g  state regardle'ss o f the n a tio n a lity  o f the shareholders.

I suspect tha t fu tu re  maritime h is to rians  w i l l  po in t to  

the recently concluded- session as a turn ing po in t, a time when 

the conference f in a l ly  faced up to  the real world o f in te rn a tio 

nal shipping, cast,aside ideolog ica l d iffe rences, and undertook 

the task of w ritin g  an in te rna tiona l agreement which, as mandated 

by the UN General Assembly reso lu tion  estab lish ing  the conference, 

re flec ted  the views of a l l  in terested p a rtie s .

No doubt analysts w i l l  t r y  to  show how an in te rna tiona l

negotia tion mired in disagreement a few months ago, was able to 

pqt i ts  act together and produce an agreed te x t on the most c r i t i 

cal issqes in dispute.
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F i^ r e  IX

True managers and bene fic ia l owners o f open-register f le e ts ,  1984 
(Number o f vessels apd thousands of dwt)

True managers Beneficial owners

Homs' country 
or territory Nunber dwt

Tof “  
total dwt Nurber dwt

% of
total dwt

US 717 48,212 23.8 714 49,766 24.6
Hong Kong 1,093 42,625 21.0 854 37,252 18:4
Greece 920 21,494 10.6 ' 1,135 36,412 18.0
Japan 1,119 22,204 11.0 1,164 22,926 11.3
Nonvay 175 6,256 3.1 214 7,971 3.9
West Germany 352 5,953 2.9 359 6,013 3.0
Unspecified 206 4,442 2.2 233 ' 5,675 2.8
UK 297 9.731 4.8 221 5,563 2.7
Switzerland 145 4,231 2.1 145 4,650 2,3
China 1 _ 119 3,097 1.5
South Korea 84 2,147 1.1 83 2,145 1.1
Pakistan 8 38 - 63 1,758 0.9
Israel 25 1,168 0.6 33 1,530 0.8
Italy 49 1,237 0.6 58 1,459 .0.7
Indonesia 82 1,190 0.6 89 1,324 0.6
Netherlands . 94 1,252 0.6 93 ■ 1,239 0.6
Monaco 71 6,371 3.2 25 1,141 0.6
Denmark 60 1,092 0.5 ■ 59 1,088 0.5
Sveden 3 969 0.5 41 1,048 0.5
Countries, entities or
territories, each
beneficially owning

643 7,609 3.8less than 0.5% 845 19,054'^ 9.4
Unidentified • 270 2.876 1.4 270 2,876 1.4

Total: open-register 
•fleets 6,615 202,542 100.0 6,615 202,542 100.0

Based on data supplied to the UNCTAD secretariat by A & P Applectore Ltd.
This figure is mainly attributable to the UK-based Greek shipowners (10.4 million 

tons) and the US-based Greek shipcyfliers (2.2 million tons).

Unidentified includes Brazia. Chile, Venezuela and Ccmnunist Block Countries 

including Russia,

Source: Hogan, B ridget. "Unctad repo rts ' marginal r ise  in free fla g  
tonnage". Lloyd's L is t 85-07-09.
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5.0. In te rna tiona l Transport Workers Union & L iberia  Registry

5.1'. General

The main qnestion is  whether the tib e ria n  Registry have 

a cost advantage from lower labour cost over national flq g  operators,
I '

remembering tha t th is  might account fo r  about 40 percent o f the opera- 
49t in g  cost.

The advantage of a low cost labour force undoubtedly lie s  

w ith the p a rtic u la r operators. However, t ra d it io n a lly  some national 

f la g  operators have also had t f i is  advantage,

The main influence now eroding th is  advantage fo r  some 

operators is  the action being taken by the In te rna tiona l Workers 

Federation (ITF) w ith support from national seamen's and other 

unions.

5-2. ITF Requirements

The key to  ITF's a b i l i t y  to  force some operators o f L i

be ria 's  f la g  vessels to  agree to  i t s  demands is i fs  a b i l i t y  through 

a f f i l ia te s  to  hold ships in port at great cost to  th e ir  owners or 

characters u n t i l  they spccumb. Thus even in countries such as Ger

many, Sweden or Norway, payment tp  and agreements w ith the ITF ape 

Hldde becaqse legal actions require cos tly  delays. Therefore, when

qp ITF inspector boards a ship, The operator wapting above a l l  to
48qvoid delay, enters ip to  the 'fo llow ing agreement.
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( i )  An agreement is  signed e ith e r w ith the ITF or an ITF 

a f f i l ia te d  union.*

• ( i i )  Each seamen is providedwith ap employment con tract.

( i i i )  A ll seamen on board, regardless of th e ir  wishes, must 

e ith e r be members of an IT F -a ff il ia te d  union, or i f  

not e lig ib le  the re fo re , must be enrolled in the ITF's 

Special Seafarers Department at a jo in in g  fe^ o f $?0 and 

a membership fee of |40 per annum, both 'per seaman paid 

in advance,

( iv )  The shipowner must contribu te $200 per seafarer ppr annum

to the ITF welfare fund.

(v) Back pay is  demanded frpm the date o f each seaman's signing

on shipboard to  the date o f ITF contract signing fo r  the
«

diffe rence between the wages paid and the ITF agreement 

wages.

(v i)  The owner must agree to  maintain s tipu la ted  conditions 

despite any waivers by the crew ,to grant a ll ITF inspectors 

access to  a l l  records of each crew member, and to  ad

vise the ITF o f a l l  crew changes and contract changes.

The blue c e r t if ic a te  and contract must always be avai

lab le fo r  inspection by crew members.

Figure IX sets fo r th  the basic rate worldwide and Far 

East fo r  the key able seamen, 1972 - 1983, demanded by the ITF, to 

gether w ith the percentage increase. In each case there was no 

negotia tion .

The increases in rates were decided upon by ITF apd its  

a f f i l ia te s  and put in to  e ffe c t.
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Figure ,X — ¥— ,------ ■

. ITF Basic Minimun Monthly Rate Able Bodied Seamen 

(1975 - 1983)

E ffec tive  Date World wide

us$ .
Far East 

■ US$

9/1/75 483 343

9/1/77 579 411
9/1/79 674 478
9/1/81 703 499
1/1/83 821 698 “

, Source: ITF, Report on A c t iv it ie s ,  1983.

)
i

)

The wage scales' and cash benefits introducedon 1 Septem

ber 1979 remain in force u n t i l  31 August 1981 by decision o f the 

Pecember 1980 meetings, pending the reca lcu la tion  of the worldwide 

rate based on an ayerage F.O.C. f le e ts  instead of the average of 

Epropean seafarers ra tes. The new method of ca lcu la tion  established 

the fo llow ing  AB rates which came in to  e ffe c t on September 1, 1981: 

( i )  US$703 fo r  worldwide trad ing .

( i i )  US$499 fo r  Far East trad ing only,

A fu rth e r rey is ion  taking account o f increases negotiated 

during 1981 produced an average increase of 11.7% to  US$785 and 

US$577 respective ly and came in to  e ffe c t on A p ril 1, 1982, Impro

vements ip the national agreements concerned during the f i r s t  pine 

months o f 1982 produced average increases of 3.4% fo r  o ff ic e rs  and 

4,6% fo r  ra tings g iv ing a worldwide AB ra te  o f US$821 to  take e ffe c t
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from January 1. 1983. 4 9

5,3-. Exceptions

Not a l l  ITF-appfoved vessels meet these-spec ifica tions .

There are several categories of ships yjhich escape i ts  a tten tio n ,
50or are not troubled by ITF inspections. These include the fo llpy /ing : 

( i )  Cominunist blocK vessels: the ITF tajces the pos ition  tha t 

these ships c^renot F.O.C, vessels, and tfie ro fo re  they do 

not come w ith in  the o rb it  o f i t s  campaign, I t  is  uniyer-r 

s a lly  agreed, however, th a t the terms and conditions of 

employment aboard thpse ships are considerably below 

many F.Q..C. vessels. "This, o f course, is  a source of 

great i r r i t a t io n  to  F.O.C. operators and a po in t o f con

ten tion  among ITF Asian a f f i l ia te s  who have re ferred to  

the anomaly w ith b itte rn e ss ."

( i )  National Agreements: the ITF accepts national agreements 

of a f f i l ia te d  upions as a sub stitu te  fo r  i t s  agreement i f  

i t  is  assured tha t the national agreement is  equivalent or 

superior to  i t s  agreement. As the South Korean case sug

gest, however, th is  can cause problems i f  the national 

agreements are not enforced. Op the other hand, the ITF 

arrogates to  i t s e l f  the r ig h t tq  determine whether to  

accept national agreements. There are cases in which Spa

nish, Singapore, Indian and other national agreements were 

.boycotted even though the national unions were ITF a f f i l i -



Total crew costs: Since 1981, thfe ITF has agreed to  accept 

" to ta l crew cost" and funding arrangement as a bonafide 

basis fo r  acceptable national agreements. Total crew costs 

. are calculated from a l l  wage, fr in g e  benefit.m anning and 

other q u a n tifia b le  labour charges. Then,if these are ber 

low ITF standards, the d iffe rence is  supposedto be placed 

in the National Seafarer's fund.

Deal: One may hear from both nation union o f f ic ia ls  and
f

maritime employers th a t "deals" are entered w ith the ITF 

perm itting substandard wages and exemption from boycoHes, 

Just what the shipowners o ffe r  in re turn fo r  such arrange

ments is not c lea r, but some ships w ithout the blue c e r t i-
51fic a te  are not boycotted.

5.4, Blue C e rtif ica te s  and National Conditions

The ITF leadership has long admitted th a t some Liberian 

Registered ships meet a l l  standards fo r  safety and pay wages well 

above i ts  minima. The tankers f le e t  o f the United Sfates o i l  com

panies registered under the Liberian fla g  are usually c ited  as 

being in th is  category. Yet, vessels of such companies are harassed 

and boycotted ju s t lik e  ships th a t pay substandard wages. The ITF 

focuses narrowly on the f la g , regardless of the rates o f pay, the 

conditions of work, or the desires o f the affected employees. I t
51

is  th is  aspect o f the ITF's policywhich subjects i t  to  the mqst 

c r it is is m .

