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Robert J. Blackwell, Assistant Secretary of Maritime Affairs (center),
in Moscow, May 1973 with members of U.S. Delegation,

which negotiated modifications to the

U.S./U.S.S.R. Maritime Agreement
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THE SECRETARY OF COMMERCE
Washington, D.C. 20230

The President
President of the Senate
Speaker of the House of Representatives

Sirs:

I have the honor to submit the Annual Report of the Maritime Administration
for fiscal year 1973.

During the year, the Maritime Administration made substantial progress
in implementing the maritime program as embodied in the Merchant Marine
Act of 1970.

An unprecedented level of shipbuilding activity was generated with the
aid of the construction-differential subsidy program. Contracts for the
construction of 17 new vessels and conversion of three freighters into
containerships were awarded during the year. The value of these awards
approximated $1.3 billion. With the signing of these contracts, the
volume of shipbuilding under the 1970 Act reached $2.4 billion, covering
the construction of 47 new vessels and 16 containership conversions. }
These orders will generate nearly 120,000 man-years of work for employees
in American shipyards and allied industries.

During the year, a milestone agreement was reached with the Union of
Soviet Socialist Republics governing maritime relations between the two
nations. This historic pact, which was signed on October 14, 1972,
provided merchant ships of each nation with more open access to ports of
the other and extended to each nation's fleet the opportunity to carry
equal and substantial portions of the oceanborne trade moving between the
two countries.

In these and numerous other areas, I believe that this report presents
concrete evidence that the Maritime Administration and the American
maritime industry are making steady progress in achieving the goal of

the Merchant Marine Act of 1970 -- the restructuring of the American
Merchant Marine to transform it into one of the most modern and efficient
fleets on the high seas.

Respectfu]]yi
25 0 Dt

Secretary of Commerce
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Introduction

BY ROBERT J. BLACKWELL
Assistant Secretary of Commerce
for Maritime Affairs

Fiscal year 1973 was one in which the American
maritime industry made significant headway in
reaching President Nixon’s goal of a revitalized
U.S.-flag merchant marine. A large volume of new
ship orders were placed during the year—ships
which will substantially upgrade the U.S. fleet's
carrying capacity in the years ahead.

As the primary federal agency charged with
implementing the President's maritime program
under the Merchant Marine Act of 1970, the Mari-
time Administration also made substantial prog-
ress during the year. Continued efforts to realign
its programs and organization to reflect the pro-
gram’s dimensions and the needs of the U.S.
maritime industry began to bear fruit during the
year.

Shipbuilding

A record volume of shipbuilding orders under the
agency's construction-differential subsidy program
highlighted the year’s activities. Contracts valued
at almost $1.3 billion were awarded during the
year for the construction of 17 new ships and the
conversion of three freighters into highly produc-
tive containerships.

Award of these contracts brought the total
volume of shipbuilding activity under the Presi-
dent’s maritime program to nearly $2.4 billion,
comprising the construction of 47 new ships and
16 containership conversions. These orders repre-
sent nearly 120,000 man-years of work for ship-
yard employees and those in related industries.

Largely because of the shipyard work gener-
ated by the program, the American shipbuilding
industry at the end of the fiscal year had the larg-
est peacetime backlog of merchant-ship construc-
tion orders in its history. As of June 30, 1973, 83
ships, aggregating 5.4 million deadweight tons,

& Summary

were on order or under construction. These vessels
had a total value of about $2.9 billion.

The year’s ship construction program was
also notable in that the first contracts for the con-

- struction of nine liquefied natural gas (LNG) car-

riers, which carry their cargoes at a temperature
of minus 260 degrees Fahrenheit, were placed
with U.S. shipyards. The LNG contracts, which
were awarded to three shipyards, heralded the
entry of American shipbuilders into an important
new market for their services. The other ship--
building contracts awarded during the year will
permit continuation of the series construction of
tankers and roll-on/ roll-off ships at four yards initi-
ated in previous years.

Under the President’'s program, American
shipyards are encouraged to increase their pro-
ductivity to upgrade their competitiveness in the
world market and reduce their dependence on
government construction aid. The 1970 Act pre-
scribes a descending scale of guideline subsidy
rates to effectuate this provision of the program.
In fiscal year 1973, the applicable construction
subsidy guideline rate was 41 percent.

All of the shipbuilding contracts awarded dur-
ing the year bettered this goal, reflecting the
strenuous and continuing efforts by U.S. ship-
builders to hold down their costs in relation to
rising prices for vessels in foreign yards. A four-
ship order placed during the year for 89,000-ton
tankers incorporated a subsidy rate of 36.47 per-
cent—the lowest subsidy rate on a conventional-
type ship in the 37-year history of the construction
subsidy program.

Additionally, the liquid gas carriers con-
tracted for during the year involved even lower
subsidy rates. The contracts covering the first six
of these ships carried subsidy rates of about 25
percent. Moreover, the third three-ship order re-
quired a subsidy rate of only 16.5 percent.



U.S./U.S.S

. Agree

One of the most notable achievements of the fiscal
year, from the point of view of the agency and the
maritime industry, was the successful conclusion
of an agreement covering marine commerce be-
tween the United States and the Union of Soviet
Socialist Republics. Signed on October 14, 1972,
the pact culminated a year of intensive negotia-
tions between U.S. and Soviet maritime officials.

This agreement, which opened an important
new market for American ships, has two basic
purposes: It provides merchant ships of each
nation with more open access to specified ports
of the other. And It extends to each nation’s fleet
the opportunlty to carry an equal and substantial
portion of the ocean trade moving between the
two nations.

During the year, Soviet grain purchases in
the United States, amounting to 19.2 million tons,
constituted the main cargo falling within the scope
of the agreement. To assist American bulk car-
riers in participating in this trade, the Maritime
Administration instituted a special operating sub-
sidy program. Fifty-two special operating subsidy
agreements covering a total of 88 vessels were
approved during the fiscal year, and subsidized
vessels commenced a total of 77 voyages carrying
approximately 2.3 million tons of grain.

Nearly all of the American ships engaged in
this trade returned to the United States with pe-
troleum cargoes loaded at Black Sea or Mediter-
ranean ports. These backhaul cargoes totaled 2.2
million tons.

Title XI Guarantees

Under Title X! of the Merchant Marine Act of 1936,
as amended, MarAd is authorized to guarantee
the principal and interest on commercially placed
mortgages and loans used to finance new ship con-
struction or conversions. Fiscal year 1973 was a
record-setting year for this program, with guaran-
tees approved for nearly $1 billion in ship-financ-

ing instruments. These guarantees cover 95 ves- -

sels and 450 lighters.

At the end of the fiscal year, a total of 456
vessels and 2,171 lighters were insured under the
Title XI program. The outstanding principal bal-
ance on these ships aggregated almost $2.6 billion.

Important legislation, enacted as the Federal
Ship Financing Act of 1972, made substantive
changes in the program to facilitate its use by a
wider variety of vessel owners and operators. It
lowered the minimum barge-size requirements,
for example, to permit inland waterway operators
to obtain Title Xl-guaranteed financing on standard

2

river barges. It also expanded the range of uses
to which funds from insured obligations may be
put to include the construction, reconstruction,
or reconditioning of shoreside marine facilities or
equipment. At year’s end, another bill—to raise
the ceiling on mortgages and loans the agency can
guarantee from $3 billion to $5 billion—was pend-
ing before the Congress.

Operating Aid

in addition to the 52 temporary operating subsidy
agreements covering vessels moving bulk agricul-
tural commodities to the Soviet Union, the agency
entered into six new operating subsidy contracts
during fiscal year 1973. Two of these agreements,
covering vessels operating in the U.S. Gulf/Far
East service, and in worldwide petroleum trades,
are short-term agreements, expiring in five years
or less.

Four long-term operating subsidy contracts
were also awarded during the year. All of these
cover 89,000-ton tankers which, when delivered,
will be used to transport petroleum in U.S. foreign
trade.

Capital Construction Funds

Capital Construction Funds, into which eligible
operators may deposit vessel earnings and capital
gains on a tax-deferred basis, are another aid to
assist American vessel owners and operators in
accumulating the capital necessary for new ship
construction. By the end of the year, 140 such
funds had been established. These will generate
approximately $2 billion in shipyard work in the
next ten years. :

Research and Development

In announcing his maritime program in 1969,
President Nixon called for an enlarged and re-
directed maritime research and development effort
to improve the productivity of American shipping
and shipbuilding operations. The Maritime Admin-
istration continued to carry out this important
mandate during the fiscal year, awarding $24 mil-
lion in R&D contracts. Industry cost-sharing—one
of the hallmarks of the R&D program—added an-
other 30 percent to this total.

One of the highlights of the R&D program
during the year was the establishment of the Mari-
time Coordination Center at the National Maritime
Research Center, Kings Point, N.Y. This instalia-
tion was linked with ships at sea through National
Aeronautics and Space Administration satellites



as part of the agency's ongoing effort to develop
an effective satellite-aided communications and
navigation system. A series of tests were success-
fully concluded during the fiscal year. Plans were
being made at the end of the year to adapt the
system to more advanced satellites, which will
provide higher levels of service to the industry.

In a series of cost-shared contracts, MarAd
and the shipbuilding industry undertook a cooper-
ative research program aimed at improving ship
construction technology in the U.S. These con-
tracts, several of which were completed during
the year, involve developing specific equipment
and techniques, such as one-sided welding de-
vices and improved material handling and plate
coating methods to lower the cost of building ships
in this country.

An important milestone in the agency’s
nuclear propulsion research program was also
reached during fiscal year 1973. The prime
contractor for this program, Babcock & Wilcox,
completed a Preliminary Safety Analysis Report
on its consolidated nuclear steam generator sys-
tem. This study was undergoing intensive review
by regulatory agencies at the end of the year.

Civil Rights

The Maritime Administration is responsible for
assuring that all Americans enjoy equal employ-
ment opportunities in the U.S. shipping, ship-
building and ship repair industries. To achieve
this goal, the agency monitors the hiring and pro-
motion practices of companies in these fields and
works with them to develop affirmative action
programs.

Minority participation in the U.S. shipbuild-
ing industry has grown significantly in the last five
years. Five years ago, black, Chicano, and other
minority employees accounted for 17.7 percent
of the shipyard workforce. By 1973, this propor-
tion had increased to 26.5 percent. In the ship-
ping industry, minority participation increased
from 10 to 15.2 percent between 1969 and 1973.

During fiscal year 1973, MarAd and the ship-
building industry concentrated their efforts on
improving the quality of jobs held by minority em-
ployees, who formerly had been generally limited
to low-paying, unskilled positions. As a result of
these efforts, black participation in skilled jobs
rose from 13.4 percent in 1968 to 22.3 percent
in 1973. At the same time, the percentage of
blacks in salaried jobs tripled.

MarAd worked during the year with another
Commerce Department agency, the Office of Mi-

nority Business Enterprise, to promote the use of
minority subcontractors to furnish goods and serv-
ices to shipping and shipbuilding firms. In pilot
form, the effort was warmly received by both the
industry and minority businesses. At the end of
the year, it was in the process of being expanded
from a regional to a national scale.

Poliution Abatement

The agency’s efforts to reduce ship-generated pol-
lution of the oceans and the inland waterways
were stepped up during the year. Several research
projects were conducted with an eye toward up-
grading the quality of overboard discharges of
ballast water from ships and toward developing
shoreside reception and processing facilities to
accommodate ship-generated wastes. In conjunc-
tion with the U.S. Coast Guard, a study was initi-
ated to determine effective and economical pollu-
tion-abatement construction standards for tank
barges using the inland waterways.

Conclusion

Based on the foregoing list of accomplishments,

* and the many others delineated in the pages that

follow, | believe that the Maritime Administration
and the American maritime industry made signifi-
cant progress during fiscal year 1973 in meeting
President Nixon’s goal of a balanced, productive
American merchant marine capable of meeting
this Nation’s many diverse commercial and de-
fense shipping requirements in the years ahead.



(Above) At 225,000 dwt.,
the TT BROOKLYN shown
under construction at Sea-
train Shipbuilding Corp., is
forerunner of very large
crude carriers being built in
American shipyards

(Right) Artist’s concept of
Liquefied Natural Gas
{LNQG) carrier which will
give new dimension to
American merchant marine
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Contract Aw

The Maritime Administration (MarAd) construc-
tion-differential subsidy (CDS) program, in sup-
port of the national policy to revitalize the
American merchant marine, generated contracts
in fiscal year 1973 for the construction of 17 ships
and the conversion of three freighters to contain-
erships (see Table 1). Valued at approximately
$1.3 billion, these contracts constitute the largest
investment in commercial U.S. ship construction
made in any peacetime year. Particularly note-
worthy are the types of ships ordered. Sixteen of
these ships are designed for the transportation of
vital energy resources: seven are liquid bulk tank-
ers and nine are 125,000-cubic-meter liquefied
natural gas (LNG) tankers. The nine LNG's, three
each to be built by Newport News Shipbuilding
and Dry Dock Co., Newport News, Va.; General
Dynamics Corp.’s Quincy Shipbuilding Division,
Quincy, Mass.; and Avondale Shipyards, Inc.,
New Orleans, La.; will be the first such ships ever
constructed in the United States. They also will
carry the lowest CDS rates since the subsidized
shipbuilding program was initiated 37 years ago.

Unsubsidized private construction contracts
were awarded for five ships: two 14,180 dead-
weight ton (dwt.) roll on/roll off vanships at Sun
Shipbuilding and Dry Dock Co., Chester, Pa.; and
three Great Lakes bulk carriers, one 19,000 dwt.
vessel at the American Shipbuilding Co., Lorain,
Ohio; one 19,000 dwt. vessel at the American
Shipbuilding Co., Toledo, Ohio; and one 28,100
dwt. vessel at Bay Shipbuilding Corp., Sturgeon
Bay, Wisc.

As of June 30, 1973, the number of large
merchant ships under construction or on order in
American shipyards totalled 83 vessels aggregat-
ing 5.4 miilion dwt. as compared to 78 of 4.4
million dwt. a year earlier (see Table 2).

Of the 83 new ships, valued at $2.9 billion,

55 were being constructed with subsidy (see
Appendix Viilyand the remaining 28 were being
financed privately or with the aid of Title X| Federal
Ship Financing Guarantees. At the end of the year,
there were no ships undergoing major conversion
work in private shipyards.

Construction Subsidy

The Maritime Administration is authorized to pay
a subsidy on vessels built in American shipyards
that will operate under the U.S.-flag with American
crews in the Nation’s essential foreign commerce.
CDS represents the difference in construction cost
between buiiding a vessel in the U.S. and in a low-
cost foreign shipbuilding center (see Appendix IV
for CDS expenditures since 1936).

The 55 ships being constructed with CDS
had a contract value of $2.5 billion. The subsidy
amounted to approximately $871 million (exciud-
ing the cost of National Defense Features) (see
Appendix VIII). These subsidized ships included 11
Lighter-Aboard-Ship (LASH) vessels, six container-
ships, four roll on/roll off vanships, 23 tankers,
two ore/bulk/oil (OBO) carriers and nine LNG
carriers.

Under the Trade-in and Build program, the
Fillmore Tanker Corp., a subsidiary of Seatrain
Lines, Inc., traded in to the Government five ships
with a total trade-in allowance of $9,733,450 to
be applied against the owner’s cost of building one
225,000 dwt. tanker, for which a CDS contract
was awarded during fiscal year 1973.

At the close of fiscal year 1973, 28 applica-
tions for CDS were pending (see Table 3). Cover-
ing a total of 92 vesels, these applications covered
the foliowing ship types: eight very large crude
carriers (VLCC’s), 24 OBOQO’s, 28 LNG’s, one mini-
LASH, six dry bulk carriers, six tug/barges and
19 tankers.



TABLE 1

Cwner

Shipbuiider

TRACTS

Type of Ship

Methane Alpha Co.
Methane Beta Co.
Methane Gamma Co.

