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THE SECRETARY OF COMMERCE
Washington, B.C. 20230

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

Sirs:

It is my honor to submit the annual report of the Maritime Administration
covering fiscal year 1976 and the transition quarter.

The report describes in detail the Agency's efforts to promote and
maintain a strong American merchant marine. Among the highlights during
the reporting period were the following:

* On September 30, 1976, the U.S. shipbuilding orderbook comprised
75 new vessels totaling more than 7 million deadweight tons and
valued at $4.6 billion.

* During the fiscal year construction-differential subsidy was
awarded for the first two full containerships to be ordered
under the provisions of the Merchant Marine Act of 1970.

* MarAd's research and development efforts during the period
included the opening of the Computer-Aided Operations Research
Facility, which houses the world's most advanced ship research
simulator.

* The Agency's new Great Lakes Region Office was fully staffed
during the year and began providing the Great Lakes maritime
community with ready access to its programs.
The report indicates that during the period under review the American
maritime industry continued to move forward in its efforts to become
more efficient and more competitive.
Respectfully,

®

‘ ®

cretary of Commerce
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INTRODUCTION

BY ROBERT J. BLACKWELL

ASSISTANT SECRETARY
FOR MARITIME AFFAIRS

The parade of the Tall Ships in
New York Harbor on july 4, 1976,
served not only as a dramatic climax
in the celebration of our Bicentennial
but also as a fitting reminder of this
Nation’s maritime heritage: Through-
out our 200 years as a Nation, a well-
balanced merchant marine and a
prosperous, innovative maritime
industry have been vital components
of U.S. seapower. And seapower has
always been in the vanguard of
American freedom and independence.

The development and maintenance
of a merchant fleet and maritime
industry capable of meeting U.S.
waterborne shipping needs in peace
and war are the primary objectives
of the Maritime Administration
(MarAd). This dual Government role
of promoting commerce while pro-
viding for the national security is no
less important today than it was in
1776.

To accomplish these objectives,
MarAd administers financial aid pro-
grams for shipbuilders and ship
operators; negotiates bilateral mari-
time agreements and participates in
international maritime forums; spon-
sors maritime-related research and
development to improve the indus-
try’s productivity; develops promo-
tional programs to generate shipper
support for U.S.-flag ships; promotes
port development, domestic shipping,
civil rights, and minority business
enterprise in the maritime industry;
operates the U.S. Merchant Marine
Academy at Kings Point, N.Y., and
provides other maritime manpower

SS MAINE, 20,000-deadweight ton
Roli-On/Roli-Off vanship, was among
subsidized ships added to U.S. merchant
fleet in fiscal year 1976.

training; and maintains a reserve fleet
of merchant vessels for defense
mobilization purposes at three sites
on the East, West, and Gulf coasts.

Highlights of this Agency’s activities
for Fiscal Year 1976 and the transition
quarter ending September 30, 1976,
follow.

Shipbuilding

During the 15-month period, the
Maritime Administration approved
subsidized ship construction contracts
for four new oceangoing vessels, in-
cluding the first two containerships
ordered under the Merchant Marine
Act of 1970. The 1970 statute, which
updated and expanded the Merchant
Marine Act of 1936, authorizes MarAd
to pay a construction-differential
subsidy to equalize the disparity
between U.S. and foreign shipbuild-
ing costs on vessels that are built in
American shipyards for operation in
foreign trade under the U.S. flag.

The Government will pay $94
million of the total cost of $199
million for the four ships let to
contract during the period.

These awards bring to 62 the
number of new vessels ordered
under the 1970 Act. Together, the
new ships total more than 6 million
deadweight tons (dwt)—equivalent
to 45 percent of the carrying capacity
of the active U.S. merchant fleet—
and are valued at more than $3.1
billion. In addition, subsidy contracts
have been approved for the conver-
sion of 22 conventional, general
cargo ships to modern, full or partial
containerships under the 1970 Act.

During the period covered by this
report, orders also were placed with
American shipyards for the construc-
tion of nine nonsubsidized merchant
vessels; 23 new vessels were delivered
by U.S. yards; and the first two
liquefied natural gas tankers built
in the United States were launched.
The 23 deliveries included the first
subsidized ship with an unmanned
engine room.

U.S. shipyards held orders for 75
deep-draft merchant vessels totaling
7 million dwt. and valued at $4.6

billion on September 30, 1976. A year
earlier the order-book comprised 81
new vessels totaling more than 8
million dwt. with a contract value of
$4.4 billion.

Title X! Guarantees

Under the Federal Ship Financing
(Title Xi) Program, during this report-
ing period, the Maritime Administra-
tion guaranteed $885 million in pri-
vately held ship construction and
mortgage loans covering 823 vessels
and 528 shipboard lighters. On Sep-
tember 30, 1976, the balance of
Title X! contracts in force was nearly
$5 billion, covering the financing of
1,873 vessels and 2,666 lighters.

in November 1975 Congress ap-
proved an act which raised the ceiling
on the unpaid principal guaranteed
under Title Xi from $5 billion to
$7 billion.

Ship Operations

MarAd paid some $386 million in
subsidies under long-term contracts
with American-flag ship operators in
fiscal 1976 and the transition quarter
to provide essential services in the
foreign commerce of the United
States. No new long-term (20-year)
operating subsidy contracts were
awarded.

Twenty-year operating subsidy
agreements were in effect on 198
vessels and short-term operating
subsidy contracts covered 88 vessels

MARAD 1976



as of September 30, 1976. Of the
198 ships covered by long-term
agreements, 187 were in service and
11 on order or under construction.
The short-term contracts covered
vessels carrying agricultural com-
modities from the United States to
the Soviet Union.

International Agreements

A new, 6-year Maritime Agreement
with the Soviet Union was signed by
the Secretary of Commerce on
December 29, 1975. This accord
replaced the U.S.-U.S.S.R. Maritime
Agreement signed in October 1972.
Since that time U.S.-flag vessels have
transported 9.33 million metric tons
of grain, of some 39 million tons
purchased by the U.S.S.R. The new
6-year Maritime Agreement extends
through December 31, 1981, subject
to earlier termination by either party
on 90 days’ notice.

In addition, a 5-year grain trade
agreement, effective October 1, 1976,
calls for the Soviet Union to purchase
6 million to 8 million metric tons of
grain annually and continues the
provision that U.S.-flag ships have
access to one-third of the total ton-
nage. The Soviet Union also agreed
to pay a fixed, minimum freight rate
of $16 per ton for the U.S.-flag
carriage of all grain to Soviet Black
Sea ports, effective from September
22, 1975, through December 31, 1976.

In other international activities
during this reporting period, MarAd
signed a bilateral agreement with
Romania and engaged in forums and/
or exchanged information on mari-
time affairs with a score of other
nations.

Research and Development

During the fiscal year and transition
quarter, MarAd awarded a significant
number of jointly funded research
and development contracts. The
combined R&D commitment for the
period was some $32.7 million, with
Agency funding totaling $22 million
and industry contributing approxi-
mately $10.7 million.

The jointly funded Shipping
Operations Information System was
expanded further. This computer-
based system is designed to improve
day-to-day operations of U.S.-flag
ocean carriers. Of 45 component
systems planned, 15 now are in
operation. The system is expected to
be completed in fiscal 1978.

The Computer-Aided Operations
Research Facility (CAORF), the
world’s most advanced shiphandling
simulator, was dedicated at the
National Maritime Research Center
operated by MarAd at Kings Point,
N.Y., on May 10, 1976. CAORF is a
research facility for the study of
shiphandling problems, particularly
the causes of collisions and ground-
ings, and the performance of the
bridge crew in high-stress naviga-
tional situations. :

The National Maritime Research
Center also serves as the major land
terminal and control center for the
Marisat communications satellite
system which became operational in
mid-1976. The launch and placement
of two satellites in stationary orbit
over the Atlantic and Pacific Oceans
and the start of commercial Marisat
service climaxed an 8-year R&D
effort by MarAd to apply space
technology to ship-to-shore com-
munications. Marisat is jointly spon-
sored by other Federal agencies and
shipping companies.

U.S.-Flag Support

MarAd continued its marketing pro-
grams to increase shipper patronage
of American-flag lines through direct
contacts with importers and exporters,

the use of computer-based Shipper
and Market Lead Information Systems,
and the marketing efforts of the
National Maritime Council, for which
the Agency provides executive secre-
tariat support.

The Maritime Administration spon-
sored a Liner Marketing Conference
in St. Louis, Mo., in July 1976. It was
the first industrywide meeting of
marketing executives representing
American-flag carriers.

New marketing offices were
opened in Cleveland, Ohio, and
Detroit, Mich., in fiscal 1976.

Reflecting the progress of the
Agency’s marketing activities, the
U.S.-flag share of U.S. liner cargoes
rose from 29.4 percent in calendar
year 1974 to 30.3 percent in 1975
although the total liner cargo de-
clined from 52 million tons to 45
million tons, respectively.

Bulk Shipping

During the period, MarAd also
launched a major new initiative to
promote additional oceangoing bulk
carriers and expand American-flag
shipping of bulk cargoes.

The Agency sponsored a National
Assessment and Planning Conference
on U.S.-Flag Bulk Shipping at
Hyannis, Mass., july 12-14, 1976.
Participants included shippers, ship
operators, ship owners, investors,
brokers, labor leaders, shipyard
officials, and government representa-
tives. The conference identified the
present constraints impeding the
development of a viable U.S.-flag
bulk fleet and the incentives needed
to develop a bulk fleet.

Currently the U.S. merchant marine
carries only approximately 2 percent
of the dry bulk commodities moving
in the Nation’s foreign trade. The
American fleet mainly consists of
over-age and uneconomic vessels.
While its bulk-carrying capability has
declined over the past 10 years, bulk
shipping has increased fivefold as
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a result of America’s permanent and
growing dependence on foreign
sources of supply and a correspond-
ing demand in other developed
countries.