The ITF's ea rly  compaign, p a rtcu la rly  i t s  use of the In te r-
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national Labour Organisation (ILO), was devoted to  improving the 

condition of seafarer. I t  makes a s im ila r claim fo r  i ts  FOC cam

paign. In part th is  can be supported and there is  noquestion 

th a t the th rea t o f ITF actions and i t s  marshalling o f ppblic op i

nion have forced FOC countries tq  ra ise th e ir  standards. The ab

sence of union or th e ir  weaknesses in some countries, has created 

a void th a t the ITF in paht has f i l l e d ,

Qn the other hand, the ITF has from the inception of i ts  

campaign equated FOC shipping w ith substandard conditions, This ig - 

nores the actual s itu a tio n  and disregards the tremendous economic 

d ifferences between the developed and the underdeveloped countries 

and the peed of th e ir  respective maritime labour forces, By equating 

FOC shipping w ith substandard wages and labour cond ition , the ITF not 

only inaccurately categorizes those who, l ik e  the United States pe

troleum companies vessels registered under the Liberian f la g , pro

vide conditions above standards, but i t  ignores the national flags 

th a t pay wages th a t are reportedly among the lowest: in the world 

shipping industry.

5.5. Conclusion .

The In te rna tiona l Transport Workers Federations (ITF) is 

a unique organisation. Its  accomplishments at the ILO have won i t  

recogn ition as a spokesman fo r  seamen's riQhts and welfare and also 

as an opponent o f unsafe practices in a l l  transporta tion  ind us trie s , 

but especia lly  in ocean transport.
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There is  no doubt tha t i t s  capfipaign has forced shipowners 

to  upgrade the conditions on board fop seafarers who work on these 

ves^sels. I t  has.also induced L iberia  to  improve the laws governing 

these matters and to  move th e ir  standard?toward, or equal to , those 

recommended by ILO.

On the other hand, the attempt to  equate Liberian Registry 

Wit|i substandard ones leave me w ith no a lte rn a tive  but to  quote i ts  

former general secretary, Charles H. B lyth , address to  company of 

Master Mariners. "Some FOC owners are among the best employers ip 

the world, e.g. the U.S. p i l  companies, while others are ce rta in ly  

the vyorst." This would appear To make the ITF an agent o f European 

and North American trade unions attempting to  hold or to  gain work 

at the expense of seamen in less developed cou n trie s ,. In i ts  FOC * 

campaign, the ITF has co llected m illio n s  o f do lla rs  and spent l i t t l e  

on the welfare o f seafarers. Moreover, only a t in y  fra c tio n  p f i t s  

small welfare expenditures have been giyen fo r  the bene fit o f Thjrd 

World seamen serving on FOC ships, seamen whose welfare is  the a l le 

ged reason fo r  c o lle c tin g  the funds. (See fig u re  X I). ^

F in a lly , the ITF is  an organization th a t has vowed to  e l i 

minate a l l  FOC ships from commerce. I t  has fa ile d  to  do so, but has 

grown weathly in the process. I t  now faces an in te res tin g  dilemma.

In the event tha t i t  succeeds., however, the ITF yfou)d e lim inate the 

source of i ts  own wealth.
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Figure <XI

. ITF seafarers' t ru s t :  grants made
1. Anchor House, Hull, England - inprovements
2. Durban Bayhead Club - building extension
3. Liverpool Personal Service Society - re late Claes Hoberg
4., Missions to Seamen, Halifac, Canada - extension to accomodation 
.5," .International Sports Ccnmittee for Seafarers

- towards expenses of "Sports Week"
6. Seafarers' Hotel, Copertiagen - renewal fo furniture
7. Stella Maris Club, Sidney - purchase of bus
8. Bay of Plenty Seafarers' Centre, New Zealand - purchase of bus
9. Missions to Seamen, Vancouver - improvements to canteen

10. SeariHi's Welfare Foundation, Rotterdam - printing of brochure
11. United Seamen's Service, USA - tavards activities in 1981
12. Merchant Searren's War M ^ r ia l Society, Great Britain

- purchase of equipment
13. Gemian Seanni's Mission, Djakarta - purchase of minibus
14. Anchor House, London - repairs and renovations
15. Danish Seanen's Church, N^ York - building extension
16. Seamen's Church Institute, New York - electrical re-wiring
17. United Searren's Service, USA

- purchase of busses for Alexandira and Pusan centres
18. Rosenhill Seafarers' Centre, Gothenburg - floodlights for running track
19. Stella Maris Club, Pfelboume - purchase, of bus
20. Flying Angel Club, Fremantle - building extxensions and inprovenents
21. Willie Seager Memorial Itares, Cardiff, Wales - renovations
22. Dubai International Seafarers' Centre

- building extensions and improvements
23. International Seafarers' Centre, Manila - purchase of vehicle
24. Swedish Searren's Service, Sydney - repair of vehicle
25. Kobe Mariners' Centre - purchase of bus
26. Stella Maris Centre, Nevr Orleans - repairs
27. International Radio Medical Centre - towards- services
28. Britisji Sailors' Society, Hamburg - building extensions
29. Atlantic House, Liverpool - building wrk
30. Stella Maris Club, Southamption - repairs and renovations
31. Muroran Seamen's Hall, Japan - renovations
32. Provision of video cassettes tg certain Japanese vessels
33. Glasgow Veteran Seafarers - vehicle purchase
34. British Sailors' Society, Hamburg - building work
35. Missionsto Searren, Mombasa - vehicle purchase
36. Apostleship of the Sea, Liverpool (Atlantic House) - building work
37. Stella Maris Club, Melbourne - building v«rk
38. International Sports Ccnmittee/Norv/ay Sports Week

- International Seafarers
39. International Seafarer's Centre, Manila - repairs
40. Seagull Ccmmittee, Italy - donation
41. 'Timiaru Seafarers' Centre, New Zealand - building vjork
42. Dampier Seafarers' Centre, Australia - building & fac ilities
43. Dreadnought Hospital, London, England - equipment
44. Missions to Searren, Cardiff. Wales - minibus purchase
45. Faroes Searren's Hare - building '.ork

t
11,000.00
3.800.00

50.00
4.000. 00

20 ,000.00
12.000. 00
7.385.00
7.685.00
3.050.00 
2,000.00

30,231.55

18.800.00 
. 5,000.00
30.000. 00 

• 2 ,000.00
1̂ 6,528.58

9,508.55
17.000. 00
16.000. 00 
32,331.00 
10,000.00

20,000.00
5,631.33
1,487.65
5.310.00 
2,787.07

15.000. 00
9.378.00

15.000. 00
12.007.00
28.571.00 
3,276.45
5.301.00

20.622.00 
. 7,430.00

9.972.00 
23,760.00

25.000. 00
24.000. 00
5.003.00
6.438.00 

15,133.87
316.00

4.869.00
12.000. 00



46. Stella Maris Seafarers' Club, Fremantle, Australia
- minibus purchase ' 6,843.46

47. Missions to Seamen, Newcastle, Australia - minibus purchase 4,420.00
48. Handelsflottans Kulturp och Fritidsrad - bus purchase 22,400.00

;  49.' Nferchant Sanen, Srpingbok Farm; England - equipnBnt 16,000.00
50. Belgische Transportarbeidersbond Sports Week - bus hire 674.00
51. United Seamen's Service, Yokohama, Japan - minibus purchase 4,157.00
52. Apostleship of the Sea, Halifax, Canada - repair vprk 4,823.00

}■ 53. OeTV Qermany, Seafarers' School - equiprient 17,000.00
‘ 54. Missions to feanen, Halifax, Canada - Mobile Welfare Centre 22,243.00

55. Royal Alfred Seafarers' Society, Britain - 2 minibuses 15,628.00
’ 56. N.V. Van Corp Sana & Clinic de Mick, Belgium - r ^ a ir  vyork_ 26,133.00

57. Stellci Maris Maritime Center, New Orleans - repair work ’ 6,456.00
V Total 683,521.00

r Many of the Funds co llected is  spent in  developed countries.

P Source: ITF XXXIV Congress, Report on A c t iv it ie s  1980 - 84,

^  Madrid 1983, Oct 20 - 28.
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Figure X I I
ITF Manning Standards 15,000 GRT and Oyer Estimated Monthly 
Crew cost (worldwide) - rates e ffe c tiv e  as of A p ril 1, 1982.

Ranker
Rating

Basic 
pay US$

40 Hours 
normal US$

60 Hours 
Sat/Sun

3 days 
leave pay

Toal Pag 
per mon

Master 2,675 * 792,00 2,147.00 321,00 5,930.00
■ C/off 1.727 512.00 1,380.00 ■ 207.30 3,836.30

2/o ff 1,383 408.00 1,104.00 165.90 3,060.90
3/off 1,333 396.00 1,068.00 159.90 2,956.90
R/Off 1,383 408.00 1,104.00 165.90 3,060.90

$ C/Eng 2,431 720,00 1,944.00 291.60 5,386.60
1/Eng 1,727 512.00 1,380,00 207.30 3,826.30
2/Eng 1,383 408.00 1,104.00 165.90 3,060.90
3/Eng 1,333 396.00 1,068.00 . 159.90 2,956.90

y Bosun 877 260.00 702.00 105.30 1,944.30

0 9 AB's 7,065 2,088.00 5,670.00 847.80 15,670.80
■ Donkeyman 877 260.00 702.00 105.30 1,944.30

C/St\^ 1,383 408.00 1,104.00 165.90 ' 3,060.90
2/Stwd 785 232.00 630.00 94.20 1,741.20
A/Stv/d 668 196.00 534.00 80,10 1,478,10
Cook 877 260.00 702.00 105.30 1,944.30
2/Cook 668 196.00 534.00 80.10 1,478.10
A/Cook 668 196.00 534.00 80.10 1,478.10
2 nessmen 1,336 

Total crew: 28 Total

392.00 1,068.00 160.20 

montly crey/ cost US$67,762.QO.

2.956.20

Source: ITF schedules adapted and compiled by B. L. W ilhaurs, "The

^  In te rna tiona l Transport WorKers Federation", 1982,

0  Total montly crew cost under ITF "agreement" e ffe c tiv e

January 1, 1983, worldwide ra tes, (4,6 percent increas) = 

US$70,879.05.

