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PREFACE

Although the problem of developing a sound maritime
training program in the United States is not new, little
study has been undertaken to analyze in detail the many
facets of the subject and present the views and ideas of
all parties concerned.

This study is undertaken to provide an insight into
the pertinent problem areas relating to maritime train
ing and thus evolve conclusions and recommendations
which might be helpful in formulating policy for the
growth of a sound federal maritime training program.

The author wishes to acknowledge the valuable
assistance provided by the faculty committee guiding

Without the aid of Drs. Burton R. Morley,this study.
Langston T. Hawley, and Marcus Whitman, this dissertation
could not have been written.
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CHAPTER I

NATURE AND SCOPE OF THE PROBLEM

Introductory Remarks

A study of the current federal maritime training
program will necessarily bring into focus a number of
controversial issues of direct vital importance to the
maritime segment of our economy and of indirect, but
vital, importance to the nation as a whole.

The national shipping policy of today, which in
cludes a program of maritime training for future sea
going personnel, is derived from the original power
granted by the Merchant Marine Act of 1936 and its 1938

More pointedly, the program for trainingamendment.
merchant marine personnel stems from the declaration of
policy set forth in Section 101 of the Merchant Marine
Act, 1936, as amended, which states in part:

2

Section 101. It is necessary for the 
national defense and development of 
its foreign and domestic commerce that 
the United States shall have a merchant 
marine. . .manned with a trained and 
efficient citizen personnel. It is 
hereby declared to be the policy of the 
United States to foster the development 
and encourage the maintenance of such 
a merchant marine.^

1. Public Act No. 835, Section 101, 74th Congress, June 29, 1936.
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The specific authority for a permanent and con
tinuous program of training of men for service in the
United States merchant marine is contained in Section

follows:
216 of the Merchant Marine Act, 1936, as amended, as

Section 216. (a) The Commission
(Maritime Administration) is hereby 
directed, under such rules and regu
lations as it may prescribe, to 
establish and maintain the United 
States Maritime Service as a 
voluntary organization for the train
ing of citizens of the United States 
to serve as licensed and unlicensed 
personnel on American merchant vessels. 
The Commission is authorized to-de
termine the number of persons to be 
enrolled in the said Service, to fix 
the rates of pay of such persons, and 
to prescribe such courses and periods 
of training as, in its discretion, 
is necessary to maintain a trained and 
efficient merchant marine personnel. 
The ranks, grades, and ratings for 
the personnel of said Service shall be 
the same as are now or shall hereafter 
be prescribed for the personnel of the 
Coast Guard. The Commission is 
further authorized to employ as 
instructors in said Service, on a 
contract or fee basis (without regard 
to the provisions of section 3709 of 
the Revised Statutes), such qualified 
persons, including licensed and un
licensed personnel of the merchant 
marine, as the Commission may deem 
necessary to effectuate the purposes of 
this section.
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The

(d) The Commission, with the consent of 
any executive department, independent 
establishment, or other agency of the 
Government, including any field service 
thereof, may avail itself of the use of

(b) The Commission is hereby authorized 
to train American citizens to become 
licensed officers of the merchant marine 
of the United States in a status of 
cadets and cadet officers on Government- 
owned and subsidized vessels and, in 
cooperation with other governmental and 
private agencies, on other vessels and, 
for instructional purposes only, in 
shipyards, plants, and industrial and 
educational organizations, under rules 
and regulations prescribed by the Com
mission and upon such terms as the Com
mission may arrange, and expenditures 
incident to such training are hereby 
authorized.
(c) The Commission is hereby authorized 
to prescribe, conduct, and supervise 
such extension and correspondence courses 
as it may deem necessary to supplement 
other training facilities, and to make 
such courses available, under such rules 
and regulations and upon such terms as 
it may prescribe, to the licensed and 
unlicensed personnel of the merchant 
marine, and to cadets and cadet officers, 
who shall make application therefor. ' 
Commission is further authorized to 
print, publish, and purchase suitable 
textbooks, equipment, and supplies re
quired for such courses, and to employ 
persons, firms, and corporations on a 
contract or fee basis (without regard to 
the provisions of section 3709 of the 
Revised Statutes), for the performance 
of special services deemed necessary by 
the Commission in the preparation and 
editing of such textbooks and other aids 
to instruction, and in the supervision 
and administration of such courses.
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Recently a Senate sub-committee of the Committee on
Interstate and Foreign Commerce conducted hearings con
cerning maritime training programs in the United States.
This is not extraordinary in itself since hearings and
studies relating to maritime training and education have
been made every year or two by the Merchant Marine and
Fisheries Committee of the House of Representatives and
the Committee on Interstate and Foreign Commerce of the
Senate, since World War II ended. However, it does
point to the fact that important problems do exist and
few, if any, have been satisfactorily solved in the last
ten years.