Thirty-six recommendations related
to the economic and operational
environment of the bulk shipping
industry came out of the Hyannis

conference. A series of administrative .

changes and actions have already
been initiated and a package of
legislative proposals is being
developed by the Agency.

Ports

Port development, winter naviga-
tion, domestic and foreign trade
were major topics for discussion
at the first Great Lakes-Seaway Port
and Shippers Conference cosponsored
by the Agency in Dearborn, Mich.,
April 25-29, 1976. The conference
participants outlined a long-range,
industry-developed maritime blue-
print for the Nation’s “fourth sea-
coast” and identified 89 regional
issues for further study.

In its technical assistance and
promotional programs to modernize
and improve the Nation’s marine
terminal operations, MarAd com-
pleted and/or let to contract a
number of port studies during the
period. These included an evaluation
by the Port Authority of New York
and New Jersey of the contribution
by port operations to the Gross
National Product, employment, and
other basic indicators of the
economy.

Civil Rights

The reporting period was marked
by continued progress in minority
employment and minority business
enterprise in the maritime industry.

Since 1969, when the Maritime
Administration was assigned respon-
sibility for equal employment oppor-
tunity assurance among Government
contractors in maritime industries
located in coastal states, minority
group employment in American
shipyards has risen 58.5 percent
while total employment in the yards
monitored in this program has
increased only 11.5 percent.

Minorities constituted 28 percent of
shipyard employees and 17.5 percent
of shorebased employees of major
shipping companies in 1976, com-
pared to 19.6 and 10.3 percent,
respectively, in 1969.

During fiscal year 1976, minority
contractors furnished goods and
services to the U.S. maritime industry
exceeding $11 million, up from $10.4
million in fiscal 1975.

Maritime Training

In June 1976, the U.S. Merchant
Marine Academy graduated 232
officers and the six state maritime
academies (in California, Maine,
Massachusetts, Michigan, New York,
and Texas) a total of 425 officers.

The Agency opened its fifth Radar
Training Center at Seattle, Wash., in
April 1976. The Seattle school and
others in New York City, New
Orleans, San Francisco, and Toledo
provided training for more than
2,000 persons during the fiscal year.
An additional 3,700 completed fire-
fighting and damage control courses
conducted jointly by the Maritime
Administration and the U.S. Navy’s
Military Sealift Command at Earle,
N.}., and San Francisco.

Defense Needs

The National Defense Reserve
Fleet, maintained as a ready source
of merchant ships in the event of a
military or other national emergency,
was comprised of 347 ships on
September 30, 1976.

During the fiscal year and transi-
tion quarter, 19 vessels were added
to the fleet and 95 were withdrawn.

Of those withdrawn, 67 were sold
for scrapping or nontransportation
use, 1 was sold for operation, 15
were turned over to States for use in
an artifical fish reef program, and

12 were transferred to U.S. military
units.

On November 1, 1975, the
emergency responsiveness of the
U.S. merchant marine was enhanced
significantly by the establishment of
the U.S. Merchant Ship Locator
Filing System. Under this joint Mari-
time Administration-U.S. Navy
system, U.S. merchant ships report
their positions every 48 hours. Their
movements can, thus, be directed
for support of Government opera-
tions in the event of an emergency
or major crisis.

Energy and the Environment

During fiscal 1976 the consump-
tion of electricity at the three
anchorages of the National Defense
Reserve Fleet was reduced by 15
percent, and the use of diesel fuel in
harbor craft also declined from the
1975 levels.

The Agency’s energy research
projects were consolidated into a
single program during the period.
Several studies were begun to deter-
mine the feasibility and economics
of retrofit waste-heat recovery
systems to improve ship power plant
efficiency.

The Maritime Administration con-
tinued to work with the maritime
industry to enhance conservation and
productivity through the more
efficient use of energy.
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Chapter 1

Shipbuilding

Contract Awards

During fiscal year 1976 the
Maritime Administration granted
construction-differential subsidy
(CDS) for the construction of two
27,340-dwt. container/unitized cargo
ships, the first containerships built
under the provisions of the Merchant
Marine Act of 1970. This was also
the first subsidized shipbuilding
contract awarded under this law that
was based on competitive bids
rather than price negotiations. The
Government will pay $77.8 million
or 49.64 percent of the total contract
price of $156.6 million.

Subsidies are provided to offset
the higher cost of building foreign-
trade vessels in the United States,
compared to the cost in foreign
shipyards.

During the transition quarter
(July 1-September 30, 1976) MarAd
granted CDS for the construction of
two integrated tug-barge vessels.

Of the total contract price of $42.5
million for the vessels, the
Government will pay $16.2 million
or 38.05 percent. (See Appendix |
for a list of vessels under CDS
contracts on September 30, 1976.)

Besides subsidizing the construc-
tion of four new vessels, MarAd
awarded CDS for reconstruction work
on three existing ships during the
15-month period. Container cranes
were installed on two of the vessels

At Quincy, Mass., 120-foot diameter
liquefied natural gas (LNG) cargo tank is
lowered into place, one of five to be
installed aboard LNG vessel. Orderbook
of U.S. shipyards on Sept. 30, 1976,
included nine subsidized LNGs. Each
cargo sphere weighs 850 tons.

to provide onboard container-
handling capability and the third
ship was modified to increase its
capacity to carry 40-foot containers.
Of the total reconstruction cost of
$5.2 million, the Government will
pay $1.7 million in subsidy.

The low level of subsidized ship
orders placed with American ship-
yards during the period of this report
was largely attributable to the
continuing depressed tanker freight
market and general economic
uncertainties.

Private contracts were awarded for
the construction of nine ships with a
deadweight tonnage of 451,000
(see Table 1). These ships, valued at
$631.1 million, comprised two
125,000-cubic-meter liquefied natural
gas (LNG) carriers, three Great Lakes
bulk carriers, one tanker, one
containership, and two Roli-On/
Roll-Off (RO/RO) vanships.

As of june 30, 1976, there were 73
deep-draft merchant ships, with a
total deadweight of 7.3 million tons
on U.S. shipyard orderbooks,
compared to 83 vessels a year
earlier. Of these 73 new vessels,
having a contract value of $4.5
billion, 32 were being built with
both CDS and Title XI Federal Ship
Financing Guarantees. Of the
remaining 41 vessels which were
being financed privately, 13 carried
Title X! Guarantees.

On September 30, 1976, U.S.
shipyard orderbooks comprised 75
new, deep-draft merchant vessels
totaling 7 million deadweight tons
and having a contract value of $4.6
billion. Thirty-one were being
built with both CDS and Title Xi
Guarantees, and 12 privately financed
vessels were carrying Title XI
Guarantees.

The global market for offshore
drilling rigs (semi-submersibles,
jack-ups, and drillships) continued to
decline. During the past 2 years,
the market changed from a high-
demand, short-supply situation to
one of under-utilization and an
excess of drilling rigs. At mid-1976,

new offshore drilling units on order
or in production in Amercan
shipyards totaled 16, compared to
37 ayear earlier. Several of these
rigs have Government financing
guarantees. Of the 16 units under
contract at mid-1976, all but 3 were
scheduled for delivery by the end
of 1976.

Construction Subsidy

To equalize the cost disparity
which exists between United States
and foreign shipbuilding prices,
MarAd is authorized to pay a
construction-differential subsidy. (See
Appendix 1i for CDS expenditures
since 1936.) To be eligible for CDS,

a vessel must be built in an American
shipyard, owned by American
citizens, manned by an American
crew, and operated under the U.S.-
flag in the Nation’s essential foreign
commerce.

On June 30, 1976, CDS was being
paid for the construction of 32 new
ships and the reconstruction of 2
vessels (see Appendix [}). Construction
and reconstruction costs for these
34 vessels totaled almost $2.3 billion,
of which $748.5 million will be
paid by the Government. The new
vessels being built with CDS comprise
19 tankers, 9 liquefied natural gas
carriers, 2 containerships, and
2 RO/RO:s.

By September 30, 1976, CDS was
being paid for the construction of 31
new vessels and the reconstruction
of 2 vessels; their contracts totaled
$2.3 billion, of which $764.7 million
will be paid by the Government.

The new vessels comprised 16
tankers, 9 LNGs, 2 containerships,
2 RO/ROs, and 2 integrated
tug-barge vessels.

There were 57 applications for
CDS pending on September 30, 1976.
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They covered a total of 164 new
vessels and the reconstruction of 4
vessels. The proposed new vessels
consisted of 80 tankers, 32 LNGs,

6 ore/bulk/oil (OBO) carriers, 12
tug-barge combinations, 4 heavy-lift
cargo vessels, 3 breakbulk cargo
vessels, 10 RO/RO vessels, 4 Lighter-
Aboard-Ship (LASH) vessels, 1
mini-LASH vessel, and 12 bulk
carriers.

Ship Deliveries

Eighteen new vessels, aggregating
1.2 million dwt., were delivered by
American shipyards during fiscal year
1976 (see Table 2). During the
transition quarter five additional
vessels, aggregating nearly 500,000
dwt., were delivered by American
shipyards. In addition, subsidized
reconstruction work was completed
on the following ships: the MOR-
MACDRACO and MORMACALTAIR,
owned by Moore-McCormack Lines,
Inc.; the NATHANAEL GREENE,
owned by Waterman Steamship
Corp.; and the PRESIDENT LINCOLN,
owned by American President Lines.

The following nine subsidized
vessels were delivered during the
fiscal year:

* the 264,100-dwt. crude oil tankers
MASSACHUSETTS and NEW YORK
to Boston VLCC Tankers, Inc., for
worldwide operations;

* the 39,200-dwt. product tankers
MORMACSTAR and MORMACSUN
to Moore-McCormack Bulk
Transport, Inc., to serve restricted-
draft ports of the U.S. Atlantic
and Gulf Coasts;

* the 20,000-dwt. RO/RO vanships
MAINE and ARIZONA to States
Steamship Co. for U.S. Pacific/Far
East service;

® the 91,800-dwt. crude oil tanker
WORTH to Worth Oil Transport,
Inc., for worldwide operations;

= the 91,800-dwt. crude oil tanker
BEAVERSTATE to Yeon Shipping
Co. for worldwide operations; and

* the 35,000-dwt. product tanker
ZAPATA PATRIOT to Zapata
Products Tankers, Inc., for
worldwide operations.

