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Preface

This study ofLiberia as a Maritime Flag State, and Its
Economi@ Impact is a requirement in partia}l fulfillmept of a master-
degree thesis at the World Maritime University (WMU) Its focus is
Liberia's Flag Registration commonly known as "Open Registry System"
or "Flag of Conyenience" which began in the late forties,

The motiyations for updertaking the study inélude a per-
- sonal interest in the subject matter and the need for a Liberian to
treat the subject which has become a contyoversial issue in the Mari-
time world. ' .

Finally, thé yiews 1 express herein on this yery important
topic are exclusively mine, and reflect in no way those of the

Government of Liberia (NPA), which-I currently serve,

A. Lamii Kromah
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1.0. * Introduction

1.1: General

While Liberia is not regardedasaﬁraditionél nation in the
world of shippiné, it can be said that she has had a minor maritime
tradition of her awp, Liberia's fleet in the mid-nineteenth century
was a striking achievement, since many of her 300 sailing ships were
constructed-and wholly owned in Liberia and became anSimportant, if
temporary, factor in the West African economy. But, that;ﬁifet had
nearly vanished by 1900, as large German and Britjsh steaﬁsﬁ%psxjirm\

1 .
campleted for the coastal trade of the West Africa_ region. For this -

‘reason it is Qery unfair to call Liberja a non-maritime nation.

However, recent (1950s) characteristic of.§ﬁip registration in Libe-
ria where non-nationals have become owners of vessels is now a con-
troyersial issue in the Maritime World.

The registration of ships under the Liberian and Panaman
flags is known as flag of convenience oy open registry to use cur-
rent terminology.

It has the following featuresacawdng‘uhtpe Rochdale report
of 1970:

i) The country allows ownership and/or control of its mer-
chant vessels by non-citizens; '

ii) Transfer from the registry at the ownér's option is not
restricted; -

iii) Taxes op the income from the ships are not levied locally

or are low. A registration fee and an apnual fee, based on
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tonnage, are normally the only charges made;

iv) “The country of registry is a small power with no national
requirement under any foreseeable circumstances for all the
shipping registered; |

V). ﬁannimgof ships by non-pationals is freely permitted; and

vi),'Thecountry of registry has neither the power not fhe ad-
ministrative machinery effectively té empose any govern-
ment or inpternational regulations; nor has the country the
wish or the power to control the companies themselves. 2
The Rochdale report then. goes on to emphasize that these

countries.could be-dfstinguished by the fact that it was only‘for

them that all these conditions applied and that it was 6h1y they

which effectively had no possibility of imposing taxation on

shipping in the future.

“However, in view of recent moves by Liberia to tighten up
caontral of veséels operating under her flags, items (ii) ahd (yi) of
the Rochdale definition war}ant revision:_actess to the Liberian regi-
stry is no longer as easy and automatic és it Qas in thé 1960's and
the Liberian government does now attempt to enforce effective regu-
lations.."3

Countries that have tried the system in their history of a

existence are listed in figure I.

Many of these countries were not as successful as Panama

and Liberia and therefore have dropped out, Of late Sri Lanka and-Vanuatu

have become open registry. countries. Many other countries ipclu-

"ding: Sierra Leone are now considering the system.




Figure 1

History of open registry

Period

16th Century
17th Century
19th Century

Napoleonic Wars

War of 1812

1922

1920 - 1930
193Q's

1939 -~ 1941

Flag of Registry

Motivation

SpaniSh

French

Norwegian

German

Portuguese

Panamanian

Panamanian

Honduran

Panamanian

Panamanian

English merchants circumvented
restrictions limiting non-Spanish
vessels from West Indies trade.
English fishermen in Newfoundland
used Frepch registry as a means to
continue operatipn in conjunction
with British registry fishing boats.
British trawler owners changed re-

gistry to fish off Moray Firth.

Engliéh shipoyners changed registry
to avoid the French blockade.

U.S, shipowners in Massachysetts
changed registry to avoid capture
by the British.

Two ships of United American Lines
changed from U.S, registry to avoid

. laws on serving alcoholic beverages

aboard U.S. ships.

U.S. shipowners switched registry
to reduce operating costs by employ-
ing cheaper shipboard labor,
Shipowners with German-registered
ships switched to Panamanian regis-
try to avoid possible seizure.

wifh encouragement from the U.S.
Government, shipowners switched to
Papamanian registry to assist the
Allies without violating the Neu-
trality Laws. European shipowners
also switched to Panamanian regis-
try to avoid wartime yequisitjoning
of their vessels.




1946 - 1949

1949 -

1950-]ate 1970

Papamanian

Liberian

Liberian
Panamanian
Honduran
Costa Rican
San Marinese
Sierra Leonean
Lebanese
Cypriot
Haitian
Somalian
Omani
Manxman

and others

More than 150 ships sold under the
U.S. Merchant Sales Act of 1946
were registered ip Panaman - as jt
offered liberal registration and
taxation adyantages,

Low registration fees, a well wri-
ting code, absence of Liberian ta-
xes, absence of operating and crew-
ing restrictions made registry eco-
nomically attractive.

As registry in U.S. and other coun-
tries become increasingly unecono-
mical, many countries competed for
ship fegistrations, recognizing the
economic benefit to the hast flag
country; only a few succeeded in
attracting sigpificant registrations.

-

-Source: IMA, Economic Impact of Open Registry shipping, 1979.




Other third world countries that are not opep registry
countries but have registered vessels under the Liberian or Pana-

ménian flags are listed in figure II

. Countries in Latin America that Registered Vessel
Figure I\ der Liberian ar Panaman Flags

1,000 grt % of fleet
National flag Foreign flag Under foreign flag
Argentina . 1,868 5 0.3
Brazil 4,590 371 8.1
Chile ‘ 563 169 30.1 «
Colombia 236 42 6.1
Mexico . 863 203 23,6
Venezuela 9,794 - 915 20.0
Total : 17,914 1,708

This thesis is therefore geared towards looking at Libe-
ria's Maritime Flag State Policy (1947 - 1984) and It's Econamic
Impact; ‘
' Chapter two looks af the histbrical development of the
Liberian Regjstry while chapter three considerssome aspects of legi-
slation and maritime practices Chapter four and five treats some con-
troversial issues and encourages interested parties to carry out de-
tailed, quantifiable assessments that are required to escadlish  whether
the proposed phasing out of the open registry system is in their true
economic and social interests. These issues should then be considered

on the rights and interests of individual states, in the light of its
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" merits and not merely emotional responses based on an ideological and

political differences.
Chapter six considers the economic impact on the World
in general and Liberia in particular, Finally, the last chapter

is deyoted to recommendationsand conclusions,




2.0, Historical Development

2f1. General

Dissatisfied with Panama's conditions;,American owners in
the oil tanker charter busipess searched for new means of maintaining
competition with European fleets. Using private capital and public
influence derived through hjs extensive contacts as a former corpora-
tion director and former Secretary of State, in 1947 Edward R.
Stettenius, Jr,;organized Stettinius Associates - Liberiaaihcorpo_
rated as a system of private - direct economic aid to Liberiﬁ. -
His ambitious plan soon outreached available capital, but the Libe-
rian ship registration system rapidly grew far Béyond its original
scope. That system is tﬁe most important institutional survivor of
the Stettinius carporate activities of the period, and evéntually
it brought'Liberia to rank as the world's'largegt maritime power in
total registered merchant tonnage (see figure'III).

~Late in 1947, shipowners asked Stettinius if Liberia had a
system of ship registration and he replied that he did nat know, but
would look iﬁto it for them. In January 1948, E. Stanley Klein, an
attorney for Stettinius Associatesreported certain shipping interests
had indicated a willingness to obtain registration under the Liberian
. flag. Thereafter, the idea of maritime‘registration remained on the
agenda of StettiniusAssociate§j A A

Between April and July 1948, the Stettinius group drafted
the laws thatwould implement pyoposals to set up a corporation code

for Liberia and to form a service corporation through which foreign




.

corporations would be established. While these plang moved along
quickly it took a montﬁ longer to prepare the maritime code.

During this period, Stettinius yiewed Liberian ship regi-
stration as a possible minor adjunct to his other Liberjan enterprises.
He noted. that gasoline could’be sold at a profit in Liberig for twen-
ty cents a gallon but that it'cost sixty-five cents due to a cartel
worked out by Shell, Sacany - Vacuum, and Texaco. "We must consider”,
he remarked, "The possibility of Yepezuelan oil brought in by tanker
under the Liberian flag to break the cartel and bring the prices down".9
Under such.a plan, Stettinius Assaciates would directly set up Liberian-
registered shipping for Liberian benefit. Hed’envisioned a variety of
othre ways to utilize the maritime law, In August 1948, he looked inte the
possibility of transporting iron ore, calculating that one m@llion tons
of qre moved from Monrovia to Baltimore coﬁld be brought at a rate under
three dallars per ton if the company used Liberty ships manned by officers
from nations such as Netherlands and Scotland, with the balance of the
crew Liberians.

By mid 1948, President Tubman of Liberia, as well as the offi-
cers of Stettinius Associates, grew anxious to get ship registration
underway, Tubman wanted visible results in the form of févenue and ac-
tion to justify his arrangement with Stettinjus. The corporation, for
its part; wanted to show some revenue, in order to attract new investment,
as salarjes and travél expenses of the staff rapidly consumed the ori-
ginal fundi.ng.10 With both sides eager tqQ get the corporation going,
Mackey and Klein consultancy firm worked with considerable haste, some

times simply copying comparable elements of the United States Code.
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The Liberian Legislature made some changes jn the Code,
Prominent among the changes'was placipg direct authority @n the
office of the Secretary/ of the Treasury rather than the Secretary
6f Commerée, as the company's written draft hqd indicated. (See
figure IV). More significantly, the Liberian Maritime Commissianer, .
reporting to the Secretary of the Treasury (now Ministry of Finance)
was to issue rules and regylations directly, without required con- .
sultation with the proposed Stettinius-organized contracting com-
pany, as the first draft indi,cated,11 Aside from these changes, the
]egislétive - approved draft kept almost perfect fidelity to the «
original, even to the ampunts of fees and %jnes. The Liberian legi-
slature accepted the rewritten code in Noyember 1948, and President
Tubman signed it into law in becember 16, 1948.12 Because the code
was properly enacted, it had the same status, from ah international
point of view, as other natiopal laws governing ship registry and

flag use.

2.2. Ships Registration as a Business

© Liberia's ship registry systém represented a clear departure

from the Panamanian system ip several important respects, while it

retained the features that attyracted shipping to Panama's flag in the
1940s ; '

- The transfers and registry woulq be handled by the Inter-

natjopal Trust Company office in New York, rather than by

*

a consular network.




- The system would be administered largely by International
Trust Company employees, and not by the patronage - appoin-
tee nationals of the flag state.13
- The system would be frankly funded by the 27 percent ($:~325
of each $1.20) retention of fees, eliminating the necessity
. for irregular fee collection.14 |

- The code was‘written carefully, by American corporate
officers, to conform to American needs.

- Sipce the code was duly passed by the Liberian Legisla-
ture, it would haye the status, ip international law, of,
.other national flag laws.

- -Liberian-registered vessels could be owned by any citizen
or corporate entity of any state in the world; Liberian in-
corporafion was not required.

- Minor advantages could be found in the fact that all laws and
transactions would be written in Engiish; Liberia's curren-
cy was the American dollar.

Although several companies, including Gulf Oil, the Farrel
Lines, Delta Shipping, and the Ludwig-owned National Bulk carriers,
had‘expressed interest in Liberian registration in 1948, the first
ship officially registered in 1949 under the new Liberia Maritime
Code was the World Peace , a tanker owned by Stavros Niarehoz and

under charter to Gulf 0i1."?

By the end of 1949, five ships had been re-
gistered, and in 1950, the totalclimbed tp twenty-two. Registration
steadily increased and by 1955. Liberja surpassed Panama in tonnage,

and in 1956, by thenurber of ships registrated. See figure II1 far

10




the comparative positions of fleet throughout. )

The Liberian registry, which did compete and eventually
surpass Panama's system, was upique in its origins. Frankly designed
to meet the needs of American shipowners, the Liberian Maritime Code
took the best ideas of the Panamanian arrangement, and avéided its
worst aspeﬁts by substituting a well-run business organization for
the unreliable consular network, Key individuéls in the Army, Navy,
State Department, in ESSO, and in the shipping community had been
involved ithhe planning stage .16 Through crucial personal contacts
availabie to Stettinjus because of his spectacular career in busirkss
and government seryice', large shipownersvere ready to traﬁsfer their
ships and to place newly byilt yessels under the Liberian flag. While
neyer Qffficially endorsgd by the State Department)tﬁe creation of
the code under the leadership of g former Secretary of State, and its
low-key review by a respected business leader under contract to the
Department, gave the orgahization and the Liberia registry system
a degree of legftimization for American shipowners never achieved
by Panama, which by the late 1940s had earned a reputation for cor-
ruption and instability. But, no sooner had the Liberian flag begun
to attract regist¥y, that it, along with Panama's.flag, became the
target of widespread and now better-organpized, attacks from labor

organizatipns and shipowners in traditional maritime states.

2.3, Problem of Election to the Maritime Safety Committee (MSC)

When the IMO held its first assembly in 1959, two policy

problems immediately arose. Under article 12 of IMO (formerly IMCQ)

1"
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Convention the organization was to be composed of ab assembly, a
council,a maritime safety committee, and required other organs.
Arti;le 28(a) of the convention esfablishing the organization pro-
yided that the MSC should consist of“14 members elected by the
Assembly fram the Member Goverpments of those nations having an
important interest in maritime safety, of which not less than
eight shéll be the largest ship-owning nationsi‘17

. Immediateyﬂ, attempts were made . to elect France and
West Germany on the Maritime Séfety Commjttee (MSC). Liberia,which

was ranked third 6n\the world tonnage scale was deprived of .. , «

membefship in one of IMO's most important committees. The IMO dispute
was final;y submitted to the International Cpurt of Justice for an
advisory opinion on the following question: (with UK, France, Norway,
the Netherlanas on one sidg, and Liberia, Panama, fhdia aﬁd the USA
onthe pther.

