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THE SECRETARY DF CONMMNERCE
Washington, D.C. 20230

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

Sirs:

It is with great pleasure that I submit the Maritime
Administration's report of its activities during
fiscal year 197k.

Guided by the innovative progrems of the Merchant Marine
Act of 1970, the Maritime Administration and the maritime
industyry made substantial progress during the year.

This report reveals that the American shipbuilding and
shipping industries are effectively responding to the
challenges embodied in the 1970 Act and are improving
their competitive position in world markets.

Respectfully,

Lk <3,

Secretary of Commerce
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The LASH vessel DELTA MAR was the first ship delivered under the Merchant Marine Act, 1970.




Introduction

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

The goal of the Merchant Marine Act of 1970—
to restore the United States to the rank of a first
class maritime power—moved closer to reality
during fiscal year 1974.

A large number of subsidized and unsubsi-
dized ship orders were placed in American ship-
yards, and the initial ships ordered under the
1970 program were delivered. Already these
highly productive ships are improving the per-
formance of the U.S.-flag merchant fleet, which,
during calendar year 1973, dramatically increased
its carriage of American export/import cargoes.

The varied financial incentives of the 1970
Act have resulted in planned, orderly growth in
the American maritime industry. In addition, un-
precedented cooperation between labor and
management has provided the firm foundation
for industry stability that is so essential to future
growth.

Shipbuilding

American shipyards continued to upgrade
their facilities and output as a result of the finan-
cial incentives provided by the Merchant Marine
Act of 1970. New orders were placed for 38 large
merchant ships—12 under the subsidized ship-
building program and 26 with 100 percent pri-
vate sector funds.

All 12 ships being built with the aid of con-
struction-differential  subsidy will be new,
highly-productive tankers. Aggregating 1.9 million
deadweight tons (dwt.), these ships have a con-
tract value of $756 million. These contracts
brought the total volume of subsidized shipbuild-
ing activity under the 1970 Act to nearly $3.2 bil-
lion, covering the construction of 59 new ships
and conversion of 16 conventional freighters into

containerships. These orders represent 234,000
man-years of work for shipyard employees and
those industries which supply the materials and
components used in ship construction.

New ship orders for fiscal year 1974 in-
cluded three tankers rated at 390,770 dwt.—the
largest ships ever ordered from an American
shipyard. The cargo carrying capacity of each of
these mammoth vessels will be the equivalent of
nearly 25 standard T-2 tankers built during the
1940s. The other tankers ordered under the sub-
sidized program range in sizes from 38,300 dwt.
to 225,000 dwt.

Under the 1970 Act shipyards are encour-
aged to upgrade their facilities and increase their
productivity, to improve their competitiveness in
the world market, and to reduce their depend-
ence on Government subsidies. Series production
of standardized ship designs is one way in which
our yards are achieving major productivity gains.
One U.S. shipyard, for example, developed a
standard design for 89,700 dwt. tankers. Twenty-
one of these San Clemente-class tankers, includ-
ing five ordered during fiscal year 1974, are part
of the current U.S. shipbuilding backlog.

The design of these ships incorporates some
of the most advanced pollution abatement fea-
tures in the world, including double bottoms and
segregated ballast capacity. Attesting to American
proficiency in turning out these vessels, the sub-
sidy rate for all five San Clemente tankers or-
dered during the past year was more than 5
percent below the 39 percent construction-differ-
ential subsidy (CDS) guideline for fiscal year
1974.

The 1970 Act prescribes a descending scale
of CDS rates until a 35 percent goal is reached in
fiscal year 1976. All contracts awarded during fis-
cal year 1974 carried a subsidy rate below the
applicable guideline of 39 percent.

The 28 merchant ships delivered by Ameri-
can shipyards last year constituted the largest

1



output of any fiscal year since 1963. Fifteen of
these vessels were built with CDS.

As of june 30, 1974, 96 large merchant ves-
sels, aggregating 7.9 million dwt., were under
construction or on order in American shipyards.
These vessels had a contract value of $4.2 billion.

Title XI Guarantees

Under Title XI of the Merchant Marine Act
of 1936, as amended, MarAd guarantees the prin-
cipal and interest of commercially placed mort-
gages and loans used to finance new ship con-
struction or conversions. Title XI guarantees
enable private ship operators to obtain the
needed capital to replace and/or expand their
fleets at reasonable interest rates.

Fiscal year 1974 was another record-breaking
year for this program. Guarantees totaling some
$1.3 billion were approved. These ship financing
instruments covered 311 vessels and barges and
50 shipboard lighters.

During fiscal year 1974 Congress passed leg-
islation raising from $3 billion to $5 billion the
principal amount of Title XI mortgages and loans
the Agency can guarantee. As of june 30, 1974, a
total of 764 vessels and 2,221 lighters, with an
outstanding principal balance of $3.8 billion was
covered by contracts or commitments under the
program.

Capital Construction Funds

Another financial incentive available to the
American maritime industry is the Capital Con-
struction Fund program which assists ship opera-
tors and owners in accumulating the large
amounts of capital necessary for ship construc-
tion or conversion projects. Under this program
eligible operators may deposit vessel and fund
investment earnings and capital gains on a tax-
deferred basis, provided these funds are used to
acquire, construct, or rebuild vessels for U.S. for-
eign trade or the domestic Great Lakes or non-
contiguous trades.

During fiscal year 1974 a number of corpo-
rations holding individual Interim Capital
Construction Fund Agreements consolidated
them into a single Agreement with their parent
corporation. As of june 30, 1974, there were 63
such funds, which will generate approximately $3
billion in shipyard work over the next 10 years.

2

Operating Aid

Four new long-term operating-differential
subsidy (ODS) contracts, covering nine tankers,
were awarded during fiscal year 1974. When de-
livered, these vessels will be employed in world-
wide bulk trades.

MarAd also approved the merger of two
subsidized steamship companies.

As of june 30, 1974, there were 23 operators
holding 26 ODS agreements. Thirteen comprised
companies engaged in general cargo trades and
10 are operating, or will operate, in the foreign
bulk trades. Additionally, 49 companies with 87
ships held special ODS contracts for grain ship-
ments from the United States to the Soviet
Union.

Cargo Movement

MarAd efforts to increase U.S.-flag participa-
tion in the carriage of foreign commerce are
meeting with success. American ships carried
39.8 million long tons of cargo in calendar year
1973. This is the largest volume moved in U.S.-
flag vessels since 1957. The 1973 tonnage, more-
over, represents a 67 percent increase over 1972
shipments.

To upgrade the effectiveness of MarAd’s ac-
tivities in this area, the marketing program was
reorganized into three general areas: commercial
cargo promotion, national cargo promotion, and
industry development.

The Commercial Cargo Division directs the
“Ship American” program, which is designed to
increase U.S.-flag penetration of commercial for-
eign oceanborne trade by strengthening the ship
operators’ marketing capabilities, maximizing
fleet utilization, and by personal contacts with
exporters and importers. Various cargo prefer-
ence laws are monitored by the National Cargo
Division. The activities of the National Maritime
Council and other programs directed at enhanc-
ing the industry’s image and improving commu-
nications between all maritime segments are the
responsibility of the industry development group.

Research and Development

During the fiscal year MarAd awarded $24.3
million in R&D contracts. However, an additional
$8.5 million was contributed to MarAd-sponsored



R&D projects by the maritime industry and other
Government agencies. Sharing R&D costs with in-
dustry insures the practical application of new in-
novations and their relevancy to industry’s needs.

During the past year a number of new
equipment and operating systems, developed
through MarAd R&D programs, were tested at sea
aboard U.S.-flag ships. A highly-skewed propel-
ler, which was designed to reduce vibration and
improve propulsion efficiency, was installed
aboard the combination ore/bulk/oil carrier S8
ULTRASEA, The VIDEC (Vibration and Deviation
Concept) System, which permits unmanned ma-
chinery operations and monitors normal wear
and tear of equipment, began its second year of
tests aboard the containership SS PRESIDENT
JOHNSON. Another containership, the SS EX-
PORT FREEDOM, was equipped with a new cen-
tralized bridge conning system. An experimental
antistranding sonar system was installed aboard
the LASH vessel SS DELTA MAR.

MarAd’s five-year program to develop an in-
dustrial gas turbine engine for marine propulsion
is in the operational testing phase. A prototype
engine which burns low-grade residual fuel oil
and has a built-in reversing capability will be
tested shoreside during more than 2,100 hours of
full-power operation.

Numerous R&D projects during the vyear
were focused on upgrading marine communica-
tions, including new systems for domestic opera-
tors. One project, which analyzed the communi-
cation requirements of inland waterway
operators, concluded that a system of leased tel-
ephone lines would be the most economical and
efficient method of communications. A GCreat
Lakes VHF system, allowing ships to dial directly
into commercial phone lines, also was tested
during the 1974 shipping season.

ivil Rights

Minority employment in the maritime indus-
try has grown significantly during the past five
years. Minority group members now constitute
27.9 percent of shipyard employment as com-
pared to 17.7 percent in 1968. Minorities account
for 16.4 percent of U.S. shipping companies’
shoreside work force. The comparable figure for
1969 was 10 percent.

Efforts to improve the quality of jobs held
by blacks, Spanish-Americans, and other minori-
ties have likewise been successful. In 1974 mi-
nority employees represented 30 percent of the
skilled work force and 10.4 percent of the salaried

positions in shipyards. in shipping companies 6.4
percent of the managerial positions and 10.3 per-
cent of the professional jobs were held by mi-
nority group members.

Women also are moving away from tradi-
tional secretarial positions and are being hired for
blue collar and managerial jobs in the maritime
industry.

Another discriminatory barrier was removed
in January 1974 when MarAd amended its regula-
tions to permit women to attend the U.S. Mer-
chant Marine Academy. When the Class of 1978
reported aboard in july 1974, there were 15
women among the 349 plebes.

Uus,/

The Maritime Agreement signed on October
14, 1972, has served as a catalyst for expanding
the commercial ties and normalizing relations be-
tween the United States and the Soviet Union.
The increased trade has particularly benefited the
American maritime industry since the Agreement
provides U.S.-flag vessels with access to at least
one-third of all waterborne cargo shipments be-
tween the two countries.