Between july 1 and September 30,
1976, the following three subsidized
vessels were delivered:

* the 264,100-dwt. crude oil tanker
MARYLAND to Boston VLCC
Tankers, inc., for worldwide
operations;

* the 91,800-dwt. crude oil tanker
ROSE CITY to Northwest Shipping
Corp. for worldwide operations;
and

* the 35,000-dwt. product tanker
ZAPATA RANGER to Zapata
Products Tankers, Inc., for
worldwide operations.

Delivery of these 12 vessels
brought to 31 the number of ships
contracted for and delivered since
enactment of the Merchant Marine
Act of 1970.

U.S. shipyards also delivered nine
vessels built without subsidy during
the fiscal year:

* two 27,300-dwt. product tankers
to Marine Ship Leasing Corp. for
charter to the Military Sealift
Command;

= two 40,100-dwt. product tankers
for charter to Chevron Shipping
Co. for the U.S. Pacific Coast trade;

* one 42,000-dwt. self-unloading

bulk carrier to American Steamship

Co. for the Great Lakes trade;

one 17,300-dwt. RO/RO vanship

to an affiliate of Sun Oil Co. for
coastwise trade between Alaska
and the U.S. Pacific Coast;

* one 16,100-dwt. RO/RO vanship

to Pacific Far East Line for the

U.S. Atlantic/Middle East trade;

one 124,000-dwt. double-hull

crude oil tanker to an affiliate of

Sun Shipbuilding & Dry Dock Co.

for worldwide operations; and

* one 8,000-dwt. product tanker to
Cleveland Tankers, Inc.

During the transition quarter two
unsubsidized vessels were delivered:
one 59,000-dwt. self-unloading bulk
carrier to Interlake Steamship Co.
and one 31,000-dwt. self-unloading
bulk carrier to Inland Steel Co., both
for the Great Lakes trade.

Deliveries of merchant vessels by
major shipbuilding nations during
fiscal year 1976 are shown in
Appendix [lL.

Title XI Guarantees

The Federal Ship Financing Pro-
gram was established pursuant to
Title XI of the Merchant Marine Act
of 1936, as amended in 1972. it
authorizes the Secretary of Com-
merce, acting through the Assistant
Secretary for Maritime Affairs, to
guarantee obligations made to
finance the construction, recon-
struction, and reconditioning of
vessels and certain marine facilities
and equipment. In the event of
default by the shipowner, the U.S.
Government guarantees payment of
any principal and interest on the
obligation.

The Title X! program encourages
financial institutions to provide ship-
owners with long-term financing on
favorable terms and conditions at
interest rates that are comparable to
those available to large, financially
diversified corporations. Hence, ship
operators can more easily obtain the
large amounts of capital needed to
modernize their fleets.

The 1972 amendment to the
Merchant Marine Act of 1936 also
liberalized the refinancing provisions
of Title XI to permit refinancing
under a wider range of terms and
conditions.

Legislation enacted in November
1975 increased the aggregate amount
of unpaid principal that could be
guaranteed by the Government from
$5 billion to $7 billion.
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Motor Vessel JAMES R. BARKER, largest
ship ever built entirely on Great Lakes, was
christened Aug. 7, 1976. Vessel is 1,000
feet long, 105 feet abeam, and can carry
59,000 tons of taconite (iron ore) or
52,000 tons of coal.

Applications were approved for
guarantees totaling approximately
$806 million during fiscal year 1976
(see Appendix 1V). These guarantees
covered 8 deep-draft vessels, 28
ocean tugs or barges, 722 river tugs
or barges, 13 drilling vessels, 6
offshore-drilling service vessels, and
325 LASH lighters. During the transi-
tion quarter, guarantees totaling
almost $79 million were approved
covering 6 ocean tugs or barges,

33 river tugs or barges, 9 offshore
drilling service vessels, and 203 LASH
lighters.

In addition, based on previous
commitments, guarantees were placed
on 281 vessels and 325 lighters during
fiscal year 1976. During the transi-
tion quarter, guarantees were placed
on 405 vessels and 203 lighters based
on commitments which were pre-
viously entered into.

Title XI applications approved and
contracts in force on September 30,
1976, had a total outstanding prin-
cipal balance of $4.951 billion and
covered 1,873 vessels and 2,666
lighters (see Table 3).

Pending applications for ship financ-
ing guarantees, as of September 30,
1976, encompassed construction or
reconstruction of 290 vessels and
254 shipboard lighters. The estimated
total amount of the guarantees for
these projects was $4.7 billion.

The Revolving Fund of the Federal
Ship Financing Fund received $22.5
million in net income during the
fiscal year and transition quarter,
making the Fund’s retained income
$89.6 million. This Fund is used to
underwrite the Government’s guaran-
tees and to pay the program’s cost.

Capital Construction Fund

The Capital Construction Fund
(CCF) program was created by the
1970 amendment to the Merchant
Marine Act of 1936 to assist operators
in accumulating the large amounts of
capital necessary to build or recon-
struct ships. Any U.S. ship owner or
operator engaged in foreign, Great
Lakes, or noncontiguous domestic
trades is eligible to participate in the
program.

Any U.S. citizen owning or leasing
an eligible vessel may enter into an
agreement with MarAd to obtain tax-
deferral privileges on deposits placed
in the CCF. Eligible deposits include
earnings from the operation of a
vessel, net proceeds from the sale
of a vessel, depreciation on a vessel,
and earnings from the investment
of accumulated assets in the Fund.
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During the fiscal year final regu-
lations were adopted with respect to
administration and tax aspects of the
CCF. As a result, the 96 interim CCF
Agreement holders have had the
opportunity to apply for the per-
manent program. The number of
individual and consolidated CCF
Agreements increased from 80 to
88 during the 15-month period.
Several interim CCF Agreements
were terminated or consolidated.
(Operators holding interim CCF
Agreements who have applied for
permanent Agreements and holders
of permanent CCF Agreements are
listed in Appendix V.} The 88 Agree-
ments call for the acquisition, con-
struction, or reconstruction of vessels,
barges, and containers worth about
$5 billion during the next 2 decades.

In the past, approximately 26 per-
cent of CCF monies has been used
for new construction, 18 percent for
the acquisition of new vessels, 21
percent for reconstruction, and 35
percent for payment of new construc-
tion debt and existing indebtedness.
In the future, it is anticipated that the
funds will support about $3.5 billion
in construction expenditures for
vessels employed in U.S. foreign
trade, $770 million for noncontiguous
domestic trade vessels, and over
$748 million for Great Lakes vessels
(a total of $5 billion).

During the fiscal year, CCF holders
deposited $291 million into their
accounts. Since the inception of the
program, qualified deposits of $838
million have been made in the CCF
accounts and qualified withdrawals
have been made as follows: $177
million for progress payments on
construction, $90 million for recon-
struction of existing vessels, $85 mil-
lion for payment of debt obligations
for new construction and existing
vessels, and $90 million for acquisi-
tion of ships. As of September 30,
1976, the CCF balance was $396.1
million.

Construction Reserve Fund

To encourage the upgrading of
the U.S.-flag fleet, the Construction
Reserve Fund (CRF) permits eligible
parties to defer the taxation of gain
on the sale or other disposition of a
vessel, if the net proceeds from the
transaction are deposited in a CRF
and reinvested in a new vessel within
3 years. Because the benefits of the
CRF are somewhat similar to but not
as broad as the benefits of the CCF
program, the CRF is used predomi-
nantly by vessel owners who operate
on the inland waterways or in other
trades not eligible for the CCF
program.

At the beginning of fiscal year 1976,
11 companies maintained CRFs with
an aggregate balance on deposit of
approximately $3.1 million. Deposits

Construction-differential subsidy contracts
let under Merchant Marine Act of 1970
have provided more than 85,000
man-years of employment to American
shipyard workers such as these riggers at
work in Newport News, Va.

totaled approximately $5 million in
fiscal 1976 and $887,376 during the
transition quarter. Nine of the fund
holders made withdrawals totaling
$5.6 million during the year; $1.4
million was withdrawn during the
transition quarter. During the fiscal
year and transition quarter eight CRF
accounts were closed by fund holders
who had completed their new con-
struction objectives; and tentative
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authorization was granted for the
establishment of four new CRF
accounts. As of September 30, 1976,
there were four CRF accounts formally
approved and four accounts tenta-
tively authorized with a total balance
of nearly $2 million on deposit (see
Appendix VI).

Sea Trials

Personnel of MarAd’s Office of
Ship Construction participated in the
official trials of 82 vessels during the
fiscal year to ensure that the basic
requirements of the construction
contract and specifications were met.
Of these 82 vessels, 9 were built with
CDS and 73 were financed under the
Title X1 program. During the transi-
tion quarter, MarAd personnel par-
ticipated in the trials of 23 vessels,

5 of which were built with CDS.

Ship Design

The Agency’s continuing effort to
maintain an adequate mobilization
base for merchant shipping in the

S5 ZAPATA PATRIOT, 35,000-dwit.
product tanker, was among 18 new
vessels delivered by U.S. shipyards in
fiscal year 1976, and first subsidized ship
with unmanned engine room.

event of a national emergency in-
cluded the development of a series.
of preliminary mobilization ship
designs. When the designs are com-
pleted, a series of ships could be
built at minimum cost and construc-
tion time. Design flexibility, of utmost
importance, is reflected in the capa-
bility of all designs to carry break-
bulk, container, or other types of
cargo with minimum alteration to
the basic structure of the ship. (Addi-
tional information on these ship
designs may be found in Chapter 9.)
During the period, the Office of
Ship Construction also was engaged
in development of a preliminary
design for a new type of oceangoing
training ship to replace the conven-
tional maritime schoolships. The
vessel would operate throughout the
year, rotating among the five State
maritime academies—in Maine,
Massachusetts, New York, Texas,
and California—that train officers
for deep-draft oceangoing vessels.
To allow the students to gain the
widest range of experience, many
different types of machinery and
equipment would be on board. For
example, plans call for double engine
rooms, incorporating both steam and
diesel power plants.