Maritime Training Problems

Some of the training problems that are described
and partially analyzed in later chapters deserve

These problems are presented in questionmentioning.
form to indicate that the answers are subject to inter
pretation and analysis and are, as yet, inconclusive.

Ibid., as amended, 1938, Section 216.2.

information, services, facilities, 
officers, and employees thereof in 
carrying out the provisions of this 
section, as amended.2
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A few of the more important questions affecting the
current maritime training program are as follows:

3.
4.
5.
6.
7.

A clear insight into these issues should reveal
information and facts useful in developing policy for
conducting a sound and effective maritime training
program as prescribed by the Merchant Marine Act of 1936.

The methods applied in attacking the main issues of
the maritime training problems are not unique in their

Prior to a partial analysis of theseapplication.
issues, an attempt is made to present a background of
general shipping conditions in the United States from
the "clipper ship" era to the early 1930's, and to
observe how these general conditions affected personnel
and training of officers in the merchant marine. Because

1.
2.

Is there a need for maritime training?
Should the Federal government continue 

to conduct a dual program of training?
Is the present maritime training program 
balanced?

What factors affect the supply of and 
demand for merchant seamen?

Can the federal maritime training program 
be improved?

Is the maritime training program 
economically and socially Justified?

Is the maritime training program geared 
to the needs of industry?

Method of Organization and 
Research Methodology
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a dire need for major maritime legislation was evidenced
in the 1930's by the government and members of the
maritime industry, a review of the public control of the
industry and its affect on maritime training is under
taken, covering a span of years from 1916 to 1955- To
complete the historical review of certain aspects of the
maritime industry, due space is allotted to show the
historical development and current operational procedures
of the various state maritime -academies and the federal
merchant marine academy.

No study of this nature would be complete without
referring to maritime training programs in other nations.-
Thus, the maritime training programs of Great Britain,
Norway, Denmark, Sweden, and others, are reviewed and
presented for comparison purposes.

The latter part of the dissertation is reserved for
a discussion of the controversial issues in the field of
maritime training, with specific reference to the
important issues previously mentioned. An attempt is
made to go beyond the expressed views of the major parties
concerned with each question, and to discover the basic
reasons for these views.

Finally, a crystallization of all ideas and proposals
is presented with the main objective of working toward the
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development of a satisfactory solution of current mari
time training problems.

Source Materials—Important source materials aiding
in making this study have come from the Maritime Adminis
tration of the Department of Commerce; Congressional
hearings of the Merchant Marine and Fisheries Committee
of the House of Representatives and the Interstate and
Foreign Commerce Committee of the Senate; varied published
materials from the United States Government Printing Of
fice; past data of the Maritime Commission and War Shipping
Administration; articles from current Journals, especially
the Marine Journal, Polaris, and the Nautical Gazette;
library books on the maritime industry; annual proceedings
of the American Merchant Marine Conferences; questionnaire
results concerning maritime training made public by the
House Subcommittee on Maritime Training; annual convention
proceedings of the Congress of Industrial Organizations;
direct communication with present and past members of the
Maritime Administration, administrative personnel of the
United States Merchant Marine Academy, and Senators and
Representatives of the Congress of the United States.