The American and Soviet maritime delega-
tions met twice during the fiscal year to further
implement the Agreement’s provisions. At these
sessions a system was developed to correct the
revenue imbalance that had evolved in US./
U.S.S.R. liner cargo shipments during 1973.
Through joint efforts the revenue imbalance in
favor of Soviet-flag vessels was cut in half by the
end of June 1974 and was expected to be elimi-
nated by November 1, 1974,

The Agency continued to monitor all
USJ/U.S.S.R. trade movements to insure that
U.S.-flag ships were moving a substantial share of
the oceanborne commerce, measured in both
tonnage and freight revenues.

Two American shipping companies inaugu-
rated direct liner services between U.S. and So-
viet ports.

onclusion

The pages that follow document in detall
the activities of the Maritime Administration and
the progress made by the American maritime in-
dustry in improving its operations during fiscal
yvear 1974,
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Shipbuilding

Contract Awards

Under the Merchant Marine Act of 1970, the
Maritime Administration (MarAd) entered into
construction-differential subsidy contracts (CDS)
for 12 new highly productive vessels during fiscal
year 1974 (see Appendix I}.

Of their total contract price of approxi-
mately $756.1 million, $280.7 million in CDS will
be paid by the U.S. Government to offset the
cost difference in building the vessels in a United

Chapter 1

States shipyard and a lower cost foreign shipyard.
Three of the vessels on which CDS was
awarded are rated at 390,770 deadweight tons
(dwt.). These mammoth vessels will be the largest
ever built in an American shipyard and each will
have the cargo carrying capacity of 25 standard
T-2 tankers which were built during the 1940s.
Unsubsidized private construction contracts
were awarded during the fiscal year for 26 ships
aggregating more than 1.6 million dwt.
(see Table 1).

TABLE 1 Private Construction Contracts

Awarded Fiscal Year 1974

Total Estimated Total®
Dwt. Completion Estimated
Owner Shipbuilder Type No.  Tonnage Date Cost
American Steamship Co. Bay Shipbuilding Corp. Ore Carrier 1 42,000 1975 $ 22.0
Cherokee Shipping Corps. General Dynamics Corp., Quincy LNG 4 254 4002 1977/79 380.0
Cleveland Tankers, inc. SBA Shipyards, Inc. Tanker 1 8,000 1974 4.5
Energy Tankers Corp. Todd Shipyards Corp., San Pedro Tanker 2 179,400 1977 68.0
intercoastal Bulk Carriers Southern Shipbuilding Corp. 3 Tug-Barge 1 25,000 4 18.0
Pacific Lighting Marine Co. Sun Shipbuilding & Dry Dock Co. LNG 2 137,660 1977778 205.0
Pickands Mather & Co. American Ship Building Co. Ore Carrier 2 118,000 1976/78 76.0
Port Evergiades Towing, Inc. Kelso Marine, Inc. Tug-Barge 1 40,000 1975 18.6
Shipmor Associates Tankers National Steel & Shipbuilding Co. Tanker 4 358,800 1976/78 119.6
Shipmor Associates Tankers Todd Shipyards Corp., San Pedro Tanker 2 179,400 1877/78 68.0
Undisclosed Sun Shipbuilding & Dry Dock Co. RC/RC 1 15,130 1974 24.0
Undisclosed Sun Shipbuilding & Dry Dock Ce. Tanker 1 118,300 1975 30.0
Union Bank Co. & Lehman Bros. FMC Corp. Tanker 3 105,000 1976/77 52.0
United States Lines, Inc. Todd Shipyards Corp., San Pedro Tanker 1 89,700 1979 38.4
TOTAL PRIVATE CONTRACTS AWARDED, FY 74 26 1,670,790 $1,118.1

' Millions of dollars.
2 125,000 cubic meters.

* Barge contract was awarded to Maryland Shipbuilding & Drydock Co.

4 Not available.
$ 130,000 cubic meters.



On June 30, 1974, the number of deep-draft
merchant ships under construction or on order in
American shipyards totaled 96 vessels, aggregat-
ing 7.9 million dwt., as compared to 83 vessels of
5.4 million dwt. a year earlier.

Of these 96 new ships, valued at $4.2 bil-
lion, 52 were under construction with subsidy
(see Appendix I} and the remaining 44 were
being financed privately or with the aid of Title
Xi Federal Ship Financing Guarantees.

At the end of the year there were no ships
undergoing major conversion in private ship-
yards.

The current urgent demand for oil has led to
a rise in the construction of offshore oil drilling
rigs. The major U.S. shipyards building rigs are

Bethlehem Steel Corp., Beaumont, Tex.; Avon-
dale Shipyards, Inc., New Orleans, La.; and Mara-
thon LeTourneau Co., Houston, Tex. As of May
24, 1974, American shipyards had contracts for
the construction or conversion of 42 drilling rigs.
At current prices, this represents close to $71 bil-
lion worth of work and compares to 31 on order
in 1971, 32 in 1972, and 35 in 1973.

Construction Subsidy

To remove the cost disparity which exists
between United States and foreign shipbuilding
prices, MarAd is authorized to pay a construc-
tion-differential subsidy. (See Appendix VI for
CDS expenditures since 1936.) To be eligible for

TABLE 2 Pending Applications for CDS

June 30, 1974
Carrying
No. of Ship Capacity
Ship Owner and/or Operator Ships Type (Per Ship)
Aberdeen Shipping Inc. 6 Tanker 380,000 dwt.
American Shipholding Corp. 10 Tanker 380,000 dwt.
American Trading Transportation Co., Inc. 4 OBO 80,000 dwt.
s 4 Tanker 89,000 dwt.
Amoco International Qil Co. 2 LNG 125,000 m?
Apolio Marine Shipping Co. 3 Tanker 38,300 dwt.
i 1 Tanker 89,700 dwt.
“ 4 Tanker 380,000 dwt.
Atlantic Richfield Co. 2 Tanker 380,000 dwt.
Bernuth, Lembcke Co. 3 Tanker 270,000 dwt.
Buchanan Tanker Corp. 1 Tanker 225,000 dwt.
Central Guif Lines, Inc. 6 Tanker 380,000 dwt.
Cities Service Tankers Corp. 2 Tanker 265,000 dwt.
Delta Steamship Corp. 1 Mini-LASH 11,000 dwt.
Ecological Two Corp. 3 Tanker 90,000 dwt.
Energy |, Inc.; Energy Ii, Inc.; Energy I, Inc. 3 LNG 125,000 m?
Energy Carriers Corp. 1 Tanker 380,000 dwt.
Energy Corporation of America 12 Tanker 414,000 dwt.
Energy Feeders Corp. 1 Tanker 380,000 dwt.
Energy Shippers Corp. 1 Tanker 380,000 dwt.
Exxon Corp. 2 Tanker 400,000 dwt.
i 3 Tanker 37,000 dwt.
Farrell Tankers, Inc. 4 Tanker 89,000 dwt.
First Pennsylvania Tanker |, Inc. 1 Tanker 265,000 dwt.
First Pennsylvania Tanker 1, inc. 1 Tanker 265,000 dwt.
Fuel Transport, inc. 2 Tanker 89,700 dwt.
Global LNG Shipping Inc. 1 LNG 125,000 ms
Hedge Haven Farms, Inc. 3 0BO 80,500 dwt.




TABLE 2 (continued) Pending Applications for CDS

June 30, 1974

Carrving
No. of Ship Capacity
Ship Owner and/or Operator. Ships Type {Per Ship)
Ingram Technologists Inc. ) Tug-Barge 80,000 dwt.
Interstate Oil Transport Co. 1 Liquid Bulk 42,970 dwt.
Carrier
Maryland Sun Shipping Co., Inc. 1 Tanker 129,000 dwt.
Methane Eta Co. 1 LNG 125,000 ms
Methane lota Co. 1 LNG 125,000 ms
Methane Kappa Co. 1 LNG 125,000 m3
Methane Lambda Co. 1 LNG 125,000 me
Methane Mu Co. 1 LNG 125,000 me
Methane Theta Co. 1 LNG 125,000 ms
Methane Transport inc. 1 LNG 125,000 m?
Mobil Oif Corp. 2 Tanker 265,000 dwt.
or
425,000 dwt.
Moore-McCormack Lines, Inc. 3 Partial Con- 12,000 dwt.
tainershipt
Multi-Carriers Inc. 4 0OBO Tug- 105,000 dwt.
Barge
National Shipping Corp. 1 Hatchless 40,000 dwt.
Bulk
Carrier
Northern Sun Shipping Co., Inc. 1 Tanker 129,000 dwt.
Oceanic LNG Transport Inc. 1 LNG 125,000 me
Pacific Alaska LNG Co. 5 LNG 125,000 m?
Pacific Lighting Marine Co. 4 LNG 130,000 ms
Prudential Lines, Inc.?2 2 LASH: 25,820 dwt.
Sealift Tankers, Inc. 7 LNG 125,000 ms
Superport Tankers, Inc. 6 Tanker 380,000 dwt.
Suwannee River Lines, Inc. 4 Bulk Liquid 44 600 dwt.
Chemical
Carrier
Tankers Holding, Inc. 2 0BO 80,000 dwt.
Taylor Tanker Corp. 2 Tanker 265,000 dwt.
Texaco, Inc. 3 Tanker 383,600 dwt.
Transportation Techniques, Inc. 3 LNG 125,000 m®
Trinidad Corp. 3 Tanker 383,600 dwt.
United States Lines, Inc. 5 Tanker 84,000 dwt.
Virginia Shipping Corp. 6 Tanker 380,000 dwt.
Western Bulkship Assoc. ? 4 OBO 80,000 dwt.
TOTAL 1654
! Reconstruction.

2 Name changed from Prudential-Grace Lines, inc., August 1, 1974,

s Western Bulkship application filed 12/04/73 replaces Waterman Marine Corp. application of $/17/73.

+ Excludes 5 ships to be reconstructed (listed above) for Prudential Lines, inc. and Moore-McCormack Lines, inc.