56



6.0, Economic Impact

6 . V. General

Developing countries can be c la s s if ie d  in terms of s im i

la r i t ie s  and d ifferences at strengths and in te re s ts . I choice to  

c la s s ify  them in to  fou r main categories re levant to  the Liberian 

Registry. They are the fo llow ing ;

( i )  Countries providing host f a c i l i t ie s  fo r  re g is tra tio n  of 

ships (e .g. L iberia )

( i i )  Countries providing seamen on a s ig n if ic a tn  scale fo r  ^ . 

L ib e ria 's  re g is try  ( i .e .  P h ilipp ines, South Korea, India 

and Indonesia),

( i i i )  Countries operating or wishing to  operate deep sea shipping 

'serv ices on a large scale (e .g, B ra z il, South Korea and 

Singapore),

- ( iv )  Countries using bulk deepsea service on a s ig n if ic a n t 

scale (e .g. (Indonesia and Guinea).^

A p a rtic u la r country may f a l l  in tp  more than one of these 

categories. L ib e ria , fo r  example, \s the largest open re g is try  coun

t r y  ( i )  and a big exporter o f iron ore (30 m illio n  tons); B raz il has 

i t s  own national f la g  f le e t  ( i i i ) ,  is  a major exporter o f bulk 

commondities ( iy )  and has about 10% national shipping registered 

under the Liberian and Panamain f la g ; the Philipp ines and Indonesia 

aremajorsuppliersofseatrentoopen registry vessel ( i i ) ,  an inportant exporter of certain 

bulk commodities and has the po ten tia l fo r  a national f la g  f le e t  ( i i i ) ;  

and Singapore host open re g is tr ie s  ( i ) ,  but is also expanding i ts  

national f la g  vessels ( i i i ) .



Further more, i t  is  practicab le  to  exclude the fo llow ing 

countries fmnthe UNCTW bulk shipping debate because of the size of 

th & ir  economies, the pattern o f th e ir  trade and th e ir  geographical 

loca tions,
53Such l i s t  include:

1. Afghanistan

2. Benin

3. Bhutan

4. Botsv/ana

5. Burundi

5. Cape Verde

7. centra l A frican Republic

8 . Chad

9. Comores 

■10. D jibou ti

11. Dominica

12. Equatorial Guinea .

13. F i j i

14. Gambia

15. Grenada

16. Guinea Bissau

17. H a iti

18. Lao People's Democratic Republic

19. Lesotho 

2Q, Malawi

21. Maldives



22. Mali

23. Mongolia

' 24. N©pal

25. Niger

26. Rwanda

27. Samoa

28. Sao Tome and Principe

29. Solomon Island

30. Swaziland

31. Tonga

32. Uganda

33. Upper Volta

34. Vanuatu

The next sub c lass ifica tio n  is  those countries w ith trade 

and shipping in te rests  at stake. They need shipping on a large-scale 

fo r  th e ir  in te rna tiona l trade and have gone some way in th is  regard. 

These countries afe not involved in open re g is try  operations e ith e r 

as host or crew providers, although, a s ig n if ic a n t proportion of 

th e ir  fo re ign trade riiay be carriec) in open re g is try  vessels.

These countries are;

China

North Korea

Nigeria

Iraq

Thailand

Vietnam

Colombia

Cuba
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So there can be no doubt that many interest groupsare at 
Stake, when one considers phasing out "open registry".

6,2, Labour suppliers

Bangladesh, Burma, Ind ia , Indonesia, South Korea, Pakistan 

and the Philipp ines provide a .substantia l amount o f o ff ic e rs  to  L i

beria re g is try  vessels, and a l l  excepting purma, alreacly have size

able national fla g  f le e ts ;  Here is  a group of countries whose voice 

is  e n tit le d  to  be heard and whose governments have a c lea r responsi- 

. b i l i t y  to  ensure tha t whatever shipping p o licy  they adopt is  in thg 

best in te re s t of th e ir  surplus seafarers. The economic issues fo r  

these countries are whether they derive any genuine net benefit 

from the employment o f th e ir  nationals in open re g is try  vessels; 

whether the, movement o f such part o f th e ir  fo re ign trade as is  at, 

present carried in L iberia  re g is try  vessels involves a lower resour- 

ces cost than i f  i t  were carried in national f la g  vessels; and f in a l ly  

Whether L iberia  re g is try  operations as such cons titu te  a genuine 

b a rrie r to  the development o f the ir, own national f la g  vessels assum

ing here tha t sqme national f la g  development involves an e f f ic ie n t
f

use of resources. With regard to  the labour s itu a tio n  i t  can be argued 

tha t o ff ic e rs  and crew, from developing countries wouldn't con tinua lly  

work w ith fore ign fla g  vessels unless they earned more money including 

■fax benefits o f overseas earnings than they would in th e ir  own coun

t r y .  Inducements of promotion and guaranteed continued employment 

would also encourage personnel to  continue s a ilin g  under fo re ign 

fla g s . I f  the stated argument is accepted, i t  is  d i f f i c u l t  to  use
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the exp lo ta tion  o f labour argument against the Liberian Registry, 

or at least the more respectable open re g is tr ie s  opertors. On the 

contrary, the phasing .out o f Liberian Registry could re s u lt in  the

unemployment o f o ff ic e rs  and seamen from developing countries*

The use of labour from developing countries in combination 

w ith cap ita l from ind u s tria lize d  countries is  not, whether shipping, 

tourism or vehicle assembly, economic e xp lo ita tio n  , i f  the real appor- 

tu n ity  cost o f tha t labour in the national economy is  lowep than it.s 

yalue to  the national economy as a re su lt o f employment in another 

country.
m

.In practice the a ttitu de s  and po lic ie s  of the Indian, South 

Korea, P h ilipp ines, Pakistan and Bangladesh governments to  migrant 

labour on Liberian re g is try  vessels controvert the UNCTAD argument.

I f  such governments considered the employment o f th e ir  nationa ls on 

open re g is try  vessels to  be contrary to  th p ir  national economic in te 

res ts , they have i t  in th e ir  power to  put an end to  i t  by d ire c t de

cree or by in d ire c t f is c a l measures, The fa c t is  tha t these fle e ts  

provide employment opportun ities fo r  c itize n s  from countries where 

unemployment is  often endemic, and the value of these opportun ities 

. to  the countries concerned is  recognized, although not ove rtly  acknow

ledged,by th e ir  governments.

•The P h ilipp ine  National Seamen Board reports th a t there are approxi

mately 50,000 Filipins seamen aiployed on open registry vessels earning seme |12Q million

in hard currency which flows in to  the Central Bank.

The Deputy D irecto r General o f Shpping in India reports tha t

11,105 Indian seamen are on fore ign re g is try  ships, producing about 

|30 m ill io n  in income.
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The Korean Maritime and Port Adm inistration reports an 

employment o f about 18,000 Korean seamen on fore ign re g is try  ye$sels 

earning fore ign excharge associated w ith these jobs of about 

US$100 m illio n .

The Taiwan Adyisory Committee fo r  the Foreign Emplpyment 

o f Mariners report? employment o f 21,00 Taiwanese seamen pn fore ign 

re g is try  ships but no o f f ic ia l  estimate of hard currency earnings 

has been made ava ilab le .

6.3. L ib e ria 's  Gain from the System ^

As shown'in fig u re  XIV , in 1984 the Liberian Government, 

rea lized approximately $-17.0 m illio n  in pet proceeds from the L i-  

bepian re g is try . Except fo r  vessels in .th e  Liberian coastal trade. 

Registration fees and annual Tonnage tax fo r  vessels o f less than 

2,20Q net tons sha ll be equal to  th a t fq r  a vessel o f 2,200 net 

tons. R egistration fees and annual tonnage tax fo r  vessels assigned 

dual tonnage sha ll be pajd on the higher o f the' two net tonnage 

fig u re s .
' ' 55Fees required at re g is tra tio n  are the fo llo w in g :

1. Registration Fee $1.20 per net ton

2. Annual Tonnage Tax

As o f January 1, 1983 $.35 per net ton

As of January 1, 1985 ' $-40 per net ton

3. Marine Investiga tions, Nautical Training

and In te rna tiona l P a rtic ip a tion  (Annual) $1,000,00 plus $.05 per net ton

4. Marine Inspection (per Inspection) $725.00



5, Provisional C e rt if ic a te  o f Registry $200.00

6 , Permanent C e rt if ic a te  o f Registry $200,00

7, Temporary Radio A uthority  $50,00

8 , Combined Maritime Publications Folder $37.50

9, O il Record Book fp r  COW-equipped Tankers $18.00

10. Oil. Record Book fo r  a l l  other Vessels $5.00

11. A rtic le s  of Agreement (1 only) $2,00

R egistration charges payable whSre L iberian -reg is tered

vessel is  sold are:

1. Reregistra tion charges $1,000.00

2. Provisional C e rt if ic a te  of Registry ,200.00

3. Perrfianent C e rt if ic a te  o f Registry 200.00

4. Temporary B i l l  o f Sale 50.00

5. Recording B i l l  of Sale ’ 50.OQ

Plus o f f ic ia l  forms and Publication as above.

The only points to  be made here are f i r s t ,  .tha t jt.he system 

seems tq  make a s ig n if ic a n t con tribu tion  to  the small, und iye rs ified  

economy of L iberia  and secondly,that pq rt, or possibly a l l  o f such 

revenue would be lo s t to  L iberia  as fhe re su lt o f phasing out. No 

spec ific  proposals appear to  have been developed as to  whether the 

open re g is try  countries should be. compensated fo r  such losses and 

i f  so, how and by whom? In any case, the L ib e ria ’ Government sees 

i ts  re g is try  as an pxtension of in te rna tiona l investment from metro

po litan  economies of the countries of the bene fic ia l ovmers. By o ffe 

ring such f a c i l i t ie s ,  L iberia  is acting legimately in her own econo

mic in te re s t and is not undermining or weakening the economies of 

th e ir  fo llow  developing countries.
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6.4.

9

In te rna tiona l Trade and Shipping 

The major issue in FOC argument is  the e ffe c t on’ in te r 

national trade. Before a f in a l decision is  taken as to  phasing out, 

i t  is  essential tha t a thorough economic analysis be made o f the 

possible e ffec ts  on trade.