A commercial design was com-
pleted during fiscal year 1976 to
develop a follow-on generation of
containerships based on the United
States Lines’ Lancer-class vessels. The
new design provides greater speed,
cargo capacity, and loading ver-
satility than the Lancer class.

Additionally, the Agency completed
new Standard Specifications for
Tanker Construction. Because the
Merchant Marine Act of 1970
includes tankers among the type of
vessels eligible for CDS, the speci-
fications were needed to assure
efficiency and uniformity in the con-
struction program.

A new Standard Specifications for
Diesel Merchant Ship Construction
was also developed. Recent sky-
rocketing costs for fuel oil have pro-
duced a keen interest in diesels for
American merchant vessel propulsion.
Diesel engines may offer substantial
savings in fuel consumption over
traditional steam propulsion systems.

In 1976, the first subsidized vessel
with an unmanned engine room, the
ZAPATA PATRIOT, was delivered.

The Office of Ship Construction
worked closely with the Radio Tech-
nical Commission for Marine Services
to develop specifications for collision-
avoidance radar to be submitted to
the National Transportation Safety
Board. Collision-avoidance radar
tracks other vessels and provides
guidance in steering a course to
avoid them. Conventional radar
simply displays the relative location
of vessels and other navigational
objects.
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Value Engineering

By promoting the development
and application of design and
engineering innovations, MarAd's
Value Engineering Program attempts
to lower the cost of ship construction
without impairing essential vessel
design characteristics. Information
about new developments is relayed
to U.S. shipbuilders through the
Value Analysis Committee of the
Shipbuilders Council of America.

Potential savings totaling $800,000
and $207,000 were achieved in
fiscal year 1976 and the transition
quarter, respectively. Since the

program’s inception in 1957, cumula-
tive savings have amounted to $31
million—an average of more than
$1.5 million per year.

Shipyard Improvements

Since enactment of the Merchant
Marine Act of 1970, the American
shipyard industry has invested
approximately $1 billion in facilities
modernization and capital improve-
ments, of which $252.9 million was
expended during fiscal year 1976 and
the transition quarter.

Despite continuing economic
uncertainties in the worldwide ship-
building market, U.S. shipyards plan
to spend approximately $132.5
million for facility improvements
during fiscal year 1977.

The following are selected
examples of modernization programs
at five major yards:

5S NEW YORK, one of three largest ships
ever buiit in United States, sails down
Chesapeake Bay during trials. Delivered
by Bethlehem Steel Corporation,
Sparrows Point, Md., 265,000-dwt. tanker
and sisterships, MASSACHUSETTS and
MARYLAND, are owned by subsidiaries of
First National Boston Corporation.

Newport News Shipbuilding and
Dry Dock Co., Commercial Ship
Division, Newport News, Va. This
firm has committed approximately
$210 million for a new commercial
shipyard scheduled for completion
in December 1976. Included in the
new facilities is a large building basin
1,600 feet long, 250 feet wide, and
44 feet deep, the largest in the
United States. Other new installations
include a steel-preparation building,
panel shop, sub-assembly areas, and
a 900-ton Goliath crane.
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Avondale Shipyards, Inc., New
Orleans, La. in October 1975,
Avondale completed a $42 million
expansion program centered around
construction of two new building
ways on which two ships, each 960
feet by 176 feet, can be built simul-
taneously. For launching new ships
and for major conversion work, the
company has also added a 900-by-
260-foot floating drydock.

General Dynamics Corp., Quincy
Shipbuiiding Division, Quincy, Mass.
A $40 million modernization program
was completed by this yard in mid-
1975. Two inclined shipways were
converted to building basins to
enable the yard to construct LNGs
in series production. In addition, a
1,200-ton Goliath crane, the largest
in the Western Hemisphere, was
instalied. The company also com-
mitted in excess of $50 million for
new tools, machinery, and buildings
at its Charleston, S. C., facility, where
spherical aluminum tanks are fabri-
cated for the LNG carriers.

Sun Shipbuilding & Dry Dock Co.,
Chester, Pa. Completion of its $40
million facilities-expansion program
in late 1975 has provided Sun Ship
with the capacity to build vessels as
large as 400,000 dwt. On the yard’s
new level “shipbuilding platform,”
two 700-foot-long ship sections or
two vessels 700 feet in length or less
can be built simultaneously. Sun’s
new floating drydock can accommo-
date ships as wide as 195 feet. Its
lifting capacity is 70,000 long tons.

National Steel and Shipbuilding
Co., San Diego, Calif. in early 1976,
NASSCO completed a $20 million
expansion and modernization pro-
gram which enables the yard to build
ships as large as 190,000 dwt. In its
new building basin, NASSCO can

produce vessels with a length of
1,000 feet and a width of 170 feet,
compared to the previous maximum
size of 900 by 106 feet.

EEO—Shipyards

The Maritime Administration is
responsible for insuring that Govern-
ment contractors in the maritime
industries provide egual employment
opportunities {(EEQ) to all Americans
regardless of race, color, religion, sex,
or national origin. Through its Office
of Civil Rights, MarAd conducts EEO
compliance reviews at contractor
facilities to audit employment prac-
tices and affirmative action programs.
Where discriminatory practices are
encountered, corrective programs are
initiated. The ship construction and
repair facilities monitored by MarAd
account for 80 percent of the indus-
try’s total employment.

While total shipyard employment
increased by 11.5 percent between
1969 and 1976, minority group em-
ployment rose by 58.5 percent.
Minorities represented 28 percent of
shipyard employees in 1976, com-
pared to 19.6 percent in 1969.

Minority representation in skilled
jobs and white-collar salaried jobs—
both indicators of progress in the
quality of jobs held—also improved.
In 1976, minority employees ac-
counted for 30.2 percent of the
skilled work-force, compared to 17.7
percent in 1969. Minority employ-
ment in this category increased from
9,985 to 17,345, a gain of 7,360 or
73.7 percent. Minority white-collar
salaried representation increased
from 4.1 percent in 1969, to 10.5
percent in 1976.

Under MarAd’s EEC programs,
women now comprise 7.5 percent of
the shipyard workforce, compared to
a 1969 figure of 3.7 percent.

in blue-collar jobs, women held
4.7 percent of the positions in 1976
compared to 0.2 percent in 1969.
The number of women in skilled and
semi-skilled shipyard jobs also in-
creased significantly, rising from 95
in 1969 to 3,188 in 1976.

MBE Program

The Minority Business Enterprise
(MBE) Program was initiated by
MarAd in 1973 to foster greater
opportunities for minority enterpre-
neurs in the maritime industry.
MarAd personnel work with other
government agencies, such as the
Department of Commerce’s Office
of Minority Business Enterprise and
the National Oceanic and Atmos-
pheric Administration, to encourage
the use of minority contractors by
U.S. shipping and shipbuilding
companies. During fiscal year 1976,
minority contractors furnished more
than $11 million in goods and
services to the U.S. maritime indus-
try; an additional $2.9 million was
furnished during the transition
quarter.

MARAD 1976
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Chapter 2

Ship
Operations

Status of U.S. Fleet

On September 30, 1976, there were
579 oceangoing merchant vessels of
15.8 million deadweight tons in the
privately owned U.S. merchant
marine (see Appendix Vi). The fleet
consisted of 517 vessels in active
status and 62 vessels in an inactive
status. This fleet had an average
deadweight of 27,288 tons, an
average age of 17 years, and an
average speed of about 18 knots.

The 517 vessels in active status,
totaling approximately 13.5 million
dwt., included 142 freighters, 211
tankers, 16 bulk carriers, 142 inter-
modal vessels (containerships, barge-
carrying vessels, and RO/RO van-
ships), and 6 combination passenger/
cargo ships. Of the 62 vessels in an
inactive status, 26 were laid up and
36 were temporarily inactive, either
awaiting cargoes or undergoing
repairs.

A composite pictue of the financial
status of U.S.-flag operators, both
subsidized and unsubsidized, is
presented in the Combined Con-
densed Financial Statements
(Appendix X). Table 4 presents the
status of the Capital Reserve Funds
held by U.S. operators as of
September 30, 1976.

ROBERT E. LEE, Lighter-Aboard-Ship
(LASH) vessel, loads lighter with stern
elevator after it has been positioned
by tug.

Operating Subsidy

The Maritime Administration is
authorized to pay operating-
differential subsidy (ODS) to U.S.
shipping companies to offset the
higher cost of operating a vessel in
foreign trade under the American
flag, compared to operating costs
urider a foreign flag. In past years
this form of aid generally covered
wages, insurance, maintenance and
repairs not compensated by insur-
ance, and subsistence of officers and
crews on passenger ships. However,
to reduce the industry’s dependence
upon subsidy, three contracts exe-
cuted during fiscal year 1975
excluded subsidy payments for hull
and machinery insurance premiums
and maintenance and repairs not
compensated by insurance. These
exclusions are expected to result in
savings of $59 miilion during the
term of the contracts.

All modern cargo vessels, including
bulk carriers, that operate in an
essential foreign trade are eligible
for ODS. Total payments during
fiscal year 1976 and the transition
quarter amounted to $386.4 million
(see Appendices XI and XIi for ODS
accruals and expenditures).

Regular ODS

No long-term (20-year) ODS
agreements were executed during
fiscal year 1976 or the transition
quarter. On September 30, 1976, 25
operators (10 liner and 15 bulk)
held 26 ODS agreements with the
Agency (see Appendix Xii). Of the
198 vessels covered under these
agreements, 187 were in operation
on September 30, 1976. The other
11 were under construction or on
order.