CDS a vessel must be built in an American ship-
yard, owned by an American citizen, operated
under the U.S. flag, manned by an American crew,
and employed in this Nation’s essential foreign
commerce.

On June 30, 1974, 52 vessels either under
construction or on order were being built with
the aid of CDS. Valued at $2.8 billion, of which
the Government will pay $973 million, these or-
ders include 33 tankers, nine liquefied natural
gas (LNG) carriers, six Lighter-Aboard-Ship
(LASH) vessels, and four roli-on/roll-off (RO/RO)
vanships. When these ships are delivered, more
;cchan 5.6 million dwt. will be added to the U.S.
leet.

At the close of the fiscal year 56 applications
for CDS were pending (see Table 2). They cov-
ered a total of 165 new vessels and five conver-
sions. The applications for new construction in-
cluded 102 tankers ranging in sizes from 38,300
to 414,000 dwt., 13 ore/bulk/oil (OBO) carriers,
33 LNGs, 10 tug-barges, six bulk carriers, and one
mini-LASH. Conversion applications included two
LASH vessels and three containerships.

Ship Deliveries

A total of 28 new vessels, aggregating nearly
1.3 million dwt., was delivered by American ship-
yards during fiscal year 1974 (see Table 3). Fif-
teen of these were built with construction-
differential subsidy.

Nine of the subsidized ships delivered
during the year were among the first vessels or-
dered under the Merchant Marine Act of 1970.
The first to be launched was the LASH vessel
DELTA MAR delivered on July 11, 1973, to Delta
Steamship Lines, Inc., for the U.S. Gulf/South
American service. The other eight vessels con-
tracted for under the Merchant Marine Act of
1970 and delivered during fiscal year 1974 were:

® the LASH vessels DELTA NORTE and DELTA
SUD to Delta Steamship Lines for U.S. Gulf/
South American service;

® the LASH vessels ROBERT E. LEE and
STONEWALL JACKSON to Waterman Steam-
ship Co., Inc., for its U.S. Atlantic and Gulf/
India, Pakistan, and Ceylon trade;

® the OBOs ULTRAMAR and ULTRASEA to
Aries Marine Shipping Co. for worldwide
bulk trade;

e the 38,300 dwt tanker CORONADO to
Margate Shipping Co. for worldwide opera-
tion; and

® the 225,000 dwt. tanker BROOKLYN to
Langfitt Shipping Corp. for worldwide bulk
trade.

The six other subsidized vessels delivered
during the year were ordered prior to passage of
the 1970 Act. All were containerships ranging
from 18,700 dwt. to 32,300 dwt. and will be op-
erated in the following trades:

® the EXPORT PATRIOT to American Export
Lines, Inc., for its North Atlantic trade;

¢ the PRESIDENT PIERCE and PRESIDENT
JOHNSON to American President Lines, Ltd.,
for its transpacific service;

© the AUSTRAL ENTENTE to Farrell Lines
Inc., for its U.S. Atlantic/Australia trade; and

® the SEA-LAND CONSUMER and SEA-LAND
PRODUCER to Reynolds Leasing Corp. for
U.S. Gulf/Northern Europe trade.

The following 13 vessels, built without sub-
sidy, were also delivered during the year:

® five bulk carriers for the Great Lakes Trade
—one each for Edison Steamship Co., Frank-
lin Steamship Co., and Fulton Steamship Co.,
and two for Kinsman Marine Transit Co.;

® one bulk carrier to Bankers Trust Co.
(chartered to C&H Sugar Co.) for U.S. main-
land/Hawaii service;

® one RO/RO vanship to Transamerican
Trailer Transport, Inc., for New York/Puerto
Rico service;

e two RO/RO vanships to United California
Bank (chartered to Matson Navigation Co.)
for U.S. Pacific Coast/Hawaii service;

® two 120,000 dwt. tankers—one each to
Overseas Bulktank Corp. and Atlantic Rich-
field Co.;

® one deep sea mining vessel for G!o‘bai Ma-
rine, Inc.; and

® one 53,000 dwt. tug-barge for Litton Indus-
tries Leasing Corp.




More new merchant vessels were delivered
by American shipyards during fiscal year 1974
than during any fiscal year since 1963. Moreover,
U.S. yards delivered more subsidized tonnage
(756,000 dwt.) in 1974 than during the preceding
four fiscal years combined.

Deliveries of oceangoing merchant vessels
by the major shipbuilding nations during calen-
dar year 1973 are shown in Appendix lil.

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
construction, reconstruction, and reconditioning
of vessels and certain marine facilities or equip-
ment. It is designed to assist ship operators in
obtaining the private capital necessary to replace
or expand their fleets.

TABLE 3 Deliveries From U.S. Shipyards FY 1974

Owner Builder Design Deliveries
SUBSIDIZED

American Export Lines, inc. Bath lron Works Corp. Containership 1
American President Lines, Ltd. Litton Systems, Inc. Containership 2
Aries Marine Shipping Co. National Steel & Shipbuilding Co.  OBO 2
Delta Steamship Lines, Inc. Avondale Shipyards, inc. LASH 3
Farrell Lines, Inc. Litton Systems, Inc. Containership 1
Langfitt Shipping Corp. Seatrain Shipbuilding Corp. Tanker 1
Margate Shipping Co. National Steel & Shipbuilding Co.  Tanker 1
Reynolds Leasing Corp. Bethlehem Steel Corp.-Sparrows Containership 2

Point, Md.
Waterman Steamship Corp. Avondale Shipyards, Inc. LASH 2
Total Subsidized Deliveries 15

NON-SUBSIDIZED

- American Steamship Co. Bay Shipbuilding Corp. Bulk Carrier 1
Atlantic Richfield Co. Bethlehem Steel Corp.-Sparrows Tanker 1

Point, Md.
Bankers Trust Co. Lockheed Shipbuilding & Con- Bulk Carrier 1

oo struction Co.

Edison Steamship Co. American Ship Building Co. Bulk Carrier 1
Franklin Steamship Co. Bay Shipbuilding Corp. Bulk Carrier 1
Global Marine, Inc. Sun Shipbuilding & Dry Dock Co. Mining Ship 1
Kinsman Marine Transit Co. American Ship Building Co. Bulk Carrier 2
Litton Industries Erie Marine/Halter Marine Tug-Barge 1
Overseas Bulktank Corp. Bethlehem Steel Corp.-Sparrows Tanker 1

Point, Md.
TTT, Inc. Sun Shipbuilding & Dry Dock Co. Roll-on/Roll-off 1
-United California Bank Sun Shipbuilding & Dry Dock Co. Roli-on/Roli-off 2
Total Non-Subsidized Deliveries 13
TOTAL DELIVERIES FY 1974 28

t All new ships. No conversions were completed during FY 1974.



This program provides that the United States
will guarantee the payment of the principal and
interest on the obligation. All security, including
any mortgage, is held by the Government as col-
lateral 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 confined to the
borrower and the Secretary of Commerce acting
for the United States.

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

During fiscal year 1974 legislation was
passed raising the amount of unpaid principal
that can be guaranteed by the Government from
$3 billion to $5 billion.

During the year applications were approved
for guarantees totaling approximately $1.3 billion
(see Appendix IV). These guarantees covered 33
deep-draft vessels, 32 ocean tugs or barges, 221
river tugs or barges, 23 drill service vessels, 2
miscellaneous types and 50 LASH lighters.

In addition, mortgages were placed on 77
vessels of various types and 567 lighters, based
on commitments made in previous fiscal years
(see Appendix i11).

Title X1 applications approved and contracts
in force on june 30, 1974, covered a total of 764
vessels and 2,221 lighters, with a total outstand-
ing principal balance of $3.8 billion.

Pending applications for ship financing guar-
antees encompassed construction or reconstruc-
tion of 446 vessels and 250 shipboard lighters at
a total estimated actual cost to the applicants of
$3.6 billion, of which $2.9 billion would be cov-
ered by financing guarantees (see Chart 1).

During the year the Title XI mortgage on the
SS CANADA MAIL was paid off by the owner,
American President Lines, Ltd.

The Federal Ship Financing Fund, Revolving
Fund received $10.2 million in net income during
the year making the Fund’s retained income $55.3
million.

Capital Construction Funds

The Capital Construction Fund (CCF) pro-
gram was created by the Merchant Marine Act of
1970 to aid operators in accumulating the large
amounts of capital necessary to build or convert
ships. Under Section 607 of the Act, any U.S. citi-
zen owning or leasing an eligible vessel operated
in the foreign or domestic commerce or in the
fisheries of the United States may enter into an
agreement with the Maritime Administration to
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obtain tax-deferral privileges on the earnings and
capital gains of these vessels and on investments
of the accumulated assets in the Fund, provided
these funds are used to acquire, construct, or re-
build vessels to be operated in the U.S. foreign,
domestic Great Lakes or noncontiguous trades, or
in the fisheries.

During the year many corporations holding
individual Interim Capital Construction Fund
Agreements combined them into a consolidated
Agreement under their parent corporation.

As of june 30, 1974, the Maritime Adminis-
tration had executed 63 individual and consoli-
dated agreements with eligible shipping compa-
nies (see Appendix X). As a result of these
agreements, U.S. ship operators will acquire, con-
struct or reconstruct vessels, barges and contain-
ers in American shipyards, at an aggregate cost of
approximately $3 billion over the next 10 years.

Construction Reserve Funds

Eight construction reserve funds were estab-
lished during fiscal year 1974.

As of June 30, 1974, there were 14
construction reserve funds with total resources of
$4.3 million, as compared to six funds having
total resources of $2.9 million on June 30, 1973,
{(see Appendix V).

Trial And Surveys

Sea trials and acceptance surveys were con-
ducted on 12 subsidized ships and guarantee sur-
veys were conducted on nine ships.

During the year MarAd construction repre-
sentatives and engineers also attended sea or
river trials on 42 vessels built under the Title Xi
program to ensure that the basic requirements of
the construction contracts were met.