- "Has the aséembly, in not electing Liberia and Papama to
the Maritime Safety Committee exercised its . electoral power in a
manner in accordance with the provisions of Artiéle 28(a) of thé
Convention of March 6, 1948 for 'U@ establishment . of the Inter-Govern-
mental Maritime Consultative O;;anization."18

At trial was the principle of a state's freedom to fix
the conditions for the granting of its nationality to ships, for the
registrationkof ships, and for the right of ships to fly its flag.‘19
Those for the election of Liheria to MSC argued that only reference

to actual ship registry would meet the requirement of the Convention

12
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and that to look behind the law of the flag was to {nvite "inter-
nationa] legal anarchy" and the "disruption of the legal order which
has -already been established."20 Those against the election of Li-
beria to the MSC argued that a "genuine link" had to bevestablished
betﬁeen registration and ownership and that registration alone pro-
ved nothing.21 By a nine-to-five vote the court held that the non-
eiection of Liberia and Panama to the MSC meant that.the IMO assembly
had failed to camply with this requirement under the convention.?2
The décision was entirely correct as it preseryed the sovereign rights

-

of states to affix their nationality to ships as they wished,

2.4. Present Position of the Liberia's Registry

The growth of the Liberian fleet since 1963 has been pheno-
menal, After very rapid growth in the 150's there was é brief decline
in the 1960's but since 1963 a- rapid pattern of grpwth has emerged
(see figure III), Between 1968 and 1978 the world fleet increase at
an annual rate of 7.6 percént while the Liberian fleet at 12.3 percent,
as oberators unable to manage‘under their national flags swithed to |
open registries in order fo keep down cost, ayqid undue bureaucratic
interference witﬁ their operations and, where possible, make higher
profits, all legitimate objectives. . ~n

Today, Liberia is the largest shipping nation in the world
in terms of .tonnage with 56,453,940 gross registered tons flying the
Liberian flag as of April 1, 1985, (see figure VI), accounting for
14.8 percent of the world fleet.

13




Figure 111
Liberia's Registry as Compare to World Fleet (1948 - 1984)

LIBERIA WORLD
" Steam & Motor Steam & Motor Year
Gross Gross
No. Tonnage No. Tonnage

2 S 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
69 595,198 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

y 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
1,085 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 1961
853 10,573,158 38,661 139,979,813 1962
893 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 1965
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 44,443,682 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 73,832 419,810,651 1980 o
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 76,0068 418,682,442 1984

Note: Liberian registry accounts for 14.8 GRT and 17.5%.dwt of the World
total gross registered and deadweight tonnages.
Source: L*loyd Registry of Shipping Statistics, 1984

14




Figure IV 4
ADMINISTRATIVE ORGANIZATION OF THE LIBERIAN BUREAU OF MARITIME AFFAIRS ?”

MINISTRY OF o
FINANCE 2 i

OFFICE OF COMMISSIONER
OF MARITIME AFFAIRS

‘ I
OFFICE QF : i
- )
DEPUTY COMMISSIONER “3
- p |f:"
r ) ‘\"7 %
Licensing Marine ' Documentation,
and Radio Safety Recording and o
Department, Department Registration ‘jﬂ
— . - Department i
Merchant Marine A'Investigatlon*] _ :
— Personnel : ivision |_{Recording !
Division _ Divi
B . _[Technical \ ' ,
Radio Division | “IInitial
Commupications . ' £ [Registration
i8] S | _|Safety Analysis * Division
. . Division —
: Documentation ‘
r‘ : ) Division j
| Marine | Marine XL
Inspection , Inspection
Division 1 Division II o
’ Regiopal Marine Regional Marine Regional Marine i
Safety Office Safety Office Safety Office =
(Far East) (UK & Europe) (Mediterrranean) 2
Source: IMA, Economic Impact of Open Registry Shipping, 1979 . 5

|




The deadweight ton of the 1694 vessel registered upder the

Liberian flag is 110,154,538, accounting for 17.47 percent of the

total warld merchant fleet by deadweight (see figure V).

Figure V

Yea

1950
1960
1970
1975
1980
1985

Changes in Liberia Registry (1950 - 1985)

MIL DWT % world total
500 0.5
19.100 11:3
56.600 18.0
126,000. 23.2
159.000 23.7
110.200 17.5

Source: L'loyds Register of Shipping Statjstics, 1985.

Figure VI
Six (6) Largest World Merchant Fleet by Flags as of April 1st, 1985
No flag No of ships grtl nrt dwt, Share of
flag dwt %

Liberia 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 193848,554 51,889,725 8.23
USSR 3036 19,264,682 10,088,779 25,912,027 4.11
us 0991 16,345,126 11,1933016 25,586,600 4,06
All flag 34037 376,346,886 247,911,541 630,514,033 100.00

Liberia Registry fleet ranks number one among the six lar-

gest Merchant Fleets of the world.

Source:. Bremen Instituteof Shipping Economics, .
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2.5. The Employment Figures -

There are reasonable statistics abouf employment of non-
nationls on Liberian flag vessels. This again is an omission that
needs urgent rectification in so far as reporting procedures allow,
Certainly there is no reason to assume that the Liberian flag, in
this resﬁect, is typical of open registries as a whole.

. However, what is clear from the Liberian fleet manning
figures is that the main countries providing officers and crew are,
not, in fact, the poorer developing countries, but the OECD coun-
tries, and especialy Greece, Italy, Japan, Spain and United Kingdomy
China, Hong-Kong and Tajwan; and South Korea. Of developing countries
only the Philippines, India and Indonesia account each for more than
1 percent of total Liberian manning (see figure‘VII).

Of the total of 24,960 officefs in the Liberian fleet in
1980, 11;473 or 46 percent are from'the OECD countries and a further
6,845 aor 27 percent from China, Hong-Kong, and Taiwan. South Korea
accounts for.1,932 or 8 percept and the Philippines for 2,280 or
9 per‘cent.'23 .

Of the total of 60,776 ratings in_the Liberian fleet,
51;110 or 35 percent are from the OECD Eountries and 15,191 or 25
percent from China, Hong-Kong and Taiwan. In this category, hoyever,
some of the developing countries, notably the Philippines, India and
Indonesia feature prominently, and as a group the least-developed
countries account‘¥or about 28 percent of the total. South Korea

(4,841) accounted for another 8 percent.

17




If a country does not have the capital to pravide the
means to employ all of its potential work force,it is only better that

they work elsewhere or that they emigrate if anyone will have them.

2.6. Conclusion

The basic reasons for establishipg Liberian -Registry was
to offset the high cost of transporting petroleum product from
South America to Liberia and the need of the newly elected presi-
dent  to justify, - " in the form of reyenue and ac-
tion;, his open-door policy. -

The principle behind the operation was desigped to use
officers from the traditianal maritime staté while the crew was to
come fram Liberia. In this process, substantial nymers* of Liberians
would be "~ trained as deck officers and eﬁgineers, but some-
where along the line the training éspect of Liberian seafarers was
neglected thereby reducing total maximum gain from ship-operation

undey the Liberian registry.
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Figure VII

SURVEY OF LIBERIAN SHIP PERSONNEL DISTRIBUTION BY COUNTRY

Country
Algeria
Argentina
Australia
Austria
Bahrain
Bangladesh
Barbados
Belgium
Brazil
Great Britain
Burma
Cameroon’
Canada
Cape Verde
Ceptral African Republic
Chile
China, Hong-Kong, Taiwan
Colombia
Costa Rica
Cuba

Cyprus
Denmark
Dominican Republic
Ecuador

El Salyador
Estonia -
Egypt
Ethionia,
Finland
France .
Gambia
Germany
Ghana
Greece
Grenada
Guatemala
Guyana
Haiti
Honduras
Iceland
India
Indonesia
Iraq
Ireland
Israel
Italy

Ivory Coast

Officers

0
30
2Q
1"

0
14

2

3

5

1,485
98

0
26

5

3
18

6,845
32

2

2
17

248

0

5

9

3
21

19

Ratings

Total




Country Officers | Ratings - Total

Jamaica 12 105 117
Japan - 669 1,242 1,911
Jordan 6 14 20
Kenya 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
mauritius 2 3 5
Mexico 2 3 5
) Morocco 5 5 _ 10
. Netherlands’ 374 281 655
Netherlands Antilles 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 )
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 4z 42
) Singapore : 30 107 137
Somalig . 0 21 21
). Southa Africa 2 66 68
Spain 1,400 4,325 - 5,725
Sri Lanka ) 15 168 183
: Sydan | . 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
Tupisia 0 8 8
Turkey 12 90 102
Uruguay 30 38 08

United States 20 47 67




Country Officers Ratings - Total

U.S.S.R. . 2 : 5 7
Venezuela 2 5 7
Yemen : 2 24 26
Yugoslavia 705 827 1,532
TOTAL 30,966 60,776 85,742

Nate: This figure hasdroppadby 20% since the reduction in Registry

and the iptroduction of ney manning regulations.

Source: Bureau of Maritime, RL, IMA, Economic Impact of Open Registry,
1979.




3.0, Aspects of Liberia's Legislation and Practice

3.1 General

Under the flag of Liberia sails the largest world fleet,

~tonnage wise.

The Bureau of Marjtime Affairs is headed by a Commissian
(see figure IV for ofganization chart) in thehatioﬁal's capital,
Monrovia. All operations, however, are contracted out to the Inter-
national Trust Company, which has establisﬁed Liberian Services Inc.
in Reston Virginia, whichin tum provides all operational services' to the «
office of the Deputy Commissioner of Maritime Affairs, also situated
in Reston. This office js the Operations Centre with various divi-
sions in charge of registration, licensing, safety and inspections,
casualty invéstigations, publications and general seryices, The Li-
berian Maritihe Law generally adopis the United States Maritime Law.
There are field operations affairs coveripg various areas,.such as
London, Rotterdam, Hong-Kong and Piraeus. There are about 200 inspec-
ors in various countries, most of whom are employed on contract.24

"The only service actiyity of Liberia which could present

conflict of interest problems is that of ship Safety Inspection."

Since the inspection of ships are mostly carried out by six classi-

- fication societies the inspection service is limited mainly fo the

inspectionof‘documents, charts, publications, navigational aids,

crey accommodation and general safety. Neyertheless, the Inyestiga-
tion department was removed, from the ship safety division and now
this Department reports directly tq the Administration. There haye

4

been one or two cases where an investigation was carried out by an
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investigating officer who had previqusly inspected the ship involved.25

3.2+ Casualties Reported and Investigated ‘
| The owner or master of a Liberian ship is required by the
Code to report casualts resulting in: )

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

b) Material damage affecting the»seawofthiness or efficiency of

) a vessel;

c¢) Stranding or grounding;

d) Loss of Life; or «
D e) Injury caus}ng any persons to remain inpcapacitated for a

period in excess of 72 hours.26

Between 150 and 100 of such casualties are reported yearly
and although it may he di%ficult at times to obtain reports, the casu-
alties are all eyentually reported, Failure to report may result in
a fipe or ulfimately in the cancellation of the Liberian registration.

Approximately 100 reports have been made public since 1967

and are available to the public, Major casualties where there are un-

B . known or unusual facts, are inyestigated (se figure VIII);
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Figure VIII
The fallowing Inyestigation Reports of Liberia (1967 - 84) are

Available as of 15 January 1985:

Year
19%7
1968

1969
1969

1970
1970

1971

1972
1972
1972
1972
1972
1972

1973
1973
1973
1973

1974
1974
1974

1975
1975
1975

1976
1976

1976
1976
1976
1976

1977
1977
1977
1977

1977
1977
1977

1977

snip
TORREY CANYON (MB)
OCEAN EAGLE (MB)

VAINQUELR (PI)
IRENE (PI)

PACIFIC GLORY/ALLEGRO (MB) .
PACOCEAN (PI)

PANTHER (PI)

SAN NICOLAS .(PI)
TEXANITA/OSWEGD GUARDINA (MB)-2
ORIENTAL WARRIOR (MB)-2 Reports
GAYO (PI)

TIEN CHEE/ROYSTON GRANGE (MB)
PACROVER (PT)

ORIENTAL MONARCH (PI)
DONA MARIKA (FORMAL )
GOLAR PATRICIA (MB)
ELWOOD MEAD (PI)

YAGA (PI)
SEAGULL (PI)
ORIENTAL PIONEER (PI)

BERGE ISTRA (MB)
GRAND JUSTICE (FI)
KINABALU SATU (FT)

OLYMPIC BRAVERY (MB)
IVY (PI)

OLYMPIC ARROW (PI)
ARGO MERCHANT (MB)
MELIAS (PI)

ORIENTAL ACE (PI)

IRENES CHALLENGE (PI)
EXOTIC (PI)
ROSE S (PI)
HAWATIAN PATRIOT (PT)

EASTERN ROSE (PI)
JOY (PI)
PACIFIC DAISY (FI)

UNIVERSE DEFIANCE (PI)

24

- Explasion/Sank

Casualty
Stranded/Pollution /TL
Strapded/Scuttled/Pol lution

$1.00
1.00

1.00
Stranded/TL

Collision/Explosion
Structural Failure/Sank

Stranded

Sank

Collision
Fire/TL
Explosion/Sank
Collision/Fire
Sank

Sank

Stranded
Explosion/Sank
Grounding

Sank
Sank
Grounded/TL

Explosion/Sank
Collision with EUGENE H.
Unstable/Sank '

Grounded/TL

Structural fajlure/Grounded/
CTL

Collision w/MALVERN PRINCE
Grounded/TL

Hull damage/Sank

Heayy weather damage/Sank

Structural failure/Sank
Explosion/TL

Heavy weather damage/Sank
Structural Failure/Explos,/
Sank ‘
Collision/Sank

Fire/Sank

Struck & Sank fishing

boat BATAVIA
Explosion/Fire/TL

*

—

* )

S 88383 8383 3388 23z 8238 3838 8888 838838388 8 388 8
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2.
2.
3.
3.