Newport News Shipbuilding & Dry Dock Co.
Newport News Shipbuilding & Dry Dock Co.
Newport News Shipbuilding & Dry Dock Co.

LNG—LG9-S-94a
LNG—LG9-S-94a
LNG—LGS-S-94a

Cryogenic Energy Transport, Inc.
Liquegas Transport, Inc.

LNG Transport, inc.

States Steamship Co.

Methane Delta Co.

Methane Epsilon Co.

Methane Zeta Co.

Third Group, Inc.

Gulf Oil Corp.

Fillmore Tanker Corp.
American President Lines, Ltd.

General Dynamics Corp.
General Dynamics Corp.
General Dynamics Corp.

Bath fron Works Corp.
Avondale Shipyards, Inc.
Avondale Shipyards, Inc.
Avondale Shipyards, Inc.
National Steel & Shipbuilding Co.
Bethlehem Steel Corp.
Seatrain Shipbuilding Corp.
Triple “A” Machine Shop, Inc.

LNG—LG8-S-102a
LNG—LG8-5-102a
LNG—LG8-S-102a
RO/RO—C7-S-95a
LNG—LGS-S-107a
LNG—LG9-S-107a
LNG—LG9-S-107a
Tanker—T8-S-100b
Tanker—T10-S-101b
Tanker—T10-S-92a
Containership—C6-S-€

Total CDS contracts awarded in fiscal year 1973

! Total contract cost including CDS and National Defense Features, but excluding engineering and change orders.

2 125,000 Cubic Meter liquefied Natural Gas Carriers.
* Reconstruction

TABLE 2 SHIPS UNDER
CONSTRUCTION/CONVERSION IN
U.S. SHIPYARDS

Number of Ships

Ship Deliveries

A total of 17 new vessels, aggregating approxi-
mately 785,780 dwt., were delivered by American
shipyards during the year (see Table 4).

Ten of these were constructed with the aid
of CDS and are among the most productive types
of commercial vessels in service. Seven container-
ships were delivered to the following companies:
two to American Export Lines, Inc.; two to Ameri-

- Total New Conversions can President Lines, Ltd.; and three to Farrell
Under Contract Lines, Inc. The other three vessels delivered were
July 1, 1972 91 78 13 barge-carrying types: two SEABEEs for Lykes Bros.
Steamship Co., Inc. and one LASH for Pacific Far
Awards During East Line, Inc.
FY 1973 25 22 3 The following seven vessels built without-
Sub Total 116 100 16 subsidy also were delivered during the year: two
tankers to Standard Oil Co. of California, one bulk
Completed During carrier to United States Steel Corp., one tanker to
FY 1973 33 17 16 Hendy International Co., one tanker to Mobil Oil
—_ —_ — Corp., one tanker to Ecologlcal Shipping Corp and
one tanker to Atlantic Richfield Co.
Under Contract
June 30, 1973 83 83 0 During the year, 16 conversions also were

completed, 15 of which were subsidized.



Estimated Estimated

Cost to Cost to

Gov't of Gov't of

Total Estimated Total Construction- National

No. of DWT Completion Estimated Differential Defense
Ships Tonnage Date Cost ! Subsidy Features
1 63,460 2 5/15/76 $ 106,577,000 $ 27,291,000 $ 17,000
i 63,460 2 10/31/76 96,837,500 24,792,000 17,500
1 63,460 2 4/15/77 94,238,000 24,125,000 18,000
1 63,600 2 12/31/75 89,575,000 21,231,535 20,000
1 63,600 2 3/31/76 89,575,000 21,231,535 20,000
1 63,600 2 3/31/77 89,575,000 21,231,535 20,000
1 17,859 6/19/77 35,337,647 14,134,000 204,647
1 63,1702 10/15/76 106,020,000 17,495,000 20,000
1 63,1702 4/15/77 103,020,000 17,000,000 20,000
1 63,1702 10/15/77 100,020,000 16,505,000 20,000
4 358,800 12/31/76 112,760,000 41,040,000 240,000
2 530,000 4/30/77 162,918,400 66,570,500 302,000
1 225,000 3/30/76 70,603,500 28,800,000 63,500
3* 52,992 5/25/73 2,325,615 838,115 ......
20 1,785,341 ... ... $1,259,382,662 $342,385,220 $982,647

Title XI Guarantees

Title XI of the Merchant Marine Act, 1936, as
amended, authorizes the Secretary of Commerce
to guarantee obligations made to- finance the con-
struction, reconstruction and reconditioning of
vessels. It is designed to assist ship operators in
obtaining the private capital necessary to replace
or expand their fleets. Before Title X| became an
effective method of financing, the Government
granted aid to ship construction in the form of
direct mortgages. This program was abandoned
in 1954. Title X| was then substantially amended
to replace direct Government financing with pri-
vate financing, backed by Government insurance.
The Federal Ship Financing Act of 1972 (Public
Law 92-507), substantially revised and modern-
ized the Title XI program.

The 1972 Act, which was signed by President
Nixon on October 19, 1972, greatly changed the
Government’s role in the financing transaction.
Under prior law the Government insured a loan
or mortgage. The 1972 Act, however, provides
that the United States will guarantee the payment

of the principal and interest on the obligation
itself. All security, including any mortgage, is held
by the Government as collateral for its guarantee.
The lending institution’s primary concern in the
transaction is the terms of the bond or other
financial instrument.

The terms of the security arrangements are
left to the borrower and the Secretary of Com-
merce acting for the United States. This eliminates
the previous requirement for the purchaser of
merchant marine bonds or his trustee to be a
party to the ship mortgage.

Under the earlier law the complex relation-
ships between the parties to a Title Xl insurance
transaction discouraged investors and underwrit-
ers who must explain such a transaction to pros-
pective customers. The 1972 Act substantially
reduces these impediments and should broaden
the market for ship-financing bonds.

The 1972 Act also expands the uses to which
the proceeds from guaranteed obligations secured
by mortgages on vessels can be put to include the
construction, reconstruction, or reconditioning of
shoreside marine facilities or equipment. Such
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TABLE 3 PENDING APPLICATIONS FOR CONSTRUCTION-
DIFFERENTIAL SUBSIDY JUNE 30, 1973

Carrying
Ship Owner and/or No. of General Ship Capacity
Operator Ships Type (per ship)
Aberdeen Shipping Inc. 6 VLCC 380,000 DWT
American Trading Transportation Co., Inc. 4 OBO 80,000 DWT
Amoco International Oil Co. 2 LNG 125,000 CM
Buchanan Tanker Corp. 1 VLCC 225,000 DWT.
Central Gulf Lines 3 LNG 125,000 CM
Chestnut Shipping Co. 2 0BO 80,000 DWT
Delta Steamship Lines, Inc. 1 Mini-LASH 11,800 DWT
Energy Corporation of America! 6 Dry Bulk 51,000 DWT
First Pennsylvania Tanker |, Inc. 1 Tanker 265,000 DWT
First Pennsylvania Tanker I, Inc. 1 Tanker 265,000 DWT
Global LNG Shipping Inc. 1 LNG 125,000 CM
Hedge Haven Farms, Inc. 3 OBO 80,500 DWT
Ingram Technologists Inc. 6 Tug/Barge 80,000 DWT
Methane Transport inc. 1 LNG 125,000 CM
Moore-McCormack Lines, Inc. 2 OBO 80,500 DWT
Multi-Carriers Inc. 4 OBO Tug/Barge 105,000 DWT
Oceanic LNG Transport Inc. 1 LNG 125,000 CM
Pacific Alaska LNG Co. 5 LNG 125,000 CM
Pacific Tankers Inc. 4 Tanker 89,000 DWT
Pierce Tanker Corp. 1 VLCC 225,000 DWT
Sealift Tankers Inc. 7 LNG 125,000 CM
Tankers Holding, Inc. 2 0OBO 80,000 DWT
Transportation Techniques, Inc. 3 LNG 125,000 CM
United Shipping Corp. 7 0BO 80,000 DWT
United States Lines, Inc. 4 Tanker 80,000 DWT
Virginia Shipping Corp. 6 Tanker 380,000 DWT
Zapata Bulk Transport Inc. 3 Tanker 390,000 DWT
Zapata Corp. 5 LNG 125,000 CM

TOTAL

92

! Application transferred to Ambulk Shipping and at present is inactive.

funds may also be used to reimburse the owner
for the cost of a vessel delivered within the pre-
ceding year. The legislation also permits certain
existing vessels to be mortgaged under the Title
Xl program to provide financing for the construc-
tion of new vessels or necessary shoreside facili-
ties and equipment.

The new Act authorizes refinancing of certain
mortgages at any time, but only in the amounts
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outstanding and subject to statutory determina-
tions by the Secretary of Commerce.

At the close of the fiscal year, legislation
which would raise the amount of unpaid principal
which can be guaranteed by the Government from
$3 billion to $5 billion was pending before the
Congress.

During the year, applications were ap-
proved for insurance and/or guarantees totaling



$965,874,627. This covered 95 vessels and 450
lighters (see Appendix V). In addition, mortgage
insurance contracts were placed on 22 ships and
176 lighters based on commitments made in
earlier fiscal years (see Appendix VI).

Title X! applications approved and contracts
in force on June 30, 1973, covered a total of 456
vessels and 2,171 lighters with a total outstanding
principal balance of $2,579,273,493 (see Chart I).

Pending applications for ship financing guar-
antees encompassed construction or reconstruc-
tion of 362 ships and 250 shipboard lighters_at a
total estimated actual cost to the applicants of
$1.902 billion, of which $1.365 billion is the esti-
mated amount to be covered by financing guaran-
tees (see Chart I).

During the year, the Maritime Administration
paid off the Title X| mortgage on the MV
FLORIDIAN owned by Containerships, inc., which
was in default. Also in the same period three
Title XI mortgages were terminated by the owner:
the SS ARGENTINA and SS BRASIL by Moore-
McCormack Lines, and the SS SANTA PAULA by
Prudential-Grace Lines.

The Federal Ship Financing Revolving Fund re-
ceived $6,990,371 in net income during the
year, making the retained income of the Fund
$45,137,075.

Capital Construction Fund

The Capital Construction Fund program was
created by the Merchant Marine Act of 1970 to

TABLE 4 DELIVERIES FROM U.S. SHIPYARDS DURING FY 1973

Owner Builder Design Deliveries
SUBSIDIZED
American Export Lines, Inc. Bath Iron Works Corp. C5-S-73b 2
Lykes Bros. Steamship Co., Inc. General Dynamics Corp., C8-S-82a 2
Quincy Shipbuilding Div.
Farrell Lines, Inc. Ingalls Shipbuilding—Litton C6-S-85a 3
American President Lines, Ltd. Ingalls Shipbuilding—Litton C6-S-85b 2
Pacific Far East Lines, Inc. Avondale Shipyards, Inc. C8-S-81b 1
American President Lines, Ltd. Todd Shipyards Corp., Seattle, Wash., C6-S-69c 3*
, & San Pedro, Calif.
American President Lines, Ltd. Triple “A” Machine Shop, Inc. C6-S-69¢c 3*
American President Lines, Ltd. Todd Shipyards Corp., Seattle, Wash. C6-S-1qc 3*
Lykes Bros. Steamship Co., Inc. Todd Shipyards Corp., Galveston, Tex. C5-S-37e 1*
Lykes Bros. Steamship Co., Inc. Todd Shipyards Corp., Galveston, Tex. C5-8-37f - 4*
American Mail Line, Ltd. Todd Shipyards Corp., San Pedro, Calif. C6-S-1xa 1*
Total Subsidized Deliveries 25

NON-SUBSIDIZED

Transamerican Trailer Transport Sun Shipbuilding & Drydock Co. Roll on/Roll off 1
Mobil Oil Corp. Sun Shipbuilding & Drydock Co. Tanker 1
Standard Oil Company of California Bethlehem Steel Corp., Sparrows Point, Md. Tanker 3
Atlantic Richfield Co. Bethlehem Steel Corp., Sparrows Point, Md. Tanker 1
Ecological Shipping Corp. Sun Shipbuilding & Drydock Co. Tanker 1
Texaco Inc. Maryland Shipbuilding & Drydock Co. Tanker 1*
Total Non-Subsidized Deliveries 8
TOTAL DELIVERIES 33

* Conversions



Principal Liability

{Millions of Dollars)

2,800 ; 2,800
2,600 p— o — 2,600
2,400 |— — 2,400
2,200 — . — 2,200
2,000 — — 2,000
1,800 — | — 1,800
1,600 — — 1,600
1,400 |— | — 1,400
1,200 — —1 1,200
1,000 — — 1,000
800 — —i 800
600 — — 600
400 |— — 400
200 |— — 200
s = =B = = =

1965 1966 1967 1968 1969 1970 1971 1972 1973
Outstanding Principal Ameunts (in thousands of dollars)

1963 1964

Principal  $427,895 451,015 418,638 481,777 558,094 654,548 754,679 911,591 1,154,156 1,692,452 2,579,273
Amounts

SHIPS 70 82 79 98 113 129 144 171 279 434 456

LIGHTERS 360 360 520 1,721 2,171

VESSELS COVERED SINCE INCEPTION OF TITLE Xl

PROGRAM
TITLE XI STATUS JUNE 30, 1873 Tankers 71
. Cargo 178 =
Vessel Types in Force Pending Cargo/Passenger 10
Tankers 59 § 674,260,190 24 $ 602,225,750 R B 132
Cargo 171 849,693,878 7 113,720,000 Ocean Tugs! 21
River Tugs 10 7,016,570 9 1,024,400 Ocean Barges 51
River Barges 117 10,596,441 214 36,115,070 Ocean Barges 21
Ocean Tugs ! 25 60,682,504 24 47,401,066 il brill 2 ' 15
Ocean Barges 21 45,719,000 23 33,173,000 Drill Service? 18
Oil Drill 2 15 157,604,789 6 23,336,240 LNG Carrlers s
Drill Service 3 18 25,633,715 13 17,711,904 Bulk/OBO p
LNG Carriers ) 575,811,000 3 161,652,000 M‘.‘ i
Bulk/OBO 6 75,066,000 18 256,140,125 iscellaneous 7
Miscellaneous 5 27,056,356 21 64,241,643 493~
Shioboard 456 $2,509,140,443 362 $1,356,741,198 Shipboard Lighters 2171
ipboar:
Lighters 2,171 70,133,050 250 8,380,000 Total 2,664
2,627 $2,579,273,493 612 $1,365,121,198 1 Includes anchor handling tugs for drilling vessels

2 includes semi-submersibles, jackups and drilling vessels
3 jncludes tug/supply vessels and other miscellaneous
service craft for oil drilling vessels
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aid operators in accumulating the large quantities
of capital necessary to build or convert ships.
Under Section 607 of the Act, any U.S. citizen
owning or leasing an eligible vessel operated in
the foreign or domestic commerce or in the fish-
eries of the United States may enter into an agree-
ment with the Maritime Administration to obtain
tax-deferral priviléges on the earnings of these
vessels and on the accumulated assets in the fund,
provided these funds are used to acquire, con-
struct or rebuild vessels to be operated in the
United States foreign, Great Lakes and noncon-
tiguous domestic trades or in the fisheries.

As of June 30, 1973, 140 interim Capital
Construction Fund Agreements have been entered
into with eligible shipping companies. The value
of ship construction and/or reconstruction in
American shipyards, together with the acquisition
of barges and containers, which will result from
these agreements is expected to total over $2
billion in the next ten years.

Construction Reserve Funds

On June 30, 1973, balances in the construction
reserve funds of six operators totalled $2,898,486,
compared with $1,106,986 in five funds at the
beginning of the fiscal year (see Appendix Vii).

Trials & Guarantee Surveys

Sea trials and acceptance surveys were conducted
on 14 subsidized ships and guarantee surveys on
10 ships. The Trial and Guarantee Survey Board
~ also observed sea trials of two ships which were
constructed under the Title Xl program.