Ship Design

As part of a continuing cooperative effort
with the U.S. Navy, MarAd completed a series of
four preliminary designs of commercial tankers
which meet military requirements for cargo
transport and underway replenishment. The de-
signs were developed to provide merchant tank-
ers with the capability to serve as naval auxilia-
ries. These ships would be used to consolidate
cargoes of fleet oilers and for point-to-point
cargo transfer. Commercial standards were used
whenever possible to assure the greatest possible
construction cost savings.

in support of the Agency’s nuclear ship pro-
gram, a preliminary feasibility study was prepared



CHART 1. Federal Ship Financing Guarantee Program
(Title XI) Principal Liability (Statutory Limit $4.975 Billion)
{Millions of Dollars)
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1965 1966 1967 . 1968 1969 1970 1971 1972
Outstanding Principal Amounts (in millions of dollars)
Principal
Amounts 418.6 481.7 558.0 654.5 754.6 911.5 1,154.1 1,692.4 2,579.2 3,762.6
SHIPS 79 98 113 129 144 171 279 434 456 764
LIGHTERS 360 360 520 1,721 2,171 2,221
TITLE X! STATUS
June 30, 1974
Contracts Applications . . .
Vessel Types in Force plg.nding The United States leads the world in the construction of
offshore oil drilling rigs. This rig, built by Bethlehem Steel’s

DEEPDRAFT VESSELS: Beaumont, Tex.,yard, is enroute to the North Sea.

Tankers 81 $1,212,830,129 23 § 872,309,000 e ,

Cargo 171 835,100,398 —_ —

LNGs 14 1,026,303,500 11 914,372,000

Bulk/OBOs 9 107,031,185 29 595,863,690

Total : 275 $3,181,265,212 63 $2,382,544,690

OTHER TYPES:

Ocean Tugs' 23 $ 54,412,752 22 $ 62,236,075

Ocean Barges 26 56,647,846 32 50,397,000

River Tugs 21 27,242,801 32 42,669,572

River Barges 342 68,222,251 255 37,154,000

Oil Driti 2 19 194,719,744 . 18 210,443,740

Drill Service? 50 79,688,241 18 34,871,800

Miscellaneous 8 31,620,537 6 60,685,115

Total 489 § 512,554,172 383 § 498,457,302

TOTAL VESSELS 764 $3,693,819,384 446 $2,881,001,992
SHIPBOARD )

LIGHTERS 2,221 $ 68,833,280 250 $ 8,380,000
TOTAL $3,762,652,664 $2,889,381,992

V includes anchor handling tugs for drilling vessels.

2 inciudes semi-submersibles, jackups and drilling vessels.

3inciudes tug/supply vesseis and other miscellaneous service
craft for oil drilling vessels.
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Artist’s concept of a 900-ton gantry crane which is being erected as part of Newport News Shipbuilding and Dry Dock Co.’s

capital improvement program. It is shown here superimposed over the yard’s existing 310-ton crane.

for a 400,000 dwt. nuclear powered tanker. Dif-
ferences between conventional and nuclear ver-
sions, the nuclear construction capabilities of
U.S. shipyards, and design merits and disadvan-
tages of the nuclear version are described in the
study.

Value Engineering

MarAd’s Value Engineering Program pro-
motes the development and application of design
and engineering studies which will result in low-
ering the cost of ship construction without im-
pairing any of the essential design characteristics
of the vessel.

The program produced savings of $2.6 mil-
lion in fiscal year 1974. The cumulative program
savings since its inception in 1957 totals $28.3
million.

Shipyard Improvements

Spurred by the Nation’s maritime require-
ments and by the soaring demand for energy car-
riers, the U.S. shipbuilding industry spent in ex-
cess of $370 million for capital improvements in
the past four years. Shipbuilders plan to spend an
additional $350 million during the next two to
three years for continued expansion and modern-
ization of their facilities.

The following are examples of the invest-
ment programs that have been undertaken:

Newport News Shipbuilding and Dry Dock
Co., Commercial Ship Div., Newport News, Va.

This firm has committed $150 million for the

construction of an entirely new commercial
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yard. It will include a building basin 1,600
feet long, 230 feet wide, and 44 feet deep
(the largest in the United States), and a 900-
ton gantry crane. This new facility will per-
mit Newport News to construct one Very
Large Crude Carrier (VLCC) and part of a
second simultaneously.

Bethlehem Steel Corp., Sparrows Point, Md.
During the year this yard completed a $30
million program to provide a large graving
dock to accommodate tankers of up to
350,000 dwt. and a modern steel handling
and fabricating facility.

Avondale Shipyards, Inc., New Orleans, La.
Avondale is in the midst of a $42 million ex-
pansion program that will enable the yard to
build LNG carriers. One of the major im-
provements is the construction of a floating
drydock 900 feet long and 225 feet wide.

General Dynamics Corp., Quincy Division,

Quincy, Mass.
General Dynamics has committed $40 mil-
lion to modernize the Quincy yard. This
program, which is nearly half completed,
centers primarily on conversion of two con-
ventional shipways to building basins which
can accommodate LNGs and VLCCs.

Sun Shipbuilding & Dry Dock Co., Chester,

Penna.
Sun Ship’s $40 million expansion program,
which will be completed in 1975, will pro-
vide the yard with the capability of building
ships of up to 400,000 dwt. The two major
features of the program are the construction
of a new floating drydock and a new level




“shipbuilding platform” on which a large
ship can be build in two halves or two
smaller ships can be built simultaneously.

National Steel and Shipbuilding Co., San

Diego, Calif.
National Steel’s current plans provide for in-
creasing shipbuilding capacity to enable it to
build 150,000 dwt. tankers or 125,000 cubic
meter LNGs. This $20 million program,
scheduled for completion in March 1975, in-
cludes construction of a new 1,000 foot long
graving dock and additional steel fabrication
facilities.

Todd Shipyards Corp., San Pedro, Calif.
Todd, San Pedro’s present $20 million facili-
ties improvement program, which is more
than half completed, provides for recon-
struction and enlargement of two shipways
to accommodate vessels 900 feet by 132
feet.

These modernization programs do not repre-
sent the total investment committed by all U.S.
commercial shipyards since enactment of the
1970 Act. They serve as an indication, however,
of the determination of the American shipbuild-
ing industry to improve its competitive position
in the ship construction market.

Equal Opportunity

Since 1968 the Maritime Administration has
been responsible for ensuring that Government
contractors in the maritime industries located in
coastal states provide equal employment oppor-
tunity (EEO) to all Americans without regard to
race, color, religion, sex, or national origin.

To fulfill its responsibility MarAd, through its
Office of Civil Rights, conducts compliance re-
views of all contractors’ facilities to audit and
monitor the full spectrum of the contractors’ re-
cruitment and employment practices. During
fiscal year 1974, 277 reviews were conducted.
Where discriminatory practices were encoun-
tered, corrective programs were developed and
instituted.

The Agency’s data base for measuring prog-
ress in the shipbuilding and repair industry en-
compasses major shipyards which account for 80
percent of the industry’s total employment.
While overall shipyard employment increased by
5,609 persons to 114,111 from 1968 to 1974, mi-
nority employment rose by 12,618 persons to a
total of 31,814. Minorities now constitute 27.9
percent of the industry work force compared to
17.7 percent in 1968. During this period black

employment rose from 15.5 to 23.2 percent of
the work force and Spanish-surname employees
increased from 1.9 to 4.1 percent.

Minority representation in skilled jobs and
white collar-salaried jobs also improved. Both are
significant indicators of progress in the quality of
jobs held. In 1974 minority employees repre-
sented 30 percent of the blue collar skilled
work force, up from 15.9 percent in 1968. Minor-
ity white collar-salaried employment rose from
3.5 to 10.4 percent over the same period.

Virtually excluded from blue collar shipyard
jobs since the late 1940s, women held 2,381 jobs
and comprised 3 percent of the blue collar work
force in 1974, compared to 158 jobs or 0.2 per-
cent in 7968.

Overall, women held 7,287 jobs and ac-
counted for 6.4 percent of all shipyard jobs in
1974, compared to 3.7 percent in 1968.

Minority Business

During fiscal year 1974 MarAd’s Minority
Business Enterprise Program was expanded from
a regional pilot program to one national in
scope.

A formal implementing agreement was con-
cluded during the fiscal year with another U.S.
Department of Commerce Agency, the Office of
Minority Business Enterprise, to promote the use
of minority contractors and sub-contractors by
the maritime industries.

One of the first projects undertaken was the
development of a Directory of Minority Entrepre-
neurs which lists minority firms with the capabil-
ity of serving the maritime industry. The Direc-
tory, which was distributed to purchasing agents
of all shipbuilding and shipping companies, con-
sists chiefly of firms located in MarAd’s Eastern
Region (see inside cover for jurisdictions of the
Agency’s three region offices). During the year
the Western Region completed a directory of mi-
nority firms located in its jurisdiction and the
Central Region had a similar project underway.
The listings of all three regions will be consoli-
dated into a national directory during fiscal year
1975.

As a result of this new program, U.S. ship-
builders purchased goods and services valued at
$2.5 million from minority contractors during the
first six months of calendar year 1974.

During the fiscal year MarAd assisted in the
creation of two minority-owned shipping corpo-
rations, and a third minority firm was formed to
engage in barge building. The Agency is aiding
other minority entrepreneurs to enter the mari-
time industry.
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The 225,000-ton TT BROOKLYN is the largest vessel in the
American merchant fleet.

The 38,300-ton CORONADO was one of the first bulk car-
riers delivered under the Merchant Marine Act, 1970.

The roll-on/roli-off vanship LURLINE was placed in operation
during fiscal year 1974.
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Ship

Operations

Status Of US. Fleet

On June 30, 1974, the active privately
owned U.S. merchant marine consisted of 565
oceangoing ships aggregating approximately 13.4
million deadweight tons (dwt.). Included in this
fleet were 169 freighters, 232 tankers, 21 bulk
carriers, 138 intermodal vessels (containerships,
LASH vessels, and RO/RO vanships) and five
combination passenger/cargo ships (see Appen-
dix VI).

Although 24 privately owned vessels were in
an inactive status on June 30, 1974, only 13 of
these were actually laid up. Two were stranded
in the Suez Canal, and the ‘other nine vessels
were temporarily inactive, either awaiting cargoes
or undergoing repairs.

Areas of employment of U.S. merchant ves-
sels are presented in Appendix VIII.