Cost($US)+
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1978 AVOCO CADIZ (MB) , Grounded/Pollution: 228,00T/TL18.00
1978  EVAMARIA (PI) - Explosion/Fire/Sank 2.00
1978 TOLLANA (PI) Engine Rocm Flooded/Sank 1,00
at Pier
1978 LYCHEE QUEEN (PI) Grounded/Sank 2.00
1978 APPLE BLOSSOM (PI) Collision 2.00
1978 BONNY (PI) Fire/CTL 1.00
1978 MART BOEING (FI) Stranded Bermuda $3.00
1978 NEW ENGLAND TRAPPER (PI) Collision 2.00
1978  WORLD HORIZON (PI1) Lost Forepeak/Bow - 2.00
1978 FEDERAL SAGUENAY (PI) Fire/Loss of Life 2.00
1978 PA GETTY/VWORLD NOBILITY (PI) Collision 4.00
1979  RONIZ (PI) Grounded Haifa Bay/CTL 2,00
1979  SEATIGER (PI) Explosion/Lightning/Fire 3.00
1979  SEALANE (PI) Coal explosion/Loss of Life  2.00
1979  LOSINA (PI) Bulkhead collapse 2.00
1979 ATLAS TITAN (PI) Explosion/Fire/CTL 3.00
1979 GOLDEN MIRANDA (PI) Collision/Sank ERIC BOYE 2,00
1979 SAINT CHRIS (PI) Explosion/Loss of Life 2.0
1979 MESSINIAKI FRONTIS (PI) Grounded/Pollution: 10,0007  2.00
1979 SEASPEED ARABIA (PI) Grounded/Pollution; 435T 2.00
1979 ARTADI (PI) Collision 9.0
1979 GINO (PI) (Revised) Collision/Sank/Pollytion: 3,00
32,000T -
1979 REGAL SWORD/EXXON CHESTER (S8R) Colllsmn/REQAL SWORD Sank 4,00
1979 EL PASO PAUL KAYSER (PI) LNG Grounding 3.00
1979  OLAUG-(PI) Carriage of Prohibited Cargo  3.00
1979 HAWAIIAN SEA (PI) Engine Room Fire 3.00
1979 TROPICAL SUN (PI) Collision with LENA S 3.00
1979 DEVALI I (PI) Grounded/Pollution: 200T 3.00
1979 BURMAH AGATE/MIMOGA (MB) gglz(i)g%_on, CTLs, Pollution: 5.00
1979 SKYRON II (PI) Touched Bottom/Qil Spill: 2.00
2,387
1979 AEGEAN CAPTAIN/ATL. EMPRESS (MB) Collision/Fire/Explosion/ 5.00
296,000T
) 1979 PATIANNA (PT) Fire 2.00
1979 SALLY T (PI) Explosion 2.00
1979 BERGE VANGA (MB) Sank without Survivors 8.00
1979  FORTUNE (PI) Fire/Loss of Life ' 4.00
1979 LIMN (PI) Collision with BETHIQUA 4.00
) 1979 ENERGY DETERMINATION Explosian/Fire/CTL 8.00
1979 STOIC (S&R) Gmunded/Sank 4.00
1980 NUMBER FOUR (PI) Explosion/Fire 2,00
1980 ESSO PORTLAND (PI) Flooded 3.00
1980 ENERGY CONCENTRATION (FI) Structural Failure/CTL 6.00
1980  DAN PRINCE (PI) Heavy weather/Dmlllm rig/  5.00
Sank
1980 MYCENE (FI) Explosmn/Flre/Sank 10,00
1980  ALBAHAMA B (FI) Explosion/Fire/Sank 10.00




T

1980  SUMMIT VENTURE (Decision Only) Collision with Bmdge/Loss of 1.00
Life
1980 KINABALU TIGA (PI) . Grounded/CTL 3.00
1980 OCEANIC GRANDELR (PI) Explosions/Fire/Loss of Life 4.00
1980 SEASPEED DANA (FI) Grounded 3.00
1980 FORTUNE (PI) Grounded PG/Pollution 7,300T 1.50
1981 PACIFIC CHARGER (S8R) Stranded/Pollution: 470T 5.00
1981 SPRAY STAN (PI) Collision/JENNIE F. DECKER 4.00
Sank - .
1981 GOLDEN PINE (PI) Sank/Loss of Life 3.00
1981 SINOIA (PI) Fire/Loss of Life/Shipyard 3.00
1981 KAPETAN GEORGIS (PI) Explosions/Fire/Loss of Life 4.00
1981 CHEMICAL CHALLENGER (PI) Explosions/Fire/CTL 3.00
1981 ORIENTAL NAVIGATOR (PI) Fire/Explosion/CTL 5.00
1981 FEDDY . (PI) Collision/SOUNION/Sank/ 3.00
Loss of Life
1982 YPAPANTI/TAXIARHIS (S&R) Violation of Safety Rules 4.00
1982 GOLDEAN ALLIANCE (PI) Collision with ASTROLABE 340
1982 AFRICAN PIONEER (PI) Collision with DELTA NORTE 3.00
1982 SEALIFT (PI) Improper Employment. of 3.00
’ ‘Seafarers
1982 .CORINTHIAN (PI) Fire/Expl. ER/CTL 3.00
1982 HARALABOS (FI) Fire/Expl. ER; low flash pt  5.00
0il/CTL i
1983 TIFOSO (Joint Bermuda/R.L. MB) Stranded Bermuda/CTL 10.00
1983 HARALABOS (FI) Flrr/e/Exol ER/Low flask pt 5.00
0il/CTL
#1983  JOHANNA U (PI) Death of Third A5515tant
. Engineer
1983  KINABALU LIMA (PI) Abandoned/Sank 3.00
1983 MANHATTAN DUKE (PI) Grounded off Port Moresby; CTL 3.00
1983  PANAMERICA (PI) Fire/Expl.; Cargo Holds 5.00
*1983 POLYXENE C (PI) Loss of Life/Stowaway
1983 KEY BISCAYNE (Australian PI) Loss of Tow/Foundered 8.00
1983  ACDIR I1 (FI) Fpodinq/Fire/Barratry 10.0Q
1984  AEGEAN SUN (PI) Flooding, Gmundlng & 5.00
Abandorment. .
1984 TSZ-SIN CHUNG (SER) Section 294 & RLM-118 viola- 4.00
tion
1984 RADIANT MED (MB) Flooding/Capsizing/Loss of  10.0

Life

Source: Maritime Law, Regulations, Notjces and Requirements, Bureau of Maritime

R.L., 1984,
(MB) .= Marine Board of Investjgation .
(PT) = Preliminary Investigation
(FI) = Formal Investigation
(S8R) = Suspension & Revocation Proceeding
* = Limited Distribution
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3.3. Disciplinary and Penal Aspects

The inyestigating officer conducting a preliminary inquiry
jnto a casualty or a Maripe Board of Inyestigation reporting on a
formal investigation may recommend that d}sciplinary action be ta-
ken against licensed officers. The recommendation may be general or
specific. Upon receipt of the report the Commissioner of Maritime .
affairs reyiews the recommendation and may revoke aqr suspend a 1li-
cence, An appeal can be made to the Minister of Finance.27

PDisciplinary action may also lead to direct suspensjon and
revocation proceedings, which may even result from'another gountry's.
inyestigation of a casualty, for instance, in a case where the U.S.
Coast Guard investigated report indicated fault on the part of Libe-
rian licensed officers, a hearing appointed by Liberia, relying on
that report, recommended disciplinary action.28

On the question of the effects of discipline in public hear-
ings, authorities are of the ppinion that if is unavoidable that peop-
le whpse certificates may be in jeopardy:will try to protect their
interest at formal hearijngs whether they are partjés or not. This is
unavoidable eyen if there are two distipct hearings. Liberia examined
the question of excluding discipline from the public hearing process
and came to the conclusion that there was no benefit in it, that it
might even be more prejudicial to the jndiyiduals concerned, and that
if there were a separate disciplinary proceeding, it would be un-

avoidable that the facts of the casualty would be inquired into and

therefore the same eyidence would be repeated.
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3.4. Civil Liability Aspects )

Liberia1 whose public inquiry is very similar tg the U,K.
formal Investigations, believes that this system is used extensively
for civil ljability purposes, such as for an extensive discovery.29

The Rules forMarine Inyestigation andHearings have been re-
cently revised and an attempt was made to deal with this issue by
restri¢ting the number of parties to an inyestigation. For example,
carga interest which were preViously given party status, are now only
a}lowed to participate if they arebarebpat charterers.

Dr. F. Wiswall, Admiralty Counsel for Liberia stated at ay
canference in Shanghai, in 1982 that:

"It is ... at the formal inquiyy that the effect of other

proceedings upon the inyestigation becomes most apparent ...

Normally, most of the'objective evidence and at least same
qf the'testimony of witnesse; presented at a formal shipping in-
quiry will be admissible in qther proceedings, Very simply, this
means that the lawyer for the directly-affected parties have a
definite interest in the way in which the evidence fs presented. At
the very least, they will seek to influence the outcome of the for-
mal shipping inquiry infayour of their clients which is of course
their job. At most, it happens too frequently that lawyers will try
to use the formal shipping inquiry for the purposé of building a

record of the testimony of their witnesses, or of the destruction of

opposing witnesses under cross-examination, which can be used tc their ad-

vantage at a subsequent trial of the civil or criminal issues.30
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3.5. Investigation Process and Examination of Witnesses

Deck audits are carried out if the caﬁses of a casualty is
gpparent:and there is nothing mysterious about it or there is nothing
to be learngd from inyeétigating. A fact-finding inquiry may be con-
ducted through informal interview without any statement being taken.
This is a very superficial inquiry on the basis of which a.Qecision
is taken aﬁ to whether or not a preliminary_investigation should
be carried out. Usually these fact-finding inquireis are carried out,
by local inspectors on their own'initiative. The inspectors first
report verbally tq "Reston  and then in writing, No further investi-
gation is carried out if the casualty is minor.

Prelimiﬁary inquires are undertaken after a decision to that
effect has been taken in Reston; they are ordered in the case of
major casualties where a formal hearipg is to be held, where the
issug is in doubt as to whether there will be a public hearing, or
where there will be no fqrmal hearing but the facts appear curjous,
possibly because certain of the facts of the casualty are not readily
available.

A formal hearing is held in every instance where reyocation
or suspensiop of any licence, or permit or document is proposed on
the basis of a preliminary investigation.’_

The Rules also provide that it is -advisable to hold a
hearing in all cases of serjous marine casualties in loss of life,
substantial pollytion or substantial property damage.

Witnesses are ysually interviewed privately by the inyesti-

gating officer since it is beljeved that more information can be ob-
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tained on a one-on-one basjs and that there is a better possibi-
lity for a candid recitation of the events, These interviews are
usually mechanically recorded and are not taken under oath. Inves-
tjgation may also take a written record and read it back to the
witness, who is not asked to sign it. Counsel declaring his represen-
tation of a witness may be present duripg the questioning, However,
no counsel fgr any person other than the individugl. under question

may be presentunless such counsel also represents the individual
1131

and the individual clearly understands this and agrees to his presence.
The investigator does not give any warnings nor does he advise the.
individual of his rights to counsel or tq remain silent unless there

is evidence of criminal conduct qr conduct which could call for the
suspension or revocation of a licence, at which time the individual

will be advised of his rights.

3.6. Report and their Publication

The inyestigating officer conducting a preliminary inquiry submits
with his own report for which he is sole by responsible; . the
report is not~#eviewed but is submitted as such to the. superior
authority, who attaches his own comments- and conclugiaons. All such
reports contain the identification of the ship and of all persons
involved. They are totally public, Theconclusion of reports deal
with causes, although words that can be directly related to ciyil
liabiljty, such as "fault" or'negligence" , are ayoided. '

Most preliminary inquiry and formal inQestigation reports

are published. There is at present a 1i§t of épproximately 100 such
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reports which.afe available at a nominal cost (see figure VII). A
permanent distributionlist of reports is kept and it includes

approximately 25 indiyiduals and organizations ip addition to the
Liberian staff offices around theworld. Copies are also sent to IMO, to ,
the owners/managers of the ships inyolved, to all parties and to
all seamen charged. In certain cases, however, copies are sent. to

all masters of similar Liberian ships.

3.7. Public Hearings and Procedures

"The Liberian public hearing process is very similar to the
present U.K. and Canadjan formal inyestigation hearings; these hear-
ings may be carried out by a single hearing officer or, in more se-
rious cases, by a Marine Board of Investigatiop cansisting of not
less than three and not more than five members. They are held any-
where in the world and usually as close as possible to the casualty
site. Testimony is taken under oath."32

The evidence is iptroduced by the representatiye of- Liberia
and formal parties are entitled to cross-examination; some parties
having only an obseryer status are not permjtted to question wit-
nesses directly but may do so through the chairman-of the Boafd.

Liberia sometjmes holds joint hearings with the Unjted State.
This‘has occured ip at least one case where a Liberian officer atten-
ded a U.S. Coast Guard Marine Board of Investigation as an observer
and was alloyed to question witnesses. In that cése, the report was
based on the USCG records. 6ften, howeyer, the situation is rever-

sed and representatives of USCG or NTSB attend a Liberian hearing;




in such cases, they are allowed to participate fully in the hearing
and to ask questions, and in the case of USCG they Lsually take an
active part in the proceedings.

' The average lenath is a week for most hearings and in.the
case of Marine Boards, the hearings will take seven tq ten working
days an the average. Certain Liberian officials are of the opinion
that their hearing ﬁre more tightly run than those of the U.S.
Coast Guard in that they follow the British system more closely.