Payments during fiscal year 1976
and the transition quarter pursuant
to these regular ODS agreements
totaled $347.9 million. ODS accruals
from January 1, 1937, to September
30, 1976, totaled $4,771.2 million;

recapture amounted to $238.2
million, leaving a net accrual of
$4,533 million. Of the net accrual,
$4,449.6 million has been paid out,
leaving an estimated balance of $83.4
million at the end of the transition
guarter.

Contract Auditing

Prior to the enactment of the
Merchant Marine Act of 1970,
subsidized liner operators were not
paid the final 5 percent of accrued
ODS until their annual accountings
had been reviewed and approved
by the Maritime Administration.
During fiscal year 1976 final payment
audits were completed for 11 liner
operators, covering the periods 1970
through 1972. During the transition
quarter, audits were completed for
one liner operator covering 1970.

The 1970 Act provides for payment
on a monthly basis of 100 percent
of the accrued wage subsidy. During
the fiscal year wage subsidies were
paid on a 100-percent basis to 10
liner and 7 bulk operators under
this provision, and during the transi-
tion quarter, to 10 liner and 6 bulk
operators.

Audits of subsidizable expenses
completed during the fiscal year
resulted in reduced billings to the
Government of approximately $3.4
million, and during the transition
quarter approximately $500,000.

Uniform Accounts

During the period, the Maritime
Administration continued its efforts
to automate the various maritime aids
programs. For example, a Voyage
Performance Reporting System,
developed in cooperation with the
subsidized companies, will be used
in conjunction with a computerized
Financial Information and Retrieval
System (FIRST). When development
of this system is completed, it will
provide a quick-access data base
for use in economic analyses of the
subsidized shipping industry.
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Contract Awards

Waterman Steamship Corp. was
awarded a 6-month ODS contract,
effective from February 3, 1976, to
August 2, 1976, for service from
U.S. Atlantic and Gulf ports to the
Far East (Trade Routes 12 and 22),
replacing a contract which had
expired in November 1975.

Pending Applications

Thirteen ODS applications from
non-subsidized operators were
pending on September 30, 1976. By
companies and services, these
included:

* American Heavy Lift Shipping
Co.—to provide a heavy-lift cargo
service between the U.S. and
foreign ports.

National Shipping Corp.—to carry
dry-bulk cargoes from the Cana-
dian West Coast to the U.S. East
Coast.

Prairie Shipping, Inc.—for the
transportation of bulk and general
cargoes between Great Lakes ports
and Northern Europe.

* Pyramid Sugar Transport, Inc.—to
carry grain from the United States
to the Soviet Union.

* Suwannee River Lines, Inc.—to

transport liquid bulk chemicals

between the United States and the

Soviet Union,

United States Lines, Inc.—for

containerships operating in the

Transatlantic and Transpacific

trades.

Applications for ODS for world-

wide operations with ore/bulk/oil

carriers or tankers were filed by

Falcon Equities, Inc.; Farrell Tankers,

Inc.; Hedge Haven Corp.; Multi-

Carriers, Inc.; Tankers Holding, Inc.;

Waterman Carriers, Inc.; and Zapata

Western Shipholding, Inc.

In addition to these applications

from non-subsidized operators, six
companies with existing ODS
contracts applied for either renewals
of existing contracts for operating
subsidy to provide for additional
sailings or new contracts for other
services as follows:

American President Lines, Ltd.
(APL)—for a long-term renewal of
its ODS agreement for Transpacific
freight service (Trade Route 29);
for service from U.S. Atlantic,

Gulf and Pacific ports to ports in
Indonesia and Malaya (Trade Route
17), and for Round-the-World
Westbound and Round-the-World
Eastbound service. APL also has
applied for a 2-year extension of
its ODS agreement to enable it
and the ODS agreement of APL's
American Mail Line Division to
expire concurrently on December
31, 1978.

Lykes Bros. Steamship Co., Inc. for
a long-term renewal of its ODS
agreement for service from U.S.
Gulf ports to ports in the United
Kingdom and Continent (Trade
Route 21), the Mediterranean
(Trade Route 13), the Far East
(Trade Route 22), South and East
Africa (Trade Route 15-B), and to
the West Coast of South America
(Trade Route 31); from South
Atlantic ports to the Mediterranean
(Trade Route 13); and from U.S.
Great Lakes ports to ports in the
Mediterranean, India, the Persian
Gulf, and the Red Sea (Trade

Area 4).

Pacific Far East Line, Inc.—for a
long-term renewal of its ODS
agreement for service from U.S.
Pacific ports to ports in Australia
for combination passenger/cargo
service only (Trade Route 27), and
for extended Transpacific freight
service (Trade Route 29).
Prudential Lines, Inc.—for a long-
term renewal of its ODS agreement
for service from U.S. Atlantic ports
to the West Coast of South
America (Trade Route 2), U.S.
Atlantic ports to the Caribbean
(Trade Route 4), U.S. Pacific ports
to the Caribbean and the East

Coast of Mexico, the East Coast

of South America, and the West
Coasts of Mexico, Central, and
South America, respectively (Trade
Routes 23, 24, and 25), with
requests for additional ports in
each of these trade routes.
Prudential’s application also covers
service from U.S. North Atlantic
ports to the Mediterranean (Trade
Route 10}, U.S. South Atlantic

to the Mediterranean and Black
Sea (Trade Route 13), and
additional service from U.S. North
and South Atlantic ports to the
Atlantic Coast of Spain north of
Portugal.

States Steamship Co.—for a long-
term renewal for Transpacific Far
East service (Trade Route 29).
Waterman Steamship Corp.—for
services from U.S. Gulf ports to

the United Kingdom and Continent
(Trade Route 21), from U.S. North
Atlantic ports to the United
Kingdom and Continent (Trade
Route 5-7-8-9), U.S. North Atlantic
to Scandinavia and the Baltic
(Trade Route 6), and from U.S.
South Atlantic ports to the United
Kingdom and Europe north of
Portugal (Trade Route 11).
Waterman has also applied for
new long-term ODS agreements
for services from U.S. Atlantic ports
to the Far East (Trade Route 12),
and from U.S. Gulf ports to the

Far East (Trade Route 22).

Subsidy Index

The Subsidy Index System

embodied in the 1970 Act provides
for the payment of wage subsidies
in per diem amounts. The rate of
change in the index, computed
annually by the Bureau of Labor
Statistics, determines the change in
seafaring employment costs for
subsidy purposes. Since the collection
of foreign cost data takes several
months, the Maritime Subsidy Board
establishes tentative subsidy rates
within 90 days of the beginning of
each fiscal year.* The tentative fiscal

*NOTE: Although the Federal fiscal year now
begins on October 1, the tentative subsidy rates
cited in this paragraph are and will continue

to be based on years starting July 1.
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“Heavy-lift” earth mover is rolled over
stern loading ramp onto American Export
Lines Seabridge class RO/RO vessel.
RO/RO vessels also receive other cargoes,
such as trailers, via stern or bow ramps.

year 1976 rates for all subsidized
vessels were completed in September
1975. Tentative rates for fiscal year
1977 were completed in September
1976.

MarAd completed all final 1972
and 1973 subsidy rates applicable to
cargo and passenger vessels in liner
service. In the Soviet Grain Program,
93 of the 231 final rates were
completed. During the transition
quarter, an additional 15 rates were
completed.

Soviet Grain ODS

The United States and the U.S.S.R.
have signed two maritime agree-
ments, a 3-year accord in October
1972 and a 6-year accord in
December 1975.

Since the first agreement was
signed in 1972, U.S.-flag ships have
participated in the carriage of over
39 million metric tons of grain
purchased by the Soviet Union.
During this period American-flag
ships, carrying 9.33 million tons of
grain, made 262 voyages to Soviet
ports.

As of September 30, 1976, 43
operators held short-term ODS
agreements covering 88 vessels for
the carriage of agricultural com-
modities from U.S. ports to ports in
the U.S.S.R. (see Appendix XIV).

Payments during fiscal year 1976
under the special Soviet Grain
Agreements totaled $28.3 million
(see Appendix Xl). Forty-seven U.S.
bulk vessels were fixed for 98
voyages during fiscal year 1976, and
accrued $42.6 million in operating-
differential subsidy. During the
transition quarter, payments totaled
$10.2 million, U.S. bulk vessels were
fixed for 10 voyages, and they
accrued $3.3 million in ODS.

These ODS agreements provide
that within 1 year after termination
of the grain voyage the operators
shall submit their actual subsidized
costs to determine the total subsidy
due on each voyage completed. On
September 30, 1976, 138 audits of
cost submissions had been com-
pleted for the 149 voyages termi-
nated through December 31, 1975,
permitting the determination of final
subsidy rates and payments to the
operators.

Since the program began in fiscal
year 1973, operators have accrued
$103.4 million in ODS. Of this
accrual, $85.5 million has been paid,
leaving an estimated unpaid balance
of $18 million at the end of the
transition quarter.

In addition to exporting grain
cargoes, these vessels have the
capacity to import substantial
amounts of crude oil and petroleum
products on return voyages.
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A new 5-year grain trade agree-
ment, effective October 1, 1976, calls
for the Soviet Union to purchase at
least 6 million metric tons of grain
per year from U.S. supplies with the
option, within certain guidelines, of
increasing this purchase to 8 million
metric tons per year, The U.S.-U.S.S.R.
Maritime Agreement, described in
Chapter 10, provides U.S. vessels
with the opportunity to carry at least
one-third of the total grain cargoes.

Contract Awards

During fiscal year 1976 and the
transition quarter four new operators
with a total of 10 ships were awarded
short-term ODS contracts under the
Soviet Grain Program. In addition,
seven operators with existing con-
tracts added a total of 15 vessels to
their contracts. Three existing opera-
tors with 6 ships terminated their
ODS contracts, and five existing
operators withdrew 10 vessels from
the program. A net gain of one
operator and nine vessels was
recorded during fiscal year 1976 and
the transition quarter.