Ship Design

In conjunction with the maritime industry, a Mari-
time Administration study was completed on the
economic impact of a variety of tanker design
configurations with the objective of reducing the
risk of both accidental and intentional discharges
of oil. This study formed the basis of the U.S.
working paper Note by the United States Report
on Part 2 of Study 1—Segregated Ballast Aboard
Product Tankers and Smaller Crude Carriers. This
report was subsequently submitted to the Inter-
governmental Maritime Consultative Organization
(IMCO).

A revised edition of MarAd'’s Standard Speci-
fication for Merchant Ship Construction was pub-
lished during the year. This document was broad-
ened to include containerships, LASH vessels,
OBO’s and tankers.

A Neobulk Cargo Ship Preliminary Design
Study also was completed. This study details three
ship design alternatives and four cargo-handling

Shipyard worker demonstrating one-side welding equip-
ment being developed under joint MarAd-industry research
project

systems for use in shipping neobulk commodities,
such as forest products, automobiles, etc.

Shipbuilding R&D

The Maritime Administration conducts an active
research and development (R&D) program aimed
at improving shipbuilding technology and increas-
ing productivity in American shipyards and thus
reducing ship construction subsidies, as well as
life-cycle vessel costs. (For.a complete list of R&D
contracts awarded by MarAd during fiscal year
1973, see Appendix IX.) The following major proj-
ects were underway during 1973:

SHIPBUILDING PRODUCTIVITY

The objective of this program is to improve Ameri-
can shipbuilding productivity through the intro-
duction of advanced production methods, automa-
tion, new capital equipment, improved and simpli-
fied ship designs and improved worker proficiency.
These developments will help reduce U.S. ship-
building costs and the need for government con-
struction subsidies.

The program includes development of ad-
vanced welding equipment and techniques, im-
proved materials handling equipment, surface
preparation methods and coatings, and simplified
ship components. It also contemplates ship de-
signs better adapted for economical construction
through improved regulations, standards and prac-
tices. AUTOKON, a computer-aided, automated
system for steel fabrication and production con-
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As part of modernization and expansion program, Bath
Iron Works installed new 200-ton crane

trol, was made available to United States ship-
yards through the MarAd shipbuilding improve-
ment program on a cost-recoverable basis. Each
of these projects will bring substantial benefits
through savings in labor resulting from automation
and through reduced materials requirements re-
sulting from improved and less wasteful opera-
tions. Collectively, they will result in an average
reduction of 15 percent in shipbuilding costs.

LNG TECHNOLOGY

The United States will, according to all forecasts,
require imports of foreign natural gas to meet its
future energy needs. To bring this gas to .the
United States, many Liquefied Natural Gas (LNG)
carriers will be required. The agency is endeavor-
ing to bring the necessary technology to American
shipyards so that these ships can be U.S.-built and
manned.

The basic objectives of the program are to
assist shipyards with R&D projects aimed at solv-
ing immediate production problems and reducing
costs. A second objective is to provide R&D sup-
port for the development and operation of ad-
vanced gas carriers.

To assist shipyards with immediate produc-
tion problems, two major U.S. shipyards that
received LNG shipbuilding contracts in fiscal year
1873 have been invited to submit to MarAd pro-
posals for improving their ability to build these
first ships at the contract cost, on schedule, and
assure that they will operate successfully. In the
meantime, during fiscal year 1973, MarAd spon-
sored work applicable to second generation LNG
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carriers. These efforts are aimed at enabling U.S.
shipyards to be world competitve by using
American cryogenic and materials technologies
and reducing fabor intensive operations.

The intention is to transfer as much LNG
know-how as possible from the foreign technology
centers that now have a lead in this area to U.S.
yards and also to capitalize on the cryogenic ex-
perience gained in the U.S. space program.

Value Engineering

The value engineering program produced savings
of $1,568,900 in fiscal year 1973. The cumulative
program savings since its inception in 1957
totals $25,700,900.

)
ipya provements

The nation’s growing consumption of energy has
created a demand for large volume imports of
these resources at the lowest possible transporta-
tion cost. This demand is best satisfied by utiliza-
tion of Very Large Crude Carriers (VLCC's) and
large LNG tankers. To enter this market, which
was in the past solely the province of foreign
shipbuilders, major U.S. shipyards are allocating
significant funds for expansion of facilities and
also appraising future investment plans. High-
lights of these improvements are:

Newport News Shipbuilding and Dry Dock Co.,
James River, Va., Division
Contracts have been awarded to this yard
for the construction of three LNG tankers.
To construct these tankers the company will
develop a new yard on 271 acres adjacent to
its present site at a cost of $106 million.
Development of the necessary new facility,
presently underway, features the construc-
tion of the largest building basin in this
hemisphere. Approximately 1,600 feet long,
230 feet wide and 44 feet deep, the basin
will permit the construction of one super-
tanker (LNG or crude oil) and part of a sec-
-ond ship simultaneously. A steel preparation
building, panel shop, sub-assembly area and
a 900-ton gantry crane also will be provided.

Todd Shipyards Corp., Galvesten, Tex.

Todd Shipyards is actively marketing tankers
of 380,000 dwt. When contracts are finalized,
construction of a new shipyard will com-
mence. it is estimated that up to $60 million
will be spent on the new yard and an addi-
tional $30 miilion will be expended for com-
plementary dry dock facilities.

Todd Shipyards Corp., San Pedro, Calif.
The maximum ship size this yard is capable




of constructing has been expanded to 800
feet by 84 feet by modification of the original
shipways. This improvement, at a cost of
$13.5 million, will enable this yard to con-
tract for medium-sized tankers of up to
90,000 tons.

General Dynamics Corp., Quincy, Mass., Ship-
building Division
During fiscal year 1973, $5.5 million was
expended for capital improvements by this
shipyard, primarily on the conversion of two
shipbuilding ways into graving docks. These
two basins will be used in the construction
of three LNG’s for which orders were received
in fiscal year 1973.

National Steel and Shipbuilding Co., San Diego,
Calif. :
NASSCO plans on spending $20 million im-
mediately on expansion of the present yard
to provide the capability to construct either
tankers of 150,000 dwt. or LNG’s. Predicated
on the future demand levels for VLCC's and
LNG's, a tentative $116 million program is
anticipated for creation of a new shipyard.

Seatrain Shipbuilding Corp., Brooklyn, N.Y.
A total of $2.8 million was spent during fiscal
year 1973 for plate preparation facilities, a
fabrication shop and a module painting
facility.

These accomplishments and future plans do
not represent the total investment committed by
all United States shipyards. They serve as an indi-
cation, however, of the commitment made by the
industry to improve its position in the world ship
construction market.

EEO—Ship Construction

MINORITY EMPLOYMENT

The Maritime Administration is charged with as-
suring equality of opportunity in the shipping,
shipbuilding and ship repair industries located in
coastal states.

During fiscal year 1973, the agency con-
ducted 253 compliance reviews or audits of the
personnel practices of shipbuilding and shipping
companies. This included semi-annual reviews of
all the major shipyards, which account for 60
percent of all shipbuilding employment. During
the fiscal year, plans to correct the present effects
of past discrimination were developed in five
yards. This completed an industry-wide program
that required the revision of seniority practices
and the development of special transfer proce-
dures for 4,000 black workers throughout the in-
dustry.

The data base for measuring industry prog-
ress was expanded in fiscal year 1973 to encom-
pass 30 yards which account for 80 percent of
total shipbuilding employment in this country.
While total shipyard employment has increased
slightly, by 844 jobs, to 109,346 jobs in the last
five years, minority employment rose dramatically.
Black empioyment rose by 7,720 jobs so that
blacks now constitute 22.4 percent of the indus-
try's workforce, up from 15.5 percent in 1968.
Total minority employment is 26.5 percent of the
total employment compared to 17.7 percent in
1968.

Emphasis had been placed on improving the
quality of jobs held by blacks, especially in the
skilled craft jobs and salaried white-collar posi-
tions. In 1968, blacks held 13.4 percent of the
skilled jobs, but, by 1573, that proportion had
risen to 22.3 percent. Black participation in the
salaried white-collar positions rose from 2.9 per-
cent, or 830 positions, in 1968 to 8.3 percent, or
2,947 positions, in 1973.

WOMEN

The employment of women in shipyards, especial-
ly in blue-collar jobs improved significantly in
fiscal year 1973. Females had been virtually ex-
cluded from the blue-coliar jobs in shipyards in
the post-World War 1l period. In 1968 they held
158 jobs, or 0.2 percent of the blue-collar jobs.
By 1972, this proportion had risen to 0.5 percent;
but, in 1973, females held 862 jobs, or 1.2 per-
cent of all blue-collar jobs in American shipyards.
Most of these females are in training for skilled
craft jobs,
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(Above) Anti-stranding
sonar system, developed
under MarAd's R&D pro-
gram, gives warning of
underwater obstructions
and shoals in ship’s path by
use of long range and
highly directional sound
beams

Two of new vessels placed in operation during fiscal year
1973 were: (Above) ARCO ANCHORAGE, a 120,000 dwt.
tanker, and (below) EXPORT FREEDOM, a modern containership




Status of U.S. Fleet

On June 30, 1973, the active privately owned U.S.
merchant marine consisted of 568 vessels of
approximately 12.5 million dwt. This fleet con-
sisted of 194 freighters, 226 tankers, 24 bulk
carriers, 118 intermodal types (containerships,
LASH vessels and roll on/roll off vanships) and
six combination- passenger cargo ships (see Ap-
pendix X).

Although 48 privately owned vessels were in
an inactive status on June 30, 1973, only 26 of
these were actually laid-up and two of these were
stranded in the Suez Canal. The other 22 vessels
were only temporarily inactive either awaiting
cargoes or undergoing repairs.

At the close of the fiscal year, the total
privately owned merchant marine consisted of
616 vessels of 13.4 million dwt. This fleet had an
average deadweight of 21,826 tons, an average
age of 18 years and an average speed of 17 knots.

The financial status of U.S. operators is illus-
trated in the Combined Condensed Financial
Statements appearing in Appendix XI.

Operating Subsidy

The Maritime Administration is empowered to pay
operating-differential subsidy (ODS) to American
ship operators to overcome the cost disparity
between operating a ship under the U.S. flag and
operating it at considerably lower costs under a
foreign flag. This form of aid covers wages, insur-
ance, maintenance and repairs not compensated
by insurance and subsistence of officers and crews
on passenger ships.

At the end of the fiscal year there were 21
operators holding operating-differential subsidy
agreements (see Appendix XIl) and a total of 202
vessels were covered under these agreements.
However, 185 vessels were in operation on June

30, 1973, and the balance were under construc-
tion or on order at that time. In addition, 52 oper-
ators held short-term ODS agreements for the
carriage of agricultural commodities from ports
in the United States to ports in the Union of Soviet
Socialist Republics (Soviet Grain Program) (see
Appendix XIII), and a total of 88 vessels were
covered by these special agreements. Payments
during the year on the regular ODS agreements
for 1973 and prior years totaled $216,846,255
(see Appendix XIV), and payments under the spe-
cial Soviet grain agreements for 1973 totaled
$9,864,671, resulting in total operating subsidy
payments of $226,710,926 in 1973 (see Appendix
XIv).

Operating-differential subsidy, under the
basic ODS agreements, accrued from January 1,
1937, to June 30, 1973, totaled $3,950,099,165;
recapture amounted to $238,617,744; leaving
a net accrued as of June 30, 1973, of
$3,711,481,421, of which $3,637,692,743 had
been paid out, leaving an estimated unpaid bal-
ance of $73,788,678 at the end of the fiscal
year. Operating-differential subsidy accrued under

Artist’s conception of roll on/roll off vanship
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the special agreements during 1973 totaled
$32,412,712, of which $9,864,671 was paid
out, leaving an estimated unpaid balance of
$22,548,041 at the end of the fiscal year. The
unpaid balances under the basic ODS agreements
and under the special agreements resulted in a
total estimated unpaid balance of $96,336,719
at the end of the fiscal year (see Appendix IV for
ODS expenditures by fiscal year).

ODS—SOVIET GRAIN

In April 1972 there were 43 U.S.-flag tankers
aggregating 1.4 million dwt., laid up for lack of
employment. The signing of the U.S.-Soviet Mari-
time Agreement in October opened the way for
U.S. ships to participate in the carriage of 19.2
million tons of grain purchased in the U.S. by the
Soviets. As a result of improved employment op-
portunities there were virtually no bulk-carrying
ships in lay-up at the end of fiscal year 1973
because of lack of cargo.

In October 1972, MarAd published regula-
tions under which U.S.-flag vesels could partici-
pate in Soviet grain movements with operating
subsidy. ODS applications were received from 57
companies, covering 111 vessels; 52 subsidy con-
tracts, involving 88 ships. were awarded during
the year (see Appendix XIil).

Fifty-one of these vessels were fixed by
Soviet charterers for a total of 92 voyages carry-
ing approximately 3.2 million tons of grain dur-
ing the fiscal year. Additionally, a substantial
volume of cargo remained available to U.S.-flag
vessels at the end of the year.

With the aid of operating subsidy U.S.-flag
ships are able to offer a competitive freight rate
and thus participate in this program. The agree-
ment provided for the Soviets to pay a negotiated
fixed freight rate plus a premium over and above
these fixed rates through June 30, 1973.

The Maritime Agreement has therefore en-
abled the United States to exnand its commercial
relationship with the Soviet Union.

The operating subsidies paid to U.S.-flag
vessels help eliminate adverse balance of pay-
ments deficits, maintain employment of American
labor on such vessels, and assure the availability
of such ships in times of national emergency.

The first American vessel to deliver grain
to the Soviet Union was the SS OGDEN
WILLAMETTE, which docked at Odessa on the
Black Sea on December 21, 1972. The first
Russian vessel to load grain under the Maritime
Agreement was the KASIMOV which began load-
ing on December 4, 1972, in Houston, Tex.
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Contract Auditing

Prior to the enactment of the Merchant Marine
Act of 1970 subsidized operators could not be
paid their final five percent of accrued ODS
until their annual accountings had been reviewed
and approved by the Maritime Administration.

During fiscal year 1973, such final-payment
audits were completed for six operators, generaily
covering the period from 1966 through 19689.
Most of the audits of expenses eligible for subsidy
for the 13 subsidized operators with vessels actu-
ally operating were completed through calendar
year 1972.

Since enactment of the Merchant Marine Act
of 1970, 100 percent of the accrued wage subsidy
can be paid by the agency on a monthly basis,
without awaiting final audit. During fiscal year
1973, wages on a 100 percent basis were paid to
11 operators who had amended their contracts to
include the provisions of the 1970 Act.

Contract audits were made for ship construc-
tion and.repair activities and the ODS paid for the
movement of grain to the U.S.S.R.

Audits completed during the fiscal year
resulted in reduced billings of about $2 million
to the Government.

ODS Contracts Awarded

During the fiscal year one ODS contract was can-
celled and six new contracts (other than the
short-term contracts for the Soviet Grain Program)
were executed.

The short-term experimental ODS contract
with American Steamship Company was termi-
nated by mutual consent of the parties, effective
June 30, 1973. This was the first company to be
granted subsidy for bulk service in the U.S. Great
Lakes/Canada trade.

A short-term contract was concluded with
Waterman Steamship Corp. effective April 23,
1973, for operations on Trade Route 21 (U.S.
Gulf/United Kingdom and Continent). This con-
tract is in addition to Waterman'’s short-term con-
tract for service on Trade Route 22 (U.S. Gulf/Far
East) and the line’'s 20-year contract on Trade
Route 18 (U.S. Atlantic and Guif/India, Persian
Gulf, and Red Sea).

An ODS agreement was signed with Ecologi-
cal Shipping Corp., effective June 15, 1973, cov-
ering the operation of an 80,000-dwt. tanker for a
five-year period. With the sailing of the ST NOTRE
DAME VICTORY in June 1973, this company was
the first to operate a subsidized ship in the car-
riage of liguid and dry bulk cargoes.