3,8.  Role of Safety Recommendation

L

, The Liberian Investigation Rules states that reports shall
include recommendations "directed to appropiate action in the in-
stant matter and to prevent recurrence." Most réports contain dis-
ciplinary as well as safety recommendatibﬁs.‘lh the latter case the
effects of the investigation are found mainly in the Marine Notices,
where thére are references to casuglties as the grounds for new
requireﬁents'or practices. Suéh Notices are sometimes issued before
the jnvestigation is completed. The manuals used by nautigal inspec-
tgrs contajn guidelines which are often based an preyious casualty

e'xperience.33

3.9. Conclusion

Despite some suggestions, the contrary, the role of Liberia
ip exerting effective adminiétrafive control over its maritime pro-
grams in recent years has not been méfe window polishing.Liberia has
in the last ten years expanded and refined her legal and professiopal

machinery by which it exercises an effective control-over the construc-
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tion, equipment, maintenance‘and manning of Liberian vessels. The
Liberian safety inspectidn program pow is truly worfdwide in the
sense that . 260 inspectors arein18)ports of 40 countries world-
wide. Its licepsing program includes examfnations patterned after
those conducted by the U.S. Coast Guard, The licensing program has
reached the point where it can hold its own against most of the
programs'in‘the traditional maritime nations: Its investi-
gations and boards of inquiry covering maripe casuaities are highly
professional and haye earned the‘respectqfeva1the most outspoken

critics of open registries,34 -
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4.Q. The UNCTAD Controyersy Issues

4.1f' General
Q The UNCTAD report ("The Repercussions of Phasing out open
Registries") suggested that if open-registries were to be phased out,
there would be four options for the beneficial owners:
(i)Repatriating thére investments to theiy home countries.
(ii)Establishing genuine links with the open-registry countries.
(iii)Transferring investments to deyeloping .countries having a
| supply of shipboard labour.34 , *

According to the report which is entitled "Epe Repercussions
of Phasing Out Open Registries”, defined "phasing out" as follows:
Phasing out does not imply "abolition", but rather a gradual tighte-
ning of the conditions on which countries will accept ov retain new
registratiaon. Practically, whatsoever the wording, it is generally
abcepted in the maritime industry that if it were to enter into force,
this would mean an epd to the open registry practices as they are at
present.

The Working Group has concluded that the following elements
are normally relevant when establishing whether a genﬁine link exists
between a vessel and its country of registry:

(i) The fleet contributes tb the national economy of the country;
(ii) Revenues and expenditures of shipping, as well as purchases
and sales of veséelg, are treated in the national balance-
of-payments accounts; '
(iii) The employment of nationals on vesselé;
(iv) The beneficial ownership of the vessel must reside in country
5 |

of Registry.3 See figure IX).
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At present, even natiopal flag vessels, including Britain,
let-a1one Liberia and Panama, do not meet all‘these.criteriq and
for,many of the operatérs under the Liberian flag the establisﬁment w
of a genuine link as defined by UNCTAD is notreally a practical !
option,36 ' i

According tq the report, the phasing out was to commence ’ ;
in 1981 and end ip the 1990's ip which the "development of the na-
’ ‘ tional fleets of developing countries would haye benefited from in- Y
creased employment oppgrtunities, industrial diversification, and
the opportunity to improve their balance of payment.”" The questions
D that remains to be answered are still hypothetical. ;
They are: |
~ (i) How woyld the beneficial owners exercise their option? ]
_ (ii) To what extent might the possible . benefits tq the dévelop- y
ing countries materialise? .
For the objective of UNCTAD to bé materialized, it is essen-
tial that enough of the yessels should be transferred to the deve-

loping countries and that these countries should then have enough

investment capital to buy the vessels,sufficient working capital
to run them, sufficient labour to man them and sufficient trained

executiyesto manage them. In this respect it should be pojnted out (

e

that, eyen now, with the exisfing open'regiétries, there is no real
barrier to the entry into bulk shipping of thpse developing countries, 1
Brazil and India are oply two examples, withaccesgr to the necessary
capital, management and labour. The point here js that if UNCTAD's in-

tentign is to make it easier for other developing countries to.enter
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the world fleet of 76,068 vessels with a total of 418,682,442 GRT.™

.

the market by phasing‘out part of the exisfing competition i,e, that
from open registries, the question arises;
g 1. Who would pay the higher market costs that mjght be expected
to result from the increased protectionjst element
2. What compensation, if any, would there be for those smaller
LDC who are presently bepefiting from "Low:price“ seryice
from open registriés, but unable to muster the resources to
participate in the nep shipping scene and who would proyide

it=the ney maritime beneficiarjes?

4.2, Redeployment of Vessels

In 1984 the total open registry fleet under the five identifi-
ed  open registry flags amounted to 8,409 yessels with a total GRT
of 110,011,914 representing respectively 11.1 and 26,3 percent of
36

Since the open-registry fleet was built over a period of
35 years, it would be unrealistic to expect the system ta be wiped
out in legs than 12 - 15 years, Thus phasing out would not induce
any smxén‘or violent changes. As the fleets account for about 26.3
percent of the world fleet, phasing out during this period would only
induce changes in the neighbourhood of 1.8 percent of the total
world fleet perannum.

\§\But this would involye finding a new place of registration

in what is,likely to be a depressed shipping market for 561 vessels
a year or 7.3 milliop GRT with in all probability a very limited

37

choice of flag to which to transfer.”” At current 1984 second hand
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. prices the approximate total value of this annual topnage to be trans-

ferred would be of the order of $1,100 million,

The yessels in questjon areprobablyowned by American, Japa-
ﬁese, Greeks, EEC Nationals, and by Chirese ‘citizeps of Hong-Kong.
What are these operators likeiy to do with these vessels given the
four UNCTAD options.38 |

‘The;existing Americah and Japanese operators are geared to
carrying the raw materjal imparts of large multinatiénal companies.
This aspect of open registry shipning is non-speculative and long-
term in character, and uses the more respectable open registriesy and
especiélly the Liberijap flag, in order to avoid the higher cost of
operation and greater degfeé of bureaucratic supervision under national

flags.39

In the case of the vessels owned by the U.S. oil companies,
there is a major employment of vessels ip the U}S. trade, but also
considerable actiyféy in the CPOSS'UH&HS.VThe same is probably less
true of the Japanese multinationals, although some may be involved
in the cross trades of other cpuntries with China.40
The multinational companies are involved in shipping pri-

marily to ensure the regular flow of raw materials to their indust-

ries in the United States and Japan, Thus, their shipping arrange-

ments must be secured and as far as possible under the group's con-
trol. Without U.S. or Japan marine subsjdies,UNCTAD's option (i)
regarding merchant fleet contributing to the national economy of the
country would not bg open to the companies concerned, On the

other hand the choice of the bepeficial ownership of the vessel seems

limited since anly very few deyeloping cbuntries are able to provide
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~ciated with such shipping requirements,

the element of political stability that wbuld have ‘to be asso-
41

The present economic priorities of most of these coun-
tries, hardpressed as they. are in the present market situation,
are to maximise returp§ from ray material exports,from increase
yalue added by domestic processing of raw materials, and from im-
port substitution.

As far as oil import by U.S. anddJapan-are multinationals - are
concerned, there is no reason why participation ip joint shipping_
yentures with.their oil supplying cquntries should pot be consi-
dered, esbecially as part of a total oil contract. "The U.S, main
suppliers are Saudi Arabia, Kuwait, Nigeria, Algeria, Venezuela,
and imweasnxﬂy the United Kingdom Japan's suppliers are Indonesia,

Iran, Saudi Arabia and the Gulf states."42

of these 0il supplying
countries, haowever, only Nigeria . ‘ 1 can be said fo be
deprived in the shipping sense. All others have the capital, al-
though not the labour, to set up new shipping.or expand their exjs-
ting shipping commitment now if they consider it appropriate. How-
eyer, it is difficult to see how a joint—shippiﬁé venture hetween
United States or Japanese and Saudi Arabian or Kuwaiti interests
would help the least-deyeloped countries except by emplo&ing their |
lbw—cost labour in the same way that the existing open-registry
operators are alyeady doing.43

There are some possible exceptions to these argument. They

are.
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(i) The Phildppines, and Indonesia export bulk_cargo to Japan..

Bath are suppliers of mappower to exiéting open registry

fleets, both have national flag fleets and both are gene-

rating enough trade in bulks.

(ii) The Greek and Hong-Kong owners are primafily in the busi-
ness to serye the cross-trades, They, almost certainly

| earn a reasonable return; at least over the lbng term, on

their capital. They would nat hayve stayed ip business if
they did not. On the othgr hand they clearly offer an accep-
table and reasonably priced service both on the spot and
charter markets. . |

In this respect the exercise on cargo flows carried out by
the UNCTAD Secretqriat*might be amplified into a wider and much more
comprehensiye examination of the shipping arrangements for the sea-
borne foreign trade of the less deyeloping countries, and their rela-
tive use of qpen regisfry and national flag services should be esta-
blished,

Tﬁese flag operators engaged mainly in the cross-trade are,
of course, yulnerahle to protectionist flag—discriminaﬁion practices
whether by.developed ar developing countries. If such a situation
were to accompany an internationally agreed phasing out of open
registries it seems highly improbable that their commercial inte-
rests would generally lie in setting up joint'ventures in developing

countries. Perhaps they would first look for havens and quasi-

flags of convience or alternatively might look fq the charter market
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for time charters and bareboat charters to various national
flags. Not succeeding at this, the owners might simply dispose
of some of their vessels, particully the older ones, gn the se-

cond hand or scrap markets.

4.3,. Financial Aspects

If open registry shipping were to be phased out and replaced
by national flag shipping,there’ would be parir:‘icularly ~ for those less
developed countries trying to develop national fleets jn such cir-
cumstances, . major financial and funding issues £o be faced. Fop
most,if not all the less developed countrjes,it undoubtedly would
be a critical constraint.

\%\Mést of the existing Liberian registry is owned by companies
and individual. The big multinational companies, that is mainly the
United Stafes and Japanese operators, will know what options are
opeﬁ to them for redeploying their vesels or realizing the capital
tied-up in them, One thing is sure, there is no way in which they are
goingvto hand oyer capital to other parties, and'the extent to which
they will be prepared to participate in joint ventures in shipping
in developing countries will depend on the credit rating of the
country,‘the ayailability of suitable partpers, the politcal secu-
rity of the inyestment and the precise terms on which a joint ven-
ture canlbe set up in a particular country. Their only concern in
the venture would be to protect their loné-term commercial ;nterests,
td maintain turnoyer and to make profits.

Ka

The + result would be a concentration of a very small

0




number of deyeloping countries who would be likely @o meet the

requisité criteria. Most of them would be from the Asian countries.

Byt'many African countries would not meet the healhty climate requisite.
Therefore, a deyeloping country that dges not seem attygac-

tive for a joint-venture but still wants to go ahead with its na-

tional fleet can either buy new ships, buy second hand ships or char-

ter vessels if it has the resources to do so.

4.4, Fleet Management Aspect

" The basic issue here is what fleet management measures &r arran-
gements would have to be taken by those deyeloping countries determined to
introduce their own nationpal flag shipping ta replace‘the present open
registry seryices if open registries were to be phased out.

In the first place there are -alternatives for a developing
country‘td the direct purchase, pwnership and operation of its own
yessels, These alternative'argz

(i) Voyage Charter - charterer paid frieght for the carriage of
cargo. '
(ii) Time Charter - hire of 3 vessel for a period of time.

(iii) Bareboat Charter - leasing of a vessel where the charterer
supplies his own crew and totally runs the operatiop as a
disponent owner. He is free to operate the vessel under what-

| ever flag he pleases. |

The alternative for a developing country would require a con-
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siderable degree of technical management, as well.as the capital to

buy the vessels in the first instance.

The main issues involved are: 44
F1nanc1a1 Where does the money come fromgiven the depressed market i~

uation.

Commercial; What control ' would there be to insure ecopomic viabi-
lity. This includes charteringi tariff control, marketing,
commercial time mgnagement, i.e. day to day operations.

Technical: This requires technical supervision,fraining,control,
purchaéing, insurance and ship management. «

In practice however developing countries wishing to set up
their own fleets have two main options:

(i)Employ foreign nationals to operate advise, and eventually
train their owuwn nationals to acceptable 1nternat1qpa1 stan-
dards, or _

(ii) Seek outside shipboard apd a land based management team to
do the jab for them,

A phasing out of open registries could prqoduce a market boom
for the well-established ship management flrms in the QECD countries.
The developing countries can't come to the conclusjon that as open
registry vessels are phased out that the managemenf expertise associ-
ated with it yill automatically be availahle to the developing coun-

tries for their operations, It may, but only at a high price.

4.5, Mannfng Aspects

There are three aspects of the questions which will be di-

42

el T
gt gt

SRS e

JR T ——




@ =

©&

scussed here. They are: .

(i) In a situation where shipping services from developing
countries replaced their open regjstry seryices such ser-
vice could exnect to have lower labour cost to the extent
fhat their own nationals were employed and that wages paid
to seamen reflect the national wage structure. Such is al-
ready the situation in the large Indian fleet and in the
fleets of several other cauntries.

- (ii) There is the basic problem of shortage of manpower in certain
developing countries (see figure II). The shortage of natto-
nal crewsin Brazil has been sited as one example why they
place some of their vessels under the Liberian and Panamain
flags. ‘

During this period of shortage they would have to pay the
international market rate far trained and experienced officers and
crew, some of whom would be prepared to transfer as open registry
were phase out. In this respect, these countries would not obtain a
reductien in the labour element of their operating cost, If they
did, however, itwould be ﬁargjnal.

(iii) The third argument leveled at gqpen registry_operators is
their failure to qperate effectivye traihing schemes. This
statemept,in short,is true,45 Howeyer, in the case of the
more reputable U.S. operators, Federation of Amerjcan Con-
frolled shipping members (FACS) this critisism has‘been

repudiated before a U.S, Congressional Subcommittee on

the grounds that eyidence exists FACS members have under-




taken to apply the highest standards to the recruitment,
training, promotion and supervision of the crew aboard
their vessels. 75 percent of the officers aboard FACS
yesSels come froh Italy, Spain and North Europepn coun-
tries such as Norway, Denmark and Germany. The remainder
come fyrom Taiwan, the Philippines and Korea. "They are
able to obtain highly qualified officers because pay sca-
a} les are higher than those ip the country of origin, living
and working conditions aye excellent and supplemental pen-

3 sion and health jnsurance benefits 'are excellent”, to quote

iﬁ the words of the U.S. Congressional Subcommittee report.46
Generally, howeyer, some operators probably provide less
d than their share of training facilities and thus have continued
to rely on OECD anddeveloping countries for trained personnel.
4.6. Conclusion '
9 Surprisingly, when the third session of UN Conference on
d condjtion for Registration of ships came to a close in July, there
were some notable agreements by the yarious groups (Group B, Group
%; ‘ of 77, Group D and China) with respect to these issues, 46a

After prolonged pegotiation the groups agreed to.eliminate
all proposals dealing with port state enforéement and to adopt
bhroad and flexible terminology dealing with manning, management and

ownership that placed an imprimatur on the status quo..