At the close of the fiscal year there were 589
oceangoing vessels of 13.9 million dwt. in the
privately owned U.S. merchant marine. This fleet
had an average deadweight of 23,580 tons, an av-
erage age of 17 years, and an average speed of
18 knots.

A comparison of world merchant fleets as of
June 30, 1974, appears in Appendix IX.

A composite picture of the financial status
of U.S.-flag operators, both subsidized and un-
subsidized, is presented in the Combined Con-
densed Financial Statements (Appendix XI).

Seven operators held Capital and Special Re-
serve Funds on june 30, 1974 (see Appendix XII).

Operating Subsidy

The Maritime Administration is authorized to
pay operating-differential subsidy (ODS) to
American ship operators to offset the higher cost
of operating a vessel under the American flag
than under a foreign flag. This form of aid gener-
ally covers wages, insurance, maintenance and

Chapter 2

repairs not compensated by insurance, and sub-
sistence of officers and crews on passenger ships.
All modern cargo carrying vessels, including bulk
carriers, that operate in an essential foreign trade
are eligible for ODS.

Total operating subsidy payments during fis-
cal year 1974 amounted to $257.9 million. (See
Appendices Xlll and XIV for ODS accruals and
expenditures.)

Regular ODS

During fiscal year 1974 four new long-term
(20-year) operating-differential subsidy agree-
ments were executed and approval was given for
a merger of two subsidized companies. At year’s
end there were 23 operators holding 26 ODS
agreements with the Agency (see Appendix XV).
Although 206 vessels were covered under these
agreements, only 177 were in operation on June
30, 1974. The balance were either under con-
struction or on order.

Payments during fiscal year 1974 pursuant to
these regular ODS agreements totaled $227 mil-
lion. ODS accruals from January 1, 1937, to June
30, 1974, totaled $4,188 million; recapture
amounted to $239 million, leaving a net accrual
as of June 30, 1974, of $3,949 million. Of the net
accrual, $3,864 million has been paid out, leaving
an estimated unpaid balance of $85 million at
the end of the fiscal year (see Appendix XIi1).

Contract Auditing

Prior to the enactment of the Merchant Ma-
rine Act of 1970, subsidized liner operators could
not be paid their final 5 percent of accrued oper-
ating-differential subsidy until their annual ac-
countings had been reviewed and approved by
the Maritime Administration. During fiscal year
1974 such final-payment audits were completed
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for eight liner operators, generally covering the
period from 1969 through 1970.

The Merchant Marine Act, as amended in
1970, provided for payment on a monthly basis
of 100 percent of the accrued wage subsidy,
without awaiting final audit. During the fiscal
year wages on a 100 percent basis were paid to
12 liner and three bulk operators under the pro-
visions of the 1970 Act.

Audits completed during the fiscal year re-
sulted in reduced billings of about $1.7 million
to the Government.

Uniform Accounts

During the fiscal year major strides were
made by the Maritime Administration in the de-
velopment of Uniform Cost Accounting Stand-
ards (UCAS) and a Cost Information Reporting
System (CIRS) that would benefit both MarAd
and maritime regulatory agencies, as well as the
industry in general. This program included revi-
sion of the Agency’s General Order 22 which sets
forth the uniform system of accounts for mari-
time carriers. While the new UCAS and CIRS
programs were not expected to be. fully opera-
tional before 1975, one West Coast company, Pa-
cific Far East Line, Inc., working closely with the
Maritime Administration, agreed to act as the
pilot test company for the system. This imple-
mentation test began in fiscal year 1974 and will
continue through the developmental period of
the new system.

Contract Awards

New operating subsidy contracts were
awarded to Aquarius Marine Co., Chestnut Ship-
ping Co., Moore-McCormack Bulk Transport,
Inc., and Spruce Shipping Co.

Aquarius will operate one of the three
89,700 dwt. tankers now under construction for
Aeron Marine Shipping Co. Moore-McCormack
Bulk Transport has on order three 38,300 dwt.
tankers, while Chestnut has two 89,700 dwt.
tankers, and Spruce Shipping has three 89,700
dwt. tankers on order. The nine vessels covered
by these contracts will become operational dur-
ing the period 1975-1979 and will be employed
in the worldwide bulk service.

On September 6, 1973, the Maritime Subsidy
Board authorized American President Lines, Ltd.,
to merge its operations with those of American
Mail Line, Ltd., its wholly-owned subsidiary. The
Board approved the continuation of the ODS
contracts of both companies and required APL to
assume all provisions and obligations of the AML
conftract.
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Pending Applications

Nine ODS applications from non-subsidized
operators were pending at the end of the fiscal
year.

Erie Navigation Co. has applied for a bulk
carrier operation between the United States and
Canada. National Shipping Corporation’s applica-
tion covers a dry bulk carrier operation from the
Canadian West Coast to the U.S. East Coast, and
Suwannee River Lines’ application is for a liquid
bulk chemical service between the United States
and the Soviet Union.

Filing applications for worldwide operations
with ore/bulk/oil carriers or tankers were Hedge
Haven Farms, Inc.; Multi-Carriers, Inc.; Ecology
Two Corp.; Waterman Carriers, Inc.; Tankers
Holding, Inc.; and Zapata Western Shipholding,
Inc.

In addition to these applications from non-
subsidized operators, six companies with existing
ODS contracts have applied for operating subsidy
for additional sailings or other services as fol-
lows:

® American Export Lines, Inc—for service
from U.S. North Atlantic ports to ports in the

United Kingdom and Western Europe (Trade

Route 5-7-8-9) and to Scandinavia (Trade

Route 6); for service from U.S. South Atlantic

ports to the United Kingdom and Western

Europe (Trade Route 11); for service from

U.S. Gulf ports to the United Kingdom and

Western Europe (Trade Route 21); and for

service from U.S. Gulf ports to the Far East

(Trade Route 22).

® Pacific Far East Line, Inc—for increased
sailings on its Transpacific Far East service
(Trade Route 29).

® States Steamship Co.—for increased sailings
on its Transpacific Far East service (Trade
Route 29).

® Delta Steamship Lines, inc.—for service from
U.S. Gulf ports to the Caribbean and the East
Coast of Mexico (Trade Route 19); and also
for increased sailings on its service from U.S.
Atlantic/Gulf ports to West Africa (Trade
Route 14).

e Lykes Bros. Steamship Co., Inc—for service
from U.S. North Atlantic ports to those in
the United Kingdom and Western Europe
(Trade Route 5-7-8-9); and U.S. South At-
lantic to United Kingdom and Western Eu-
ropean ports (Trade Route 11).

¢ Waterman Steamship Corp.—for services
from ports on the U.S. North Atlantic Coast
to those in the United Kingdom and West-
ern Europe (Trade Route 5-7-8-9); from
U.S. North Atlantic ports to Scandinavia




(Trade Route 6); and from U.S. South Atlan-

tic ports to ports in the United Kingdom

and Western Europe (Trade Route 11).

Waterman also has applications pending for
new long-range ODS contracts for service on
Trade Routes 21 and 22 to replace existing
short-term agreements scheduled to expire in fis-
cal year 1975.

Several long-term ODS agreements which
were executed in the late 1950s are due to termi-
nate on various dates at the end of their 20-year
contractual periods on December 31 of the years
1976 through 1979. During this fiscal year re-
newal applications (and amendments thereto)
were received from four operators for extension
or renewal of long-term contracts. American
President Lines, Ltd., has applied for a two-year
extension of its contract from December 31,
1976, to December 31, 1978—which is the termi-
nation date of its American Mail Line Division
contract—in order to facilitate and coordinate
the formulation of one long-term contract for the
merged companies. It also filed for a renewal of
its 20-year contract. Delta Steamship Lines, Inc.,
Moore-McCormack Lines, Inc., and States Steam-
ship Co. have also submitted applications for
long-term contract renewals.

Subsidy Index

The Subsidy Index System embodied in the
1970 Act provides for the payment of wage sub-
sidies in per diem amounts. Since the collection
of foreign cost data takes several months, the
Maritime Subsidy Board establishes tentative per
diem subsidy rates within 90 days of the begin-
ning of each fiscal year. The tentative fiscal year
1974 rates for all subsidized vessels were com-
pleted in September 1973.

MarAd also completed all final 1970 subsidy
rates, 47 of the 170 final rates applicable to cargo
and passenger vessels in liner services for 1971,
and 20 final rates applicable to the Soviet Grain
program.

Proposed regulations for the subsidization of
bulk cargo ships were published by MarAd in
june 1974, and comments from interested parties
were solicited. After the responses have been
considered the regulations will be published in
final form.

Soviet Grain ODS

Since the signing of the U.S./U.S.S.R. Mari-
time Agreement in October 1972, U.S.-flag ships
have been able to participate in the carriage of
over 22 million metric tons of U.S. grain pur-

chased by the Soviet Union. American-flag ships
carrying 4.65 million metric tons of grain have
made 135 voyages to Soviet ports since October
1972.

As of June 30, 1974, 49 operators held
short-term ODS agreements covering 87 vessels
for the carriage of agricultural commodities from
ports in the United States to ports in the Union
of Soviet Socialist Republics (see Appendix XVI).

Payments during 1974 under the special So-
viet Grain agreements totaled $31.4 million.

U.S. bulk carriers were fixed for 43 voyages
during calendar year 1973 and accrued $17.6 mil-
lion in operating-differential subsidy.

Since the program began in fiscal year
1973, operators have accrued $50 million. Of this
accrual, $41 million was paid out, leaving an esti-
mated unpaid balance of almost $9 million at the
end of the fiscal year (see Appendix XIlI).

In addition to exporting grain cargoes, these
vessels were able to import over 4.7 million tons
of crude oil and petroleum products on the re-
turn trip, helping to alleviate the Nation’s energy
shortages.

Contract Awards

Two new special ODS contracts were
awarded during the year, one to a new subsi-
dized operator with four ships and the other to
an existing subsidized operator to enable him to
add two ships to his service. Four companies,
each with one ship, cancelled their ODS con-
tracts and three other vessels were withdrawn
from separate contracts during the year.