The remaining four new operating subsidy
contracts are those with American Shipping, inc.;



Atlas Marine Shipping Co.; Pacific Shipping, Inc.;
and Worth Oil Co. Covering a total of four 89,000-
dwt. tankers, these are 20-year, long-term con-
tracts.

ications

Eight applications for ODS from non-subsidized
operators were pending at the end of fiscal year
1973. Applications from Isthmian Lines, inc. for
break-bulk operation cover two services (U.S.
Atlantic and Gulf/india, Pakistan, Ceylon; and
U. S. Atlantic and Gulf/ Persian Gulf and Red Sea)
on Trade Route 18. Also filing for worldwide oper-
ations, but with ore/bulk/oil carriers or tankers,
were Hedge Haven Farms, Inc.; United Shipping
Corp.; Multi-Carriers Inc.; Tankers Holding, Inc.;
American Trading Transportation Co., Inc.; and
Pacific Tankers Inc.

In addition to these applications from non-
subsidized operators, seven companies with exist-
ing ODS contracts have applied for operating sub-

“sidy for additional sailings or other services:
American Export Lines, Inc., for its container serv-
ice on the North Atlantic (Trade Route 5-7-8-9);
American Mail Line, Ltd., American President
Lines, Ltd., Pacific Far East Line, Inc., and States
Steamship Co. for increased sailings in trans-
pacific service (Trade Route 29); Delta Steamship
Lines, Inc. for the Caribbean and East Coast of
Mexico service (Trade Route 19); and Waterman
Steamship Corp. for its Gulf/Far East service
(Trade Route 22). Waterman is requesting a long-
term ODS contract to replace the current short-
term agreement which terminates in 1975.

Passenger Ships

The Passenger Ship Sales Act (Public Law 92-
296), which was signed into law on May 16, 1972,
authorized the sale to foreign buyers of the SS
SANTA ROSA and the SS SANTA PAULA. owned
by Prudential-Grace Lines, Inc.; the SS ARGENTINA
and SS BRASIL of Moore-McCormack Lines, Inc.;
and the SS CONSTITUTION, owned by Ameri-
can Export Lines, Inc. The SANTA PAULA was
sold on October 5, 1972, to Oceanic Sun Line
Special Shipping, Inc., of Greece. The SANTA
ROSA is in lay-up status, but the ship was with-
drawn from Prudential-Grace Lines’ ODS agree-
ment by the Maritime Subsidy Board on May
7, 1973. Moore-McCormack Lines sold the
ARGENTINA and BRASIL to Holland-America
Line in August 1972.

The CONSTITUTION and INDEPENDENCE
remain in lay-up status and both ships were with-
drawn from American Export Lines’ contract dur-
ing fiscal year 1973.

American President Lines’ passenger ships,
the SS PRESIDENT CLEVELAND and SS
PRESIDENT WILSON, reached the end of their
statutory 25-year lives in late calendar year 1972
and early 1973. These ships could no longer be
economically operated and the Maritime Subsidy
Board approved the sale foreign of the ships,
respectively, to Oceanic Cruises Development, Inc.
and Transocean Lines, Inc., both Liberian corpora-
tions. The PRESIDENT CLEVELAND terminated its
final subsidized voyage on January 14, 1973, and
the PRESIDENT WILSON left subsidized service on
April 9, 1973.

The sale of the PRESIDENT CLEVELAND and
PRESIDENT WILSON left the SS MARIPOSA and
the SS MONTEREY, operated by Pacific Far East
Ine, Inc., as the only remaining active vessels in
the U.S.-flag passenger fleet. However, during
fiscal year 1973, Prudential-Grace Lines, Inc. in-
augurated a combination passenger/cargo service
on Trade Routes 23, 24 and 25 (U.S. Pacific/
Caribbean, East Coast of South America, West
Coasts of South America, Central America and
Mexico) with three “M-class” passenger/cargo
ships, the SS SANTA MARIA, SS SANTA MARIANA
and SS SANTA MERCEDES, with the first sailing
made in July 1972.

SS UNITED STATES

Public Law 92-296 also authorized the U.S. Gov-
ernment to acquire the SS UNITED STATES from
United States Lines, Inc., for retention in the re-
serve fleet or for sale or charter to a qualified
American-flag operator. On February 5, 1973, the
Maritime Administration, on behalf of the U.S.
Government, purchased the vessel for approx-
imately $4.6 million in cash, representing the de-
preciated cost of the vessel, $12,042,692, less
the unpaid principal and interest on its mortgages.

Norfolk International Terminal was selected
as the temporary lay-up site for the ship and full
responsibility for shipkeeping was delegated to
MarAd's Eastern Region. Deactivation of the ves-
sel was completed during the year and arrange-
ments were made for security, utilities and preser-
vation services.

Proposals for operation of the vessel under
the American flag were solicited and 17 proposals
were received. At the close of the fiscal year these
proposals were being evaluated by the agency.

Subsidy Index Syste

Further progress was made in implementing the
Subsidy Index System embodied in the 1970 Act.
In cooperation with the subsidized liner operators,
the data reporting requirements which are neces-
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sary to the calculation of ODS rates were estab-
lished. The tentative subsidy rates applicable to
fiscal year 1973 were completed in August 1972.
All final 1969 subsidy rates and 38 of the 183
final subsidy rates for 1970 were completed by
the agency. Judicial appeals from disallowances
of certain items of expense for ODS purposes by
the Secretary of Commerce were pending before
the courts at the end of the year.

Sec. 804 Activities

Under Section 804 of the Merchant Marine Act
of 1936, as amended, it is unlawful, without the
prior approval of the Secretary of Commerce for
any contractor receiving ODS or any holding com-
pany, subsidiary, affiliate or associate of such
contractor, directly or indirectly to own, charter,
act as agent or broker for, or operate any foreign-
flag vessel which competes with an essential
American-flag service. The prohibition also applies
to any officers, directors, agents or executives.
During fiscal year 1973, waivers under Sec-
tion 804 were granted to: (1) Lykes Bros. Steam-
ship Co., Inc., to join with two U.S. companies
having foreign-flag connections in the organization
of a new stevedoring and ship agency company;
(2) Delta Steamship Lines, Inc., to permit its affili-
ate, Holidays Around the World, to represent
foreign-flag cruise vessels operating in the U.S.
Pacific area; (3) American President Lines, Ltd.,
to act as husbanding and terminal agent at Los
Angeles and San Francisco, Calif., for a foreign-
flag passenger/cruise vessel; (4) Pacific Far East
Line, Inc., to employ as a vice president the major
stockholder in a foreign shipping company, pro-
vided this stock is relinquished within a specified
period; and (5) Sea Service Tankers, Inc., to per-
mit an affiliate for one year to act as managing
agent for eight foreign-flag bulk cargo vessels.

Trade Routes

Reviews of several trade routes and liquid and dry
bulk cargo trades were made in connection with
applications for ODS.

The following services were found to be es-
sential to the foreign commerce of the United
States:

1. Bulk cargo carrying services including the
carriage of export raw and processed agricultural
commodities from ports in the continental United
States, Hawaii, Alaska and the Commonwealth of
Puerto Rico to ports in the Union of Soviet Social-
ist Republics or to other foreign ports, and on
return voyages, the carriage of import bulk
cargoes from ports in foreign countries to ports in
the continental United States, Hawaii, Alaska and
the Commonwealth of Puerto Rico.
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2. Great Lakes essential dry buik cargo car-
rying services were modified to include any and
all United States ports on the Great Lakes, con-
necting rivers, and the St. Lawrence River and
Canadian ports on the Great Lakes, connecting
rivers, St. Lawrence River, and the Gulf of St. Law-
rence.

3. Worldwide liquid and dry bulk services in
the foreign oceanborne commerce of the United
States.

Ship Operations

MarAd conducts a large-scale R&D program aimed
at increasing the productivity of American ship-
ping operations. Emphasis is on the development
of new cargo-handling techniques, improved pro-
pulsion systems, and advanced satellite naviga-
tion and communications (for a complete list of
R&D contracts awarded during fiscal year 1973
see Appendix IX). During the year, the following
major projects in the area of ship operations were
underway:

ADVANCED SHIP MACHINERY

The ship machinery program currently encom-
passes four major projects: (1) developing an
open-cycle marine gas turbine engine, (2) devel-
oping a closed-cycle marine gas turbine engine,
(3) producing lightweight, marine planetary-gear
transmission systems, and (4) demonstrating a
contra-rotating propeller/shafting system.

This year was the third in a five-year effort
to adapt industrial gas turbines to marine trans-
portation. Unlike currently available systems, the
resulting engine will be expected to burn tradi-
tional “Bunker C” marine fuel, and have a built-in
reversing capability. Improvements resulting from
the program have already been incorporated in
the designs for ships to be constructed in the
near future.

A closed-cycle gas turbine is also being
adapted for marine service. Such a turbine differs
from an open-cycle unit in that a secondary med-
ium (e.g., air or inert gases) is heated by the
combustion gases and then cycled and recycled
through the turbine rather than having the com-
bustion gases themselves go through the turbine.
A contract was awarded during the year to study
this concept for use in a refrigeration unit to re-
liquefy liquid natural gas (LNG) that ‘“boils off”
from LNG cargo tanks. The engine will then be
evaluated for propulsion purposes.

- The planetary gear project, also in the
third year of a five-year program, will result in
two planetary-gear transmission systems, one a
40,000-shaft-horsepower (SHP) single-stage sys-
tem and the other a 60,000-SHP single-stage sys-



tem for use with a contra-rotating propelier.
Fabrication of the prototype gear systems was
initiated during the year.

The contra-rotating shafting and propeller
are being developed in conjunction with the
planetary gearing modules and are in the prelim-
inary design stage.

NUCLEAR MERCHANT SHIP

In fiscal year 1973 the nuclear program moved
closer to its goal of developing a standardized
nuclear propulsion system for a commercial ves-
sel. The Preliminary Safety Analysis Report
(PSAR), which is necessary for the pre-construc-
tion permit review by the U.S. Atomic Energy
Commission (AEC) and the U.S. Coast Guard, was
completed and forwarded to those agencies. The
preliminary engineering and associated test and
evaluation of critical components continued dur-
ing the year. The MarAd program activities have
made it feasible for U.S.-flag operators to con-
sider nuclear propulsion for ship construction
projects starting in fiscal year 1974 or 1975.

A cost-shared project was begun during
fiscal year 1973 on another maritime application
of nuclear power. A supply and drilling ship for
Arctic service is being designed and analyzed for
economic and technical feasibility. Also, discus-
sions were held with various ship operators and
oil companies regarding the application of nu-
clear propulsion to Very Large Crude Carriers in
the 400,000 to 600,000-dwt. range, and prelim-
inary engineering studies for such a VLCC were
being performed at the end of the year.

SHIPBOARD AUTOMATION

The agency's shipboard automation program ap-
plies computer technology to the shipboard con-
trols associated with navigation, communications,
machinery operations, ship maneuvering, cargo
management, and ship administration. The pro-
gram is aimed at achieving a one-man bridge
watch at sea, unmanned machinery space and
minimum port turnaround time.

During the past year, the first phase of a
project was started to demonstrate an integrated
system of ship control. An advanced ship will be
outfitted with an automation package which com-
bines many of the different equipment modules
being developed to handle these functions. Selec-
tion of the automation level to be used will be
followed by hardware/software design and in-
stallation.

A series of specific devices is being devel-
oped for use in this and future integrated systems.
A centralized conning system is undergoing test
and evaluation aboard the SS EXPORT FREEDOM
and advanced electronic equipment to increase

navigational effectiveness while improving op-
erating safety margins is also being tested. An
antistranding sonar system has been developed to
prevent vessel groundings, which are a primary
source of oil spills. The prototype equipment was
installed on the LASH ship, SS DELTA NORTE,
during the year, and at-sea tests were underway
at year's end. Another project, called VIDEC, ad-
dresses the requirements for a propulsion moni-
toring system leading to unmanned machinery
operation. The system was installed for tests
aboard the SS PRESIDENT JOHNSON, which will
join the American President Lines’ fleet in late
1973.

COMMUNICATION—NAVIGATION
In an effort to improve the efficiency and depend-
ability of communications between a vessel at sea
and its owner or operator on shore, the Maritime
Administration is applying U.S. space technology
to commercial merchant ship communications.
During the fiscal year, a Maritime Coordina-
tion Center was established at the National Mari-
time Research Center, Kings Point, N.Y. An an-
tenna and associated computer equipment at the
Center were tested in conjunction with experi-
mental receiving/transmitting units installed
aboard nine ships. Shore-to-ship communications
were sent from the vessels’ home offices to the
Maritime Coordination Center, which transmitted
information to ships at sea via one of two Applica-
tions Technology Satellites operated by the Na-
tional Aeronautics and Space Administration.
Advanced applications of the satellite com-
munications system which were tested during the
year include the control of selected ship’s ma-
chinery and propulsion equipment, the generation
of more timely data on cargo movements and
space availability, and the avoidance of collisions.
During fiscal year 1973, a contract was
awarded for the development and testing of an
integrated vessel control system using a ship-
board computer linked through orbiting satellites
to a shore-based computer. The system is in-
tended to control selected machinery and propul-
sion equipment on-board ship as well as naviga-
tion and administrative activities.

SOIs

The objective of the Shipping Operations Informa-
tion System (SOIS), which was initiated during
fiscal year 1973, is the development of a modern,
integrated and computer-assisted management
and control capability to assist U.S.-flag ocean
carriers to provide the most efficient and com-
petitive services possible. The system will utilize
advanced satellite communications, and its cap-
abilities will cover such areas as cargo space doc-
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Erection of 180-foot mast with complex radar receiver
mounted at top at National Maritime Research Center,
Kings Point, N.Y. Radar unit monitors shipping in Long
Isiland Sound as part of collision avoidance research
project
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umentation, intermodal distribution coordination,
fleet resource management, and reporting re-
quirements.

Within each of the four categories of infor-
mation, computer programs are being designed to
carry out individual tasks relating to different
aspects of the transportation process. Several
U.S.-flag operators are participating in the pro-
gram at this stage and these operators wiil also be
involved in later phases when the system is put
into commercial usage.

COMPUTER AIDED OPERATHONS

During the fiscal year, construction of a Computer
Aided Operations Research Facility (CAORF) at
the National Maritime Research Center, Kings
Point, N.Y., was begun. When completed in June
1975, the facility will be used to investigate vessel

operational problems, evaluate innovative hard-

ware and concepts, and facilitate the adoption of
new developments by the maritime industry.

As the world’s most advanced center of its
type, it will have the flexibility to simulate a wide
range of ship operations and procedures using
various bridge lay-outs, ship design characteris-
tics, port and terminal configurations, and en-
vironmental and traffic situations. Although
CAORF will be used primarily for testing and eval-
uating new equipment, under simulated operating
conditions, it can also provide advanced training
for ship officers.

MARITIME RESEARCH CENTERS

Major R&D initiatives were undertaken or ex-
panded at MarAd’'s two research centers located
at Kings Point, N.Y. and Galveston, Tex. These
centers were established in the preceding fiscal
year to, provide laboratories and facilities to de-
velop advanced marine systems and to test and
evaluate such equipment prior to at-sea use on
commercial ships.

NMRC-Kings Point

The Kings Point center has organized an effective
staff of maritime technical experts, defined pro-
grams in its assigned areas, and initiated major
R&D projects which hold the promise of signifi-
cant benefits to the maritime industry. lis prin-
cipal studies have been directed toward analyzing
ship and port operations, and crew problems from
the point of view of reducing shipping costs and
associated government subsidies.

NMRC-Galvesion

The major role of the Galveston Center lies in the
testing and evaluation of systems that result from
the overall R&D program. As of the end of FY



1973, facilities had been planned and test pro-
grams developed for evaluating oil/ water separa-
tors and other pollution abatement devices.