Grain Rates

On September 22, 1975, a new
U.S.-U.S.S.R. freight-rate agreement
went into effect, providing a mini-
mum rate of $16 per ton to be paid
to American vessels transporting
grain to the Soviet Union through
December 31, 1976.

Passenger Shi ps

The passenger liner SS UNITED
STATES, acquired by the Maritime
Administration under Public Law
92-296 on February 5, 1973, remained
in lay-up status in the National
Defense Reserve Fleet at Norfolk, Va.
An Invitation to Bid on the purchase

of the vesse! was issued on August 7,
1975. Bids were opened on january
27,1976, but all bids were deter-
mined to be unresponsive to the
invitation and were rejected. (in
October 1976, Congress passed legis-
lation, subsequently signed by the
President, to amend Public Law
92-296 to allow the use of the

SS UNITED STATES as a floating hotel
on, or in, the navigable waters of the
United States.)

On September 30, 1976, the active
U.S.-flag passenger fleet consisted of
the SSs MARIPOSA and MONTEREY,
operated by Pacific Far East Line, Inc.,
in the Pacific trade, and four com-
bination passenger/cargo vessels, the
SSs SANTA MAGDALENA, SANTA
MARIA, SANTA MARIANA, and
SANTA MERCEDES, operated by
Prudential Lines, Inc., in the South
American trade.

Limited passenger service (approxi-
mately 12 passengers per vessel) was

ASHLEY LYKES, 14,300-dwt. partial
containership owned by Lykes Bros.
Steamship Co., moored at Great Lakes
port. Lykes inaugurated first U.S.-flag
Great Lakes-overseas service in fiscal 1975
and continued it in 1976.

continued by seven U.S.-flag opera-
tors: Farrell Lines, Inc.; Moore-
McCormack Lines, Inc.; Lykes Bros
Steamship Co., Inc.; American Presi-
dent Lines, Ltd.; Waterman Steamship
Corp.; Delta Steamship Lines, Inc.;
and United States Lines, Inc.

Sec. 804 Activities

Section 804 of the Merchant
Marine Act, 1936, as amended, makes
it unlawful for any contractor receiv-
ing ODS or any holding company,
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 prohibi-
tion also applies to any officers,
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directors, agents, or executives of
such an organization.

During fiscal year 1976 and the
transition quarter, the following
waivers were granted under Section
804:

* Lykes Bros. Steamship Co., Inc—to
permit Lykes to act as a general
agent in the U.S.-Gulf for the
Soviet-flag Far Eastern Shipping
Company (FESCO).

= Waterman Steamship Corp.—to

permit Coordinated Caribbean

Transport, Inc., an affiliate of

Waterman, to operate foreign-

flag vessels between Miami and

Ecuador, Panama and Central

America.

American President Lines, Ltd.—to

permit Anchor Trading Co.—a

wholly owned subsidiary of

Natomas Co., which owns more

than 50 percent of the stock of

American President Lines—to own,

operate and/or charter the foreign-

flag tanker FRANK M.

* Delta Steamship Lines, Inc.—to
permit Delta to act as husbanding
agent for Jamaica Merchant
Marine Ltd.

The following Section 804 waivers
were granted in connection with the
transport of grain to the Soviet
Union:

* Cove Tankers Corp.—to permit
Compania Naviera Sfakia, S.A., an
affiliated Panamanian company,
to operate the foreign-flag tanker
MOUNT JULIE.

* Ingram Ocean Systems, Inc.—to

permit C. Rowbothai & Sons, Ltd.,

an affiliated company, to operate

19 foreign-flag vessels.

Mobil Oil Corp.—to permit

foreign-flag subsidiaries of Mobil

to own and operate 45 foreign-flag
vessels, and to charter 44 foreign-
flag vessels.

* Sun Transport, Inc.—to permit
Sun Transport to operate three
foreign-flag vessels for Sun Over-
seas Transport, Ltd., an affiliated
company and a subsidiary of Sun
Oil Co.

In addition, 39 companies received
extensions of previously granted
waivers to allow them continued
operation in the special Soviet Grain
ODS Program.

Trade Routes

No changes were made in the
number or description of routes and
services determined to be essential
to foreign commerce of the United
States. Surveillance was continued
over existing routes and services as
to their continuing essentiality and

the requirements for U.S.-flag service.

Particular attention was given to
those areas where applications were
pending for new or amended
operating-differential subsidy con-
tracts or for assistance in the con-
struction or reconstruction of vessels.

EEO—Ship Operators

The employment of minorities by
major shipping companies has risen
significantly since 1969, when MarAd

assumed responsibility for monitoring

the American lines’ compliance with
equal employment opportunity
statutes.

In 1976 minority employment
reached 1,528 persons or 17.5 per-
cent of the total shoreside (non-
casual) workforce; in 1969, there
were 730 minority employees, or
10.3 percent of the shoreside work-
force. Since 1969, total shoreside
{noncasual) employment has
increased by 23.7 percent, while
minority employment during the
period increased by 109.3 percent.

During the same period, minority
participation in professional and
management positions more than
doubled, from 4.5 percent to 9.4
percent of the total shoreside work-
force.

The status of women also
improved. In 1976 women consti-
tuted 8.6 percent of all professional
and managerial positions, compared
with 2.1 percent in 1969. Overall,
women comprised 37.4 percent of
the total shoreside workforce.

Foreign Transfers

The Maritime Administration
approved the transfer to foreign firms
of 91 ships of 1,000 gross tons and
over during the fiscal year, and 13
during the transition quarter. Fifty-
four of the ships were undocumented
or registered under foreign flag,
although owned by U.S. citizens (see
Appendix XV).

Approvals were also granted for
the foreign transfer of 540 vessels of
less than 1,000 gross tons during the
fiscal year, and 110 such vessels
during the transition quarter. These
included 65 commercial and 45
pleasure crafts.

Charters of 74 U.S.-owned ships to
aliens were approved during the
fiscal year and 19 during the transi-
tion quarter. Charters were approved
for 60 smaller vessels (under 1,000
gross tons) during the year, and for
11 during the transition quarter.

During the year 45 banks were
approved for retention on the Roster
of Approved Trustees, pursuant to
Public Law 89-346 and General
Order 107. One trustee was removed
from the Roster. During the transition
quarter, 14 banks were approved.
Approval was granted for U.S.
financial institutions to assign their
interests in three construction con-
tracts to aliens during the fiscal year,
and for two assignments during the
transition quarter.

During the fiscal year and the
transition quarter there were 60 sale
violations involving privately owned
ships, of which 50 were mitigatea.

User charges for filing applications
for foreign transfers and similar
actions totaled $61,927.22 during the
fiscal year, and $12,353.75 during
the transition quarter.
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Chaptler 3

Domestic
Operations

The domestic portion of the U.S.
merchant marine, which transports
more than a billion tons of cargo
annually, has received greater
emphasis in Maritime Administration
programs in recent years.

Operators in all domestic trades—
Great Lakes, inland waterways, and
the coastwise, intercoastal, and non-
contiguous ocean trades—have bene-
fitted from MarAd’s efforts.

Promotion

The Second National Conference
on Domestic Shipping, held in New
Orleans, La., March 10-11, 1976,
brought together leaders of the
domestic shipping industry for a
critical review of its productivity.
The conference participants reas-
sessed their situation in light of
increased fuel costs, environmental
constraints, and the economic
changes which had occurred since
the First National Planning Confer-
ence on Domestic Shipping in St.
Louis, Mo., in 1972. They made more
than 50 recommendations, emphasiz-
ing improved productivity but also
addressing issues ranging from rail-
road rates and mini-bridge competi-
tion to marketing programs. These
recommendations will serve as a basis
for the development and revision of

4,300-bhp MARJORIE B. McALLISTER,
with pilothouse raised, pushes 18,000
dwt. oceangoing barge CIBRO ALBANY,
one of the largest oceangoing barges
operating on U.S. Atlantic coast.

Modular building units enroute to
Prudhoe Bay, Alaska. When trans-Alaska
pipeline begins operating late in 1977, it
will generate large demand for U.S.-flag
tankers to carry oil to lower 48.

MarAd domestic shipping policy and
programs, much as the recommenda-
tions of the First National Planning
Conference served as a basis for
existing domestic shipping programs
of the Agency.

During the period, the report,
Domestic Waterborne Trade of the
United States, was expanded to cover
the years 1967 through 1974. The
report lists commodities moved in
domestic trades, the types of vessels
employed, and waterborne trade
between geographic areas. This pub-
lication and the Maritime Domestic
Commodity Flow Data Bank, for
which the publication provides a data
base, support the Agency’s domestic
market development activities.

Great Lakes

In keeping with the policy estab-
lished by the Merchant Marine Act
of 1970, MarAd greatly expanded its
efforts to serve the Great Lakes mari-
time industry.

in October 1975 the Great Lakes
Region Office of the Maritime Ad-
ministration was officially opened in
Cleveland, Ohio. New marketing
offices also were established in
Cleveland and Detroit, Mich., in
addition to the previously existing
marketing office in Chicago, Hl.

In fiscal year 1976, Lykes Bros.
Steamship Co. and Farrell Lines, Inc.,
returned to the Great Lakes. Lykes
Bros., in fiscal 1975, had become the
first U.S.-flag line since 1969 to
provide Great Lakes-overseas service.
Lykes’ service links the Great Lakes
to ports in the Mediterranean, Africa,
and Southwest Asia, while Farrell
provides service between the Great
Lakes and Africa.
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Towboat maneuvers barges on Arkansas-
Verdigris Navigation System. U.S.
domestic shipping industry, of which this
system is a part, transports more than

1 billion tons of cargo annually.

The winter freeze-up is one of the
most severe impediments to further
development of the Great Lakes
maritime industry. The Maritime
Administration, the U.S. Army Corps
of Engineers, and other Federal and
State government agencies continue
their cooperative efforts to extend
the navigation season on the Lakes
and the St. Lawrence Seaway.