I t ‘ is  a fa c t to  say tha t some developing countries are 

much more developed than other? in terms of th e ir  command o f eco

nomic resources; the r ich e r Arab o i l  exporting countries (s e e .f i

gure X II I )  and South Korea are the obvious. Such r ich e r developing 

countries are fre e r from serious constra in ts on the development 

o f d if fe re n t sectors o f th e ir  economy, including shipping, ^nd i f  

some have not chosen to  give high p r io r i ty  to  the large . scaje 

development o f national f la g  f le e ts  i t  is  probably because they 

consider th e ir  economic in te rests  and true  comparative advantage, 

at least in  terms of present p r io r i t ie s ,  to  l ie  elsewhere. In 

some cases where such countries haye started to  develop national 

f la g  fle e ts  they have had help from vestern in te re s ts . Op the 

other hand, a large part o f these coun trie s ' o i l  exports are 

carried  by L ib e ria 's  Registry operated by o il companies because 

6f  i t s  f l e x ib i l i t y ,  r^^dy a v a ila b i l i ty ,  and com petitive ra tes.

Of the OECD countries, Canada js a notable example of 

a country which has not a llocated resources to  national f la g  de

velopment but has carried most o f i ts  deepsea fore ign trade at a 

lower cost by using services offered by vessels registered in 

other countries.

The dream o f a new merchant fleet in Canada has been, cancelled by
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the report o f a specisl task force on the subject released in June,
57the Task Force op deep-sea shipping. As th^ report notes, govern- 

meat past and present have attached only a low p r io r i ty  to  maritime 

transpo rta tion . This p'eglect, the report emphasized, has been ju s t i 

f ie d  because o f cu t-th ro a t in te rna tiona l competition and high .Cana

dian wage pates. Any attempt to  estab lish  a njerchant marine, t.here- 

fo re  would require "d ire c t subsidies or the reservation of cargoes 

fo r  Canadian-flag vessels or both."^®

The reportarguesthaf'thecreation’ o f a merchant f le e t  would 

damage Canada's c ru c ia l fo re ign trade by lim it in g  the access o f « 

Canadian shippers to  a wide va rie ty  o f ocean-going services. Export 

to  non-North American markets account fo r  roughly 10% of Canada's 

gnp and about 90% of these exports are carried  by ships. Establishing 

a Canadian merchant marine would re s tr ic t . th e  access of the Canadian 

shipper to  the broad range of shipping services now ava ilab le  and 

th is  could put the whole seaborne export sector o f the Canadian 

economy in jeopardy, the report concludes.^-^

In other cases where ,the economy may be smaller and the 

re la ted demand fo r  shippino less, the argument fo r  investment in to  

shipping as compared to  otehr less ca p ita l- in te n s iv e , less risky  

sectors may not be so strong. I f  there is  a real economic case fo r  

th e ir  investment in shipping they may look fp r  a reserved op protec

ted market, fo r  the in fa n t industry and in theory th is  might appear 

to  be offered by phasing out the Liberian Registry services. But i f  

regardless of such pro tection , th e ir  real comparative advantages l ie  

.elsewhere than in shipping i t  may be tha t the phasing out o f Liberian
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Registry may not necessarily be ip th e ir  economic in te re s ts .

.Thereare LDC which are l ik e ly  to  su ffe r most economi- 

calTy i f  scarceresosurces are misallocated ip the-economic sense 

to  less productive sectors.

Finally.had the economic case fo r  such shipping investment ip 

the developing countries been c le a rly  established by pre-investment 

case studies then there is  l i t t l e  doubt th a t the level o f World Bank 

(IBRD) lendings fo r  such shipping pro jects would have been psasopably 

high, whereas in the 7Q's i t  has been ne g lig ib le , A.tpresept the 

Bank's a tt itu d e  could .be described as cautious, but not negative.

The Bank remains w ill in g  to  lend fq r  sound shipping p ro jec ts , but 

requires assurance th a t the borrowing country would be the p r in c i

pal bene fic ia ry . I t  is' not proposed to  enumerate the success and 

fa ilu re  rates in developing countries shipping. However, i t  is  

suggested tha t seyeral de ta iled case studies o f d if fe re n t examples 

of successes and o f fa ilu re s  in shipping industries in developing 

countries could help po ten tia l investors to  id e n tify  and d is t in 

guish between the in te rna l factors apd the external factors making 

fo r  success or fa ilu re  ip in te rna tiona l shipping.

The long-term competiveness of a country ' s .exports and 

the price i t  has to  pay fo r  i ts  imports can depend fp the case of 

ce rta in  corr^odities to  a s ig n if ic a n t extent-on the shipping costs. 

Such is c le a rly  the case w ith the lower value, high volume bulk 
commodities such as coal, iron ore, bauxite and phosphate. Even in 

the case o f crude o i l  and other high value commodities such as gra in , 

fre ig h t cost can be s ig n if ic a n t in determining the volume, tim ing
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and.,source o f supply chosen by a buyer. In the case of imports, 

fre ig h t rates c le a rly  a ffe c t the delivered prices o f consumer 

goods and of in d u s tr ia l inputs. I f  the contention th a t Liberian 

Registry services helpsto keep down shipping rates ip a competitive 

shipping market and th a t i f  its  services were to  be phased out they 

would be replaced by higher cost and therefore higher prices serT 

5 , i t  is  d i f f i c u l t  to  argue tha t sych phasing.••

out WQuld be in the economic in te res ts  of countries heavily depen

dent on hulk shipping fo r  th e ir  fore ign trade.

Therefore the more important argument re la te s 'to  the ex-
Mr

port o f d ry bulk cargoes, where fre ig h t accountsfor a high propor

tio n  of the delivered cost. Again,the trade in te res ts  o f in d iv i

dual countries need carefu l assessment before a vote is  taken fo r  

less com petitive, less f le x ib le  shipping to  move th e ir  exports.

Three general fac to rs  should not be overlooked:

( i )  The GNP o f major in d u s tr ia lize d  countries.

( i i )  The predominant ro le  o f the in d u s tr ia lize d  countries as markets for 

most o f the bulk cargoes from the develpping countries, 

and as grain suppliers.

( i i i )  The ro le  o f a number o f in d u s tr ia lize d  countries as suppliers of 

ce rta in  major bulk items. C learly  a deta iled  and up-to-date 

m atrix o f trade and in te r-re la te d  shipping movements is 

ca lled fo r ,  and .jn such analysis i t  is  essentia l th a t the 

developing countries are not treated as a block, but d is 

tinguished along th e ir  d iffe jren t economic strengths and
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6.5. Conclusion

I t  is  a s ig n if ic a n t fa c t th a t in the in d u s tria lize d  

nat'ions no venture c a p ita lis t  would dream of investing in shipping. 

But shipowners are not b lind  to  the aspiration? of some,developing 

countries and have taken an important in i t ia t iv e  to  pncourage f le e t  

development in these Third World countries '’ . This is  known as the 

Caracas Declaration promoted by the Paris baspd In te rna tiona l

Chamber of Commerce.

This r e a lis t ic  approach has a fu llt im e  coordinator whose 

task is  to  set up a center o f Maritime Information which w i l l  pro- 

vide information to  Third World countries on a l l  aspects o f shipping. 

Those developing countries w ith shipping aspirations may seek in fo r 

mation from th is  body.

In the bulk trade the transporta tion  costs are often the 

c r ite r io n  on which the sale is  mad?. A prime example is  import to  

dapan of coal and iron ore from A u s tra lia . The higher cost o f Austra

lia n  raw 'm aterials can be o ffs e t by the lower transporta tion  costs 

offered by L iberian re g is try ..

While developing co ijn tries can ce rta in ly  compete, i t  is  

re levant to  note th a t in 1980 at UNCTAD the representative o f the 

Ivory coast said, "The operating cost o f vessels o f developing coun- 

t r i s  wero not always lower than those of the market countries w ith 

the highest cqsts ," This statement in my opinion is  worth nothing 

fo r  those countries th a t are asp iring to  venture in the shipping 

industry .



Figure X IV
Net Earning from L ib e ria 's  Registry (1951 - 1984) in 
M illio n s  of US Dollars

Year

In itia l 
Registration 
fees & tonnage tax

Anmal
tonnage
tax

Addit'l 
Registration 
fees and 
tonnage tax

Change 
. of nane 
fees Tctal

1951 ,2
1952 — — — .3
1953 — — — .5
1954 — ,— — 15
1955 — — — — .8
1956 1.1 .2 .006 .0007 1.3
1957 1.7 ,3 .037 .007 2.0
1958 1.2 .5 .029 .002 1.7
1959 1.0 .5 .008 . .003' ■ 1.5
1960 .6 .5 .014 .003 14
1961 .5 .5 .066 .004 1.0
1962 .4 .5 .037 .001 .9
1963 1.5 .5 .057 .005 2.1
1964 2.1 .5 .082 .007 2.7
1965 2.7 ,7 .150 .007 3.5
1966 1.6 .8 .079 .007 2.5
1967 2.4 1.0 .096 .006 3.4
1968 2.5 1.1 .062 .007 3.6
1969 3.0 1.2 .036 .006 4.2
1970 3.6 1.3 ,051 .007 5.0
1971 4.5 1.6 .090 .008 6.1
1972 5.3 1.8 .103 .009 7.2
1973 6.4 2.1 .019 .013 8.6
1974 6,9 2.4 .095 .009 9.4
1975 10.6 5.0 .057 .008 15.6
1976 9.5 4.3 .077 .008 13.9
1977 7.3 3.9 .056 .007 11.2
1978 6.0 4.6 .340 .008 11.0
1979 5,2 4.8 .198 .011 10.2
1980 3.1 4.0 .308 .009 7.4
1981 3.9 13.6 .301 .008 17.8
1982 3.7 14.4 .341 . .011 18.5
1983 3,7 14.6 : i i i .015 18.4
1984 3.9 13.4 (.045) .018 17.3

Total in million US dollars 249,8

Source;'Bureau o f Maritime A ffa irs , R,L. IMA, Economic Inpact of 
Open Registry Shipping, 1979.
The In te rna tiona l Trust Company of L ib e ria , 1985.- ■
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Figure XV.

Additional charges 

' n i  Change of name fees

(Payable wherg vessel's name is  to  be changed. Not reqq i- 

red where vessel is  being transfe rred  from fore ign fla g  apd is  to  be 

in i t i a l l y  registered in a new name).