A cold-water flow loop was being designed
for testing internal component cores of marine nu-
clear reactors. Also, requirements were developed
for test and evaluation facilities for cargo transfer
systems, LNG containment systems, and advanced
maintenance and repair techniques to extend the
period between ship drydockings.

EEO—Ship Operators

Minority participation in the permanent workforce
of the major shipping companies has increased
substantially since 1969. Minorities held 755
white-collar positions, or 10 percent of such em-
ployment, in 1969. By 1973 minority participa-
tion had risen to 15.2 percent of the white-collar
positions, or 1,303 positions.

The role of women in the shipping industry
improved, as well. In 1969 females accounted for
3.2 percent of the professional workforce. By
1973 they held 13.6 percent of such positions.
Females in executive and managerial positions
rose from 1.0 percent in 1969 to 3.5 percent in
1973.

Repair & intenance

The agency's computer-aided program of sur-
veillance over maintenance and repair costs by
which equipment suitability and reliability can be
determined is gaining wider acceptance among
steamship operators.

The modification of the surveillance system
to include computer terminal installations at each
of the agency’s region headquarters for direct data
transmittal will achieve agency savings of $20,000
yearly.

During the year approximately 360 surveys,
including classification, Title XI, ODS applications
and other inspections and estimates, were made
to assure compliance with various contractual
commitments.

isories

Numerous MarAd Advisories were issued during
the year to U.S.-flag steamship operators and
agents. The Advisories are published and dis-
tributed as frequently as items of important op-
erational significance occur. Such matters as new,
revised or proposed U.S. or foreign rules regarding
quarantine, customs, entrance or clearance and
related matters are brought to the attention of

U.S.-flag operators to aid in avoiding vessel delays
and possible penalties.

Foreign Transfers

Approval was granted in fiscal year 1973 to trans-
fer 133 ships of 1,000 gross tons or more to for-
eign firms. Over 70 percent of these were sold for
scrapping abroad. Thirty-three of the 133 ships
were undocumented or registered under foreign
flag, though owned by U.S. citizens (see Appendix
XVI).

Charters of U.S. owned ships to aliens were
approved on 43 ships of 1,000 gross tons and
over.

Applications for transfer foreign of 673 ships
of less than 1,000 gross tons, 549 commercial
and 124 pleasure craft, were approved. Charters
of 69 ships to aliens were also approved.

Of six violations involving the sale of privately
owned ships to aliens without prior approval of the
Maritime Administration, one was mitigated dur-
ing the year.

Seven banks were approved as trustees and
36 banks were approved to continue on the Roster
of Approved Trustees, pursuant to Public Law
89-346 and General Order 107.

User charges for filing applications for for-
eign transfers and similar actions amounted to
$39,550.

Satellite-tracking antenna, part of advanced ship navigation
system installed at National Maritime Research Center,
Kings Point, N.Y.
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Under the Merchant Marine Act of 1936, as
amended, the Maritime Administration is respon-
sible for formulating national policies and con-
ducting programs for the development and pro-
motion of the domestic shipping industry. This
includes inland waterways and Great Lakes oper-
ators, as well as those in the coastwise, inter-
coastal and noncontiguous trades.

Promotion

MarAd, in its role as the industry’s Ombudsman
in Government, worked during the year to discour-
age the imposition of new constraints or unneces-
sary regulations which may hinder the growth of
the domestic waterborne transportation industry.
The agency’s activities centered on harmonizing
the best interests of the industry with those of
sound environmental policy.

Through participation in various forums,
MarAd has broadened the domestic shipping in-
dustry’s outlook and made operators aware of
various methods of financing their capital require-
ments for fleet expansion and replacement. As a
result of the agency’s efforts, Title Xl ship-financ-
ing guarantees held by domestic operators
reached $650 million in fiscal year 1973.

in keeping with the agency's program to pro-
mote the domestic segment of the American mer-
chant marine, a contract was awarded during the
year to produce a market analysis for the indus-
try. The study is to include forecasts of trade
flows that could be available for movement by
water, analysis of the future competitive environ-
ment in which the industry will operate, assess-
ment of legal and regulatory constraints confront-
ing the industry, a financial analysis of the
industry and development of a list of potential
market opportunities for the industry.

As a result of concern by the tug-barge in-
dustry over high premiums charged by insurance
firms and the industry’s inability to obtain certain
coverages, MarAd has undertaken a study of a
representative sampling of tug-barge operators to
develop premium and loss data for the various
types of coverages they had in the past five years.
The survey will provide a better understanding of
marine insurance, the industry’s second highest
operating cost, and assist in developing a greater
American marine insurance market and reduce
insurance premiums to tug-barge operators.

Since the U. S. Coast Guard has ruled that
mechanically linked tug-barge systems are to be
treated as a single self-propelled vessel for pur-
poses of certification and inspection, the tug-
barge industry has become concerned over the
Coast Guard’s authority to impose higher manning
levels on the units. As a result, several companies
have cancelled their plans to obtain these highly
productive vessels. MarAd is working with the
Coast Guard on the development of tug-barge sys-




tems with lower manning levels which will result
in more economical operations and lower freight
rates.

ercoastal

A survey by the Port Authority of Portland, Me., has
shown that a potential exists for ferry services for
truckers and tourists between New York City and
Portland. Assistance was provided by MarAd in
developing preliminary design requirements for a
vessel to accommodate the anticipated traffic and
in investigating design innovations to minimize
capital and operating costs.

A study of the economic impact on the Virgin
Islands if brought under U.S. cabotage laws was
undertaken by MarAd with the Federal Maritime
Commission. This study was initiated at the re-
quest of the Governor of the Virgin Islands for
data on exports from the United States to the Is-
lands for use in hearings on a bill to amend the
Merchant Marine Act, 1920, by extending the
U.S. cabotage requirement to the lIslands. The
study evaluated U.S.-versus-foreign freight rates
on exports of the 25 most essential commodities
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moving from the Continental U.S. to the Virgin
Islands. In addition, it also examined the traffic
flows and services offered by both foreign and
domestic carriers.

To insure that a proper balance is struck between
the penalty and liability provisions of environ-
mental legislation and the economic carriage of
certain essential but hazardous products on the
nation’s inland waterways, MarAd, during fiscal
year 1973, prepared specifications for a compre-
hensive study of the economic and safety impact
of moving such cargoes on water routes as op-
posed to land routes. This study will complement
a parallel industry effort on preventive regula-
tions.

Both Government and industry have an enor-
mous stake in the maintenance of safety on the
nation’s navigable waterways. MarAd has pro-
moted better training and safety practices in the
domestic trades. As a result, significant changes
are taking place in the curriculum of the various

tate maritime colleges and the Federal Academy
at Kings Point, N.Y., to better serve the needs of
domestic operators. Efforts also are underway to
promote the efficiency and safety of domestic
waterways through the development of improved
ship-to-shore communications.



In cooperation with the Ozarks Regional
Commission, MarAd is endeavoring to expand the
full potential of America’s newest waterway, the
Arkansas River.

The agency is also developing domestic
waterborne shipping statistics which cover move-
ments in the domestic ocean and Great Lakes
trades for the years 1965-1971, on a port-to-port
basis by commodity and type of vessel.

MarAd, at the request of the Water Transport
Association, intervened against an Interstate Com-
merce Commission (ICC) order permitting a rail-
road company to own and operate a water carrier
subsidiary. The agency held the position that the
impact on water competition is the overriding
issue and such operation in compliance with the
ICC order would have an adverse impact on other
water carriers. The order was set aside.

Great Lakes

On the Great Lakes, now officially recognized as
the nation’s “Fourth Seacoast”, MarAd’s efforts
have concentrated on extending the navigation
season, which presently closes in mid-December
and does not reopen until early April.

A report on Great Lakes and St. Lawrence Sea-
way insurance rates prepared in fiscal year 1972
led to the creation of the Great Lakes Seaway Risk
Management Study Group. A series of risk man-
agement seminars with industry were held during
the year to discuss the many facets of winter

MarAd is actively engaged with other agencies in an R&D
program to extend the winter navigation season on the
Great Lakes

operations. The group continues to provide a free
flow of constructive information between the di-
verse interests involved in extending the Lakes
season. :

As part of the three-year study by the Great
Lakes Winter Navigation Board to determine the
feasibility of extending the Great Lakes navigation
season, MarAd, through its R&D program, is de-
veloping a shipboard piloting system based on
the laser principle. With such a system Great
Lakes vessels could safely transit confined chan-
nels during the winter when navigational aids are
temporarily removed. At the close of the fiscal
year, design work on the system was complete
and construction was begun. It will be installed
on a vessel and tested in December 1973.

At the request of the domestic shipping in-
dustry, MarAd intervened in a case to protect the
Great Lakes fleet from noncompensatory railroad
rates. The case involved the institution by a rail-
road of an allegedly noncompensatory volume rate
on wheat shipments from Minnesota and Wiscon-
sin to Martin’s Creek, Pa. The company later with-
drew its proposed tariff.

A preliminary design study for a Great Lakes
oceanographic ship was prepared by MarAd for
the National Science Foundation (NSF). Antici-
pated users of the vessel are the University of
Michigan, the University of Wisconsin, and the
Environmental Protection Agency. The study in-
cludes engineering feasibility, construction costs,
and ship characteristics.
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(Above) Secretary of Commerce Frederick B. Dent address-
ing 500 exporters and importers attending NMC unity
dinner in New York, N.Y., to promote use of U.S.-flag ships
(Left) Officers and directors of National Maritime Council
comprise broad cross-section of maritime labor, manage-
ment and Government (Below) Maritime labor, manage-
ment and MarAd officials shown aboard ship prior to
meeting with American shippers to promote patronage of
American flag services




To aid the shipping and port industries in fully
capitalizing on the new technology produced
through MarAd's research and development pro-
grams, as well as developments arising from other
sources, the Maritime Administration actively as-
sists all segments of the maritime industry through
its market development, intermodal systems and
port development programs.

Cargo Promotion

Increasing the penetration of U.S.-flag ships in
the carriage of America’s foreign trade continued
during the year as a major goal of the Maritime
Administration.

Maximum utilization of the agency’s field
staff in this effort continued as a basic program
approach. In addition to the agency’s three region
offices, the program also involved marketing rep-
resentatives located in seven major cities (see
Chart II). These representatives provided broad,
effective personal contact through office visits
with exporters and importers, freight forwarders,
State purchasing officials, State trade and port
promotion offices, trade associations and others
controlling or influencing the routing of cargo,
their intention being to familiarize shippers with
the national and individual benefits stemming
from utilization of U.S.-flag ships. Direct contact
of this type also provided MarAd with the oppor-
tunity to discover obstacles interfering with ship-
per patronage of U.S.-flag carriers and initiate
steps to resolve them. Facilities of the Department
of Commerce field offices were also used to in-
crease the effectiveness of MarAd's marketing
representatives in reaching shippers throughout
the country.

Group contact with those engaged in foreign
trade was also utilized, through joint sponsorship
with other organizations of seminars or forums
on foreign trade topics.

Over 2,400 firms were contacted during the

year, resulting in almost 400 policy letters being
issued by these companies to their forwarders or
vendors, indicating their preference for the use of
American ships.

The agency provided U.S.-flag operators with
over 10,000 cargo leads during the year.

Marketing direction through the effective use
of cargo statistical data received increasing em-
phasis in the cargo promotion program. In con-
junction with the Department of Commerce’s Bu-
reau of the Census, MarAd developed regular,
timely reports of cargo movements on each trade
route by commodity, tonnage and value, noting
comparisons and trends of U.S. and foreign-flag
participation. Utilized by MarAd to direct and
analyze its own marketing plans, it enables the
agency to provide marketing assistance to U.S.
carriers to help them to identify lucrative cargo
movements and direct their sales efforts more
effectively.

A joint MarAd-carrier study indicated the
need for carrier training programs in marketing
and sales at various levels ranging from top man-
agement to lower-echelon service personnel. The
most appropriate way to present a suitable train-
ing program was being considered at year’s end
with the ultimate purpose of improving carrier
service to shippers through the upgraded personal
skills of carrier employees.

MarAd has extended its market development
activities abroad through the agency’'s foreign
maritime representatives. Located in major ship-
ping centers throughout the worid they maintain
liaison with subsidiaries and affiliates of U.S.
companies to encourage their use of U.S.-flag
ships, as similar policies are expanded by their
home offices.

The general response to the agency’s market
development program has been encouraging, with
almost 1,600 letters received during the year,
replying to cargo leads, requesting special mar-
keting services, or reporting the effectiveness of
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MarAd’s marketing efforts and citing specific ex-
amples of success:

® A U.S.flag carrier has reported that
through MarAd's market development ef-
forts it now receives over 400 additional
container loads per year that formerly
were routed via a foreign-flag line.

@ One of the nation’s largest general mer-
chandise chains has increased its use of
U.S.-flag ships from 40 percent of the
company’s imports in previous year to 60
percent in 1972, as a result of MarAd’'s
efforts.

@ A U.S.-operator revealed that, as a result
of a MarAd marketing program directed at
Japanese firms in the United States,; he
has obtained an initial movement of auto
parts from a Japanese car manufacturer
who had previously shipped exclusively on
foreign-flag carriers.

® A single booking of 496 tons of liner board
to Africa was placed with a U.S. carrier.
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This was the shipper’s first booking of this
commodity with an American carrier.
MarAd’s marketing representatives continued
to inform exporters of the benefits to them of the
Domestic International Sales Corporation (DISC)
regulations which extend to American exporters
tax benefits on freight payments made to U.S.-flag
carriers.
See Appendixes XVII and XVIll for tonnage
and value of U.S. oceanborne foreign trade 1963-
1972.

National Maritime Council

Established just two years ago, the National Mari-
time Council (NMC) has brought together all ele-
ments of the maritime industry—Iabor unions,
U.S.-flag steamship companies, and shipbuilders
—in a unified program to advance the U.S. mer-
chant fleet. This program has the express purpose
of developing a strong, competitive, modern,
American-built, privately-owned and operated U.S.
merchant marine, which will afford U.S. importers



and exporters the finest and most efficient ocean
transport service in the world.

The Council has brought representatives of
labor, industry, and Government together with the
management of companies engaged in interna-
tional trade in a series of unity dinners and semi-
nars to gain shipper support for using U.S.-flag
ships. MarAd's Office of Market Development
serves as executive secretariat for the NMC.

During fiscal year 1973, the NMC designated
a number of leading international distribution ex-
ecutives of foreign-trade companies throughout

" the country to serve as its Shipper Advisors. They
keep the Council informed of the service require-
ments of exporters and importers.

Cargo Preference Activities

The Maritime Administration is responsible for
monitoring the activities of all non-military agen-
cies of the Government under the cargo pref-
erence laws of the United States.

PUBLIC LAW 664

MarAd’'s Cargo Preference Control Center contin-
ued its monitoring activities to insure that all
United States Government shipper agencies ad-
here to the Cargo Preference Act (P.L. 664) re-

quirement that at least 50 percent of all Govern-
ment-impelled cargo be shipped on U.S.-flag
vessels, measured not only by tonnage but also by
revenue. :

A computer-aided system for processing the
ocean bills of lading which shipper agencies are
required to furnish to MarAd was established. The
flow of machine data to the Cargo Preference Con-
trol Center commenced in the first half of fiscal
year 1973. These data are being tested against
the various agencies’ own data to determine the
completeness of the input of individual bills of lad-
ing. Operation of the system is to be taken over
by the Center from the system’s developer during
the first half of fiscal year 1974.

U.S. Department of Agriculture (DOA) and
Agency for International Development (AID) ship-
ments continued to make up over 98 percent of
all non-military preference cargoes moving under
P. L. 664. In the last seven years, there has been
a considerable decline in DOA P. L. 480 “Food for
Peace"” cargoes from the peak year of 1966 when
14 million tons were moved; this trend leveled off
in the 1970-1972 period at about 7 million tons
annually. Downward movement in agricultural
preference cargoes resumed in 1973 as the world
price of grain exceeded DOA support levels and
grain moved through private channels, rather than

TABLE 5 U.S.-FLAG CARRIAGE OF GOVERNMENT-SPONSORED
CARGOES IN CALENDAR YEAR 1972

Total Tonnage

or Freight Percent
Program Revenue U.S. Fiag U.S.