For example, on the key question of manning, the text endor-
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ses the goal of manning by some nationals ofthe-f1a9 state, hut
then recognizes that the realities of internatfonalishipping may
prevent implementation of this goal."

Similar flexibility appears in the texts on management
and ownership. The former accepts the present practice followed ..
by most open registry operators of designating a legal represen-
tative in the.flag state in lieu of the operators aptuaﬁly being
present there. The latter contains no references to equity qwner-
ship by flag state. Instead, it simply calls for ownership parti-
cipation by ﬁationals which includes caompapies incorporated in .«
the flag state regardless of the nationaljty of the shareﬁolders.

I suspect that future maritime historians will paint to
the recenfly concluded session as a turning point, a time when
the conference finally faced up to the real world of internatio-
nal shipping, cast aside ideological differences, and undertook
the task of writing>an'international agreement which, as mandated
by the UN General Assembly resolution establishing the conference,
reflecfed the views of al] interested parties.

No doubt analysts will try to show how an international
negotiation mired in disagreement a few months ago, was able to
pyt its act together and produce an agreed text on the most criti-

cal issues in dispute.
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‘ Fidtire IX

True mandgers and beneficial owners of open-register fleets, 1984
(Number of vessels and thausands of dwt) -

True managers Beneficial owners |
Home country % of , % of
or territory Nutber  dwt total dwt Number dwt total dwt
us N7 48,212 238 714 49,766  24.6
Hong Kong 1,03 42,625 21.0 854 37,252  18.4
Greece 90 21,49 106" 1,135 36,412 18.0 v/
Japan 1,119 22,204  11.0 1,164 2,926 1.3 y
Norway 175 0,256 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 i
3 UK 297 9,731 4.8 »1 553 2.7 !
Switzerland 145 4,231 2.1 145 4,650 2.3 o
| China : - - M9 3,007 1.5 i
; South Korea 84 2,47 14 a3 2,145 1.1
Pakistan 8 38 - 63 1,75 0.9 “ i
9 Israel 2% 1,18 0.6 B 1,53 0.8 4
: Italy 49 1,237 0.6 58 1,459 0.7
Indonesia & 1,190 0.6 & 1,324 0.6
Netherlands . 9% 1,252 0.6 B3 1,239 0.6
Monaco 71 6,371 3.2 25 1,141 0.6
Dermark 60 1,092 0.5 - 5 1,088 0.5
Svieden 3 %9 0.5 4 1,048 0.5 F
Countries, entities or
territories, each
beneficially owning 1
less than 0.5% 845 19,054 9.4 643 7,609 3.8
Unidentified - 270 2,876 1.4 270 2,876 1,4
Total: open-register | . J
}j ‘fleets 6,615 202,542 100.0 6,615 202,542 100.0
) : Based on data supplied to the UNCTAD secretariat by A & P Appledore Ltd. i
' 1? This figure is mainly attributable to the UK-based Greek shipowners (10.4 million
9 tons) and the US-based Greek shipowners (2.2 million tons).
Q Unidentified includes Brazia, Chile, Venezuela and Communist Block Countries
including Russia,
Source: Hogan, Bridget, "Unctad reports' marginal rise in free flag 3
tonnage". Lloyd's List 85-07-09. dh
<




5.0. International Transport Workers Union & Liberia Registry

CCE T

5.1. General
The main question is whether the Liberian Registry have
a cost advantage from lower labour cost over national flag operators,

.
remembering that this might account for about 40 percent of the opera-
49

ting cost.

The adyantage of a low cost labour force undoubtedly lies

with the: particular operators. However, traditionally some national

S

e

flag operators have also had this adyantage, - ' «
The main influence now eroding this advantage for some

operators js the action being taken by the International Workers

Federation (ITF) with suppart from national seamen's and other

e e e gk

unions.

5.2. ITF RequirementsA

~ The key to ITF's ability to force some operators of Li-
beria's flag yessels to agree to its demands is its ability through
affiliates to hold ships in port at great cost to their owners or
characters until they succumb. Thus even in countries such.as Ger-
many, Sweden or Norway, payment to and agreements with the ITF are
ﬁade becayse legal actions require coétly delays. Therefore, when

an ITF inspector boards a ship, The operator wanting above all to
48

avoid delay, enters ipto the following agreement.
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(i) An agreement is signed either with the ITF or an ITF

SO
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affiliated union.

TR

(ii) Each seamen is providedwith an employment contract.

(i1i) All seamen on board, regardless of their Wishes, must

s

either be members of gn ITF-affiliated union, or if

il Wisaalls WURRE B ot

not eligible therefore, must be énrolled in the ITF's

ERA T

Special Seafarers Department at a joining fee of $20 and

e e i T i
L

a membership fee of $40 per annum, both per seaman paid

in adyance,

(iv) The shipowner must contribute $200 per seafarer per annam

TR AT T L 5 T AR

to the ITF yelfare fund.

(v) Baék pay is demanded froh the date of each seaman's signing

on shipboard to the date of ITF cpntract signing for the

SV ot T N

difference between the wages paid and the ITF agreement
wages.

(vi) The owner must agree to maintain stipulated conditions
despite any waivers by the crew,taograntall ITF inspectors
access to all records of each crew member, and to ad-
vise the ITF of all crey changes and contract changes.
The blue certificate and contract must always be avai-

lable far inspection by crew members.

i, M

Figure IX sets forth the basic rate worldwide and Far

ke i

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

el

gether with the percentage increase. In each case there was no

ik k!

negotiation.

The increases in rates were decided upon by ITF apd its

T —
- 3
WL

affiliates and put into effect.
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Figure X ]
.ITF Basic Minimun Monthly Rate Able Bodied Seamen
(1975 - 1983)

Effective Date World wide Far East

Us$ Lo ©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 Activities, 1983.

The wage scales and cash benefits introducedon 1 Septem-
ber 1979 remain in force until 31 August 1981 by decision of the
DPecember 1980 meetings, pending the recalculation of the worldwide
rate based on an ayerage F.0.C. fleets instead of the average of
European seafarers rates. The new method of cafculation established
the following AB rates which came into éffecf'on September 1, 1981:

(i) US$703 for worldwide trading.
(i;j US$499 for Far East trading only,

A further reyision taking account of jncreases negotiated
during 1981 produced an average increase of 11,7% to US$785 and
US$577 respectively and came into effect on April 1, 1982, Impro-
Qements_in the national agreeﬁents conéernea during the first pine

months of 1982 producedaverage increases of 3.4% for officers and

4,6% for ratings giving a worldwide AB rate of US$821 to take effect

49




from January 1, 1983.49

5,3. ° Exceptions

Not all ITF-approved vessels meet these-specifications.
There are several categaries of ships which escape its attention,
or are not troubled by ITF inspections. These includé the follpwing:50

(i) Communist block vessels: the ITF takes the pasition that

éi these ships arenot F.0.C, vesselg, and therefore they dp

not come within the orbit of its campaign, It is univers
f} sally agreed, however, that the terms and conditions of
o " employment abaard these ships are considerably below

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

great irritation to F.0.C. operators and a point of con-

tenfion among ITF Asian éffiliates who have referred to

the anomaly with bitterness."

(i) National Agreements: the ITF accepts national agreements

of affiliated upions as a supstitute for its agreement if
E@ it is assured that the natiopal agreement is equivalent or
;p superior to its agreement. As the South Korean case sug-
: gest, however, this can cause proplems if the pational
% agreements are not enforced. On the other, hand, the ITF

arrogates to itself the right tq determipe whether to
g 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 affili-

ates.
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5.4,

Total crew costs: Since 1981, the ITF has agreed to accept
“total crew cost" and funding arrangement as a bonafide
bgsis for acceptable national agreements. Total crew costs
are calculéted from all wage, fringe benefit, manning and
other quantifiable labour charges. Then,if these are be-
low ITF standards, the difference is supposedto be placed
in 'the National Seafarers fund.

Deal: One may hear from both nation union officials and

maritime employers that "deals" are entered with the ITF

permitting substandard wages and exemption from boycottes,

Just what the shipowpers offer in returp for such arrange-

ments is nat clear, but sqme ships without the blue certi-

ficate are not boycofted.51

Blue Certificates and National Conditions

The ITF leadership has long admitted that some Liberian

Registered ships meet all standards for safety and pay wages well

above its minima. The tankers fleet of the United States oil com-

panies registered under the Liberian flag are usually cjted as

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

and.boycotted just like ships that pay substandard wages. The ITF

focuses narrowly on the flag, regardless of the rates of pay, the

conditions of work, or the desires of Ehe affected employees. It

“\
is this aspect of the ITF's policywhich subjects it to the mgst

critisism,

The ITF's early compaicn, partcylarly its use of the Inter-

51
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national Labour Organisation (ILO), was devoted to improying the
condition of seafarer. It makes a similar claim for its FOC cam-
paign. In part this can be supported and there is no'quest;on
that the threat of ITF actigns and its marshalling of public opi-
nion have forced FOC countries tq raise their standards. The ah-
sence of union or their weaknesses ip some cauntries, has created
a void that the ITF in part has filled.

On the other hand; the ITF has from the inception of its
campaign equated FOC shiﬁping with substandard‘condftions, This igr

nores the actual situatjon and disregards the tremendous economic,

differences between the developed and the underdeveloped countries

and the peed of their respectiye maritime labour forces, By equating

FOC shipping with substandard wages and labour condition, the ITF not

only inaccurately categorizes those who, like the United States pe-
troleum companies vessels registered under the Liberian flag, pro-

yide conditions above standards, but it ignores the national flags

that pay wagés that are reportedlylamong the 1oﬁest in the world

shipping industry.

5.5. Conclusion
The International Transport Workers Federations (ITF) is
a unique organization, Its accomplishmepts at the ILO have won it

recognition as a spokesman for seamen's rights andwelfare and also

as an epponent of unsafe practices in all transportation industries,

but especially in ocean transport.
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There is no doubt that its campaign has'forcajshipowners
to upgrade the conditions on board for seafarers wﬁo work on these
vessels. It has.also induced Liberia to improve the laws governing
these matters and to moye their standardstoward, or equal to, those
recommended by ILO.

On the other hand, the attempt to equate Liberian Registry
with sub;tahdard ones leave me with no alternativé but to quote its
former general‘secretary, Charles H. Blyth, address to company of
Master Mariners. "Some FOC qwners are among the best employers in
the world, e.g. the U.S. pil companies, while others are certainly
the warst." This would appear fo make the ITF an agent of European
and North American trade unions attempting to hold or to gain work
at the expense of seamen in less deyeloped'qountries,. In its FOC -
campaign, the ITF has collected millions of dollars and spent little
on the welfare of seafarers. Moreover, only a tiny fraction of its
small welfarg expenditures have been given for the benefit of Third
World seamen serving on FOC ships, seamen whose welfare is the allg-
ged reason for collecting the funds, (See figure XI). /

Finally, the ITF is an organization that has vowed fo eli-
minate all FOC ships from commerce. It has failed to do so, but has
grawn weathly in the process. It now faces ap interesting dilemma.
In the event that it succeeds, however, the ITF would eliminate the

source of its own wealth,
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Figure XI

ITF seafarers' trust: grants made

Anchor House, Hull, England - improvements .
Durban Bayhead Club - building extension

Liverpool Personal Service Society - re late Claes Hoberg

._ Missions to Seamen, Halifac, Canada - extension to accomodation
JInternational Sports Committee for Seafarers

- towards expenses of "Sports Week"

Seafarers' Hotel, Cooenhagen - renewal fo furmiture .

Stella Maris Club Sydney - purchase of bus

Bay of Plenty Seafarers' Centre, New Zealand - purthase of bus
Missions to Seamen, Vancouver - improvements to canteen
Seamen's Welfare Foundation, Rotterdam - printing of brochure
United Seamen's Service, USA - towards activities in 1981

. Merchant Seamen's War Memorial Society, Great Britain

~ purchase of equipment

German Seamen's Mission, Djakarta - purchase of minibus
Anchor House, London - repairs and renovations

Danish Seamen's Church, New York - building extension
Seamen's Church Institute, New York - electrical re-wiring
United Seamen's Service, USA

- purchase of busses for Alexandira and Pusan centres

.

. .

- building extensions and improvements

23, Intermational Seafarers' Centre, Manila - purchase of vehicle
24, Swedish Seamen's Service, Sydney - repair of yehlcle

25, Kobe Mariners' Centre - purchase of bus

26. Stella Maris Centre, New Orleans - repairs

27. International Radio Medical Centre - towards. services

28, British Sailors' Society, Hamburg - building extensions

29. Atlantic House, Liverpool - building work

30. Stella Maris Club, Southamption - repairs and renovations

31. Muroran Seamen's Hall, Japan - renovations

32. Provision of video cassettes tQ certain Japanese vessels

33. Glasgow Veteran Seafarers - vehicle purchase

34, British Sailors' Society, Hamburg - building work

35. Missionsto Seamen, Mambasa - vehicle purchase .
36, Apostleship of the Sea, Liverpool (Atlantic House) - building work
37. Stella Maris Club, Melbourne - building vork

38, Intermational Sports Committee/Norway Soor'ts Week

- International Seafarers

39. International Seafarer's Cenmtre, Manila - repairs

40, Seaqull Committee, Italy - donation

41, " Timaru Seafarers' Centre, New Zealand - building work

42. Dampier Seafarers' Centre, Australia - building & facilities
43. Dreadnought Hospital, London, England - equipment

44. Missions to Seamen, Cardiff. Wales - minibus purchase

45. Faroes Seamen's Home - building work

— N

—_

Rosenhill Seafarers' Centre, Gothenburg - floodlights for rupning track
19. Stella Maris Club, Melbourme - purchase of bus
Flying Angel Club, Fremantle - building extxensions and improvements
21. Willie Seager Memorial Homes, Cardiff, Wales - renovations
22, Dubai Intemational Seafarers' Centre
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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 Kulture och Fritidsrdd - bus purchase 22,400.00
49, - Merchant Samen, Srpingbok Farm; England - equipment 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 work 4,823.00
53. 0eTV Germany, Seafarers' School - equipment 17,000.00
54, Missions to Seamen, 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 - repair work 26,133.00
57. Stella Maris Maritime Center, New Orleans - repair work 6,456.00 A1
Total 683,521.00 1H
Many of the Funds collected is spent in developed countries. Ficd
Source: ITF XXXIV Congress, Report on Activities 1980 - 84, *
9]
e

Madrid 1983, Oct 20 - 28.
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Figure X1I ‘
ITF Manning Standards 15,000 GRT and Over Estimated Monthly

Crew cost (worldwide) - rates effective as of April 1, 1982,

Rankor . Basic 40 Hours 60 Hours 3 days Toal Pag
Rating pay US$ nomal US$ Sat/Sun leave pay 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/off 1,383 408.00 1,104.00 165.90 3,060.90
3/off 1,333 3%.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
 Bosun 877 260.00 702,00 105.30 14944.30
S 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/Stwd 1,383 408.00 1,104.00 165.90 ' 3,060.90
2/Stwd 785 232.00 630.00 %.20 1,741.20
A/Stwd 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 19.00 534.00 80.10 1,478.10
2 messmen 1,336 392.00 1,068.00 160.20 2,956.20

Total crew: 28 Total montly crew cost US$67,762.00.