Grain Rates

MarAd instituted a new system, effective july
1, 1973, for computing the Soviet Grain ODS
payments. The negotiated fixed freight rate, plus
a premium over and above these fixed rates, was
replaced with an index system based upon
monthly average voyage charter rates for the car-
riage of heavy grains from U.S. Gulf ports to
those in the Holland/Belgium range.

In addition, abatement provisions were in-
troduced in the subsidy system which reduced
the amount of operating subsidy paid to U.S.
owners as the freight rate increased. Accordingly,
the new index system enabled U.S. ship opera-
tors to receive from the Soviets current market
freight rates that ranged from a low of $17.13 per
long ton in August 1973 to a high of $31.54 per
long ton in April 1974, while at the same time it
reduced the amount of operating subsidy paid
out by MarAd.
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Grain Monitoring

Fach of MarAd'’s three region offices moni-
tored local activities of grain elevators and ship
movements. As a result of their efforts, MarAd
and other Federal agencies were able to mini-
mize problems connected with the voluminous
export program.

U.S.JUS.SR. Liner Service

The Maritime Agreement between the U.S.
and U.S.S.R. Governments has enabled the
United States to expand its commercial relation-
ship with the Soviet Union. Two American ship-
ping companies inaugurated direct liner services
between U.S. and Soviet ports during the fiscal
year.

The SS MASON LYKES, loaded with some
800 tons of machinery, became the first U.S.-flag
general cargo ship to call directly at a Soviet port
in more than a decade. After an initial stop in
New Orleans, the Lykes Bros. Steamship Co. ship
sailed from Baltimore in December 1973 headed
for the Black Sea port of Odessa.

American Export Lines’ SS EXPORT CHAM-
PION sailed from New Orleans for Leningrad in
February 1974. Its $10 million cargo included oil
field and pipeline equipment, compressors,
foundry machinery, and baled woodpulp.

Passenger Ships

The Passenger Ship Sales Act (Public Law
92-296), which was signed into law on May 16,
1972, authorized the sale of five U.S.-flag passen-
ger vessels to foreign buyers. Three of the vessels
were sold foreign prior to fiscal year 1974. The
SS CONSTITUTION, formerly owned by Ameri-
can Export Lines, Inc., was sold on March 21,
1974, to Atlantic Far East Lines, Inc., a Liberian
corporation. The remaining vessel, SS SANTA
ROSA, owned by Prudential Lines, Inc., was laid
up at the close of the year.

Public Law 93--330, signed on June 30, 1974,
authorized the foreign sale of the SS INDEPEND-
ENCE, owned by American Export Lines, Inc. At
the close of the fiscal year sale of the vessel was
pending.

The passenger liner SS UNITED STATES was
acquired on February 5, 1973, by the Maritime
Administration under Public Law 92-296 for the
purpose of either selling or chartering the vessel
to a qualified operator for operation under the
American-flag, or laying up the vessel in the Na-
tional Defense Reserve Fleet. In November 1973
the vessel was offered for sale by an Invitation
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for Bids, but all nine bids received were rejected
as being unresponsive. At the close of the fiscal
year proposals were pending for operating the
vessel as a cruise ship, a trade ship, a stationary
exhibit hall, and an arrangement for turning the
vessel into floating condominiums.

MarAd’s Eastern Region is responsible for
maintaining the UNITED STATES, which is in
temporary lay-up at the Norfolk International Ter-
minal in Virginia.

On june 30, 1974, the active U.S.-flag pas-
senger fleet consisted of the SS MARIPOSA and
SS MONTEREY, operated by Pacific Far East Line,
Inc., in the Pacific trade and three combination
passenger/cargo vessels, SSs SANTA MARIA,
SANTA MARIANA, and SANTA MERCEDES, oper-
erated by Prudential Lines, Inc., in the South
American trade.

Sec. 804 Activities

Under Section 804 of the Merchant Marine
Act of 1936, as amended, it is unlawful 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, without the prior approval
of the Secretary of Commerce. The prohibition
also applies to any officers, directors, agents, or
executives of such an organization.

During fiscal year 1974 the following nine
waivers were granted under section 804:

® Amerada Hess Corp.—to permit Amerada,
which is affiliated with Amerada Hess Liberia,
to participate in the Soviet Grain program
under a special ODS contract;

® American President Lines, Ltd.—to permit
APL to conduct direct mail campaigns solicit-
ing passenger traffic only for steamship lines
operating foreign-flag ships, and to book
passengers for these foreign-flag ships when
requested to do so as a result of the cam-
paigns;

® American President Lines, Ltd.—to permit it
to employ APL-Everett Agencies, S.A., which
operates foreign-flag vessels, as its agent in
the Far East area;

® Waterman Steamship Corp.—to cover op-
erations of foreign-flag vessels by its affiliate
United States Freight Co.;



e Lykes Bros. Steamship Co., Inc—to permit
Lykes to act temporarily as a general agent
for Compagnie Nationale Algerienne de
Navigation, a wholly owned steamship line
of the Algerian government;

® Chestnut Shipping Co.—to cover the opera-
tion of two tankers, each of 89,700 dwt.;

® Aquarius Marine Co.—to cover the opera-
tion of one 89,700 dwt. tanker;

® Atlas Marine Co.—to cover the operation of
one 89,700 dwt. tanker; and

® Spruce Shipping Co.—to cover the opera-
tion of three 89,700 dwt. tankers.

The last four waivers are essentially exten-
sions of waivers previously granted to affiliates of
Chestnut, Aquarius, Atlas, and Spruce. Chestnut
and Spruce are both related to Margate Shipping
Co., which has a Section 804 waiver because of
five foreign affiliations. Atlas and Aquarius are
related to Aries Marine Shipping Co., which has
a Section 804 waiver because of its affiliation
with Golden Eagle Liberian, Ltd.

In addition, 38 other companies received ex-
tensions of previously granted waivers to allow
them continued participation in the special So-
viet Grain ODS program.

Trade Routes

Several liner trade routes and liquid and dry
bulk cargo trades were reviewed in connection
with ODS applications or modification of areas
to be served in existing ODS contracts.

The following services were found to be essen-
tial to the foreign commerce of the United
States:

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

2. U.S.-flag bulk cargo service for the carriage
of lumber from the Pacific Coast of Canada
to U.S. Atlantic and Gulf ports and bulk
fertilizers from U.S. Atlantic and Gulf ports
to the Canadian Pacific Coast, as well as
other bulk trades in the foreign commerce
of the United States.

3. The round-the-world westbound service
provided by American President Lines, Ltd.,
was modified. It was determined that a
new feeder service provided in conjunction
with ships operated on Trade Route 17 to
certain areas (principally India, Bangladesh,

and Sri Lanka) previously served by APL’s
round-the-world ships was an essential
service.

Equal Opportunity

The employment of minority group mem-
bers by major shipping companies has risen sig-
nificantly since 1969 when MarAd assumed
responsibility for monitoring the American lines’
compliance with EEO statutes. In 1974 minority
employment reached 1,339 persons or 16.4 per-
cent of the total shoreside (non-casual) work
force. This contrasts with 755 minority group
members employed in 1969, or 10 percent of
that work force. During this five-year period,
while overall employment in this category in-
creased by 663 persons, minority employment
rose by 584 persons.

Minority participation in executive and man-
agerial jobs increased from 3.1 percent in 1969
to 6.4 percent in 1974. Among professionals mi-
nority representation showed an increase in 1974
to 10.3 percent from 6.2 percent in 1969.

The status of women in the shipping indus-
try has also improved, with more females being
employed in nontraditional areas. In 1974
women constituted 4 percent of all executive and
managerial positions and 15.4 percent of all pro-
fessional employees. In all, 34.9 percent of the
total work force in the shipping industry was
made up of women.

Foreign Transfers

The Maritime Administration approved the
transfer to foreign firms of 122 privately owned
ships of 1,000 gross tons and over. More than 60
percent of these transfers were for scrapping
abroad. Twenty-seven of the 122 ships were un-
documented or registered under a foreign flag,
although owned by a U.S. citizen (see Appendix
XVII). Approvals were also granted for foreign
transfer of 764 vessels of less than 1,000 gross
tons, 624 commercial and 140 pleasure crafts.

Charters of U.S.-owned ships to aliens were
approved for 80 ships of 1,000 gross tons and
over, and 120 smaller ships.

Approval also was granted for the transfer of
two shipyards to domestic alien-controlled cor-
porations.

Two new banks were approved as trustees
and 41 banks were approved to continue on the
Roster of Approved Trustees pursuant to Public
Law 89-346 and MarAd General Order 107.

User charges for filing applications for for-
eign transfers and similar actions amounted to
$42,955.
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U.S.-flag tanker ARCO PRUDHOE BAY docked at Alaskan terminal.

A 7,500-horsepower towboat
powers this 36 barge tow on
the Mississippi River.

Tugs operating on the inland waterways system are
equipped with sophisticated navigation and communications

equipment.




Domestic
Operations

The Merchant Marine Act of 1936, as
amended, mandates to the Maritime Administra-
tion the responsibility for forming national poli-
cies and conducting programs for the develop-
ment and promotion of the domestic shipping
industry. This industry includes inland waterways
and Great Lakes operators, as well as those in the
coastwise, intercoastal, and noncontiguous
trades. See Appendix VIl for vessels employed in
domestic ocean trade and Table 4 for the com-
position of the U.S. Great Lakes fleet.

TABLE 4 U.S. Great Lakes Fleet'
June 30, 1974

Gross
Registered Estimated
Vessels Tons Dwt.
TOTAL 201 1,674,552 2,688,619
Bulk Carriers 173 1,574,787 2,619,769
Tankers 13 39,275 68,850
Others 152 60,490 n.a.

i Self-propelled vessels of 1,000 gross registered tons and
over.
2includes railroad car ferries, auto ferries.

NOTE: Data supplied by the Lake Carriers Association.

Financial Aid

Several of the MarAd assistance programs
available to vessel operators engaged in foreign
trade are also available to domestic operators.

Chapter 3

During fiscal year 1974 Title XI Ship Financ-
ing Guarantees were awarded to 24 domestic op-
erators to aid them in financing the planned con-
struction of 275 vessels valued at approximately
$200 million.