The Agency’s new Great Lakes
Region field offices provide managers
of Lakes carriers, most of which are
headquartered in Cleveland, with
greater access to MarAd programs
while significantly improving MarAd
monitoring of Great Lakes activities.

Growth of waterborne commerce
on the Great Lakes is encouraged
through meetings with existing trans-
portation companies and potential
investors to apprise them of oppor-
tunities for new or expanded shipping
services. Region staff personnel have
conferred with Canadian authorities
who are trying to reduce truck-
trailer movement over Canadian high-
ways by encouraging greater use of
waterborne transportation. A con-
ference also was held with towing
companies, an industrial user, and a
consultant to assess the viability of
year-round multi-barge Great Lakes
trade.

Other MarAd Great Lakes activities
are described in Chapters 4, 5, and 6.
(See Table 5 for the composition

of the U.S. Great Lakes fleet.)

Inland Waterways

Approximately 590 million tons of
traffic moved on the inland water-
ways of the United States in calendar
year 1975. This traffic consisted pri-
marily of energy products, raw mate-
rials, and agricultural commodities.

The Maritime Administration’s pro-
motion of inland waterway transpor-
tation accelerated during the report-
ing period. This effort was marked
by a strengthening of the coordina-
tion between MarAd and the towing
industry and by greater MarAd
participation in other Federal pro-
grams which affect inland waterway
transportation.

20

CHAPTER 3—DOMESTIC OPERATIONS



MISSISSIPPI QUEEN, newest and one of
only two overnight river steamboats
operating in U.S., joined U.S. domestic

fleet on July 25, 1975, at Cincinnati, Ohio.

During the 15-month period,
MarAd and the inland waterway
carriers jointly sponsored a study to
investigate the most energy-efficient
type of river shipping operation. The
study will establish practical
guidelines to reduce energy
consumption and aid in promoting
energy conservation.

A joint MarAd-U.S. Coast Guard
study was initiated to identify, test,
and evaluate interim repair materials

and their applications for tank barges.

The Agency actively participates
in regionl studies sponsored by the
Ohio River Basin Commission and
the Upper Mississippi River Basin
Commission to investigate the future
water transportation requirements of

these areas. MarAd also is an active
member of the Transportation Re-
search Board’s Inland Water
Transportation Committee.

Domestic Ocean Trades

MarAd supported a Senate proposal
to extend the U.S. coast-wise
laws to the Virgin Islands with
respect to petroleum products and
prepared an in-depth analysis of the
Virgin Islands oil trade. Although
hearings were held on the bill, no
floor action was taken by the Senate.
A similar bill also was introduced in
the House of Representatives. MarAd
is continuing its surveillance of the
Virgin Islands trade in anticipation
that it will eventually provide future
opportunities for American-flag
carriers.

An in-depth analysis to evaluate
year-to-year changes and forecast
future trends in the domestic trades
was completed during the year.

The Agency developed a computer
program to retrieve commodity-flow
data from the U.S. Army Corps of
Engineers’ data bank through a
remote terminal. These data can
be developed and customized for
domestic, ocean, or inland waterways
trade studies. Several industry re-
quests were fulfilled with data
retrieved via the remote terminal.

During fiscal year 1976 MarAd
completed a number of studies on
special situations affecting domestic
ocean shipping. These included Cer-
tain Statistical Data on the Domestic
Ocean Trades for the Year 1974 and
The Role of the U.S. Tanker in the
Virgin Island/U.S. Mainland Oil Trade.
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Chapter 4

Market
Development

The Maritime Administration con-
ducts an extensive marketing program
to increase U.S.-flag carriage of the
Nation’s oceanborne foreign trade by:
(1) Developing marketing information
and cargo data which aid U.S.-flag
ship operators in their sales efforts;
and (2) Familiarizing exporters and
importers with the benefits of trans-
porting their cargoes on U.S.-flag
ships.

Marketing Program

During the fiscal year and the
transition quarter, MarAd'’s marketing
program centered on such activities
as direct contacts with shippers to
promote patronage of American-flag
lines; improving communications
between U.S.-flag ship operators and
shippers through the use of computer-
based Shipper and Market Lead
Information Systems; marketing-
assistance projects to promote the
expansion of U.S.-flag shipping
services through studies, publica-
tions, seminars, and forums; and a
special effort to increase U.S.-flag
participation in the dry-bulk shipping
market.

The Great Lakes Region Office
inaugurated a ““New Ventures” pro-
gram to develop new American-flag
shipping services, both interlake and
Great Lakes-overseas.

The Region staff also worked with
the advisors to the Great Lakes
Overseas Market Assessment Study
being conducted to determine the

MarAd during fiscal year 1976 initiated
comprehensive program to develop
viable U.S.-flag fleet of dry-bulk vessels.
Dry-bulk cargoes, such as coal, comprise
major portion of U.S. foreign
waterborne commerce.

technical and financial feasibility of
U.S.-flag operators investing in Great
Lakes-overseas services.

Representatives of the new market-
ing offices opened during the year in
Cleveland and Detroit began con-
tacting Great Lakes importers and
exporters to stimulate increased
interest in U.S.-flag shipping. (See
Chapter 3.) With the addition of
these offices, MarAd marketing rep-
resentatives are now located in nine
major cities.

During the year these representa-
tives contacted policy-level executives
of over 2,400 firms engaged in inter-
national commerce. Additional mar-
keting contacts were made during the
transition quarter.

MarAd marketing representatives
have now visited policy-level execu-
tives of 75 percent of the 1,000
largest firms engaged in U.S. foreign
trade, and more than half of them
have isued policy directives support-
ing the ““Ship American’’ program.

Unsolicited reports received over
the past 3 years from more than 150
shippers indicate that approximately
$80 million in freight revenues, which
would otherwise have gone to foreign
shipping concerns, was channeled to
U.S.-flag operators as a result of the
Maritime Administration’s marketing
program.

During the year, the Shipper and
Market Lead Information Systems
were integrated with the marketing
procedures of U.S.-flag operators.
The Shipper Information System
provides carriers with general infor-
mation on cargo movements, and,
when appropriate, suggests means
of improving U.S.-flag service. The
Market Lead System identifies and
tracks immediate and long-term
business opportunities for U.S.-flag
operators. Both help U.S.-flag oper-
ators anticipate the service require-
ments of American exporters and
importers.

During the period, MarAd con-
tinued to promote the development
of a U.S.-flag heavy-lift shipping
capability. A preliminary study of
heavy-lift shippers was followed by
numerous meetings between MarAd
officials and interested U.S.-flag ship
operators.

A study, jointly funded by MarAd
and Lykes Bros. Steamship Co., will
explore the economic feasibility of
developing U.S.-flag heavy-lift vessel
services. It will analyze the market
for such services, and examine vessel
systems, regulatory and competitive
factors, and the economics of the
U.S. heavy-lift trade.

MarAd marketing representatives
participated as technical advisors in
the development of a publication
entitled, Effective Marketing for the
Maritime Industry. The document is
scheduled for publication in 1977.

MarAd expanded its communica-
tions with other Federal and local
government entities and continued
joint sponsorship of seminars, forums,
and other programs that promote
U.S.-flag shipping. Interagency
marketing activities include par-
ticipation in the Bureau of Interna-
tional Commerce’s (BIC’s) domestic
and international trade fair program.
These trade shows have provided
many opportunities for discussions
with shippers. In addition, MarAd
cooperates with BIC (a part of the
Department of Commerce’s Domestic
and International Business Adminis-
tration) in preparing the transpor-
tation sections of Overseas Business
Reports, a service publication tailored
to the markets of 61 foreign countries.

In July 1976 MarAd sponsored a
Liner Marketing Conference in St.
Louis, Mo., for the principal market-
ing managers of U.S.-flag carriers.
This was the first industry-wide
conference of shipping marketing
executives. It included a review of
marketing priorities and is expected
to have a substantial impact on the
development of MarAd/industry
strategies and tools for increasing
the cargo volume of the U.S.-flag
liner fleet.

To promote U.S.-flag bulk
shipping, MarAd officials met with
the top management of a number
of major U.S. exporters and importers
of bulk commodities, and, in july
1976, the Agency sponsored a
National Assessment and Planning
Conference on U.S.-Flag Bulk
Shipping at Hyannis, Mass. The
conference attracted importers and
exporters of dry bulk commodities
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and chemicals, bulk shipping
operators, naval architects, and
representatives of labor, shipyards,
financial institutions, educational
institutions, and government. it
produced recommendations and
guidelines for a bulk shipping
program and acquainted the
participants with the government
aids available to support bulk
shipping.

Special presentations to promote
U.S.-flag shipping were made to a
number of business organizations,
including the Florida Fresh Vegetable
and Citrus Shippers, the Chain
Store Association, and the Ski
Industries Association.

Reflecting the progress of MarAd's
marketing activities, the U.S.-flag
share of liner cargo rose from 22.9
percent of the 44.2 million tons
moved in calendar year 1971 to 30.3
percent of the 45 million tons of
liner cargo moved in calendar year
1975.

Although the total liner cargo
declined from 53 million tons in 1974
to 45 millions tons in 1975, the
U.S.-flag share rose from 29.4 percent
to 30.3 percent.

National Maritime Council

The National Maritime Council
(NMC), comprised of 33 member
organizations representing ali
segments of the American maritime
industry, was founded in 1971 to
develop a cooperative approach in
programs to promote greater
utilization of the U.S.-flag fleet by
American importers and exporters.
MarAd’s Office of Market
Development serves as Executive
Secretariat for the NMC, both
nationally and in each of the NMC’s
four regions.

During the 5 years of its existence,
the Council has provided a forum
for the presentation of ideas,
opinions, and problems by both the
shipping public and U.S.-flag
carriers. The unprecedented stability
of maritime labor-management
relations during this period is a
prime example of the cooperative

spirit engendered by the NMC.

Shipper workshops sponsored by
the NMC during the fiscal year
provided small groups of shippers
and carriers with an opportunity for
active discussion of service reqguire-
ments. These discussions were held
not only in major shipping centers
but also in such inland cities as
Cedar Rapids, lowa, and Kalamazoo,
Mich.