Source: ITF schedules adaptéd and compiled by B.L. Wilhaurs, "The
International Transport Workers Federapion”, 1982;
Total montly crew cost under ITF "agreement" effective
January 1, 1983, worldwide rateé, (4,6 percent increas) =

US$70,879.05.
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6.0, Economic Impact
6.%. General

Developing countries can he classified in terms of simi-
larities and differences at strengths and interests. I choice to
classify them into four main categories relevant to the Liberian
Registry. They are the following:

(i) Countries providing host facilities for registration of
ships (e.g..Liberia)

(i1) Countries proyiding seamen on a significatn scale for _
Liberia's registry (i.e. Philippines, South Karea, India
and Indonesia),

(iii) Countries operating or wishing to operate deep sea shipping

"services on a large scale (e.g, Brazil, South Korea and

Singapore),

- (iy) Countries using bulk deepsea servicé on a significant

scale (e.g. (Indonesia and Guinea).52

A particular country may fall intp mbre.than one of these
categories. Liberia, for example, is the largest open‘registry coun-

try (i) and a big experter of iron ore (30 million tons);Brazil has

its own national flag fleet (iii), is a major exporter af bulk
commondities (iy) and has about 10% national shipping registered
under the Liberian and Panamain flag; the Philippines and Indonesia : H

aremajor suppliers of seamen to open registry vessel (ii), an important ekpor‘oer of certain

bulk commodities and has the potential for a national flag fleet (iii);

and Singapore host open registries (i), but is also expandipg its

national flag vessels (iii), 3&

57 ' J;v :
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Further more, it is practicahle to exclude the following

countries franthe UNCTAD bulk shipping debate because of the size of

§heir aconomies, the pattern of thejr trade and their geographical

;;”f :—f“"‘k A i . «v ’,;:,' -

11, Domjpica

12, Equatorial Guinea

o

locations, |
Such list include:>? %Q

1. Afghanistan ]%
2. Benin !ﬁ
3. Bhutan 'l
4. Botsyana “2
5. Burundi | . . ,§
6. Cape Verde ;i
7. Central African Rebublic ! E
8. Chad
9, Comores ;]
.10, Djibouti -

13. Fiji

'
14, Gambia “i
15. Grenada bl
¢ J
16. Guinea Bissau ~

17. Haijti

18. Lao People's Democratic Republic

19. Lesotho
20, Malawi

21. Maldives




22. Mali . . e
23. Mbngolia | . %'

24, Nepal " ‘ ?
25. Niger . ﬁ
26. Rwanda ' B
27. Samoa . | %%.
28. Sao Tome and Principe y :§
29, solomon Island ' %%
30. Swaziland ]
31, Tonga -

32. Uganda

33. Upoer Volta
34. Vanuatu | ' ]
The next subclassification is those countries with trade
and shipping interests at stake. They need shipping an a large-scale
for their internatiopal trade and haye gone some way in this regard. ;
These countries are not involved in open registry operations either
as host op crew providers, although, a significant proportion of %
their foreign trade may be carried in apen registry vessels. j

These countries are;

i
China

-
North Korea g
Nigeria ' i
Iraq ]

¥
Thailand .
Vietnam ‘ g
Colombia ; 3

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

o

Bangladesh, Burma, India, Indopesia, South Korea; Pakistan
and the Philippines proyide a.substantial amount of officers to Li-
beria registry vessels, and all excepting Burma, alréady have si;e—
able national flag fleets. Here is a group of countries whose voice
is entitled to be heard and Qhose governments have a clear responsi-
bility to ensure that whafevér shipping policy they adopt is in the
best interest of their surplus seafarers. The economic issues for
these countries are whether they derive any genuine net benefit
from the employment of their natiopals in open:reﬁistry vessels;
whether the movement of such part of theiy foreign trade as is at,
present carried ip Liberia registry yessels inyolves a lower resour-
ces cost than if it were carried in npational flag véssels; and finally
whether Liberia registry operations as such éonstitute a genuine
barrier to the development of their. own national flag vessels assum-
ing here that sgme national flag developm?nt involves an efficient
use of resources. With regard to the labour situation it can be argued
that officers and crew from deyeloping countries wouldn't continually
work with foreign flag vessels unless they earned more money including
tax benefits of aqverseas earnings than they would in their own coun-
try. Inducements of promotion and éuaranteed continued employment
would also encourage personnel to continue sailing'under foreign

flags, If the stated argument is accepted, it is difficult to use
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the -explotation of labour argument against the Liberiaﬁ ﬁegistry
or at least the more respectable open registries oﬁértors. On the
contrary, the phasing out of Liberian Registry could result in the
Qnemﬁloyment of officers and seamen from develgping countries.

The use of laboyr frqm developing countries in combinatjon
with capital from industrialized countries is not, whether shipping,
tourism or vehicle assembly, economic exploitation ,if the real appor-
tunity cost of that labour in the national economy is lower than its
yalue to the national economy as a result of employment in another
country. | «

In practice the attitudes and policies of the Indian, South
Korea, Philippines, Pakistan and Bangladesh governments to migrant
labour on Liberian registry vessels controvert the UNCTAD argument.
If such governments considered the employment of their nationals on
open registry vessels to be contrary to their national econopic inte-
rests, they have it in their power to put-an end to it by direct de-
cree or by indirect fiscal measures, The fact is that these fleets
provide empnloyment opportunities for citizens from countries where

unemployment is often endemic, and the value of these oppdrtunities

. to the countries concerned is recognized, although not overtly acknow-

ledged,by their governments.
‘The Philippine National Seamen Board reports that thereare approxi- !
ﬁately 50,000 Filipins seamen employed on open registry yessels eaming some $12Q million

in hard currency which flows into the Central Bapk.
The Deputy Director General of Shpping in India reports that

11,105 Indian seamen are on foreign registry ships, producing about

$30 million in income.
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The Korean Maritime and Port Administration reports an
employment of about 18,000 Korean seamen on foreign registry yessels
eafﬂing foreign excharge associated with these jobs of about
US$100 million.>

The Taiwan Adyisory Committee for the Foreign Emplpyment
of Mariners reports employment of 21,00 Taiwanese seamen on forejgn
registry ships but no officijal estimate‘df hard currency earnings

has been made available.

6.3. * Liberia's Gain from the System

w

As shown'in figure XIV, in 1984 the Liberian Governmentn
realized approximately $17.0 million in pet proceeds from the Li-
berian registry. Except for vessels in.the Liberian coastal trade,
Registration fees and annual Tonnage tax fo} vessels‘of less than
2,20Q net tons shall be edqual to that fqr a vessel of 2,200 net
tons. Registration fees and anual tonnage tax for vessels assigned

dual tonnage shall be pajd on the higher of the two net tonnage

figures.
Fees required at registration are ‘the following:55
1. Registration Fee $1.20 per net ton
2. Annual Tonnage Tax
As of January 1, 1983 "~ $.35 per net ton
As of Japuary 1, 1985 ' $.40 per net ton

3. Marine Investigations, Nautical Training
and International Participation (Annual) $1,000,00 plus $.05 per net ton

4. Marine Inspection (per Inspectign) ) ~ $725.00
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5. Provisional Certificate of Registry $200.00
6. Permanent Certificate of Registry ) $200,00
7, Temporary Radjo Authority | . $50,00
8. Combined Maritime Publications Falder $37.50
9, 0il Record Boak for COW-equipped Tankers $18.00
10. 0il. Record Book for all other Vessels $5.00
11. Articles of Agreement (1 only) - $2,00
Registration charges payable whére Liberian-registered
vessel is sold are:56
1. Reregistratibn charges $1,000.00 ;
2. Provisional Certificate of Registry .200.00
3. Permanent Certificate of Registry . 200.00
4. Temporary Bill of Sale 50.00
5. Recording Bill of Sale ' 50.00

Plus official forms and Publication as above.

The oply points to be made here are first, .that the system ' i
seems tq make a significant contribution to the small, undiversified
economy of Liberia and secondly, that part, or possibly all of such
revenue would be lost to Liberia as the result of phasing out. No
specific proposals appear to haye been deyeloped as to whether the
open registry cquntries should be. compensated'for such losses and
if so, how and by whom? In any case, the Liberia'Government.sees
its registry as an gxtension of international investment from metro-
politan economjes of the countries of the benéficial owners. By offe-
ring such facilities, Liberia is acting legimately in her own econo-

mic interest and is not undermining or weekeping the economies of

their follow developing countries,
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6.4, International Trade and Shipping

The major issue in FOC argument is the effect on' inter-
natipnal trade. Before a final decision is taken as to phasing out,
It is essential that a thorough economic analysis be made o% the
possihle effects on trade.

It is a fact to say that some develpping countrigs are

much more deyeloped than others in terms of their command of eco-
nomic resources; the richer Arab ojl exporting countries (see.fi-
gure XIIT) and South Korea are the obyious. Such richer developing
countries are freer from serious constraipts on the development
of different sectors of their economy . including shipping, gnd if
some have not chosen to give high priority to the large .scale -
development of national flag fleets it is probably because they
consider their economic interests and true comparative advantage,
at‘least in terms of present priorities, to lie elsewhere. In
some cases where such countries haye startéd to develop national
flag fléets they have had hefp from western interests. Op the
other hand, a large part of thesecountries‘l 0il gxpérts are
carried by Liberia's Registry operated by oil companijes because
df its flexibility, ready availability, and competitiye rates.

A Of the OECD countries, Canada is a notable example of

a country which has not allocated resources to national flag de-

velopment but has carried most of jts deepsea foreign trade at a

lower cost by using services offered by vessels registered in ;},
other countries, | €
’ %3

The dream of a new merchant fleet in Canada has been cancelled by 4

s B o

-
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the report of a special task force an the subject released in June,

the Task Force on deep-sea shipping.57

As the report notes, govern-
ment past and present have aptached only a low priority to maritime
fraﬁsportation. This neglgct, the report emphasized, has been justi-
fied because oﬁ.cut—throat international compefition and high Cana-
dian wage rates. Any attempt to establish a merchant marine, t.here-
fore would require "direct subsidies or the reseryation of cargoes
for Canadian-flag vessels or both.“58

The reportarguesthat’thecreation. of a merchant fleet would
damage Canada's crucial foreign trade by limiting the aécess of «
Canadian shippers to a wide variety of ocean-going services. Export
to non-North American markets accoynf for roughly 10% of Canada's
gnp and about 90% of these exports are carried by ships. -Establishing
a Canadian merchant marine would restrict.the access of-thé Canadian
shipper to the broad range of shipping services now available and
‘this could put the whole seaborne export sector of the Canadian
economy in jeopardy, the report concludes.59

In other cases where the ecopomy may be smaller and the
related demand for shibping less, the argument for investment into
shipping as compared to otehr less capital-intepsive, less risky
sectaors may not be so strong. If there is a real economic case for
their investment in shipping they may look for a resepved or protec-
ted market. for the infant industry and in theory this might appear
to be offered by phasipg out the Liberian Registry seryices. But if

regardless of such protection, their real comparative advantages lie

.elsewhere than in shipping it may be that the~phasing out of Liberian
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Registry may not necessarily be ip their eEonomic interests.

.Thereare LDC which are likely to suffer most economi-
Faldy if scarceresosurces are misallocated ip the economi¢c sense
to less prodyctive sectors.

Finally,hadthe econamic case for such shipping investment in
the developing countries been clearly established by pre-investment
case studieslthen there is little doubt that the level of World Bank
(IBRD) lendings for such shipping project§ would hqve been reasonably
high, whereas in the 70's it has been negligible, Atpresent the
Bank's attitude could be described as cautiots, but not negative.
The Bank remains willing to lend fqr sound shipping projects, but
requires assurance that the borrowing country would be the princi-
pal beneficiary. It is not proposed tqQ enumerate the success énd
failure rates in developing countries shipping. However, it is
suggested that seyeral defailed case studies of different examples
of successes and of failures in shipping industries in developing
countries could help potential investors to identify énd distin-
guish between the internal factors apd the external factors making
for success or fajlure in international shipping. -

‘ The long-term competiveness of a country's exports and
‘ the p%ice it has to pay for its imports can depend jn the case of
certain compodities to a significant extept on the shipping costs.
Such is clearly the case with the lower value, high volume bulk
commodities such as coal, iron ore, bauxite and phosphate. Even in
the case of crude oil and other high value commodities such as grain,

freight cost can be significant in determining the~Volume, timing
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and.source of supply chosen by a buyer. In the casg of imports,
freight rates clearly affect the deliyered prices of consumer

goon and of industrial inputs. If the contention that Liberian
Registry services helpsto keep down shipping rétes in a combetitive
shipping market and that if itsservices were to be phased out they
would be replaced by higher cost and therefore higher prices sers
yices , A if Is difficult to argue that sych phasing.-
~out would be in the economic interests of cquntries heavily depen-
dent on bulk shipping for their foreign trade.