By the end of the fiscal year domestic opera-
tors held Title XI Guarantees and commitments
of approximately $785 million, as compared to
$650 million on june 30, 1973.

In addition, 30 domestic operators have es-
tablished Interim Capital Construction Fund
Agreements with MarAd. These funds will result
in the construction or acquisition of approxi-
mately 107 vessels.

Promotion

A Maritime Domestic Commodity Flow Data
Bank was created from which information can be
extracted to support the Agency’s market devel-
opment efforts on behalf of the domestic mer-
chant fleet.

Future U.S. domestic waterborne commerce
was analyzed in a study completed in January
1974. Prepared under contract for MarAd, it ex-
amined current traffic flow patterns of each of
the domestic marine transportation segments and
assessed the economic and competitive forces
that are expected to influence their operations
during the remainder of the century. The study
projects that tonnage carried by domestic marine
operators—which aggregated 892 million tons in
1970—will rise to 2.7 billion tons by the year
20008.

According to the study, water carriers now
account for 17.6 percent of the domestic tonnage
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movement, 26.9 percent of the total freight ton-
miles, but only 2.3 percent of the freight reve-
nues.

Inland Waterways

The Maritime Administration and the U.S.
Coast Guard are jointly investigating alternative
tank barge designs to minimize the discharge of
oil and other poliutants into the Nation’s water-
ways.

A study assessing the economic and safety
merits of water transportation of hazardous ma-
terials in bulk as opposed to alternative overland
modes was completed during the year. The study
found that barges provide the least expensive
and safest method of transporting nine out of ten
hazardous commodities. Movement by barge
usually involves less urban exposure than does
truck or rail, and the recurrence level between
spill-causing accidents is lower for barge than
any other mode. In addition, the study found
that the domestic water transportation industry
undergoes more stringent safety inspections than
either truck or rail.

Another study, the cost of which was shared
by MarAd and the inland waterways industry, an-
alyzed the industry’s communications require-
ments. It led to the development of a system util-
izing leased telephone lines to replace the
traditional communications system of independ-
ent radio stations positioned along the river
shore. Designated the Inland Waterways Commu-
nications System, it is designed to reduce costs,
improve service and reliability, and conserve
radio frequencies. Development of the total sys-
tem is scheduled for completion by December
1974.

Great Lakes

As a result of shipbuilding programs gener-
ated by the Merchant Marine Act of 1970, the av-
erage age of Great Lakes ships has dropped
from 45.5 years in 1973 to 43.5 years this fiscal
year. Table 4 shows the size of the U.S. Great
Lakes fleet.

During the year MarAd focused on programs
that would extend the Great Lakes winter naviga-
tion season.
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Demonstration of a precise laser navigation
system was successfully completed during the
winter of 1973. This system complements ongo-
ing programs to extend operations during the
winter when ice conditions necessitate the re-
moval of conventional navigation aids. An im-
proved, lightweight, portable system is now
under consideration. Although designed for use
on the Great Lakes and St. Lawrence Seaway, this
portable system has applications in many other
areas requiring precise navigation.

A Great Lakes VHF communications system,
allowing ships to dial directly, without operator
assistance, into commercial phone lines on land,
was being tested during the 1974 shipping sea-
son. It will provide new services, such as facsim-
ile transmission, and will enable storage of infor-
mation in a memory bank which the home office
can retrieve at any time.

Several firms have been awarded MarAd
contracts to test various ship hull configurations
designed to operate in ice conditions. A Great
Lakes ship was outfitted with an air bubbler sys-
tem that lubricates its bow thereby increasing its
transit speed through mush ice.

A joint MarAd/U.S. Coast Guard project is
testing the structures of Great Lakes vessels and
their reactions to various load line limits. Data is
now being collected from instruments aboard
two ore carriers which will help determine safe
load limits for Great Lakes vessels.

During fiscal year 1974 the Maritime Admin-
istration and the U.S. Navy analyzed the perform-
ance of sewage treatment units installed on more
than 60 Great Lakes ships. MarAd is developing
modifications which will improve the operation
of these devices. This program is being con-
ducted with the assistance and cooperation of
the shipping industry and several other Govern-
ment agencies. The modifications are expected to
render ship generated sewage virtually pollution
free.

The Maritime Administration intervened be-
fore the Interstate Commerce Commission (ICC)
in a case to protect the Great Lakes fleet from
discriminatory railroad rates. The case involved
an application by railroads to institute a non-
compensatory rate for the transportation of gen-
eral commodities which was lower than the rate
offered by water carriers. At year’s end this case
was awaiting a decision by the Commission.



Cargo
Movement

The Maritime Administration has underway
an extensive marketing program that involves: (1)
improving the sales efforts of U.S. shipping com-
panies by providing timely reports on cargo
movements and opportunities; and (2) informing
shippers of the advantages of using American-
flag ships. The Agency’s goal is to make available
sufficient cargo to fill vessels in the merchant
marine to capacity and thus increase overall
U.S.-flag carriage of the Nation’s foreign trade.
Development of more efficient ports and inter-
modal systems is a corollary activity, insuring that
the increasing volume of U.S. commerce moves
in the most efficient manner possible.

Market Development

MarAd continued its efforts to increase
American-flag participation in the carriage of U.S.
waterborne commerce. To upgrade its effective-
ness the marketing program was reorganized into
three general areas: commercial cargo promo-
tion, national cargo promotion, and industry de-
velopment.

Reflecting the success of the Agency’s
promotional activities, U.S.-flag ships carried 39.8
million long tons of cargo in calendar year 1973,
a 67 percent increase over 1972 movement. See
Appendices XVIII and XIX for tonnage and value
of U.S. oceanborne cargoes from 1964 to 1973.

Staff initiatives in MarAd’s three regions
formed the basis of the market development pro-
gram. MarAd’s marketing representatives, located
in seven major cities, made personal contacts
with importers, exporters, forwarders, State pur-
chasing officers, trade associations, and others
controlling or influencing the routing of ocean-
borne cargo. Through these contacts the repre-
sentatives made shippers aware of the benefits—
both from a corporate and national perspec-

Chapter 4

tive—of using U.S.-flag ships. Direct contact of
this type also provided MarAd with the oppor-
tunity to discover obstacles interfering with
shipper patronage of U.S.-flag carriers and to ini-
tiate steps to remove them.

Direct contact was made with policy level
executives of over 3,500 firms of all sizes en-
gaged in international commerce, resulting in
hundreds of firm commitments to support the
““Ship American” program.

Over 11,000 cargo leads were provided to
U.S.-flag shipping companies during the vyear.
Unsolicited reports from 60 shippers indicate that
some $25 million in revenue, which would other-
wise have gone to foreign shipping concerns,
was channeled to U.S.-flag operators as a result
of the Agency’s marketing program.

A computer-based Shipper Information Sys-
tem and a Market Lead Information System were
initiated to identify and track intermediate and
long-term business opportunities which will re-
sult in future cargo movements. Utilizing modern
data processing technology, both systems will im-
prove the lines of communications between ship-
pers and U.S.-flag carriers and enable the carriers
to better anticipate the service requirements of
exporters and importers,

The response by the maritime industry to
the Agency’s marketing program has risen stead-
ily since the program was initiated. During the
year over 2,400 letters were received from mari-
time companies responding to cargo leads, re-
questing special marketing services, reporting the
effectiveness of MarAd’s marketing efforts, and
citing specific examples of success.

Facilities of the U.S. Department of Com-
merce’s field offices were also used by the Agen-
cy’s marketing organization to increase its effec-
tiveness nationwide. MarAd continued to join
with other organizations to sponsor seminars,
forums, and other programs that would generate
useful information for the shipping public.
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Roll-on/roll-off vessel discharging cargo at Honolulu.

National Maritime Council, comprised of representatives of all segments of the American maritime industry, conducts shipper
seminars to promote greater use of U.S.-flag vessels.
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Marketing representatives also provided ex-
porters information on the tax benefits available
to them under Domestic International Sales Cor-
poration (DISC) regulations.

National Maritime Council

Comprised of all segments of the American
maritime industry, the National Maritime Council
(NMC) was formed to coordinate promotional
and marketing efforts to increase shipper patron-
age of the American merchant marine.

In the three years of its existence, the Coun-
cil has fostered a spirit of cooperation in the
maritime industry. U.S.-flag steamship companies,
maritime-related labor unions, shipbuilders, and
Government officials are engaged in a nation-
wide program to generate cargoes for the U.S.
merchant fleet.

A series of “Unity Dinners,” panel discus-
sions, seminars and luncheons sponsored by the
NMC has brought the management of companies
engaged in international trade in contact with
maritime industry officials for a useful exchange
of information.

Recognizing the need for a closer working
relationship, the Council invited leading distribu-
tion executives of export/import firms to serve as
Shipper Advisors, in order to keep the Council
informed of the business community’s service re-
quirements. Currently, 62 foreign trade compa-
nies have executives serving in this capacity.

MarAd’s Office of Market Development
serves as executive secretariat for the NMC, both
nationally and in each of the NMC’s four re-
gional divisions.

US.JUSSR. Liner Cargoes

The 1972 Maritime Agreement between the
United States and the Soviet Union provides that
U.S. and Soviet-flag ships will each have access
to a substantial (defined as a one-third minimum
of the total tonnage) share of the cargo moving
between the two countries, and that parity
(measured in dollar freight revenues) will be
maintained in the cargo movement.

During 1973 the allocation of liner cargoes
to and from the Soviet Union resulted in an im-
balance in favor of Soviet-flag vessels. As a result,
U.S.-flag liner vessels did not carry a “substan-
tial” share, nor did they achieve parity in freight

revenues with Soviet vessels. In November 1973
the Union of Soviet Socialist Republics agreed to
offer all liner cargoes moving between the two
nations to U.S.-flag liner ships until parity in car-
riage is achieved. The revenue imbalance, which
as of December 31, 1973, amounted to $12 mil-
lion in favor of Soviet-flag vessels, was reduced
to $5 million as of june 30, 1974. It is anticipated
that parity will be achieved by November 1,
1974.