The NMC also focused its attention
on ways and means to increase
U.S.-flag perishable cargo services
and resolve shipper problems
impeding the export of such cargoes
from the Southeastern United States.
After discussions with Southeastern
fresh produce shippers, the
Department of Agriculture and
MarAd, the U.S. carriers expanded
their refrigerated container service
out of the South Atlantic Coast.

The NMC’s Shipper Advisory
Boards, which consist of 140 inter-
national traffic executives of major
U.S. export and import businesses in
the four NMC regions, provided a
valuable dialogue to air specific
problems and service requirements

During fiscal year 1976 MarAd initiated
market feasibility study on development
of specialized vessels capable of self-
loading and unloading heavy or oversize
cargo such as locomotive pictured here.

of shippers. In April 1976 Midwest
Area Shipper Advisors met in Chicago
with officials of 10 U.S.-flag carriers
and labor and government
representatives. As a result, MarAd
has undertaken an in-house study

to determine the feasibility of future
container exchanges between U.S.
carriers. Similar meetings were held
with Eastern Region Shipper Advisors
in New York City in May 1976 and
with Western Region Shipper
Advisors in San Francisco, Calif., in
September 1976.

A major NMC undertaking during
fiscal year 1976 was the publication
of a book, The United States
Merchant Marine—A National Asset,
designed as a reference to provide
the general public, the news media,
and nationa! policymakers with an
understanding of the functions and
the importance of the American
merchant marine.

Cooperative efforts of the NMC
and the U.S. Navy League included
jointly sponsored Seapower
Symposiums in Baltimore, Md.;
New Orleans, La.; and San Francisco,
Calif.
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U.S.—U.S.S.R. Bilateral
Liner Cargoes

The United States and the Soviet
Union in December 1975 signed a
new 6-year shipping agreement
which extends from january 1, 1976,
through December 31, 1981. The
new pact retains the basic provisions
in effect since 1972. (It is discussed
in greater detail in Chapter 10.)

During fiscal year 1976 direct
service to the Soviet Union was
maintained by three U.S.-flag liner
operators. In addition, U.S.-flag
container services to the Soviet
Union were available to shippers on
a trans-shipment basis.

in calendar year 1975 liner service,
the U.S. accountable revenue share
amounted to $19,111,468 and the
Soviet share, $19,756,864.

Preference Cargoes

The Cargo Preference Act, Public
Law 83-664, requires that at least 50
percent of all Government-generated
cargo be shipped on privately owned
U.S.-flag vessels to the extent such
vessels are available at fair and
reasonable rates.

The Maritime Administration
monitors the shipping activities of
more than 40 Federal agencies, the
Export-Import (Ex-Im) Bank, and the
Foreign Military Credit Sales program
to assure that applicable cargo-
preference statutes are followed.

A computer-aided system and
concentrated interagency liaison
permitted MarAd to process about
18,000 ocean bills-of-lading covering
shipments made during calendar
year 1975 on this type of cargo.

In October 1975, the Maritime
Administration concluded discussions
with the Departments of State,
Defense, and the Treasury which
resulted in the adoption of a Marine
Transportation Policy. The policy is
applicable to the ocean
transportation of defense supplies
purchased under the Foreign Military
Sales program with credits or
guarantees issued by the Department
of Defense or the Department of the

Treasury. Since January 1, 1976,
statistical data have been collected
for such shipments, and a report on
cargo-preference compliance will be
included in future MarAd annual
reports.

United States-flag participation in
the shipment of Government-
sponsored cargoes during calendar
year 1975 is summarized in Table 7.
Due to a lack of available U.S.-flag
service, three agencies failed to meet
the 50-percent U.S.-flag requirement
of the Cargo Preference Act:

= Agency for International Develop-
ment (AlID)—32-percent U.S.-flag
participation overall but only 25-
percent U.S.-flag participation in
the movement of cargoes under
its loans and grants program.
Of more than 1 million tons of
bulk grains moved by AID to Israel
in 1975, U.S.-flag vessels were
available to carry only about
150,000 tons. Small quantities of
AID fertilizers, offshore liner
cargoes, and products requiring
small tankers moved in other areas
where U.S. vessels also were not
available. Of the total cargo
generated under the AID loans
and grants program, U.S.-flag
vessels were unavailable for 1
million tons of cargo. (If this
tonnage, for which U.S.-flag vessels
were not available, were deducted
from the total cargo moved,
" U.S.-flag participation in the
balance of the 1975 program
would be 77.5 percent.)
Bonneville Power Administration—
37-percent U.S.-flag participation.
Of the total 5,975 long tons
moved during 1975, more than
3,000 tons of cargo originated in
Western European and Mediter-
ranean countries for delivery to
U.S. West Coast ports. There
were no U.S.-flag vessels available
to handle these shipments. (If this
tonnage is deducted from the total,
the U.S.-flag participation is
increased to 79 percent.)
Bureau of Reclamation—1-percent
U.S.-flag participation. Virtually all
cargo orginated at foreign ports
and was consigned to ports in
the United States on trade routes

where U.S.-flag service was not
available.

As in the past, shipments generated
by the U.S. Department of Agriculture
{(DOA) and AID comprised the
preponderance of all nonmilitary
cargoes moving under the Cargo
Preference Act.

While the tonnage of DOA cargo
generated under the “Food for
Peace” program (Public Law 83-480)
has increased from an ali-time low
of 1.4 million tons in 1974 to 4.8
million tons in 1975, the AID loans
and grants program had an
appreciable decrease in tonnage from
3.6 million tons in 1974 to 1.5 million
tons in 1975. The decrease in AID
tonnage was due primarily to the
cessation of hostilities in Vietnam.

MarAd also administers Public
Resolution 17, 73rd Congress, (P.R.
17) which requires all Export-import
Bank-generated cargoes to be
shipped on U.S.-flag vessels, unless
a statutory or general waiver is
granted by MarAd. Statutory waivers
are permitted when U.S. vessels are
not available at reasonable rates and
schedules; general waivers are
granted to permit recipient nations to
ship up to 50 percent of ocean
cargoes on vessels of their national
flag if they do not discriminate
against U.S.-flag shipping.

In addition to the Export-Import
Bank’s direct loans and its
Cooperative Financing Facility
Program, under both of which the
privately financed portion of the
cargo is subject to P.R. 17, it has
generated cargoes for U.S.-flag
vessels by its Guarantee Program.
Although the bank advances no funds
under this program, its guarantee of
other bank loans for approved
foreign projects brings the cargoes
generated by such projects under
P.R. 17.

In calendar year 1975 the bank
generated $166 million in freight
revenue. Due to P.R. 17, U.S.-flag
carriers received 77 percent of this
revenue, or $127 million.
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Chapter 8

During fiscal year 1976 and the
transition quarter, the Maritime
Administration continued its support
of local, State, regional, and national
efforts to stimulate the American
port industry and foster intermodal
transportation.

The Agency’s technical assistance
and promotional programs are
designed to increase the efficiency
of marine terminal operations at
U.S. coastal, Great Lakes, and inland
ports, It also serves as a clearing-
house for port and intermodal data—
collecting, analyzing, and disseminat-
ing information throughout the
industry.

Studies during the fiscal year and
transition quarter dealt with port
economic impact, planning, develop-
ment, operations, and dredging
operations. Activities included the
aforementioned first Great Lakes-
Seaway Port and Shippers Conference
and an international conference on
dry-bulk cargo handling.

Through its regional offices, MarAd
continued its role as technical
consultant on port projects admin-
istered by the Economic Develop-
ment Administration (EDA), another
agency in the Department of Com-
merce. EDA grants and loans for
port-related public works have
totaled about $150 million since
1965.

Containerships being loaded at
Howland Hook Container Terminal,
Staten island, N.Y. National economic
impact of port facilities is being studied
by Port Authority of New York and
New Jersey under $234,049 contract let
by MarAd during fiscal year.

Port Studies

Economic impact—A $234,049
project to study the national
economic impact of port activities
and develop an analytical approach
for efficient port planning and
operations in the United States was
launched during the year. The study,
to be conducted over a period of
20 months by the Port Authority of
New York and New jersey, will
evaluate the contributions of port
eperations in such areas as the local
economy and Gross National
Product, employment, individual
industries, foreign trade, and tax
revenues.

The “input/output” technique
used in the study represents a new
mathematical tool for problem
solving in this area. It shows all the
intricate links between ports and

~ the Nation’s industries and between

industries and the consumer. Spe-
cifically, this analysis will indicate
how the port industry interacts with
production and consumption in such
sectors as agriculture, steel, and
automobiles.

Port Development and Opera-
tions—The Massachusetts Institute of
Technology (MIT) was awarded a
12-month contract to study the
requirements of port planning and
development on a local or regional
basis. The objective is to provide port
planners with the best available
analytical tools for improving devel-
opment strategies. In early 1977, MIT
will produce for the Maritime
Administration a2 comprehensive set
of reports on planning techniques
and their application to port devel-
opment in the United States.

Florida Port Study—During the
year the Florida Department of
Transportation (FDOT) entered into
a port planning program with MarAd.
The Florida agency will prepare and
implement a state transportation plan
that will include ports, with emphasis
on environmental considerations.
This 18-month contract calls for an
expenditure of $450,000, half of
which will be underwritten by MarAd

and half by FDOT. FDOT, in turn,
has subcontracted the technical
effort to URS-Coverdale & Colpitts,
a management and engineering
consulting firm.

This firm’s contract calls for the
following procedures: a survey of
Florida port facilities; charting of
the flow of goods and passengers on
the State’s waterways; assessment of
future market demands <ns1:XMLFault xmlns:ns1="http://cxf.apache.org/bindings/xformat"><ns1:faultstring xmlns:ns1="http://cxf.apache.org/bindings/xformat">java.lang.OutOfMemoryError: Java heap space</ns1:faultstring></ns1:XMLFault>