Therefore the more important argument relates to the ex- .
port of‘dry bulk cargoes, where freight accountsfor a high propor-
tion of the delivered cost. Again,the trade interests of indivi-
dual countries need careful assessment before a yote is taken for
less competitive, less flexible shipping to move their exborts.

Three gene}al factors should not be overlooked:
(i) The GNP of major industrialized countries.
(ii) The predominant role of the industrialized countries as markets for
most of the bulk cargoes from the developing couptries,

and as grain suppliers.

(iii) The role of a number of industrialized countries as'suppliers of
certain major bulk items, Clgarly,a detailed and up-to-date
matrix of trade and inter-related'shipping moyements is
called for, and.in such analysis it is essential that the
deyeloping countries are not treated as a block, but dis-
tinguished along their different economic strengths and

interests.,
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6.5. Conclusion i

It is a significant fact that in the industrialized
nations no venture capitalist would dream of investing in shipping.
But shipowners are not blind to the aspirations of some developing
countries and have taken an important initiative to encourage fleet
development in these Third World countries“. This is known as the
Caracas Declaration promoted by the Paris based International
Chamber of Commerce.

This realistic approach has a fulltime coordinator whose
task is to set up a center of Maritime Information which will pro- .
vide information to Third World countries on all aspects of shipping.
Those deVeloping countries with shipping aépirationsmay seek infor-
matioﬁ %rom'thi§ body. ‘

In the bulk trade the transportation costs‘are often the
criterion on which the sale is made. A prime example is import to
Japan of coal and iron ore from Ausfralia. The higher cost of Austra-
lian r%w'materials can be offset by the lower transportation costs
offered by Liberian regisfry"

While developing coyntries can éertainly compete, it is
releyant to note that in 1980 at UNCTAD the rebresentative of the
Ivory coast said, "The operating cast of vessels of developing coun-
tris were not always lower than thpse of the market couptries with
~the highest costs," This statement in my opinion is worth nothing
for those countries that are aspiring to venture in the_shipping

industry,
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Figure X IV ‘ .
Net Earping from Liberia's Registry (1951 - 1984) in
Millions of US Dollars

' Addit']

Initial Annual Registration Change

Registration tonnage fees and . of name
Year  fees & tonnage tax tax tonnage tax fees Total
1951 -~ - - - 2
1952 - - - - .3
1953 - - - - .5
1954 - — - - 5
1955 - - - - 8
1956 1.1 .2 006 .0007 1.3
1957 1.7 3 037 007 2.0
1958 1.2 R 029 .002 1.7
1959 1.0 5 008 003 1.5
1960 b b5 04 .003 1.]
1961 5 S5 ,066 004 1.0
1962 A 5 .037 001 9
1963 1.5 ) .057 .005 2.1
1964 2.1 5 082 .007 2,7
1965 2.7 Vi 150 .007 3.5
1966 1.6 .8 079 .007 2.5
1967 2.4 1.0 09 .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 0% .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 1.2
1978 6.0 4.6 .340 .08 1.0
1979 5.2 4.8 .198 o1 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 34 0N 18.5
1983 3,7 14.6 a1 .015 18.4
1984 3.9 13.4 (.045) 018 17.3

Total in million US dallars 249.8

Source"Bureau of Maritime Affairs, . IMA, Economic Inpact of ;

Onen Registry Shipping, 1979. C

The International Trust Company of Liberia, 1985 . X
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Figure XV.
Additional charges

II1 Change of name fees

(Payable where vessel's name is to be changed. Not requi-
red whére yessel is being trénsferred from fﬁreign flag apd is to be
initially registered in a new name). |
Publication cost $100.00

Change of Name Fee based on tonnage as follows (M,L. 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 tops _ 75,00 X
4. Over 1,000 and under 5,000 net tons L 100.00
5. Over 5,000 net tons q 150.00
New Provisional Certificate of Registry $200.00
New Permanent Certificate of Registry : 20Q.00
New Temppréry Radio Authority | . 50,00

Amended Ship Radio Station License
showipg name of vessel if a License had been

previously issued in former- name 100.00

IV  Recording fees

Recording of:

Bill of Sale or Builder's Certificate $ 50.00
Mortgége (includes two certified copies) 425.00
Amendment, etc., of Governant or Loan Agreement 150.00
Amendment, etc., which increases principal sum ’ 450.00
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Supardinatign or Assumption Agreement

Assignment (includes two certified copies?)

Satisfaction of Mortgage

Notice or Discharge of Claim of Lien
Re-jssued Certificate of Registry;

when requested, showing endorsement of recording

71
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Figure 5(\;11

#Ace and size of all steamships and motorships registered under the Liberian flag

Division of age

20 - 24 years 25 - 29 years 30 years &

0~ 4 years 5 - 9 years 10 - 14 years = 15 - 19 years Total
i over
Division of Gross Gross Gross Gross Gross Gross ~ Gross Gross

tonnage No. tommage =~  No. tonmage No. tonnage No. tonnage No. tonnage No. tonmnage No. tonnage No. tonnage
100 - 499 - - 8 2,675 23 9,80 14 5,466 1 433 2 698 2 712 50 19,879
500 -~ 99 3 2,449 14 11,088 15 12,085 2 1,729 1 515 - - - - K3 27,846
1,000 - 1,59 2 3,035 12 18,837 11 16,490 2 2,232 - - - - - - Z 40,59
1,600 - 1,99 - - - - 1 1,725 - - - - - - - 1 1,725
2,000 - 3,99 6 19,038 13 46,174 21 71,503 5 14,150 2 6,005 ~ - - 47 156,870
4,000 - 5,99 " 55,467 x 155,762 33 17,690 15 79,626 7 36,473 - - - - B 495,018
6,000 - 6,99 4 25,897 2 139,130 10 64956 15 9%,560 . 5 31,727 1 6,060 - - 57 %4,310
7,000 - 7,99 5 37,379 6 43,265 7 8,657 4 29,259 4 28,34 - - - - i) 190,944
8,000 - 9,999 2 199,561 46 21,869 30 275,639 27 240,509 6 5,979 6 5,87 - 137 1,251,504
10,000 - 14,999 % 393,590 73 916,900 8 1,015,445 3B 413,785 9 105,07 2 B, 3 3,414 B4 2,904,355
15,000 - 19,999 61 1,002,939 12 2,206,365 110 1,874,133 34 584,534 9 155,123 2 3RB,203 2 35,086 A0 5,981,433
20,000 - 29,999 72 1,701,3% 5 1,213,771 3 84,843 . % 1,411,655 7 167,610 5 116,841 - - 26 5,436,086
30,000 - 39,999 o0 2,002,987 76 2,604,480 43 1,447,996 40 1,422,149 5 163,633 - - - - 24 7,641,195
40,000 - 49,99 24 1,025,162 - 37 1,600,377 12 555,461 25 1,107,072 1. 46,476 - - - - 99 4,334,548
50,000 - 59,999 4 232,661 10 559,150 25 1,382,945 4 206,547 - : - - - - 43 2,341,303
60,000 - 69,999 1 66,413 29 1,849,204 19 1,200,107 - - - - 1 eL2n - - 50 3,185,999
70,000 - 79,999 1 70,164 " 82,702 20 1,497,390 3 221,740 - - - - - - - B 2,622,036
80,000 - 89,999 2 173,340 6 504,657 14 1,192,734 1 85,906 - - - - - - .38 1,956,637
90,000 - 99,99 2 186,87/ - - 6 590,210 - - - - - - - - 8 777,077
100,000 - 109,999 - - 10 1,004,880 2 2,316,565 - - - - - - - K% 3,381,454
110,000 - 119,999 - - 15 1,741,667 36 4,197,406 - - - - - - 51 5,939,073
120,000 - 129,999 - - 27 3,383,381 27 3,370,538 - - - - - - Y 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 - - - - - - - - %5 4,645,906
Total 312 7,288,275 647 23,980,731 610 23,663,885 282 5,923,019 - 5F& 798,434 19 298,184 7 72,172 1,93 62,024,700

Source: Lloyd Registry of Shipping Statistics, 1984.

B%




Figure “XVII

Arab fleet by country as of January 1st, 1985
- Vessels over 1,000 art - -

State Private Total o
Aver- Aver Aver- % of fleet  Change
Country No. art vt age* No. art awt age* No. grt dwt T age* (art) over 84 in %
Saudi Arabia =~ 16 346,294 505,441 7.0 157 2,683,384 4,574,697 14.9 173 3,029,638 5,081,138 13.9 27.02 27.1
Kumwait 59 2,110,370 3,208,807 6.0 13 142,309 194,029 17.7 72 2,252,679 3,402,8% 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 4 95,514 1,625,920 9.4 - - - - 44 925,514 1,625,920 9.4 8.25 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 2.1
Eqypt 78 457,332 665,009 9.7 36 151,284 200,226 23.0 14 608,616 865,235 13.0 5.43 7 10.4
~ Lebanon - - . - - 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 8,583 19.1 19 340,174 516,745 8.7 3.8 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 3.0 1 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 - 2,29 30,94 24.2 12 39,394 55,155 18.2 0.35 49.0
Bahrain - - - - - 3 21,619 3,639 18.4 3 21,619 38,639 18.4 0.2 0.1
Somalia 3 11,297 9,907 20.6 1 1,287 1,760 32.0 4 12,584 11,667 21.8 0.1 1.4
Yemen (N) 2 3,236 4,907 9.1 - - - - 2 3,23 4,907 9.1 0.03 -
Mauritania - - - C- 1 1,581 15964 18.0 1 1,581 1,94 18.0 © 0.0t ‘-
Jibuti - - - - - -- - - - - - - - -
Oman - - - - - - - - - - - -
Yemen (S) - - - - - - = - - - - - -
Total 405 7,535,928 12,018,596 7.9 33 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, Bremen, 1985 Feb Vol. 22 No. 2.
* pAverage age (years).




7.0. Recommendation and Conclusion

The basic reasons for going into ship regisération were to .
offset the high cost of transperting petroleum product from South
America to Liberia and the desire by President Tubman to prove to
the Liberian people that his open-door policy was making head-vay,

The principle behind the operation was designed to use offi-
cers from the traditional maritime state and crew from Liberia. In
this procéss Liberians would have been trained as masters and offi-
cers to take-over the command of Liberjan Registered vessels, But same-
where along the line, the training aspect of Liberiap crew was neglec-
ted thereby redycing total gain from the system of ship registration.

If the process of training of crew in the early days of the
sttenlhadbaﬂltd«wlserhlsly, Liberia would now be . earning sub-
stantial amountsfrdm the system of ship regjstration, Already, I have
mentioned in chapter six thesubstantial — cash-flow earned by India, Philip-
pines and South Korea by providing officers and crew to open registeries,

At present there aremore officers and crew in the world today
than the tonnage requires, Therefore, if Liberia was fo consider trai-
ning of seafarers for vessels registered under her flag, the conven-
tional method of training would be ipadequaté. Training would have to
be based on a modern approach, where‘the seafarer would have fo be
trained at university to enéblg hhntofifhﬂojobs at the ministries,
ports, shipping companies,‘training institutions and §lso as brokers
and forwarders. |

A man-power studywould have to be uqdertaken to make an assess-

ment of the man-power needs of the various maritime industries in the
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long rup.

Since adequate‘maritime trdining as described is expected to
have a very good effect upon efficiency and productivity in maritime
déveiopment, I wish to emphasize that it be given high consideration
as a matter of priority.

Apother aspect of the maritime industry that Liberia could
enter intois ajohﬁkvaﬁuhe with a multinational agreement such as
bareboat chartering, Thi§ agreement must only be done during the
periad of high rate.

Under a bareboat charter,‘ﬁhe Liberian company obtainsthe . .=
complete control of the vessel which the company . operates  as if
it belongs to their own fleet, The company is responsible for all crew
matters including the appointment of the Master and the Chief‘Engineer.
All costs incidental to the use and operatioh of the vessel are for the
company's account. The company is also responsible for keeping the
vessel in good condition and running order ana this requires them to
overhayl and repair it whenever necessary.

The bareboat vessels would then enter intq a contract for ma-
jor bart of the iragp ore export trade. This sort of deal could assist
in providing part of the most extensive training program; '

Most of the ore could be shipped through the Freeport of
Monrovia and Lower Buchanan, where facilities might have to be up-
graded. Addditional quantities of ore could be obtained from Guinea,

Howeyer, consideration will have to be given to the fact that
the market %or irgn ore is presently under-going a great deal aof un-

certainty, with steel output plunging in the US in the first quarter
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of 1985 by 12 percent, compared ta 1984, while EEc'production fell

only slightly,.Japan steel industry revived, however, by more than

3 percgnt.

' 'One of the prime characterfstics of Liberija's Registry ope-
rations i§ that in a competitive market unrestricted by cargo-sharing
they proyide a yery flexible, rich supply of shipping seryices at a
lower cost to the buyer than would be the case if the beneficial pwners
were obliged to operate under their own national flags. It is premature
to think that their phasing out would lead to redeployment by the bene-
ficial owners of Greece,‘dapan, Hong-Kong and United States to a y}de
range of developing countries on a trade related basjs. Much of them
might probably be re-flagged under lower cost OECD countries such as
Greede, and perhaps in the future Spain. The extent to which charges

to ship users might increase would depend upon reduced taxation,

Of the small number of ships that might be redeployed in
joint ventures in developing countries the owners may require high
financial and political guarantees qf the inyestment. Ironic, How-
ever, is the fact that in many cases re-flagged vessels operating
iﬁ joint-Ventures under some of these flags wouyld be just as de-
pendent on officers and seamen from other deyeloping countries and
indeed, from the developed countries as in the present Liberian

Registry, -
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Some developing countries hpsting joint shipping ventures

~wWould obtain some benefit of the flow of hard cur?ency through

their national accounts derived from the immediate revenue from.
their new operations, although the net gain or possible loss,would de-
pend uponon the ratio of unit revenue. However, net cash flows of
foreign exchapge could be lower than gross revenues as a result of
heayy outgoings on interest charges, management, officers, and crew
repairs and maintepance, bunkering and stores.