Limitations—The Justifying reason for the unusual
emphasis given to the discussion of licensed officer
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training programs in this country is that at the present
time the federal government has no formally organized
program or school for upgrading or training unlicensed
personnel. The last schools for conducting such training
were closed in 195^. The major issues today revolve
around the United States Merchant Marine Academy and the
various state maritime academies.

It should also be noted that lack of current
material has hampered the study somewhat, especially in
regard to maritime training programs in other nations.
No authoritative study of foreign maritime training
programs has been made since 1939.
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HISTORICAL BACKGROUND OF MARITIME TRAINING TO DATE



CHAPTER II

General Conditions in the Shipping Industry

Introductory Remarks—To give an understanding of
present day training problems in the maritime industry,
this chapter presents the general shipping conditions
that existed prior to the Merchant Marine Act of 1936.
Four historical periods have been selected for discus
sion: the first, the clipper ship era, because of
America's prominence on the seas and development as a
world maritime power; the second, the period prior to
World War I, because of economic consequences and
political action relegating our merchant marine to a
secondary position; the third, the years covering World
War I, 1914 to 1918, when emergency measures were in
force and the need for a strong merchant marine was most
apparent; and the fourth, the postwar period to 1936,
which shows clearly the plight of the merchant marine
due to errors in judgment, lackadaisical attitudes of the
general public, and legislative measures passed due to
pressure group activities of shipowners.

11

BACKGROUND OF THE MARITIME TRAINING PROBLEM IN 
THE UNITED STATES TO 1936
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The year 1936 is selected, as the terminal period
for this chapter because, following the passage of the
Merchant Marine Act of 1936, a new public feeling arose
about the merchant marine, and government action, in
the development of the maritime industry, became more
forceful, objective, and economically sound.

The latter half of this chapter reviews methods of
training maritime personnel during the four historical
periods mentioned above.

Clipper ship era—During the period, 1830-1862,
American shipbuilders developed a class of sailing
vessel known as the "clipper ship." The clipper ships
were generally of long slender lines tapering to a
sharp bow, with a great number of sails. The first

built in Baltimore, Maryland, in 1833. However, the
was really a modification of the design of

ship known as the Baltimore packet. The first ship of
extremely sharp bows, concave lines, horizontal keel,

"Shipping," Enclyclopaedia Britannica, Volume1. '
v, 1954, p. 831.

large ship of this kind was the "Ann McKim," 494 tons,
1

o flat floor, and hard bilges was the "Rainbow," 752 tons.

2. John B. Hutchins, The American Maritime Indus
tries and Public Policy, 1/89-1914, 19417'p". 294.

"Ann McKim"
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She was designed, by J. W. Griffiths and built by Smith
& Dimon at New York in 1845 and became a prototype of

It was also during this period that shipping
in the United States begem to forge to the front in
international competition and one of the factors responsi
ble for such progress was the development of the clipper.
There was also general acknowledgment that the United

These factors, accompanied by the economic advantage of
having a plentiful supply of raw materials for building
ships coupled with sufficient amounts of other necessary
factors of production, permitted the United States to be
in a very favorable position when the California gold
rush occurred and thousands of people demanded passage
from the east coast to the west coast. It has been
estimated that 160 clipper ships were built and launched

In addition to the California

3. Ibid., p. 295.
4. Ibid., p. 287.

Encyclopaedia Britannica, op. cit., p. 831.5.

within the four year gold rush period, and that 90,000 
passengers were carried.

States possessed some of the finest technical leadership 
among designers and builders of ships in the world.2*

later fast ships including the large California 
3 clippers.
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In Table 1, figures show American tonnage engaged from
the years 1789 to 1900 to be carried in American bottoms.
The statistics clearly show the remarkable growth in the
amount of American foreign trade which caused a demand
for shipping during the clipper ship years.