Publication cost $100.00

Change of Name Fee based on tonnage as fo llow s (M,!.. 77):

1. 90 net tons and under $ 25-00

2. Over 90 and under 500 net tons 50.00

3. Over 500 and under 1,0Q0 net tons 75,00

4. Over 1,0Q0 and under 5,000 net tons 100.00

5. Over 5,000 net tons , 150.00

New Provisional C e rt if ic a te  o f Registry $200.00

Hew Permanent C e rt if ic a te  o f Registry 20Q.00

Ney< Temporary Radio A uthority  • 50.00

Amended Ship Radio Station License

showing name qf vessel i f  a License had been 

previously issued in former name 100.00

IV Recording fees 

Recording o f:

B i l l  o f Sale or B u ilde r's  C e rt if ic a te  $ 50.00

Mortgage (includes two c e r t if ie d  copies) 425.00

Amendment, e tc . ,  o f Qoyernant or Loan Agreement 150.00

Amendment, e tc .,  which increases p rin c ipa l sum 450.00



<9

Subordinatiqn or Assumption Agreement 150.00

Assignment (includes two c e r t if ie d  copies*) 150.00

S a tis fac tion  of Mortgage 100.00

Notice or Discharge of Claim of Lien 75.00

Re-issued C e rt if ic a te  o f Registry; 

when requested, showing endorsement o f recording 150.00

I

!

'J

I
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Figjre Xtfl
and size of a ll steamships and motorships registered'under the Liberian flag

Division of 
tonnage

0 -

Wo.

4 years

Qnoss 
tonnage '

5

tta.

- 9 years

Gross
tonnage

10

No.

Division of age 
-  14 years , 15-19 years

Gross Gross 
linage  No. tonnage

20

No.

-  24 years

Gross
tomage

25 -  

No.

29 years

■Gross
tonnage

30 years & 
over

Gross 
No. tonnage

Total

Gross 
No. -tonnage

100 499 8 2,675 23 9,890 14 5,466 1 438 2 698 2 712 50 19,879
500 999 3 2,449 14 11,058 15 12,095 2 1,729- 1 515 - - - - 35 27,846

1,000 - 1,599 2 3,035 12 18,837 11 16,490 2 2,232 - - - - - - 27 40,594
1,S00 -  1,999 - - - - 1 1,725 - - - - - - - - 1 1,725
2,000 - 3,999 f> 19,038 13 46,174 21 71,503 5 14,150 2 6,005 - - - - 47 156,870
4,000 -  5,999 11 55,467 32 155,762 ‘ 33 167,690 15 79,626 7 36,473 - - - - 98 495,018
6,000 - 6,999 4 25,897 22 139,130 10 64,956 15 96,560 5 31,727 1 6,040 - - 57 354,310
7,000 - 7,999 5 37,379 6 43,265 7 52,657 • 4 29,259 4 28,384 - - - - 25 190,944
8,000 -  9,999 22 199,561 46 421,369 30 275,639 27 240,569 6 56,979 6 55,887 - - 137 1,251,504

10,000 - 14,999 32 393,590 73 916,900 80 1,015,445 '35 413,785 9 105,071 2 23,150 3 35,414 234 2,904,355
15,000 - 19,999 61 1,092,939 122 2,206,365 110 1,874,133 34 584,534 9 155,123 2 33,293 2 35,046 340 5,981,433
20,000 - 29,999 12 1,701,326 51 1,213,771 35 824,843 . 56 1,411,695 7 167,610 5 115,841 - - 225 5,436,086
30,000 - 39,999 60 2,002,987 76 2,604,480 43 1,447,946 40 1,422,149 5 163,633 - - - - 224 7,541,195
40,000 - 49‘,999 24 1,025,162 - 37 1,600,377 12 555,461 1,107,072 1 . 46,476 - - - - 99 4,334,548
50,000 - 59,999 4 232,661 10 559,150 25 1,342,945 ■ 4 206,547 - - - - - 43 2,341,303
60,000 - 69,999 1 66,413 ■29 1,849,204 19 1,209,107 - - - - , 1 61,275 - - 50 3,185,999
70,000 - 79,999 1 70,164 11 832,742 20 1,497,390 3 221,740 - - - - - - 35 2,522,035
80,000 -  89,999 2 173,340 6 504,657 14 1,192,734 1 85,906 - - - - - - 23 1,956,637
90,000 - 99,999 2 •186,867 - - ■ 6 590,210 - -  . - - - - - - 8 777,077

100,000 -  109,999 - - 10 1,064,889 22 2,316,565 - - — - - - - - 32 3,381,454
110,000 - 119,999 - 15 1,741,667 36 4,197,406 - - - - - - - - 51 5,939,073
120,000 - 129,999 - - 27 3,353,381 27 3,370,538 - - - - - 54 6,723,919
130,000 - 139,000 - __ 6 803,524 6 801,465 - - - - - - - - 12 1,604,989
140,000 and above - - 21 3,890,854 4 755,052 - - - - - - - 25 4,645,906

Total 312 7,288,275 647 23,980,731 610 23,663,885 282 5,923,019 5? 798,434 19 298,184 7 72,172 1,934 52,024,700

Source: Lloyd Registry of Shipping Statistics, 1984.



Figure XVII

Arab flee t by country as of JaniBry 1st, 1985 
- Vessels over 1,000 grt -

State Private Total e

Country No. grt d-rt
Aver
age* No. grt dvt

Aver
age* fb. grt dwt

Aver
age*

% of flee t Change 
(grt) over 84 in %

Saudi Arabia 16 346,294 505,441 7.0 157 • 2,683,344 4,574,697 14.9 173 3,029,638 5,081,138 13.9 27.02 27.1
Kuwait 59 2,110,370 3,208,867 6.0 13 142,309 194,029 17.7 72 2,252,679 3,402,896 6.7 20.09 6.4
Algeria 74 1,328,962 1,931,300 8.6 - - - 74 1,328,962 1,931,300 8.6 11.85 1.9
Iraq 44 925,514 1,625,920 9.4 - - - - 44 925,514 1,625,920 9.4 a25 34.6
Libya 28 832,423 1,506,168 9.1 - - - - 28 832,423 1,506,168 9.1 7.42 5.7
UAE 15 592,571 1,153,144 8.3 33 132,846 183,024 18.4 48 725,417 1,336,168 10.1 6.47 12.1
Eoypt 78 457,332 665,009 9.7 36 151,284 200,226 23.0 114 608,616 865,235 13.0 5.43 ■■ 10.4

^  L^anon - - - - 103 413,178 618,159 22.3 103 413,178 618,159 22.3 3.68 10.0
Morocco 31 317,630 525,582 6.9 19 -53,139 84,694 11.1 50 370,769 610,276 7.5 3.31 2.3
Qatar 13 289,675 431,162 6.9 6 50,499 85,583 19.1 19 340,174 516,745 8.7 3.(B 3.3
Tunisia .23 167,450 232,723 7.7 - - - - 23 167,450 232,723 7.7 1.49 6.4
Sudan 10 91,101 122,989 6.5 1 1,991 2,577 39.0 11 92,092 125,566 7.3 0.83 -

Jordan 4 44,918 71,266 12.8 2 2,719 3,702 21.3 *6 47,637 - 74,968 13.3 0.42
Syria 5 17,155 24,211 10.5 7 • 22,239 30,944 24.2 12 39,394 55,155 18.2 0. ^ 49.0
Bahrain - - - 3 21.619 38,639 18.4 3 21,619 38,639 18.4 0.21 30.1
Scrralia 3 11,297 9,907 20.6 1 1.287 1,760 32.0 4 12,584 11,667 21.8 0.11 11.4
Yenren (N) 2 3,236 4,907 9.1 - - - - 2 3,236 4,907 9.1 0.(B -
Mauritania - -  - - ■ - 1 1,581 r,964 18.0 1 1,581 1,964 18.0 ■ 0.01 1

Jibuti - - - - - - - - - - - - - - -

Oman - - - - - - - - - - - - -

Yaren ^S) - - — — - - - — — - - -

Total 405 7,535,928 12,018,596 7.9 382 3,678,035 6,020,998 16.2 787 11,213,963 18,039,594 10.6 ' 100.0 12.8

Source: Institute of Shipping Economics and Logistics, shipping statistics, Brenen, 1985 Feb Vol. 29 No. 2. 

* Average age (years).

to UHii



7,0. Recommendation and Conclusion

The basic reasons fo r  going in to  ship re g is tra tio n  were to  

o ffs e t the high cost o f tr^nspp rting  petroleum product from South 

America to  L iberia  and the desire by President Tubman to  prove tp  

the Liberian people tha t his open-door po licy  was making head-v/ay.

The p r in c ip le  behind the operation was designed to  use o f f i 

cers from the tra d it io n a l maritime state and crew from L ibe ria . In 

th is  process Liberians would have been tra ined as masters and o f f i 

cers to  take-over the command of Liberian Registered vessels. But some

where along the lin e , the tra in in g  aspect o f Liberiap crew was negl,^c- 

ted thereby reducing to ta l gain from the system of ship re g is tra tio n .

I f  the process o f tra in in g  o f crew in the early  days of the 

system had been taken seriously, L iberia  would now be , earning sub

s ta n tia l amountsfrom the system of ship re g is tra tio n . Already, I have 

.(lentionedin chapter six the substantial cash-flow .earned by Ind ia , P h il ip 

pines and South Korea by providing o ff ic e rs  and crew to  open re g is te r ie s .

At present there are more o ff ic e rs  and crew in the world today 

than the tonnage requires, Therefore, i f  L iberia  was to  consider t r a i 

ning o f seafarers fo r  vessels registered under her f la g , the conven- 

ti-pnal method of tra in in g  would be inadequate. Training would have to 

be based on a modern approach, where the seafarer would have to  be 

tra ined  at un ive rs ity  to  enable him to f i t  intojobs at tpe m in is tr ie s , 

po rts , shipping companies, tra in in g  in s t itu t io n s  and also as brokers 

and forwarders.

A man-power study would have to  be undertaken to  make an assess

ment o f the map-power needs of the various maritime industries  in the



long rup.