Preference Cargoes

The Maritime Administration monitors the
activities of all non-military Government agencies
under the cargo preference laws of the United
States. The Agency insures that U.S.-flag vessels
participate in such shipments pursuant to appli-
cable statutes. Table 5 presents U.S.-flag partici-
pation in non-military preference cargoes and
Export-Import Bank-generated cargoes during
calendar year 1973.

The Cargo Preference Act, Public Law 664,
requires that at least 50 percent of all Govern-
ment-generated cargo be shipped on U.S.-flag
vessels. MarAd developed and operates a com-
puter-aided system for processing the ocean bills
of lading on this type of cargo and the data com-
piled by the system is used to analyze compli-
ance with the Act.

As in the past, shipments by the U.S.
Department of Agriculture (DOA) and the
Agency for International Development (AID)
comprise over 98.9 percent of all non-military
cargoes moving under P.L. 664.

There has been, however, a substantial de-
cline in DOA cargoes under P.L. 480, the “Food
for Peace” program. This type of preference
cargo dropped from 7.4 million tons in calendar
year 1972 to 2.7 million tons in 1973. A scarcity
of commodities available for the program, cou-
pled with the high cost of those commodities,
precipitated this decline.

Shipments by AID under their Foreign Assist-
ance Program totaled approximately five million
tons. Approximately one-half of these cargoes
were bulk petroleum shipments to Vietnam
which originated outside of the United States in
an area where U.S.-flag services were not avail-
able.

The Maritime Administration administers
Public Resolution 17 which requires all Export-
Import (Ex-lm) Bank-generated cargoes to be
shipped on U.S.-flag vessels, unless a waiver is
granted by the Agency. Waivers are of two types:
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TABLE 5 Government-Sponsored Cargoes

Calendar Year 1973

Total

Tonnage or Percent
Freight U.S.-Flag u.s.

Program Revenue Carriage  Carriage
Export-Import Bank Freight Revenue  $93,594,612 $75,485,611 80.6
U.S. Department of Agriculture (P.L. 480) Long Tons 2,701,635 1,419,780 52.6
Agency for International Development “ 5,021,680 1,848,967 36.8
Inter-American Development Bank ‘ ‘e 16,870 8,087 47.9
Tennessee Valley Authority o “ 5,310 4,137 77.9
Peace Corps “ “ 16,847 4,160 24.7
U.S. Department of Commerce “ ‘e 565 511 90.4
U.S. Department of Interior ‘e “ 15,225 12,693 83.4
U.S. Department of State . " 5,217 3,557 68.2
General Services Administration! o o 23,910 13,212 55.3

National Aeronautics & Space
Administration “ ‘ 266 168 63.

U.S. Information Agency ' " 3,869 3,526 91.1
Others . ‘ 583 422 75.8

' 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.

(1) Statutory waivers are permitted when U.S.
vessels are not available at reasonable
rates and schedules;

(2) General waivers are granted to permit re-
cipient nations to carry up to 50 percent
of ocean cargoes if they do not discrimi-
nate against U.S.-flag shipping.

Loans and guarantees by the Ex-Im Bank to-
taled $10.5 billion in calendar year 1973, as com-
pared to $9.5 billion in 1972. The Bank’s
Cooperative Financing Facility Program, which
ties together Bank and private financing, has
brought the privately-financed portion of the
transaction under P.R. 17 requirements and fur-
ther increased the preference cargoes available to
U.S.-flag ships.

Intermodal Systems

With the U.S. intermodal fleet among the
world’s largest, Maritime Administration efforts
centered on maintaining American dominance in
the face of rapidly developing international com-
petition.

During the fiscal year the Agency attempted
to bring about better utilization of existing inter-
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modal vessels and equipment. Over 30 projects
—aimed at alleviating the over-tonnaging prob-
lems on several foreign trade routes—were un-
dertaken in the areas of management operations,
equipment, design, and institutional constraints.

Much of the Agency’s intermodal effort was
directed toward bridging the gap between tech-
nology and in-service application as, for example,
assisting in the evolution of an automatic identi-
fication system for containers.

The Agency funded a number of studies on
various aspects of container transport economics
that analyzed the benefits of container sharing,
the coordination of land and sea transport of
bulk commodities, and terminal productivity.

A study analyzing containerized transport of
perishable commodities was published during the
fiscal year.

The Inventory of American Intermodal
Equipment, published by MarAd, has been ex-
panded to include vessels, chassis and barges in
addition to containers. The booklet provides
Government and industry with a ready source of
information on current U.S. intermodal capabili-
ties, as well as providing U.S. shippers with data
on intermodal equipment types, sizes, and capac-
ities.



Recognizing the value of, and necessity for,
international standards, the Agency continued to
assist the American National Standards Institute
and the International Organization for Standardi-
zation in the development of standards for both
freight containers and shipborne barges, as well
as the dimensions of shipping units and packages
that are loaded into these containers. To help
safeguard the large capital investments of Ameri-
can operators in intermodal ships and related
equipment, MarAd represents U.S. interests at all
international meetings on container standards.

Utilizing staff expertise and knowledge in
the field of container construction, MarAd evalu-
ated the effects of a severe containership fire to
determine if container construction techniques
could be improved to minimize such damage.

MarAd also developed the maritime position
on the U.S. Department of Transportation’s rail
reorganization plan and recommended actions to
insure full consideration of national and interna-
tional marine transport requirements.

MarAd’s region offices actively promoted
U.S. intermodal capabilities and stimulated ship-
per interest in the advantages of the system.

The Central Region sponsored two seminars,
one on refrigerated containers and one on dry
and liquid bulk containers. It also provided sup-
port and practical information on marketing ac-
tivities to an ad hoc group of bargeship opera-
tors. MarAd organized the first international

American-flag containership at terminal in Port of Long

Beach, Calif.

conference of bargeship operators, which was
hosted by the Central Region in New Orleans,
La., july 10-11, 1974.

Working with Pacific Coast carriers, the
Western Region completed a study to determine
the feasibility of a Chicago container information
service which could help eliminate empty con-
tainer movements between Chicago and the
West Coast. Other Western Region activities in-
cluded arranging for U.S.-flag carriers to partici-
pate in test shipments of various perishable com-
modities in U.S. Department of Agriculture
40-foot experimental refrigerated containers and
assessing terminal operation practices for han-
dling LASH vessels.

A Marine Container Maintenance and Repair
Conference was held in the Eastern Region to
stimulate intra-industry dialogue in an attempt to
reduce damage to marine intermodal equipment.

Recognizing that a smooth rail/marine inter-
face increases the effectiveness and efficiency of
the intermodal system, the region offices sur-
veyed the terminal operations of four U.S. port
cities. Rail and marine interface reports were pre-
pared for Charleston, S.C.; Jacksonville, Fla.; New
Orleans, La.; and the San Francisco Bay area. The
comparative information developed in the re-
ports and the suggested means for eliminating
constraints should prove helpful to U.S.-flag
ocean carriers and the rail industry.




Port Development

Directly related to the expeditious move-
ment of our Nation’s commerce are efficient ter-
minal operations at U.S. coastal, Great Lakes, and
inland ports. The Maritime Administration sup-
plements the development efforts of the
American port industry through various technical
and promotional programs.

Technical Assistance

The Agency provides advice, information,
and research to the industry on matters beyond
an individual port’s readily available resources.

During the year MarAd, in cooperation with
the American Association of Port Authorities
(AAPA), concluded a survey of the financing
methods of public ports. Entitled Public Port Fi-
nancing in the United States, the study examined
current port financing methods, port manage-
ment practices in other countries, and selected
Federal assistance programs which might be ap-
plicable to U.S. port needs.

The Agency continued to act as technical
consultant on port projects to the U.S. Depart-
ment of Commerce’s Economic Development
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 feasibility of the proposed improvement proj-
ects.

The Port Emergency Planning Program,
aimed at enhancing the readiness of the U.S. port
industry to react promptly and to maintain ade-
quate operations during national emergencies,
continued.

MarAd and the General Services Administra-
tion also initiated an inventory of the Nation’s
port facilities and cargo handling capabilities. To
be completed by 1975, the data, which will en-
compass all ocean port facilities with a minimum
depth of 20 feet, will be computerized and made
available to interested parties.

As a result of the Water Quality Improve-
ment Act of 1970, which made illegal any dis-
charge of oil into or upon U.S. navigable waters,
adjoining shorelines, or waters of the contiguous
zone, the Agency assists U.S. ports in the develop-
ment of adequate facilities to receive and dis-
pose of vessel oily water wastes. A five-volume
study on Port Collection and Separation Facilities
for Oily Wastes was released. The contract for
this study was extended during the year to con-
sider disposal of ship-generated wastes at off-
shore deepwater oil terminals.
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MarAd’s Western Region joined with the
Washington (State) Public Ports Association for a
cost-shared regional port planning study involv-
ing ports in the States of Washington and Ore-
gon. This project is aimed at harmonizing and ra-
tionalizing port facilities and investments. It will
develop a regional port planning study method-
ology which will also be applicable to other
geographic groupings of ports.

A Marine Fire Protection Study, which pro-
vides needed guidelines for port and municipal
fire fighting units in combating shipboard fires in
ports, was completed during the fiscal year. A
contract was also awarded during the year to ex-
pand the study by developing an operational sys-
tem consisting of pre-fire planning, marine fire
assistance training for local municipal fire fight-
ers, a cost-effectiveness study, and a national ap-
plication seminar.

The Agency’s advanced terminal develop-
ment program continued to study construction
and operating features of deepwater ports. The
very large and ultra large tankers docking at fu-
ture U.S. offshore terminals will have special re-
quirements that are now being analyzed by
MarAd. Improved floating hose systems, large di-
ameter hoses with fast discharge rates, and a sub-
merged breakwater to protect offshore ports are
among the innovations under investigation.

Promotional Efforts

By acting as liaison between the ports and
the many Federal agencies whose policies impact
upon port operations and development, MarAd
assists in improving the working relationship be-
tween the Government and the U.S. port indus-
try.

In recognition of the vital contribution ports
make to the U.S. economy, a Presidential Procla-
mation signed February 6, 1974, designated the
last week in September as National Port Week.

Two major conferences were held in fiscal
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