The entire period, from 1815 to the clipper ship

During this time there was a dualmerchant marine.
relationship between most shipbuilders and shipowners.
Masters were chosen from among sons or acquaintances of

Those who had chosen to go to sea asshipowners.
professional sailors were looked upon favorably. How
ever, toward the end of the clipper ship era, New
Englanders who formerly had followed the sea, began to
divert their attention to manufacturing or the internal
development of the country with the result that ships
were manned to an increasing extent by English, Irish,

6.

Ibid., p. 8.

Hutchins, op. cit., p. 287.
Paul M. Zeis, American Shipping Policy, 1938,

era in the 1850's, was marked by a steady growth of the
7

7.p. 8.
8.

8 and Scandinavians under supervision of American officers.

trade, the rise of the immigrant, cotton, and tea trades g 
stimulated shipping activity and ship construction.
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TABLE 1

TONNAGE AND FOREIGN TRADE, 1789-1900

Year

Source: Winthrop L. Marvin, The American Merchant Marine,
1902, pp. 50, 193> 2W 353, and '394.

Foreign Trade 
Shipping

1865 1,518,350 
1UUU1870 1,448,846
1875 1,515,598 1880 1,314,404 "-4 928,062 

822,347 816,795

(Exports $)
30.
52.88.
87.
89.90.80.
65.
51.71.
89.89.2
86.3
77.3
79.975.8
65.573.8
69.772.1
54.540.030.0
26.1
37.737.723.713.0
13.79.08.2
7.1

1789 
1791 1795 1800 
1805 1810 
1812 
1813 1814 
1815 1820 
1825 1830 
1835 1840 
1845
1850 1, ‘+OS,
1855 2,348,3581860 2,379,3961861 2,496,894
1862 2,173,5371863 1,926,886
1864 1,486,7491865 1,518,3501866 1,387,756 1870 1,448,846 
1875 1,515,598 1880 1,314,404 
1885 1,262,814 
1890 
1895 1900

(Tons)
123,893 363,110 
529,471 
657,107 744,224 
981,019 758,636 
672,700 
674,633 
845,295 583,657 
665,409 
537,563 
788,173 762,838 904,476 
.439,694

Commerce 
of United 
States (Dollars)

No record 48,212,041 
117,746,140 
162,224,548 
216,166,021 152,157,970 
115,557,236 
49,861,017 
19,892,027 

165,599,027 144,141,669 
180,927,643 
134,391,691 251,980,097 221,927,638 
219,224,433 317,885,252 476,718,211 687,192,176 
508,864,375 380,027,178 447,300,262 
475,285,271 404,774,883 783,671,588 
828,730,176 

1,046,448,147 1,503,593,404 1,319,717,084 
1,647,139,093 1,456,403,388 2,089,528,616

Proportion of Our 
Carriage in Foreign 
Trade

(Imports $)

17.5
58.
92.
91.
93.
93.
85.
71.
58.
77.
90.
95.2
93.6
90.2
86.6
87.3
77.8
77.3
63.0
60.0
44.8
43.3
24.6
29.9
25.1
33.1
29.2
22.0
21.3
16.6
15.5
12.9
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Prior to World War I—While it was generally
recognized that the United States maintained an enviable
position in shipping and shipbuilding during the early
and middle years of the nineteenth century, it was also
obvious that shipping was declining in importance in the
economic life of the nation during the latter half of
the century. The rapid internal development occupied
the attention of the American people and diverted capital
and labor from the maritime industries. While Americans
were expanding frontiers westward, developing railways,
exploiting natural resources, and developing industries,
other maritime powers of the world were taking advantage
of the situation and strengthening their competitive
positions. This is evident by noting Table 1, on page
15, and observing the tonnages carried in American
vessels from 1850 to 1900.

Despite the vast increase in the volume of foreign
commerce, the total tonnage of the American merchant
marine, including both foreign and coastwise shipping,
remained practically stationary during the period from

On the basis
1861 to 1900, and showed only a slight increase during 

9 the first decade of the twentieth century.