O

Since adequate maritime tra in in g  as described is  expected to  

havea very good e ffe c t upon e ffic ie n cy  and p ro d u c tiv ity  in maritime 

development, I wish to  emphasize tha t i t  be given high| consideration 

as a matter o f p r io r i ty .

Another aspect o f the maritime industry th a t L iberia  could 

enter into is a joint-yenture y/ith a m u ltina tiona l agreement such as 

bareboat chartering , Tliis agreement must only be done during the 

period of high ra te .

Under a bareboat charter, t  he Liberian company obtains th e . 

complete contro l o f the vessel which the company . operates as i f  

i t  belongs to  th e ir  own f le e t ,  The pompany is  responsible fo r  a l l  crew 

matters including the appointment o f the Master and the Chief E.ngineer. 

A ll costs inc identa l to  the use and operation of the vessel are fo r  the 

company's account. The company is  also responsible fo r  keeping the 

vessel in good condition and running order and th is  requires them to  

overhaql and repa ir i t  whenever necessary.

The bareboat vessels would then enter in to  a contract fo r  ma

jo r  Part o f the iron ore export trade. This so rt o f deal could ass is t 

in providing part o f the most extensive tra in in g  program.

Most o f the ore could be shipped through the Freeport o f 

Monrovia and Loy/er Buchanan, where f a c i l i t ie s  might have to  be up

graded, /ykjitional quan tities  o f ore could be obtained from Guinea.

However, consideration w i l l  have to  be given to  the fa c t tha t 

the market fo r  iron ore is  presently under'going a great deal o f un

c e rta in ty , y/ith steel output plunging in the US in the f i r s t  quarter
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of 1985 t)y 12 percent, compared to  1984, while EEC production f e l l  

only s lig h tly ,.Jap a n  steel industry revived, however, by more than 

3 percent.

One of the prime cha rac te ris tics  o f L ib e ria 's  Registry ope

ra tions is  th a t in a competitive market un restric ted  by cargo-isharing 

they provide a very f le x ib le ,  r ich  supply o f shipping services at a 

lower cost to  the buyer than would be the case i f  the be ne fic ia l pwners 

were obliged to  operate under th e ir  own national fla g s . I t  is  premature 

to  th in k  th a t th e ir  phasing out would lead to  redeployment by the bene

f i c ia l  owners o f Greece, Japan, Hong-Kong and United States to  a wide
Ht

range o f developing countries on a trade re la ted basjs. Much of them 

might probably be re-flagged under lower cost OECD countries such as 

Greede, and perhaps in the fu tu re  Spain. The extent to  which charges 

to  ship users might increase would depend upon reduced taxa tion ,

Of the small number o f ships tha t might be redeployed in 

jo in t  ventures in developing countries the owners may require high 

fin a n c ia l and p o lit ic a l guarantees q f the investment. Iro n ic , how

ever, is  the fa c t th a t in many cases re-flagged vessels operating 

in jo in t-ven tu res  under some of these flags would be ju s t as de

pendent on o ff ic e rs  and seamen from other developing countries and 

indeed, from the developed countries as in the present Liberian 

R e g is try ,'
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Some developing countries hpsting jo in t  shipping ventures 

would obtain some benefit o f the flow  of hard currency through 

th e ir  national accounts derived from the immediate revenue from, 

th e ir  new operations, although the net gain or possible loss,would de

pend uponon the ra t io  o f u n it revenue. However, net cash flows of 

fo re ign exchange could be lower than gross revenues as a re s u lt o f 

heavy outgoings on in te re s t charges, management, o ff ic e rs , and crew 

repairs and maintenance, bunkering and stores.

The large m a jo rity  o f developing countries, including Libe

r ia  which fo llow s Canada's example, w i l l  re a lise  th a t th e ir  econo;
I '

^  mic in te re s t in buying re la t iv e ly  low-priced bulk shipping in a free

market would fin d  th a t th e ir  fo re ign trade transaction in seaborne 

trade becoming less competitive anc| th e ir  imports more expensive. 

Since, many of thesecornnodities coming from these countries have a l-  

. te rn a tive  suppliers in the in d u s tr ia lize d  world, ( i .e .  Canada and 

A ustra lia  & South A frica ) such changes would have long-term im plica

tions  fo r  the narrowly based economies on the developing countries.

H,

J
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Appendix A • ^

In te rna tiona l Conventions and Agreements, Maritime or 

Related, .to yyhich L iberia  is  a Party or o f which L iberia  is  a Signa--

*  = Applied by L iberia  in advance o f coming in to  force in te rn a tio n a lly . 

N.Y.p. = L iberia  has not yet deposited ra t i f ic a t io n .

E .I.F . = Date of entry in to  force fo r  States P arties.

N .Y .I.F . = Not yet in force in te rn a tio n a lly .

IMO Conventions..................... . , , *«

1. CONVENTION ON THE INTERNATIONAL 
MARITIME ORGANIZATION 
(IMO CONSTITUTION)
06 MAR .48, Geneva 06 JAN 59 06 JAN 59

Amendments to  the Convention
on the In te rna tiona l Maritime 
Organization
28 SEP 65 (Res A.70) (03 NOV 68) 03 NOV 68
17 OCT 74 (Res A.315) . . 22 AUG 75 01 APR 78
14 NOV 75 (Res A.358) 19 NOV 79 22 MAY 82

• 17 NOV 77 (Res A.400) 14 DEC 79 N .Y .I.F .
15 NOV 79 (Res A-450) 08 JAN 81 N .Y .I.F .

I-NTERNATIONAL CONVENTION. FOR THE
SAFETY OF LIFE AT SEA, 1960 (SOLAS ■60)
17 JUN 60, London 26 MAY 64 26 MAY 65

1966 Amendments
(Abrogated: 25 May 80) '

30 NOV 66 (Res A .108) 
1967 Amendments

25 FfB 69 25 FEB 69*

25 OCT 67 (Res A .122) 
1968 Amendment

29 JAN 70 N .Y .I.F .

29 NOV 68 (Res A .146) 
1969 Amendments

25 SEP 72 N .Y .I.F .

21 OCT 69 (Res A .174) 
1971 Amendments

25 SEP 72 N .Y .I.F .

■ 12 OCT 71 (Res A.205) 25 SEP 72 N .Y .I.F .
1973 (General) Amendments

20 NOV 73 (Res A.263) 
1973 (Grain) Amendment

N.Y.R. N .Y .I.F .

20 NOV 73 (Res A.264) (01 JAN 75) 01 JAN 75*
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D

i)

D

3, INTERNATIONAL CONVENTION FOR THE
. SAFETY OF LIFE AT SEA, 1974 (SOLAS '74)

01 NOV 74, London 14 NOV 77
■ 1981 Amendments 

. ' 20 NOV 81 (Res MSC, 1.XLV) 20 NOV 81

4. PROTOCOL OF 1978 (TSPP '78) TO 
SOLAS '74
17 FEB 78, London 28 OCT 80

8. CONVEHTION ON THE INTERNATIONAL 
REGULATIONS FOR PREVENTING 
COLLISIONS AT SEA, 1972 
(COLREGS '72)
20 OCT 72, London

1981 Amendments 
19 NOV 81 (Res A,464)

5. INTERNATIONAL CONVENTION FOR THE- 
PREVENTION OF POLLUTION OF THE SEA 
BY OIL, 1954 
(OILPOL '54)
12 MAY 54, London
(OILPOL '54 - Continued)

1962 Amendments, excepting 
A r t ic le  XIV 

22 MAY 62 
1962 Amendments to A r t ic le  XIV 

22 MAY 62 
1969 Amendments 

22 OCT 69 (Res A .175)
1971 Amendments 

12 and 15 OCT 71 
(Res A.232 and A.246)

7. INTERNATIONAL CONVENTION FOR THE 
PREVENTION OF POLLUTION FROM SHIPS, 
1973 (MARPOL '73)
02 NOV 73, London

8. PROTOCOL OF 1978 (TSPP '78) TO 
MARPOL '73
17 FEB 78, London

9. ■ INTERNATIONAL CONVENTION ON LOAD
LINES, 1966 (LL '65)
05 APR 6, London

1971 Amendments 
12 OCT 71 (Res A,231)

1975 Amendments 
12 NOV 75 (Res A.319)

28 DEC 73 

(19 NOV 81)

28 MAR 62

21 AUG 63 

21 AUG 63 

25 SEP 72

(28 OCT 80)

28 OCT 80

08 MAY 67 

25 SEP 72

25 MAY 80

N .Y .I.F .

01 MAY 81

150UL 77 

01 m  83

25 JUL 58

18 MAY 67

28 JUN 67 
01 SEP 67* 
20 JAN 78

2 OCT 83 

2 OCT 83

21 JUL 68

N .Y ,I.F .

N .Y ,I.F .
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1979 Amendment
15 NOV 79 (Res A.411) N.Y.R/ , N .Y .I.F .

I)

■J)

10, INTERNATIONAL CONVENTION ON TONNAGE
. MEASUREMENT OF SHIPS* 1969 (TMS '69)

23 JUN 69, London .  ̂ 25 SEP 72

11, INTERNATIONAL CONVblTION FOR SAFE
CONTAINERS, 1972 (CS^~L?^K^ / -----^
02 DEC 72, Geneva ^  14 FEB 78

12, INTERNATIONAL CONVENTION ON STANDARDS 
OF TRAINING. CERTIFICATION AND WATCH-’
KEEPING FOR SEAFARERS, 1978 (STCW ’ 78)
07 JUL 78, London 28 OCT 80

13, CONVENTION ON FACILITATION OF 
INTERNATIONAL MARITIME TRAFFIC, 
1965 (FAL '65)
09 APR 65, London

1973 Amendment 
19 NOV 73

Amendments sto the Annex 
1969 Amendments 
1977 Amendments

14 FEB.78

N.Y.R.

(12 AUG 71) 
(31 JUL 78)

18 JUL 82

14 FEB 79

N .Y .I.F ,

15 APR 78,

N .Y .I.F .