Export-Import Bank Freight Revenue  $67,370,179  $50,445,055 749
U.S. Department of Agriculture (P.L. 480) Long Tons 7,356,310 4,079,249 555
Agency for International Development " ” 5,555,897 2,494,567 449
Inter-American Development Bank o 10,437 6,594 63.2
Tennessee Valley Authority v 7,543 4,187 555
Peace Corps wen 562 561 39.8
Commerce weoon 1,698 1,428 84.1
Health, Education & Welfare woow 531 530 9958
Interior v 6,831 2,564 37.5
State : rooon 7,234 5,351 74.0
*General Services Administration nen 14,333 12,671 88.4
National Aeronautics & Space Administration o 513 413 80.5
U.S. Information Agency oo 5,076 4,405 86.8
Other Agencies "o 389 312 80.2

* These GSA shipments are in connection with GSA’s supply and support program, mainly for AID, and to a lesser extent to
the Department of State and other civilian U.S. Government agencies overseas, which programs are funded by these agen-

cies.
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under P.L. 480 with its cargo preference require-
ment.

This reduction in preference cargoes during
this period was offset by movements of grain
under the shipping agreement between the United
States and the U.S.S.R. which opened a new mar-
ket to U.S. ships by reserving substantial quanti-
ties of cargo moving between the two nations for
vessels of their national flags (see “International
Activities”).

However, AID liner shipments declined. Over
the years liner shipments have comprised the
bulk of the movements under normal AID loans
and grants. The decline in the overall percentage
of carryings by U.S.-flag vessels was due princi-
pally to the movement of bulk petroleum from off-
shore sources to Vietnam, a trade in which U.S.-
flag shipping services were not available. The
financing of these cargoes is not a normal AID
practice and the return to normal U.S.-flag par-
ticipation can be expected when it is discon-
tinued.

A recapitulation of U.S.-flag participation in
non-military preference cargoes for calendar year
1972 appears in Table 5.

PUBLIC RESOLUTION 17

The Maritime Administration has the responsi-
bility to administer Public Resolution 17 (PR 17),
the law reserving all Export-Import (Ex-Im) Bank-
generated cargoes for U.S.-flag vessels unless
waived by MarAd. Waivers are of two types: gen-
eral waivers are granted to permit recipient na-
tions to carry up to 50 percent of ocean cargoes
if they do not discriminate against U.S.-flag ship-
ping. Statutory waivers are granted when U.S.
vessels are not available at reasonable rates and
schedules. The agency’s policy in administering
this requirement is to assure that maximum bene-
fit accrues to U.S.-flag operators and to support
the Bank's program to encourage exports at the
same time. For example, a partial strike by a sea-
going labor union disrupted the availability of
U.S.-flag service from Charleston, S.C., to Port
Kelang, Malaysia. A waiver was requested on
cargo involving a freight revenue of approximately
$141,000. MarAd located other U.S.-flag carriers
not affected by the strike, and successfully ar-
ranged for a carrier not normally serving the South
Atlantic to make a special call at Charleston, thus
retaining this revenue for U.S.-flag ships.

As part of its efforts to assure efficient shipping
procedures under PR 17, MarAd sponsored a
series of seminars on this subject in major cities
for exporters, freight forwarders, banks, shipping
lines and other concerned organizations.

Loans by the Ex-Im Bank to support exports
have been expanding at an accelerating pace. The
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1972 total of $9.5 billion tripled the amount
loaned three years previously. In addition, a newly
developed Ex-im Bank program in which private
sources provide financing in cooperation with the
Bank often doubles the amount of cargo available
to U.S.-flag ships under PR 17.

During the fiscal year, several instances oc-
curred where action by a foreign nation resulted
in either potential or actual discrimination against
U.S.-flag ships. Consequently, MarAd withheld
waivers on shipments covered by Ex-Im Bank cred-
its to these nations. In two cases, the discrimina-
tory action appeared to stem from an effort by the
foreign nation concerned to alter its laws to assure
greater allocation of cargo to its own fleet. Nego-
tiations were promptly instituted in both cases
and satisfactory solutions were achieved.

A policy of the Japan Tobacco Monopoly, an
organization licensed by the Japanese Ministry of
Finance, has resulted in U.S.-flag ships receiving
no leaf tobacco exports from the United States to
Japan for more than seven years. The Maritime
Administration withheld a general waiver re-
quested by the Japanese Governmént on ship-
ments of raw cotton under an Ex-Im Bank credit in
response to this situation. The Tobacco Monop-
oly’s dicriminatory policy, however, remained un-
altered at the end of the fiscal year.

General waivers on cargo to the Philippine
Islands continue to be withheld because of dis-
criminatory restraints against U.S.-flag ships re-
sulting from a policy which reserves all Philippine
Government-controlled cargoes for Philippine-flag
vessels.

A tabulation of U.S.-flag vessel participation in

~ the carriage of Export-Import Bank-generated

cargoes by revenue for calendar year 1972 ap-
pears in Table 5.




Intermodal Systems

Development and promotion of intermodal trans-
portation systems continued as part of MarAd’s
efforts to develop a viable merchant marine.
MarAd’s role in this area of ship operations is
mainly promotional and advisory. During the fiscal
year the agency’s activities were directed at up-
grading equipment and system design, improving
communications between the various intermodal
carriers, promoting increased utilization of inter-
modal services by shippers and simplifying docu-
mentation and information systems.

Protecting the large capital investments of
American operators in intermodal ships and asso-
ciated equipment requires close collaboration by
MarAd with many national and international orga-
nizations which establish container standards and
regulate intermodal traffic. During fiscal year
1973, the agency participated in the preparation
of standard specifications and testing procedures
for thermal containers (including refrigerated, in-
sulated, semi-insulated and heated types), tank

containers (including both liquid and gas types),
and platform containers. At the end of the year,
the completed standards were under review by the
International Standards Organization (ISO) and
the American National Standards Institute (ANSH)
prior to publication.

In response to reports that container chassis
are being damaged by loaded containers, MarAd
provided assistance in solving this problem. Act-
ing through committees of ISO and ANSI, new de-
signs were developed to correct this situation.

To assist members of the maritime industry
in assessing new technological developments in
intermodal transportation, MarAd sponsored three
conferences on specific types of containers and
processes involved in their transportation. During

the year, conferences were held on refrigerated

containers, tank containers, and the labelling and
marking of containers for information and con-
trol. The proceedings of each conference were
published. Similar conferences will be held in
fiscal year 1974.
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MarAd is often called upon to intercede be-
tween modal groups in disputes which threaten
the growth of intermodal traffic. To fulfill this
function, a Rail/ Marine Task Force (RAMA) was
organized during fiscal year 1973. RAMA works to
resolve disputes over container utilization through
better communications and cooperation. During
the fiscal year, the organization defended ocean
carriers against the assessment of prejudicial
charges by certain railroads by convincing the
Transcontinental Freight Bureau not to impose
charges on the movement of empty containers.
Because of this action by RAMA, American ocean
carriers on Trade Route 29 (U.S.-Pacific/ Far East)
were able to avoid assessments or charges

amounting to an estimated $10.2 million per year.

MarAd co-chairs with the Department of
Transportation a task force to develop a Uniform
Intermodal Interchange Agreement. When this
Agreement is fully adopted by all modal groups,
large direct savings to individual carriers are an-
ticipated. U.S. carriers can expect to increase in-
come by $60 million annually as a result of im-
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proved per diem accounting and collection proce-
dures. Based on improved control over the main-
tenance and repair of containers and on an an-
ticipated increase in the lifespan of intermodal
equipment, U.S. operators could reduce replace-
ment costs by about $8 million annually.

MarAd also represented U.S. marine interests
and developed official U.S. position statements
for meetings of intermodal working groups of the
United Nations Regional Commissions, IMCO, and
UN/IMCO World-Wide Conference on Container
Transport during the fiscal year.

Heavy emphasis during the year was placed
on identifying new markets for intermodal serv-
ices. Through the development and use of a com-
puter model, MarAd is endeavoring to assist inter-
modal carriers in identifying commodities not nor-
mally transported by container or barge and in
penetrating these hitherto unexplored markets.

In the area of documentation, the agency is
playing a key role in identifying ways to eliminate
or reduce the complex and often archaic paper-
work presently required on intermodal shipments.
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Directly related to the efficiency and effectiveness
of the American merchant marine is the terminal
capability of U.S. ports—ocean, Great Lakes and
inland waterways. The Maritime Administration
provides technical assistance and promotional
support to the port industry and individual ports.

TECHNICAL ASSISTANCE

One of the objectives of MarAd’s Port Develop-
ment Program is to provide the port industry gen-
erally and individual ports with technical assist-
ance that is unique to the Maritime Administra-
tion. To accomplish this, the agency has under-
taken a study with the American Association of
Port Authorities (AAPA) on port financing methods
to determine their adequacy for the future and to
assess the need for developing additional sources
of funding. Being concluded at the year’s end was
a preliminary survey of current U.S. port financing
methods, port management practices in other
countries and selected Federal assistance pro-
grams for the transportation industry whose ra-
tionale might be applicable to U.S. port needs.

As part of the marketing assistance MarAd
makes available to American ports, an integrated
computer bank of data on commodity flows and
terminal facilities is being designed to develop a
national port statistics capability. In turn this
could lead to the establishment of a system of
uniform port statistics and the development of
various port traffic simulation models.

There are several port industry problems
which are beyond the reach of the port industry
itself that lend themselves to MarAd involvement
because of the agency’s unique expertise. One of
these problems is the development by the Na-
tional Bureau of Standards of basic wind loading
data, presently not available, to assist in building
hurricane-resistant structures at ocean ports lo-
cated in the hurricane-prone areas along the Gulf
and South Atlantic Coasts.

The Maritime Administration also acts as
technical port consultant to the Economic Devel-
opment Administration (EDA). Since 1965, EDA
grants and loans for port-related public works
have totaled over $100 million. MarAd analyzes
applications from ports and furnishes EDA with
comments on the technical and economic feasi-
bility of proposed improvement projects.

PORT PROMOTION

MarAd’s port promotion program is directed to-
ward improving the working relationship between
the Government and the U.S. port industry and
to articulating the economic importance of con-

tinuing port development to meet increasingly
rapid changes in transportation technology.

To establish a new and more open relation-
ship with the U.S. port industry concerning the
direction and contents of the Federal port pro-
gram, a major conference was heid in December
1972 between the Department of Commerce,
MarAd, and officers of the AAPA. As a result of
this meeting, MarAd has created a new commu-
nications organ entitled Highlights of MarAd Port
Activities to keep industry members apprised of
the key elements of the Government’s port pro-
motional and technical programs.

The agency is publishing a new brochure
entitted U.S. Ports—Serving World Trade and
Shipping which will highlight the economic con-
tributions of American ports, as well as address
the port role of MarAd. A new reference bibliog-
raphy, Port Information Sources, was compiled to
provide the port industry with the most up-to-date
references covering all aspects of port develop-
ment and operation. '

MarAd serves as technical consultant to the
National Oceanic and Atmospheric Administration
(NOAA), which implements the Coastal Zone Man-
agement Act of 1972. The agency is working with
NOAA to ensure that the port industry is repre-
sented on a 15-member Coastal Zone Management
Advisory Committee.

Under the authority of the Water Resources
Planning Act of 1965, the Maritime Administra-
tion, as a member of the Department of Com-
merce Water Resources Coordinating Committee,
is responsible for the preparation of the marine
elements of comprehensive river basin studies,
regional bay studies and deep-draft regional port
studies, which have been undertaken for all three
ocean coasts of the U.S. These studies are de-
signed to explore the best uses of water and re-
lated-land facilities and resources to meet present
and long-range needs for safe, efficient, and ade-
quate water transportation consistent with other
national and regional objectives.

PORT R&D
The Maritime Administration has conducted tech-

nical and economic studies aimed at encouraging

private development of deepwater oil terminals in
U.S. waters. This effort grew out of this Nation’s
increasing need to import large quantities of oil,
which can be accomplished most economically
with very large tankers requiring deep-draft ter-
minals, which are not presently available in the
United States.

The agency’s efforts are directed toward devel-
opment of a large, economically viable offshore
terminal facility design that will be ecologically
safe.
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During fiscal year 1973, the Maritime Administra-
tion continued its efforts at both the national and
international leveis to control ship-generated pol-
lution.

As a result of litigation brought against the
Maritime Administration (Civil Action No. 2164-
72) the agency prepared a detailed Environmental
Impact Statement (EIS) and Economic Viability
Analysis (EVA) on the ships covered by its tanker
construction program. After all comments were
reviewed and public hearings held, the Final En-
vironmental Impact Statement on the Maritime
Administration’s Tanker Construction Program
was submitted to the Council on Environmental
Quality.

As part of an inter-agency effort, the Mari-
time Administration provided data to the Federal
Power Commission (FPC) for an Environmental
Impact Statement on the importation of liquefied
natural gas to Staten Island, N.Y., from Algeria.

Of major significance was the agency’s mem-
bership on the U.S. task group to formulate the

Nation's positions on the Draft International Con- -

vention for the Prevention of Pollution from Ships.
The United States’ positions were formuiated for
presentation at the Intergovernmental Maritime
Consultative Organization (IMCO) conference on
marine pollution held in October 1973 in London,
England.

The objective of the conference was to reach
an international agreement, whereby the member
nations will, by 1975, if possible, but no later than
1980, achieve the complete elimination of inten-
tional poliution of the oceans by oil and other
noxious substances and the minimization of acci-
dental pollution.

In preparation for the conference, nine stud-
ies were undertaken -by member nations. Each
study was conducted by a specific country with
other nations furnishing support information.
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U.S./U.S. Agreement

Based on the U.S./U.S.S.R. Agreement on Coop-
eration in the Field of Environmental Protection,
the first meeting of the Joint Working Group on
Marine Pollution from Shipping was held at the
U.S. Coast Guard Academy in New London, Conn.,
in May 1973. Participating with the Maritime Ad-
ministration were the U.S. Coast Guard, Environ-
mental Protection Agency, and the U.S. Army
Corps of Engineers. The U.S.S.R. was represented
by the Ministry of Merchant Marine. A program
of mutual cooperation was developed for future
joint efforts in the control of ship-generated poliu-
tion.

Research and Development

Load-on-top (LOT) is a tanker operating pro-
cedure designed to reduce the amount of oily
wastes, resulting from dirty ballast and cargo
tank cleaning requirements, discharged to the
sea. LOT requires a relatively long voyage time to
effect the natural separation of oil from water by
gravity, and, despite the major poliution reduction
achieved by ships employing LOT, the practice is
not completely effective in meeting international
oil discharge standards. A study was prepared for
MarAd which developed oil concentration profiles
of dirty ballast, clean ballast and slop tanks for
several different crude oils. This data is being ap-
plied to determine optimum ballast handling pro-
cedures and requirements for additional treat-
ment.

A study was also completed which quantifies
the generation and disposal of oil and chemical
pollutants aboard tankers.

Improving the effectiveness of the LOT pro-
cedure as a pollution-abatement method requires
the development of an effective means of separat-
ing oil and water, as well as a device to monitor



the oil content of overboard discharges to insure
that the separator system is working properly.
During the year, a design was developed for a 400
gallon-per-minute on-board oily water separator
which has high potential for meeting shipboard re-
quirements. A prototype of the separator is being
constructed and will be extensively tested during
the next year, both at the National Maritime Re-
search Center, Galveston, Tex., and aboard a
tanker.

The development of an instrument to mon-
itor oil content of ballast water discharges from
tankers was completed. A project was initiated to
improve the performance of this device.