The large majority of developing éBuntries, including Libe-
ria which follows Canada'é example, will realise that their econo-
mic intefest in buying relatively low-priced bulk shipping in a free
market would find that their foreign trade transaction in seaborne
trade becoming less competitive and their imports more expensive.
Since, many -of these comodities coming from these countries have al-
ternative suppliers in the industrialized world, (i.e. éanada and
Australia & South Africa) such changes would have long-term implica-

tions for the narrowly based economies on the developing countries.
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Appendix A , ‘ o
Interpational Conventions and Agreemepts, Mgritime or
Relgted, to which Liberia is a Party or of which Liberia is a Signa--
tbry,
Key:

* = Applied by Liberia in advance of coming into force internatiopally.

N.Y.R. = Liberia has not yet deposited ratification.
) E.I.F. = Date of entry into force for States Parties.
N.Y.I.F. = 'Not yet in force internationally,
IMO Conventions ' ,
) 1. CONVENTION ON THE INTERNATIONAL A
MARITIME ORGANIZATION Al
(IMO CONSTITUTION) 3l
06 MAR 48, Geneva ' 06 JAN 59 06 JAN 59 ] ;
Amendments to the Convention : ' 3
on the International Maritime -4
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 NOY 79 22 MAY 82
17 NOV 77 (Res A.400) 14 DEC 79 N.Y.I.F.
15 NOY 79 (Res A.450) 08 JAN 81 N.Y.ILF. ;
2, INTERNATIONAL CONVENTION, FOR THE EE
SAFETY OF LIFE AT SEA, 1960 (SOLAS '60) a2y
17 JUN 60, London . 26 MAY 64 26 MAY 65 N 4
> (Abrogated: 25 May 80) - 5
1966 Amendments L,
30 NOV 66 (Res A.108) 25 FEB 69 25 FEB 69* X
1967 Amendments , .
25 OCT 67 (Res A.122) 29 JAN 70 N.Y.I.F. L
) 1968 Amendment 4
: 29 NOV 68 (Res A.146) 25 SEP 72 N.Y.I.F. _
1969 Amendments 3
21 OCT 69 (Res A.174) 25 SEP 72 N.Y.I.F. <
1971 Amendments . -
12 0CT 71 (Res A.205) 25 SEP 72 N.Y.I.F.
1973 (General) Amendments . .
20 NOV 73 (Res A.263) N.Y.R. N.Y.I.F.
1973 (Grain) Amendment kaf
20 NOY 73 (Res A.264) (01 JAN 75) 01 JAN 75% g;_
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Appendix A , ‘ o
Interpational Conventions and Agreements, Mﬁritime or
Related, to which Liberija is a Party or of which Liberia is a Signa--
tory,
Key:
* = Applied by Liberia in advance of coming into force internatignally.x‘
N.Y,R. = Liberia has not yet deposited ratification.
E.I.F. = Date of entry into force for States Parties.

N.Y.I.F. ='Not yet in force internationally.

IMO Conventions

1. CONVENTION ON THE INTERNATIONAL : b

MARITIME ORGANIZATION D4
(IMO CONSTITUTION) e
06 MAR 48, Geneva ' 06 JAN 59 06 JAN 59 % f
Amendments to the Convention : : 3
on the International Maritime ' -‘j
Organization %g
28 SEP 65 (Res A.70) (03 NOV 68) 03 NOV 68 gﬂa
17 OCT 74 (Res A.315) . 22 AUG 75 01 APR 78 :
14 NOV 75 (Res A.358) ' 19 NOV 79 22 MAY 82 L4
17 NOV 77 (Res A.400) 14 DEC 79 N.Y.LLF, ¥
15 NOY 79 (Res A.450) 08 JAN 81 N.Y.ILF. £
2. INTERNATIONAL CONVENTION,FOR THE %
SAFETY OF LIFE AT SEA, 1960 (SOLAS '60) AN
17 JYN 60, London i 26 MAY 64 26 MAY 65
(Abrogated; 25 May 80)
1966 Amendments i
30 NOV 66 (Res A.108) 25 FEB 69 25 FEB 69* iah-
1967 Amendments ,
25 OCT 67 (Res A.122) 29 JAN 70 N.Y.I.F. {':1
1968 Amendment A
29 NOV 68 (Res-A.146) 25 SEP 72 N.Y.I.F.
1969 Amendments )
21 OCT 69 (Res A.174) 25 SEP 72 N.Y.I.F. "4
1971 Amendments . i
* 12 OCT 71 (Res A.205) 25 SEP 72 N.Y.I.F. ‘
1973 (General) Amendments . . |
20 NOV 73 (Res A.263) N.Y.R. N.Y.I.F. cf
1973 (Grain) Amendment =
20 NOY 73 (Res A.264) (01 JAN 75%) 01 JAN 75%* ;‘
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INTERNATIONAL CONVENTION FOR THE

SAFETY OF LIFE AT SEA, 1974 (SOLAS '74)
01 NOV 74, London

- 1981 Amendments
20 NOV 81 (Res MSC, 1.XLV)

PROTOCOL OF 1978 (TSPP '78) TO

SOLAS '74

{7 FEB 78, London
CONVENTION ON THE INTERNATIONAL

REGULATIONS FOR PREVENTING
COLLISIONS AT SEA, 1972

(COLREGS '72)
20 OCT 72, London

1981 Amendments

19 NOV 81 (Res A,464)
INTERNATIONAL CONVENTION FOR THE-

PREVENTION OF POLLUTION OF THE SEA
BY OIL, 1954

(OILPOL '54)

12 MAY 54, London

(QILPOL '54 - Continued)
1962 Amendments, excepting

Article XIV
22 MAY 62

1962 Amendments to Article 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)

INTERNATIONAL CONVENTION FOR THE

PREVENTION OF POLLUTION FROM SHIPS,
1973 (MARPOL '73)
02 NOV 73, London

PROTOCOL OF 1978 (TSPP '78) TO

MARPOL '73

17 FEB 78, Landon

. INTERNATIONAL CONVENTION ON LOAD
LINES, 1966 (LL '66)
05 APR 6, London

1971 Amendments

12 OCT 71 (Res A,221)

1975 Amendments

12 NOV 75 (Res A.319)
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14 NOy 77

20 NOv 81

28 0CT 80

28 DEC 73

(19 NQV 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
N.Y.R.

25 MAY 80

N.Y.I.F,

01 MAY 81

15JUL 77

01 JUN 83

«

26 JUL 58

18 MAY 67

28 JUN 67
01 SEP 67+
20 JAN 78

2 OCT 83
2 0CT 83

21 JUL 68

N.Y,I.F.
N.Y,L.F.
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10,

11,

12.

13,

14.

15.

17,

18.

L3

1979 Amendment ,
15 NOV 79 (Res A.411)

INTERNATIONAL CONVENTION ON TONNAGE
MEASUREMENT OF SHIPS; 1969 (TMS '69)
23 JUN 69, London X \

INTERNATIONAL CONVENJION FOR SAFE '
CONTAINERS, 1972 (CSC~L
02 DEC 72, Geneya

INTERNATIONAL CONVENTION ON STANDARDS
OF TRAINING, CERTIFICATION AND WATCH-
KEEPING FOR SEAFARERS, 1978 (STCW '78)
07 JuL 78, London

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

INTERNATIONAL CONVENTION RELATING
TO INTERVENTIQON ON THE HIGH SEAS IN
CASES OF OIL POLLUTION CASUALTIES,
1969 (INTERVENTION '69)

29 NOY 69, Brussels

PROTOCOL RELATING TO INTERVENTION

ON THE HIGH SEAS IN CASES OF POLLUTION
BY SUBSTANCES OTHER THAN OIL
(INTERVENTION PROT '73)

02 NOV 69, Brussels

PROTOCOL OF 1976 (CLC PROT '76)
19 NOV 76, London

CONVENTION RELATING TO CIVIL
LIABILITY IN THE FIELD OF MARITIME
CARRIAGE OF NUCLEAR MATERIAL; 1971
(NUCLEAR '71) o

17 DEC 71, Brussels
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N.Y,R.
26 SEP 72
14 FEB 78
28 0CT 80
14 FEB.78

N.Y.R.

(12 AUG 71)
(31 JuL 78)

25 SEP 72

25 SEP 72

17 FEB 81

17 FEB 81

N,Y.I.F.

18 JUL 82

14 FEB 79

N.Y.1.F,

15 APR 78

N.Y.I.F.

12 AUG 71
31 JUL 78

06 MAY 75

19 JUN 75

08 APR 81

- 18 MAY 81
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.19,

20.

21,

22.

23.

24.

25.

26.

27.

28.

INTERNATIONAL CONVENTION ON THE
ESTABLISHMENT OF AN INTERNATIONAL
FUND FOR COMPENSATION FOR OIL
POLLUTION DAMAGE, 1971 (FUND '71)

- 18 DEC 71, Brussels

PROTOCOL OF 1976 (FUND PROT !76)
19 NQV 76, London .

ATHENS CONVENTION RELATING TQ THE
CARRIAGE OF PASSENGERS AND THEIR
LUGGAGE BY SEA, 1974 (PAL '74)

- 13 DEC 74, Athens

PROTOCOL OF 1976 (PAL PROT '76)
19 NOV 76, London

CONVENTION ON LIMITATION OF
LIABILITY FOR MARITIME CLAIMS,
1976 (LLMC '76)

19 NOV 76,  London

ILO Conventions

ILO CONVENTION NO. 22 CONCERNING
SEAMEN'S ARTICLES OF AGREEMENT, 1926
24 JUN 26, Geneva

1LO CONVENTION NO. 23 CONCERNING
REPATRIATION QF SEAMEN, 1926
23 JUN 26, Geneva

ILO CONVENTION NO. 53 CONCERNING
THE MINIMUM REQUIREMENTS OF
PROFESSIONAL CARACITY FOR MASTERS
AND OFFICERS ON BQARD MERCHANT
SHIPS, 1936

24 QCT 36, Geneva

ILO CONVENTION NO. 55 CONCERNING
THE LIABILITY OF THE SHIPOWNER IN
CASE QF SICKNESS, INJURY. OR DEATH
OF SEAMEN, 1936 -
24 OCT 36, Geneva

ILO CONVENTION NO. 58 CONCERNING
THE MINIMUM AGE FOR ADMISSION OF
CHILDREN TO EMPLOYMENT AT SEA, 1936
24 OCT 36, Geneya '
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25 SEP 72

17 FEB 81

17 DEC 80

16 OCT 78

N,Y.I,F.

N.Y.T.F.

(To be deposited on entry

_into force of PAL

17 DEC 80

21 JUN 77

21 JUN 77

09 MAY 60

09 MAY 60

. 09 MAY 60

'74)
N.Y.].F-

-

N.Y.I.F.
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21 JUN 78

21 JUN 78

09 MAY 61

09 MAY 61

09 MAY 61
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29.

30.

31.

32.

33.

34,

35,

36,

37.

38Q

39.

ILO CONVENTION NO. 73 CONCERNING
THE MEDICAL EXAMINATION OF .
SEAFARERS, 1946

06 JUN 46, Geneya

". ILO CONVENTION NO. 87 CONCERNING

FREEDOM OF ASSOCIATION AND PROTECTION
OF THE RIGHT TO ORGANISE, 1948
09 JULA48, San Francisca

ILO CONVENTION NO. 92 CONCERNING
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59.

60.

61.

62.

63.

64.

IMO Codes Implemented

INTERNATIONAL MARITIME DANGEROUS
GOODS CODE, 1965 (CDG), AS AMENDED
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CODE FOR THE CONSTRUCTION AND
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Appendix B

Open Registry Tanker Performance

, In Appendix B I note with deep interest the publication of the
Tanker Advisory Centérs' 1985 “Guide for the Selectiop of tankers" which
assesses the probability that an individual vessel chosen for charter‘
will perfokm satisfactorily for ﬁﬁe characters. It also accumulates the
data by flég of registry and rapks them on the basis of 5 (high) to 1

, (low). Interestingly, there were few changes when one compare 1985

with 1984, and the opep registries again earned a higher rating than
the world average which, for 1985, is 3.17. L
1985 1984
Country of Fleet Fleet Fleet Fleet
Registry size average -size average
Japan 192 4,5 212 4.5
Norway 172 4.0 ~191 3.9
Singapore 61 3.9 62 3.9
France 50 3.9 58 3.8
Panama 227 3.4 210 3.3
Liberia 655 3.3 725 3.3 .
Italy 98 3.1 96 3.0
United Kingdom 179 3.0 199 3.
Brazil 69 3.0 66 3.0
Unjted 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 registries, the Bahamas rose to 3.8
ﬁ; from 3.7 and the Netherlands Autilles dropped to 3.3 from 3.4. As was
;/ the case last year, those countries whose delegétes at UNCTAD have

been most vocal in demanding that opep registries be “phased out" in
order to "upgrade” safety and pollution preventiop standards were
. well behind thé leading open registry nations. For instance, Sri Lanka

posted a 2,3, India a 2,9, Libya a 2.5, the Philippipes a 2.9 and

Iraqg a 2.2.

Source: FACS Forum, Bitting the Bullet in Geneva, 1985 July
Tanker Advisory Centries "Guides for the Selection of Tankers, 1985.
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AUTHORISATIONS GRANTED BY GOVERNMENTS TO LLOYD'S REGISTER OF SHIPPING
TO UNDERTAKE SURVEYS AND ISSUE CERTIFICATES
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CARGO SHIP SAFETY CONSTRUCTIUN : CARGO SHIP SAFETY CONSTRUCTION CARGO SHIP bAFETY CONSTRUCTION H
CARGO SHIP SAFETY EQUIPMENT CARGO SHIP SAFETY EQUIPMENT i CARGD SHIP SAFETY EQUIPMENT
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¥ Society has complete authority to survey and .issue appropriate certificates. 3
(o] Society has some degree of authorisation and has acted on behalf of Government,
Society has some degree of authorisation and has acted op behalf of Government

Certificates issued by National Administration
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