12 AUG 71 
31 JUL 78

14. INTERNATIONAL CONVENTION RELATING •
TO INTERVENTION ON THE HIGH SEAS IN ^
CASES OF OIL POLLUTION CASUALTIES,
1969 (INTERVENTION '69)
29 NOV 69, Brussels 25 SEP 72 06 MAY 75

15. PROTOCOL RELATING TO INTERVENTION
ON THE HIGH SEAS IN CASES OF POLLUTION 
BY SUBSTANCES OTHER THAN OIL 
(INTERVENTION PROT '73)
02 NOV 69, Brussels 25 SEP 72 19 JUN 75

i)
17, PROTOCOL OF 1976 (CLC PROT '76) 

19 NOV 76. London 17 FEB 81 08 APR 81

18. CONVENTION RELATING TO C iyiL
LIABILITY IN THE FIELD OF MARITIME 
CARRIAGE OF NUCLEAR MATERIAL; 1971 
(NUCLEAR '71)
17 DEC 71, Brussels 18 MAY 8117 FEB 81



9

. '1 9 . INTERNATIONAL CONVENTION ON THE ■ '
ESTABLISHMENT OF AN INTERNATIONAL 
FUND FOR COMPENSATION FOR OIL 
POLLUTION DAMAGE, 1971 (FUND '71)

 ̂ 18 DEC 71, Brussels 25 SEP 72 16 OCT 78

20. PROTOCOL OF 1976 (FUND PROT '76)
19 NOV 76, London . 17 FEp 81 N ,Y .I,F .

s '’

S

21, ATHENS CONVENTION RELATING TQ THE 
CARRIAGE OF PASSENGERS AND THEIR 
LUGGAGE BY SEA, 1974 (PAL '74)

- 13 DEC 74, Athens

22. PROTOCOL OF 1976 (PAL PROT '76)
19 NOV 76, London

23. CONVENTION ON LIMITATION OF
LIABILITY FOR MARITIME CLAIMS, 
1976 (LLMC '76)
19 NOV 76,' London

17 DEC 80 N.Y.J.F.

(To be deposited on entry 
in to  force o f PAL '74)

N .Y .I.F -

17 DEC 80 N .Y .I.F .

ILO Conventions

24. ILO CONVENTION NO. 22 CONCERNING 
SEAMEN'S ARTICLES OF AGREEMENT, 1926
24 OUN 26. Geneva 21 JUN 77 21 JUN 78

25. ILO CONVENTION NO. 23 CONCERNING 
REPATRIATION OF SEAMEN, 1926
23 JUN 26, Geneva 21 JUN 77 21 JUN 78

26. ILO CONVENTION NO. 53 CONCERNING
^  THE MINIMUM REQUIREMENTS OF

PROFESSIONAL CAPACITY FOR MASTERS 
AND OFFICERS ON BOARD MERCHANT 
SHIPS, 1936

A  24 QCT 36, Geneva 09 MAY 60 09 MAY 61

27. ILO CONVENTION NO. 55 CONCERNING 
THE l ia b il it y  OF THE SHIPOWNER IN

• CASE OF SICKNESS, INJURY, OR DEATH
OF SEAMEN, 1936 ^
24 OCT 36, Geneva , 09 MAY 60 ' 09 MAY 61

28. ILO CONVENTION NO. 58 CONCERNING 
THE MINIMUM AGE FOR ADMISSION OF 
CHILDREN TO EMPLOYMENT AT SEA, 1936 
24 OCT 36, Geneva 09 MAY 61

ft

*

¥
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29. ILO CONVENTION NO. 73 CONCERNING 
THE MEDICAL EXAMINATION OF
SEAFARERS, 1946 E .I.F .
06 vIUN 46, Geneva ' N.Y.R. 17 AUG 55

30. . ILO CONVENTION NO. 87 CONCERNING
freedom of ASSOCIATION AND PROTECTION
OF THE RIGHT TO ORGANISE, 1948
09 JUL 48, San Francisco 25 MAY 62

%

31. ILO CONVENTION NO. 92 CONCERNING 
ACCOMMODATION OF CREHS (REVISED), .1949
18 JUN 49. Geneva 21 JUN 77

32. ILO CONVENTION NO. 98 CONCERNING 
THE RIGHT TO ORGANISE AND TO BARGAIN 
COLLECTIVELY, 1949
01 JUL 49, Geneva 25 MAY 62

33. ILO CONVENTION NO. 108 CONCERNING 
SEAFARERS' IDENTITY DOCUMENTS, 1958
13 MAY 58, Geneva 08 JUL 81

25 f4,AY 63

21 JUN 78

25 MAY 63

08 JUL 82

34, ILO CONVENTION NO. I l l  CONCERNING 
DISCRIMINATION IN RESPECT OF 
EMPLOYMENT AND OCCUPATION. 1958
25 JUN 58, Geneva 22 JUL 59 22 JUL 60

35. ILO CONVENTION NO. 112 CONCERNING 
THE MINIMUM AGE FOR ADMISSION TO 
EMPLOYMENT AS FISHERMEN, 1959 
19 JUN 59, Geneva ■ 16 MAY 60 07 NOV 61

36, ILO CONVENTION NO. 113 CONCERNING
THE MEDICAL EXAMINATION OF FISHERMEN, 

5  1959
rf. 19 JUN 59, Geneva 16 MAY 6Q 07 NOV 61

">v
■#

£)

37. ILO CONVENTION NO. 114 CONCERNING 
FISHERMEN'S ARTICLES OF AGREEMENT.
1959
19 JUN 59, Geneva . 16 MAY 60

38, ILO CONVENTION NO. 113 CONCERNING 
ACCOMMODATION OF CREWS (Supplementary 
P rovisions), 1970
30 OCT 70, Geneva - 08 MAY 78

07 NOV 61

N .Y .I.F .

39. ILO CONVENTION NO, 147 CONCERNING 
MINIMUM STANDARDS IN MERCHANT SHIPS,
1976
29 OCT 76, Geneva 08 JUL 81 08 'JUI 82

87



R rtK^pK (C .M .I.) Conventions

40. INTERNATIONAL CONVENTION FOR THE 
UNIFICATION OF CERTAIN RULES OF LAW 
WITH RESPECT TO COLLISION BETWEEN 
VESSELS (1910 COLLISION)
23 DEP 10, Brussels

41 INTERNATIONAL CONVENTION FOR THE 
UNIFICATION OF CERTAIN RULES OF LAW 
RELATING TO ASSISTANCE AND SALVAGE 
AT SEA (1910 SALVAGE)
23 SEP 10, Brussels

42. PROTOCOL OF 27 Î AY 1967 TO 
1910 SALVAGE

43. [NTERNATIONAL CONVENTION FOR THE 
JNIFICATION OF CERTAIN RULES OF LAW 
DELATING TO BILLS OF LADING 
(1924 HAGUE RULES)
25 AUG 24, Brussels

N.Y.R.

N.Y.R.

N.Y.R.

N.Y.R.

44.

45.

46.

47.

48

PROTOCOL OF 23 FEB 1968
(HAGUE-VISBY, 1968) N.Y.K.

PROTOCOL OF 21 DEC 1979 TO ■
1924/68 HAGUE RULES

INTERNATIONAL CONVENTION FOR THE 
UNIFICATION OF CERTAIN RULES RELATING 
TO PENAL JURISDICTION IN MATTERS OF 
COLLISION OR OTHER INCIDENTS OF 
navigation (1952 PENAL JURISDICTION)
10 MAY 52, Brussels N.y.K.

Miscellaneous Conventions and Agreements

CONVENTION ON THE HIGH SEAS, 1958 
29 APR 58, Geneva

INTERNATIONAL HEALTH REGUL/\TIONS,

25 JUL 69, Geneva, as Amended (1973)

N.Y.R.

(01 JAN 71)

49 INTERNATIONAL TELECOMMUNICATION 
CONVENTION, 1973 
25 OCT 73, Malaga-Torremolinos 25 SEP 75

88

F T F 
Oi MAR 13

E .I.F .
01 MAR 13

E .I.F .
15 AUG 77

E .I.F .
02 JUN 31

E .I.F .
23 JUN 7

N .Y .I.F .

E .I.F .
20 NOV 55

E .I.F .
30 SEP 62

01 JAN 71

22 SEP 75
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50. RADIO REGULATIONS PRESCRIBED BY 
THE INTERNATIONAL TELECOMMUNICATION 
UNION
21 DEC 59, Geneva,

' as Revised (1974 - 8 1 )  , (22 SEP 75) 22 SEP 75

51. CONVENTION ON THE INTERNATIONAL 
MARITIME SATELLITE ORGANIZATION ,
1976 (INMARSAT C)

C^^SEP 76, London 14 NOV 80 14 NQV 80

52. OPERATING AGREEMENT (INMARSAT OA)
03 SEP 76, London ■ 14 NOV 80 14 NOV 80

53. AGREEMENT REGARDING FINANCIAL 
' SUPPORT OF THE NORTH ATLANTIC

. ICE PATROL
04 JAN 56, Washington • 23 APR 58 23 SPĴ  58

54. INTERNATIONAL AGREEMENT REGARDING 
THE MAINTENANCE OF CERTAIN LIGHTS - 
IN fflHE RED-SEA
20 FEB 62, London - 05 JU!_ 67 05 JUL 67

55. CONVENTION ON THE PREVENTION OF 
MARINE POLLUTION BY DUMPING OF 
WASTES AND OTHER MATTER; 1972
(LDC '72) E .I.F .
13 NOV 72, Londpn N.Y.R. 30 AUG 75

•1978 (Disputes) Amendments
12 OCT 78 N.Y.R. N .Y .I.F . .

Amendments to  the Annex
1978 (In c ine ra tion ) E .I.F .
Amendments N.Y.R. 11 MAR 79
1980 Amendments N.Y.R. 11 MAR 81

56. CONVENTION ON THE RECOGNITION AND 
ENFORCEMENT OF FOREIGN ARBITRAL
AWARDS. 1958 ' E .I.F .
10 JUN 58, New York . N.Y.R. 07 JUN 59

57, VIENNA CONVENTION ON THE LAW OF 
TREATIES, 1969
23 MAY 69. Vienna N.Y.R.