An evaluation of present tank cleaning tech-
niques, as well as the effectiveness of cleaning
agents was also initiated by the agency. Since
ballast carried in clean tanks may normally be
discharged without restriction, improving the ef-
ficiency of the tank cleaning operation will reduce
the overall quantity of oil discharged in the course
of deballasting.

ception Facilities

Working jointly with interested Government and
industry organizations, MarAd has developed an
R&D program aimed at solving the problems of
disposing of ship-generated oily wastes in port
areas. Feasibility studies on two types of waste
treatment systems applicable to harbor areas were
completed during the year. One of the studies de-
~ fines requirements, systems and costs of provid-
ing shoreside reception facilities for oily wastes,
using nine U.S. ports as examples. The study can
be used by any port as a guide for developing
facilities to handle its unique requirements.

The other study analyzed the possibility of
using Liberty Ship hulls as floating waste treat-
ment plants. Several port administrations are de-
veloping and customizing the concept to their
particular needs in preparation for the develop-
ment of prototype systems.

In addition, MarAd is converting a U.S. Navy
surplus fuel farm into a demonstration oily waste
disposal facility. This installation will be leased to
a port authority and operated by a private firm.
The necessary Environmental Impact Statement
covering this pilot installation has been drafted
and circulated, and at the end of the fiscal year
comments were being reviewed for incorporation
into a final Environmental Impact Statement.

omestic Waterways

The date for the implementation of certain U.S.
Coast Guard regulations dealing with poliution-
avoiding construction standards was delayed, at
MarAd's request, to evaluate their economic im-
pact on freight rates. A joint MarAd/Coast Guard

tank-barge study was initiated to assess the rela-
tive construction and life-cycle costs of various
inland tank barge designs, examine liquid cargo
spills and hull damage records of existing barges,
and to investigate additional economic factors in-
fluencing the cost of water transportation which
relates to tank barge design.

A study of alternative inland-barge designs,
to reduce pollution from inland marine operations
also was undertaken by MarAd and the U.S. Coast
Guard. It will survey possible ‘design changes in
barges, such as the installation of double walls
and bottoms; their efficiency in preventing spills
of petroleum and other-hazardous cargoes; and
the economic impact they would have on barge
operations.

A research prospectus which reviews the
present status of marine pollution problems on
the Great Lakes and their relation to merchant
ships was prepared for MarAd. The reports in-
cluded a summary of municipal laws, State laws,
EPA regulations implementing the Water Quality
Act of 1970, other Federal laws and Canadian
legislation which regulate waste disposal on ves-
sels operating in the Great Lakes.

Discussions with a Lakes operator were in-
itiated during the year to implement a program to
improve sanitary waste handling aboard Great
Lakes ships with work expected to commence in
fiscal year 1974.

(Befow) The U.S. Coast Guard is experimenting with floating
oil barrier to retain and recover offshore oil spilis. In these
tests, non-toxic, biodegradable soybean oil is used in
place of crude oil.
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During the fiscal year, the Maritime Administra-
tion's radar, gyro and loran training program ex-
perienced its largest enrollment since its begin-
ning 15 years ago, following the ANDREA DORIA-
STOCKHOLM collision. The program is conducted
by each of the agency’s region offices, which have
their own training facility. In fiscal year 1973, a
total of 2,635 seamen received collision avoid-
ance, radar, and navigational-aids training in the
region schools. This represents a 17 percent in-
crease over fiscal year 1972. In addition, 1,464
seamen completed the fire-fighting and damage-
control courses sponsored by the Maritime Ad-
ministration and the Military Sealift Command.
Industry training facilities sponsored by man-
agement and certain labor unions to serve their
individual constituencies continued to deempha-
size training exclusively directed toward prepar-
ing men for original officers” licenses due 1o the
employment decline and general over-supply of
men in the active workforce. A total of 64 men
obtained their original deck or engineering officers’
licenses through industry training facilities or self-
study. In the unlicensed seamen’s group, 585
trainees were graduated for entry ratings in off-
shore and inland waters. A total of 275 seamen
upgraded their ratings during the period.

y

The United States Merchant Marine Cadet Corps
was established on March 15, 1938, following
passage of the Merchant Marine Act of 1936.
Training was first given aboard merchant ships
and later at temporary shore establishments pend-
ing the acquisition of permanent facilities. The
Walter P. Chrysler estate at Kings Point, N.Y.,
was selected as the permanent site for the Acad-
emy in March 1942 and construction was begun
the following May. The task was completed and

the United States Merchant Marine Academy was
dedicated on September 30, 1943.

The Academy offers courses not only in ma-
rine sciences, but also in the areas of oceanog-
raphy, computer science, nuclear engineering,
naval architecture, mathematics, chemistry, social
sciences, the humanities, business administration
and transportation. In addition to classroom train-
ing, midshipmen also spend a year at sea on
American-flag vessels.

A total of 97 third mates, 73 third assistant
engineers and 26 officers with dual training for
third officers—deck/engine were graduated from
the Academy in June 1973. The 26 graduates with
dual training were the fifth class to complete this

~ curriculum. In addition to their licenses all grad-

uates received a Bachelor of Science degree and,
if qualified, a commission as Ensign in the U.S.
Naval Reserve. During the year the Federal Acad-
emy had an average enroliment of 875 students.

State Mari

A total of 142 third mates and 160 third assistant
engineers were graduated from the six State mari-
time academies located at Vallejo, Calif.; Castine,
Me.; Buzzards Bay, Mass.; Traverse City, Mich,;
Fort Schuyler, N.Y.; .and Galveston, Tex. In addi-
tion to their licenses all graduates received a
Bachelor of Science degree (Associate of Science
degree at the Michigan academy) and, if qualified,
a commission as Ensign in the U.S. Naval Reserve.

During the year, the six State schools main-
tained an average enroliment of about 1,700 stu-
dents, most of whom received a Government al-
lowance of $600 per year toward the cost of uni-
forms, textbooks, and subsistence.

During fiscal year 1973, $978,400 of Fed-
eral assistance was provided to the six State mari-
time schools for maintenance and repair of their
school ships.
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Labor Data

Average seafaring employment during the year
declined approximately 1.6 percent as compared
with the 1972 fiscal year normal monthly average
of 27,075 (see Table 6). The reduced average sea-
faring employment reflects the impact of a 41-day
strike by ships’ deck officers that immobilized 40
ships of five major Pacific Coast companies. The
strike resulted in 1,263 ship-days and 63,554
man-days of lost productivity. Additionally, the
active oceangoing U.S.-flag merchant fleet experi-
enced a net decline of 27 ships during the fiscal
year which further reduced the number of avail-
able jobs.

The total workforce in selected commercial
shipyards increased by 2.3 percent. Average long-
shore employment rebounded in fiscal year 1973
with an 11.6 percent increase from the previous
11.5 percent decline brought on by extended
work stoppages in Atlantic, Gulf, and Pacific Coast
ports during the previous year (see Table 6).

Labor Relations

At the beginning of fiscal year 1973, tentative ac-
cords had been reached on new seafaring labor
contracts with all unions except ships’ deck offi-
cers. Prolonged negotiations collapsed in late
October 1972 resulting in the 41-day work stop-
page at Pacific Coast ports. The contract accord
reached with Pacific Coast operators was subse-
quently submitted to Atlantic and Gulf Coast op-

TABLE 6
Normal Daily Average
Type 1872 1873

SEAFARING

Shipboard Jobs 27,075 26,633
SHIPYARDS *

Production Workers 63,561 64,251

Management & Clerical 15,954 17,137

Total,

Shipyard Workforce 79,515 81,388

LONGSHOREMEN 57,871 64,708

* Commercial yards able to construct ships 475 by 68 feet.

erators whose agreement was obtained without
incident.

Expiration of shipyard labor contracts caused
a nine-day work stoppage at the five Bethlehem
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Steel Corp. shipyards located in Boston, Mass.;
New York, N.Y.; and Baltimore, Md. The Bethle-
hem facility at Beaumont, Tex., was also idled for
four days before a labor agreement was reached.
Maryland Shipbuilding & Dry Dock Co., Baltimore,
Md., was immobilized for a 91-day period before
agreement on a new contract was reached.

The longshore industry was subjected to
varying stoppages for periods of two to three
days at Honolulu, Hawaii, and San Juan, P.R., on
issues associated with contract negotiations; and
periods of five and seven days at San Juan, P.R,,
and Norfolk, Va., on issues concerning income
guarantees.

The United States experienced unprece-
dented worldwide demand for agricultural exports
during the year placing severe strains on internal
distribution and port facilities. The exporting of
the grain was further complicated when a major
grain loading elevator located at Houston, Tex.,
was struck for 30 days by longshore workers in a
pay dispute.

erchant

The Merchant Marine Medals Act of 1956 author-
izes the Secretary of Commerce to grant medals
and service ribbons, under certain conditions, to
seamen for meritorious actions or participation in
national defense efforts.

A Merchant Marine Meritorious Service
Medal was awarded to Robert Lewis for his heroic
actions following a collision between his vessel,
the SS GULFSUPREME, and a barge being pushed
by the tug KATE MALLOY on the Mississippi River,
December 25, 1967.

Theodore F. Zieser was awarded the Mer-
chant Marine Meritorious Service Medal for his
participation as a crew member on the SS
ANNISTON VICTORY in the successful rescue of
two pilots from a downed U.S. Air Force plane in
the Luzon Straits, Philippine Islands, on Febru-
ary 26, 1968.

The Vietnam Service Bar was authorized‘ for
276 seamen during the year.

The Maritime Administration acts as the
Secretariat of the American Merchant Marine
Seamanship Trophy Committee. Comprised of
Maritime Administration, U.S. Coast Guard, indus-
try, labor and management officials, the Commit-
tee determines the recipient of this award. Cap-
tain George L. Hollinger, Master of Pacific Far
East Lines’ SS JAPAN BEAR, was awarded the
1973 trophy for his distinguished seamanship in
the successful rescue of 32 survivors from the
sinking Korean-flag vessel MV DONG BANG on
December 30, 1872.



In addition to carrying U.S. foreign and domestic
commerce, the American merchant marine pro-
vides logistic support to the military services dur-
ing national emergencies by transporting military
goods, personnel and materiais. During peacetime,
the merchant marine also serves as a major sup-
ply link in the U.S. defense network around the
world.

Reserve Fleet

The Maritime Administration maintains the Na-
tional Defense Reserve Fleet (NDRF) to provide a
sizable group of merchant ships for military op-
erations or commercial shipping crises. The size
of this fleet since it was established in 1945 is
shown in Table 7.

The fleet consists of vessels moored at three
sites: James River, Va.; Beaumont, Tex.; and
Suisun Bay, Calif.

On June 30, 1973, 541 ships were moored
in the three NDRF locations (see Table 8). This
included 34 ships which had been sold but not yet
delivered. During the year 15 ships were placed
in the fleet and 141 were withdrawn.

The number of ships in the fleet preservation
program decreased from 356 to 325 during the
year. The preservation program (including con-
ventional preservation, dehumidification and
cathodic protection) established for the remaining
retention ships progressed satisfactorily.

The phase-out of the Mobile, Ala., fleet was
accomplished on April 30, 1973, as scheduled.
Representatives of the Governor of Alabama ac-
cepted custody of 15 ships. These ships will stay
at anchor in the Tensaw River under the protective
custody of the State of Alabama’s Department of
Conservation and Natural Resources until such
time as several southern States complete their
plans under Public Law 92-402 for sinking the
ships in the Guif of Mexico for use as artificial
reefs for the conservation of marine life.

The Suisun Bay Reserve Fleet completed re-
organization of its preservation crews by convert-
ing from a departmentalized concept to a full
generalized concept. Employees were trained in
all phases of preservation under a rotation plan, in
which each employee was moved from crew to
crew to engage in each type of preservation per-
formed in the fleet.

In October 1872, the Suisun Bay fleet com-
pleted installation of a totally self-contained waste-
removal system, preventing the discharge of any
effluent into local waters.

Repairs to the barrier boom at the southern
extremity of the Suisun Bay fleet, which prevents
ships from breaking loose and drifting into the
highway and railroad bridges across the straits,
were completed in July 1972.

MATERIAL CONTROL

Marine equipment from the NDRF vaiued at
$262,132 was loaned to steamship operators and
Government agencies during the year. At the end
of the year, equipment valued at $222,632 was on
loan. Warehouse inventories at the end of the
year were valued at $4,290,000.

With the closing of the Mobile, Ala., fleet,
approximately $201,415 of its fixed assets were
transferred to other Central Region activities, in-
cluding the Beaumont Reserve Fleet, National
Maritime Research Center at Galveston, Tex., and
the Texas Maritime Academy (TS TEXAS CLIPPER]),
as well as operating supplies valued at $11,826 to
the Beaumont facility.

REACTIVATION PROGRAM

During fiscal year 1972 MarAd embarked on a
program to examine and evaluate techniques of
rapidly and economically bringing Victory Ships,
laid up under dehumidified preservation systems
in the NDRF, to a ready-for-service on-berth
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TABLE 7 ESERVE FLEET 1945-1973
Dates Total Ships Dates Total Ships
{fiscal years) in Fleets {fiscal years) in Fleets

1945 5 1960 2,000
1946 1,421 1961 1,923
1947 1,204 1962 1,862
1948 1,675 1963 1,819
1949 1,934 1964 1,739
1850 2,277 1965 1,594
1951 1,767 1966 1,327
1952 1,883 1967 1,152
1853 1,832 1968 1,062
1954 2,067 1969 1,017
1955 2,068 1970 1,027
1956 2,061 1971 860
1857 1,889 1972 673
1958 2,074 1973 541
1959 2,060
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TABLE 8 ESERVE FLEETS AS
Scrap and

Fleets Retention Cannibalization Sp? Total
James River, Va. 130 65 4 199
Mobile, Ala. — 152 —_ 15
Beaumont, Tex. 52 21 1 74
Suisun Bay, Calif. 143 107 3 253

Total 325 208 B) 541 3

! Special Projects.

2 Custody accountability of 15 Liberty ships transferred to State of Alabama pending compliance with PL 92-402 (artificial

fish reef program).
? Excludes 34 ships sold for scrap but not delivered.

status. Full consideration was given to the mainte-
nance, repair, reconditioning and betterment of
the 123 Victory ships presently moored in the
three active fleet sites.

The program was concluded at the end of
fiscal year 1973 by which time 60 Victory Ships
had been surveyed. The survey produced a break-
out sequence for each_fleet, complete reactivation
and repair specifications, gear teeth impressions
and audio gage readings for each ship. With this
advance information, the process of activating
Victory Ships from the NDRF, if necessary, could
be accomplished at minimal cost and in the least
time possible.

SHIP SALES

MarAd is authorized to sell vessels from the
NDRF that are no longer required for national
emergency purposes. The vessels may be sold
only for scrapping or non-transportation use. The
agency can also transfer vessels from the fleet
_to any Government agency and charter vessels to
private companies when privately owned U.S.-flag
ships are not available for charter at reasonable
rates. v

Sixty-one Liberties and 82 non-Liberties
from National Defense Reserve Fleet anchorages
were sold for scrap or nontransportation use
during the year for an aggregate return of
$12,594,357.27 to the Government.

Additionally, 10 non-Liberty ships from non-
fleet locations were sold for scrapping or non-
transportation use yielding income of $908,245.78
during 1973.

In summary, 153 Government-owned ships
were sold during the year for a return of
$13,502,603.05. From 1958 through 1973, a total

of 2,015 have been soid for scrap or nontranspor-
tation use for a total return of $128,623,456.76.

War Risk Insurance

The war risk insurance program, administered by
MarAd, insures operators and seamen against
losses as a result of hostile actions under circum-
stances in which commercial insurance is not
available. During the fiscal year, the Maritime
Administration continued to administer war risk
and certain marine and liability insurance pro-
grams authorized by Title XIl of the Merchant
Marine Act, 1936, as amended.