E .I.F .
27 JAN 80

58. U.S.-LIBERIA AGREEMENT CONCERNING 
JURISDICTION OVER VESSELS WITHIN 
THE LOUISIANA OFFSHORE OIL PORT 
(LOOP). 1979 
16 JAN 79, Washington

89

16 JAN 79 16 JAN 79
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IMP Codes Implemented

59. INTERNATIONAL MARITIME pANGEROUS 
GOODS CODE, 1965 (CDG), AS AMENDED

' 17 SEP 65, London (Res A.81) (01 MAR 79) 01 MAR 79*

60. CODE FOR THE CONSTRUCTION AND 
EQUIPMENT OF SHIPS CARRYING 
DANGEROUS CHEMICALS IN BULK, 1971 
(BCH)
12 OCT 71, pondon (Res A.212) (19 AUG 76) 19 AUG 76*

61. CODE FOR THE CONSTRUCTION AND 
EQUIPMENT OF SHIPS CARRYING LIQUEFIED 
GASES IN BULK, 1975 (CGCC)
12 NOV 75, London (Res A.328) (19 AUG 76) . 19 AUG 76*

62. CODE FOR EXISTING SHIPS CARRYING
LIQUEFIED GASES IN BULK, 1975 
(EGCC)
12 NOV 75. London (Res A.329) ' (19 AUG 76) 19 AUG 76*

63. CODE FOR THE CONSTRUCTION AND
EQUIPMENT OF MOBILE OFFSHORE DRILLING 
UNITS, 1979 (MODU)
15 NOV-79, London (Res A.414) (01 OCT 80) 01 OCT 80*

64. CODE OF SAFE PRACTICE FOR BULK 
CARGOES, 1979 (BC)
15 NOV 79, London (Res A.434) (30 OUN 81) 30 JUN 81*

Republic o f L iberia  
Bureau of Maritime A ffa irs  
30 December 1982

2-081-1

90



Appendix B

Open Registry Tanker Performance

In Appendix B I note w ith deep in te re s t the pub lica tion  o f the 

Tanker Advisory Centers' 1985 "Guide fo r  the Selection of tankers" which 

assesses the p ro b a b ility  tha t an ind iv idua l vessel chosen fo r  chartep 

w i l l  perform s a t is fa c to r ily  fo r  the characters. I t  also accumulates the 

data by fla g  of re g is try  and ranks them on the basis o f 5 (high) to  1 

(low ). In te re s tin g ly , there were few changes when one compare 1985 

w ith 1984, and the open re g is tr ie s  again earned a higher ra tin g  than 

the world average which, fo r  1985, i^  3.17.

Country o f 
Registry

Fleet
size

1985
Fleet
average

Fleet
-s ize

1984
Fleet
average

Japan 192 4,5 212 4.5
Norway 172 4.0 .m -191 3.9
Singapore 61 3.9 62 3.9
France 50 3.9 58 3.8
Panama 227 3.4 210 3.3
L iberia 655 3.3 725 3.3
I ta ly 98 3.1 96 3.0
United Kingdom 179 3.0 199 3.-1
B raz il 69 3.0 66 3.0
United States 265 2.7 275 2.6
U.S.S.R. 218 2.6 218 2.6
Greece 246 2.4 299 2.3

Among the smaller open re g is tr ie s , the Bahamas rose to  3.8 

from 3.7 and the Netherlands A n tille s  dropped to  3.3 from 3.4. As was 

the case la s t ye^r, those countries whose delegates at UNCTAD have 

been most vocal in demanding th a t open re g is tr ie s  be "phased out" in 

order to  "upgrade" safety and p o llu tio n  prevention standards were 

w ell behind the leading open re g is try  nations. For instance, Sri Lanka 

posted a 2,3, India a 2,9, Libya a 2.5, the Philipp ines a 2.9 and 

Iraq a 2.2.

Source: FACS Forum, B it t in g  the B u lle t in Geneva, 1985 July
Tanker Advisory Gentries "Guides fo r  the Selection o f Tankers, 1985.
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Lloyd's R egister o f Shipping
AUTHORISATIONS GRANTED BY GOVERNMENTS TO LLOYD'S REGISTER OF SHIPPING 

TO UNDERTAKE SURVEYS AND ISSUE CERTIFICATES

1 f'CARGO SHIP SAFETY CONSTRUCTION 1 CARGO SHIP SAFETY CONSTRUCTION [ff- CARGO SHIP SAFETY CONSTRUCTION
,
1t
k
»
1 • h,>

' i
%
%t-

1 : CARGO SHIP SAFETY EQUIPMENT

;

CARGO SHIP SAFETY EQUIPMENT
'i

I

CARGO SHIP SAFETY EQUIPMENT
1 [ ‘ PASSENGER SHIP SAFETY ] PASSENGER SHIP SAFETY 1 PASSENGER SHIP SAFETY
1 1 LOAD’ LINE ' 1 LOAD LINE LOAD LINE
1 ( TONNAGE i  TONNAGE 11 TONNAGE
1 NARPOL HARPOL HARPOL
. .RADIO

1
i#

RADIO i; RADIO
K ' ' NATIONAL 

GOVERNMENT
NATIONAL

GOVERNMENT
NATIONAL

GOVERNMENT
Abu Dhabi (U.A.E.) * * i t i t  ? Hong Kong 0 ■ i t Philippines ! i
Algeria * * * i t i t i t Hungary ■ 0 ■ ¥ l Poland ■■9 ■■■ 1

; jAggola ■ 0 0 0 Iceland ■ ¥ i Portugal ■ ¥ Cm . »

stra lia i t India i t 0 ¥ ■ ^ Qatar ¥ ¥ ¥ ¥ r̂
'* Austria * 0 ¥li t t Indonesia 0 0 ¥ 0 ¥̂ Romania 0
^f^ahanas ¥ i t * * Iran i t i t ¥¥ ¥ ¥1 St. Vincent and 

the Grenadines ¥ ¥ ¥¥ ¥̂ IF\ 1 Bahrain * * i t Irag / i t i t ¥ 0 ¥
' ^ngladesh * Ir ish  Republic 0¥ ifef Saudi Arabia m
t 1-' .rbados * * i t *1; Israel 0 0¥ 15¥ Senegal ¥
" )elgium * ■ Ivory Coast i t i t ¥ ¥ ¥? Seychelles ¥ ¥ ¥̂
"^Benin i t Jamaica ¥ ¥: Sharjah ¥ ¥ ¥¥ ¥̂ h
,1 Bermuda 0 0¥ Jordan i t ¥ ¥ l¥ Sierra Leone 0 0 ¥ OCy
I  Bulgaria \6 Kenya i t ' i t ¥ ¥ Singapore ¥ ¥¥¥ ¥¥̂ It
1 Burma r : Korea r \o O ' ; Somalia ifi ¥ ¥ ¥̂ It
1 Burundi * * ¥ 1 Kuwait i South Africa ¥ I
i Cameroon 0 J: Lebanon ■ i t ¥ ■■ ; Spain

__
0

1 Canada 0 ■ n Liberia * i t i t ¥ ¥ ¥ ¥ ! Sri Lanka ¥ ¥ ¥ ¥ \ ¥ • V
1 Cayman Islands 0 i t 1 Libya * i t i t ¥ ¥ ¥ l 1 Sudan ¥ ¥ \  ■It

‘1 Chile 010 j 1 Madagascar ¥ 1 Surinam ¥ 0 ¥ ¥ \
,1 China 0 0 0 O i Malaysia i t i t ¥ ■j ¥ ¥ Sweden ■ ¥
!i Colombia i t i t * s i t? Malawi 0 i Switzerland ¥ t ¥ )t
‘ Costa Rica 0 ¥ Maldives i t ¥ i ¥ Syria ¥ )t
i  Cuba 0 ¥ 0 * i t Malta i t i t ¥ 0 ¥ 0 I Tanzania ¥ ¥ ¥ ¥ ' X
1 Cyprus ¥ ¥ i t i t i t Mauritius i t — ¥ ¥ ¥ Thailand 0 0 ¥ jIt
f p ’echoslovakia ¥ ¥ * i t ' Mexico s Tonga ¥ ¥ ¥ ¥ ’It
f^t/enmark 0 ■ ife I Monaco ¥ i Trinidad C Tobago ¥ ¥ ¥ ¥ M
../Dominican- Republic o i t s Morocco i t 0 ¥  ̂ Tunisia ¥ ¥ ¥

t•I Dubai ! * * i t i t i t 1 Mozambique i t ¥ ¥ ¥ i Turkey ■ 0
1 Ecuador 0 0 00 00 1 Nauru i t i t ¥ ¥ ¥ ¥ 1 Uganda ¥ ¥ ¥ ¥ K

M
i
1

^ ' y p t * 0 * ■ 1 Nepal i t i t ¥ ¥ ¥ United Ar.ab Emirates ¥ ¥ ¥ ¥ ¥
■^'cthiopia * i t i t i t 1 Netherlands ■ ■ ■ ■ ■ United Kingdom ■ ■ ¥ ¥ ■
•59-^Finl'and m i t i t I New Zealand ¥ 1 Uruguay 00
1 Fed. Rep. Germany 0 i  Nicaragua i t 0 ¥ ¥ ¥ ¥ lu .S .A . 0 ̂ •
r-Fipi i t 1 Nigeria i t i t ¥ ¥ i U.S.S.R. 0 000 0 <r>m
 ̂ France i t 0 [ Norway i t ¥ 0 M i  Vanuatu ¥ ¥ ¥ ¥ : 1

1 Ghana ¥ ¥ i t ¥ ¥ 1 Oman i t ¥ i t ¥ ¥ ¥ ¥ I Venezuela ¥ 0 ¥
j1 Gibraltar * ¥ i t i t i t 1 Pakistan i t 0¥ ■ ¥ Vietnam ¥ ¥ ¥ ¥■

1 Greece * * * * ■ i t i t 1 Panama i t i t i t ¥ ¥ ¥ ¥  ̂ Yemen Dem. Rep. ¥
1 Guinea i t Papua New Guinea i t i t ¥ ¥ ¥ ¥ i Yugoslavia 0 0 0 0 C
1 Haiti' ¥ 0 ¥ ¥ ¥ i t Paraguay 0 < Zaire ¥ 1 ¥ ¥'■i
r l Honduras * jt i t i t i t Peru 0 < Zambia ¥ ¥ 1 ¥ •
1 Si: I

!3 s s :

^  Society has complete authority l;o survey and -issue appropriate cert if ica tes .

O  Society has some degree of authorisation and has acted on behalf of Government.

Society has some degree of authorisation and has acted on behalf of Government
*  Certificates issued by National Administration
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