As of June 30, 1973, outstanding binders,
covering shipowners from the time commercial
war risk insurance terminates until 30 days after
the outbreak of war involving the major powers,
included 1,100 for war risk hull insurance, 1,039
for war risk protection and indemnity insurance,
and 779 for war risk insurance of crew life and
personal effects. From the inception of the binder
program in 1952 to June 30, 1873, binder fees
have totaled $1,092,818, and expenses have
aggregated $904,974, of which $413,940 was
paid as fees and expenses to the underwriting
agent appointed by MarAd to process the binders.

War risk buiider’s risk insurance for the pre-
launching construction period was written on
159 ships from the inception of the program in
1953 through June 30, 1973. Premiums totaled
$3,423,630. From October 1962 through June 30,
1973, 52 policies were issued for war risk
builder’'s risk insurance for the post-launching
construction period, each with a service fee of
$75, and each subject to attachment and pre-
mium assessment upon the automatic termina-
tion of commercial insurance resulting from out-
break of hostilities.
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A standby war risk cargo insurance program
was continued, which becomes effective when the
Assistant Secretary of Commerce for Maritime
Affairs finds that insurance adequate for the needs
of U.S. waterborne commerce cannot be obtained
on reasonable terms and conditions. Commercial
underwriting agents are employed to write this
insurance and on June 30, 1973, 38 were under
contract.

At the request of the Navy, war risk insur-
ance was provided without premium charge but
on a reimbursable basis for losses incurred, as
authorized under Section 1205 of the 1836 Act.
During the fiscal year, insurance coverage in
effect was as follows:

(1) Second seamen’s war risk insurance was
provided for the crews of 12 Government-
owned tankers operated for the account of
the Military Sealift Command (MSC).

(2) Second seaman’s war risk insurance was
provided on one privately owned U.S.-flag
vessel and its crew while under bareboat
charter to MSC.

(3) Second seamen’s war risk insurance was
provided for the crews of 91 privately owned
U.S.-flag tankers and dry cargo vessels
chartered to MSC. The coverage provided
was limited to the “Vietnam Combat Zone,”
referred to by commercial underwriters as
an additional premium trading area.

Net premium savings to the Department of
the Navy under the first two programs from their
inception in 1954 and 1964, respectively, to
June 30, 1973, was estimated at $1,298,265
after deducting claim payments of $110,740.
New premium savings to the Navy under the

third program, from its inception in 1968, to
June 30, 1973, was estimated at $5,198,928
after deducting claims payments of $56,401.

Under section 1208(a) of the 1936 Act,
money in the War Risk Insurance Revolving Fund
may be invested in securities of the United States
or in securities on which the United States guar-
antees principal and interest. Since 1962, when
the initial investment was made, interest earned
has totaled $2,013,019.

rine Insurance

During fiscal year 1973, MarAd continued to self-
insure Government-owned ships. Claims outstand-
ing of a marine and war risk insurance nature
totaled 202, having an estimated settlement
value of $3,500,000. Of this number, 161 marine
protection and indemnity claims involved opera-
tions in Vietnam, with an estimated reimburse-
ment value from commercial insurance (in effect
during the Vietnam buildup) amounting to
$3,240,000.

On September 22, 1972, the requirement for
mortgagee insurance, which provides coverage
when marine policies are invalidated, was can-
celled. Previously, unsubsidized shipowners with
vessel mortgages insured under Title XI were re-
quired to carry this type of insurance. During
the 10-year life of this policy, operators paid ap-
proximately $2.5 million in premiums without
a loss reported.

The Maritime Administration determines
whether the insurance placed in commercial
markets by mortgagors of ships on which the
Government holds or insures mortgages, by char-
terers of Government-owned ships, and by sub-

TABLE 9
1973
Percentage
Kind of Insurance Total Amount American Foreign
Marine Hull $2,672,860 66 34
Marine Protection and Indemnity $2,547,220 41 59
War Risk Huli $2,568,240 i8 82
War Risk Protection and indemnity  $2,579,650 ig 82
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sidized vessel operators, complies with contract
requirements. Table 9 details the insurance
amounts approved during fiscal year 1973.

vy Projects

In the continuing effort of the agency to work
with industry and other Federal agencies, a joint
Maritime Administration and Department of the
Navy working group was established to determine
design requirements necessary to facilitate under-
way refueling of naval vessels by merchant ships.
As a result, a jomtly designed astern refue!ing
rig was completed in time to be incorporated in
the 14 tanker construction contracts signed in
June 1973.

Another MarAd/Navy working group is en-
gaged in developing reliable and rapid radio
communications systems between naval and mer-
chant vessels.

After extensive study and coordination with
MarAd, the Navy has established a new Naval
Reserve Program designed to revitalize the Mer-
chant Marine Naval Reserve.

Merchant ships on charter to the Navy as
of June 30, 1973, had a total crew complement of
2,617. This compares with 4,693 as of June 30,
1972, the reduction being in connection with the
Vietnam phase-down.

A Unified Seapower Symposium was held at
San Diego, Calif., on January 18, 1973. Attended
by more than 200 officials of MarAd, Navy, Coast
Guard, steamship companies and related firms,
the symposium centered on ways to foster closer
cooperation between the Navy and the U.S.
merchant marine.

Plans for continuity of operations under all na-
tional emergency contingencies were maintained
in a state of readiness. Existing plans and pro-
cedures were amended fo incorporate changes
in national policy and program emphasis. A re-
vised emergency staffing plan was implemented
to conform with new regulations and concepts
which govern the criteria for executive and sup-
port personnel response to emergency require-
ments. Internal procedures were revised to reflect
changes in national alert and warning systems.
Special studies were conducted to determine the
adequacy of MarAd’s emergency operating facili-
ties and equipment, and substantial improvement
was made in their operational capability. Key

emergency operating and logistic functions con-
tinued to receive close attention for ready re-
sponse.

‘The Maritime Administration continued to
furnish guidance and assistance o U.S. port en-
tities in developing and updating port emergency
plans and procedures. Plans for dealing with port
disaster situations, particularly those in the hur-
ricane and earthquake belts, were strengthened.
In this respect, special studies were conducted in
port reconstruction, emergency communications,
and local losses in power and fresh water supplies.
MarAd's disaster assistance program was main-
tained and staffed at normal readiness [evels.

MarAd participated in frequent tests and ex-
ercises throughout the year to assess the effec-
tiveness of emergency plans at the international,
national and regional levels. Activities included a
NATO-wide exercise for control and protection of
merchant shipping and local testing of emergency
communications systems. Operating plans for
assessing nuclear weapon damage were updated.
Agency representatives participated in inter-
agency studies of nuclear attack models and their
probable effects on selected emergency resources
categories. Staff members assisted the Depart-
ment of the Navy and NATO naval commands in
the review and revision of military plans for the
protection and control of merchant shipping in
wartime and periods of increased international
tension.

The Deputy Assistant Secretary for Maritime
Affairs headed the United States delegation to the
twenty-fifth plenary meeting of the NATO Plan-
ning Board for Ocean Shipping (PBOS) which
convened in London, England, on April 10, 1973.
During the year, MarAd represented the United
States on PBOS working groups on the reorga-
nization of the Defense Ship Authority (DSA), the
control of neutral shipping in wartime, war risk
insurance for merchant ships, and the establish-
ment of a NATO agreement for sealift procure-
ment to meet U.S. military requirements.

The executive reserve program continued as
an integral part of MarAd's emergency executive
staff plan. No significant changes were made in
its organizational composition or position alloca-
tion. Plans were drafted and schedules were set
for conducting training sessions for reservists in
each region during the spring of 1974. Revised
regulations issued by the Office of Emergency
Preparedness for administration of the executive
reserve program were implemented.

National Shipping Authority Orders were
reviewed and revised during the year to reflect
current conditions and the lessons learned during
the Vietnam sealift. Publication of the amended
orders is scheduled for fiscal year 1874.
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(Right) Assistant Secretary
Blackwell signs guest regis-
ter at Maritime Museum

in Odessa, U.S.S.R., during
U.S./U.S.S.R. maritime
negotiations in May 1873
(Below) OGDEN WILLAM-
ETTE was first U.S.-flag
vessel to deliver grain to
Soviet Union under 1872
U.S./U.S.S.R. Maritime
Agreement.
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Fiscal year 1973 saw unprecedented U.S. par-
ticipation in international maritime activities, in-
cluding an historic agreement with the U.S.S.R.
There were important missions to Brazil, Japan,
Thailand, and Venezuela, as well as significant
contributions to other international meetings such
as those of the Intergovernmental Maritime Con-
sultative Organization (IMCO), United Nations
Conference on Trade and Development (UNCTAD),
United Nations Economic Commission for Asia
and the Far East (ECAFE).

U.S./U.S.S.R. Agreement

A landmark Maritime Agreement with the Soviet
Union was signed October 14, 1972, by then-
Secretary of Commerce Peter G. Peterson and
the Minister of Merchant Marine of the Union of
Soviet Socialist Republics, Timofey B. Guzhenko.
By providing a broad framework and a clear set
of ground rules for maritime activities between
the two countries, this agreement which remains
in force until December 31, 1975, is an important
step toward normalizing and expanding maritime
and commercial relationships between the two
nations.

The negotiations which culminated in the
agreement were initiated in the latter part of
1871, and were the subject of a series of meet-
ings in Washington and Moscow throughout 1972.

The agreement has two basic objectives: 1.
To establish channels of maritime commerce be-
tween the two nations by opening major U.S.
and Soviet ports to each other’s ships. 2. To pro-
vide each nation’s merchant fleet the opportunity
to participate equally and substantially in the
carriage of all cargoes moving by sea between
the two countries.

Under the agreement, 40 specified ports in
each nation are open to vessels of the other on
four days’ advance notice. The four-day notice
provision represents a relaxation of the require-

ment—still applicable to other ports—that per-
mission to enter must be requested 14 days in
advance. This port access agreement applies to
U.S.- and Soviet-flag commercial vessels and
maritime training ships. The selection of ports was
based on commercial considerations, reasonable
reciprocity, and protection of national security
interests.

The agreement stipulates that the national-
flag fleets of the U.S. and U.S.S.R. will each have
the opportunity to carry at least one-third of all
cargoes moving by sea between the two countries,
including cargoes transshipped via third countries.

The remaining one-third of the cargo move-
ment is available to ships of all nations.

The opportunity for carriage of equal and
substantial shares of the trade between the two
nations by national-flag ships is assured by the
routing of controlled cargoes, i.e., cargoes with
respect to which entities of either government
have the power to designate the carrier. On the
U.S. side, this includes only those cargoes which
are subject to U.S. Government control under the
cargo preference laws. On the Soviet side, all
exports and imports for which entities of the
U.S.S.R. have, or could have, the power at any
time to designate the carrier are included.

In May 1973, a U.S. delegation travelled to
Moscow for negotiations aimed at clarifying and
amplifying the Maritime Agreement. The delega-
tion, headed by Assistant Secretary Blackweli,
succeeded in obtaining new pacts which, among
other things, provided:

(1) Higher rates for U.S.-flag vessels en-
gaged in the carriage of agricultural
bulk commodities from the U.S. to the
Soviet Union after June 30, 1973;

(2) Clarification of the terms under which
U.S. and Soviet ships may participate in
common carrier liner service between
the two nations;

(3) For meetings between U.S. marine in-
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surance underwriters and Soviet offi-
cials responsible for cargo insurance to
discuss the participation of American
firms in insuring U.S./U.S.S.R. cargo
movements.

xchange

Coordinating the interests of the Departments of
State and Transportation and the U.S. Army Corps
of Engineers, the Maritime Administration ar-
ranged an international exchange of information
and views pertinent to the technological, geo-
graphical and operational aspects of inland
waterways transportation in this country and in
the Soviet Union.

In June 1973, a team of American inland
waterways experts (from both Government and
industry) toured the Soviet river transportation
system. Co-sponsored by MarAd and the Depart-
ment of Transportation, the tour was part of a
cultural exchange program arranged by the U.S.
Department of State. A similar delegation from
the Soviet Union toured the United States in
1972. The specific areas of interest to the Ameri-
can delegation were national waterways planning,
port and waterway facilities, vessel operations,
aids to navigation and company management.

Shipping Attachés

MarAd provides Shipping Attachés at five United
States Embassies: London, Paris, Rome, Tokyo,
and Caracas.

The London attaché represented American
interests at many meetings of IMCO, which is
headquartered there. In addition, he provided
MarAd with on-the-spot reporting on the changes
during the year in the British shipbuilding indus-
try, as well as providing in-depth data on the
financing and insurance of ships.

The attaché assigned to Paris has been as-
signed the key role in the market development
efforts in Europe and has contacted many com-
panies in conjunction with the sales staffs of the
American-flag lines. The Paris attaché made
two trips to the Soviet Union to participate in
talks on the U.S./Soviet Maritime Agreement.

MarAd’s attaché in Rome inspected the
scrapping of surplus NDRF vessels in Spanish and
Yugoslav yards and visited Ghana in conjunction
with MarAd's market development program. He
also accompanied the members of the Commis-
sion on American Shipbuilding on their official
tour of European yards.

Ship construction expertise is especially im-
portant in the duties of MarAd’s Tokyo attaché.
During the past year he maintained close con-
tact with every major yard in Japan, and was the
first American to call attention to the plans of
Korea to develop a shipbuilding industry. He
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was on hand for critical talks with Thai officials
which resulted in their dropping plans which
would have made LASH service to that country
uneconomic.

South American nations are moving rapidly
to bilateralism in ocean shpping, and the Caracas
attaché helped protect American interests in
seven countries during fiscal year 1973. The usual
procedure has been for a country to enact cargo
preference legislation and then for American lines
and MarAd to negotiate so that American-flag
vessels get treatment equal to that of national-flag
vessels.

International

The emergence of new technology in shipping
has created problems in some countries which
object to change. In some instances this resist-
ance has been on the part of labor. In others, it
has been the fear of competition to national-flag
steamship lines. MarAd participated in several
diplomatic initiatives in this respect, and the
agency worked closely with an American-flag line,
initiating LASH service, to secure friendly treat-
ment in nations that had previously been reluctant
to allow the start of such innovative services. The
service began at the end of the fiscal year without
incident.

In addition to various bilateral talks, the
Maritime Administration participated in 50 inter-
national conferences during fiscal year 1973,
most of which were under the auspices of IMCO.
One of the most significant topics considered was
marine pollution abatement. Other important
meetings dealt with maritime safety and preven-
tion of collisions, ship design and equipment, sub-
division and stability, radio communications and
maritime satellites, standards of training and
watchkeeping and facilitation. :

MarAd representatives participated in meet-
ings of the Organization for Economic Coopera-
tion and Development (OECD) groups, including
those of the Maritime Transport Commitiee and
the Working Party of the Council on Shipbuilding.

A representative of the agency attended the
meeting of UNCTAD concerned with liner con-
ference practices.

Container transport was the topic of two
conferences of the Economic Commission for
Europe (ECE), a United Nations organization, and
at another session inland water transport was
reviewed.

At meetings of the Economic Commission
for Asia and the Far East (ECAFE), held in
Bangkok, MarAd representatives tock an active
part in the discussions of the Working Party on
Technical and Operational Aspects of Asian
Shipping Development and of the Transport and
Communications Committee.



aritime Subsidy Board

The Maritime Subsidy Board, by delegation from
the Secretary of Comimerce, exercises the author-
ity vested in him to award, amend and terminate
subsidy contracts for the operation and construc-
tion of vessels. The Board’s functions are im-
plemented through fact-finding investigations,
compilation of domestic and foreign trade sta-
tistics and cost data, and public hearings. Deci-
sions, opinions, orders, rulings and reports of the
Maritime Subsidy Board are final unless the
Secretary of Commerce, on his own motion or
pursuant to a petition filed by an interested party,
undertakes review of its action. Final actions by
the Secretary may be appealed to the Feder