9. National Industrial Conference Board, Inc., The American Merchant Marine Problem, 1929> p. 17.
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of value, the percentage of exports and imports carried

To be more specific, the decline in the Ameri
can maritime industries during this period can be at-

which are as follows:

diminution and eventual disappearance of the advantages

10. Ibid.
Hutchins, op. cit., p. 316.11.

ton trade and endangered shipping through naval action;
(6) the improved efficiency of British and other foreign

centers of sailing-ship construction abroad, first in 
Canada, and then in the United Kingdom; (2) the increase 
in shipbuilding cost in the United States; (3) the

tributed to certain economic conditions and policies
(1) the rise of lower-cost

resulting from leadership in design and construction;
(4) the collapse of the important California trade;
(5) the Civil War, which caused the collapse of the cot

in American vessels, which for the period 1821 to i860 
averaged 77.3 per cent, steadily declined between 1861 
and 1914, amounting in the latter year to only 9.7 per 
cent.10

shipping which resulted from legislation and competition;
(7) the development of steam navigation; and (8) the 
navigation policy of the United States . H
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Probably the most important single cause for the
continued decline of the merchant fleet was the

many years before at the request of the shipbuilders.
The most important law concerned had been adopted in
1789, by Congress, and in effect stated that only ships
built in the United States and belonging to citizens

Shipbuilders strongly resisted any effort
by shipowners to have this law repealed and while all
parties agreed upon the value of the merchant marine and
its need for aid, the method to be used in providing

Shipowners desired a "freethis aid remained a problem.
policy which would allow them to purchase English

vessels at a lower cost and sail them under the American
flag. Shipbuilders advocated maintaining the navigation
laws and recommended that a subsidy be paid by the
federal government to either shipbuilders or shipowners
to make up for the higher cost. This struggle between
shipowners and shipbuilders and their respective

Zeis, op. cit., p. 15.12.

ship"

maintenance of the navigation laws which had been framed
12

thereof could be privileged to register under the Ameri
can flag.1^

13. Warren D. Renniger, Government Policy in Aid 
of American Shipbuilding, 1911, p. 2b; and, Zeis~op7— 
cit., p. 3.
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It also in
volved both major political parties which differed

Also, because of this struggle, no effective legislation

With the general acceptance of the nation that iron-
and steel-hull ships were superior to wooden hull vessels,
the American merchant marine suffered another blow.
Wooden ships were generally accorded equal ability in
making times and schedules but were not as durable as
iron vessels and depreciated much more rapidly. In-

on
The end result was that by 1878, wooden

ships were classed chiefly as marginal vessels, and if

American
shipowners were forced to purchase ships built by

14. Zeis, op. cit., p. 17.
15. Ibid.
16. Ibid.

Hutchins, op. cit., p. 419.17.
18. Ibid.

supporters continued until World War 1.^^

ample iron and steel vessels had been available, the 
18 situation would probably have been worse.

surance rates on wooden vessels were much higher than
17 iron vessels.

was secured by either group and the merchant marine
16continued to decline.

15 sharply on the question of aid to the merchant marine.
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American shipbuilders, under the registry lav?. The lack
of good workmanship, high cost of iron, and high over
all cost prevented the United States from competing with
Great Britain in the production of iron-and steel-hull
ships. As late as 1900, the cost of building similar

In 1912, Wilson was elected President and Democrats
obtained control of both the House and Senate for the
Sixty-third Congress. This put an end to the hopes of
shipowners for securing subsidy legislation as a direct

Thus, shipping interests sought aid by indirect means.
New proposals to Congress and bills produced in Congress
were designed to aid seamen, to bring shipping combi-

From 1865 to 1910, mostmonopoly of shipbuilders.
Congressional action in the maritime field was concerned
primarily with the interests of the shipowners but from
1910 to World War I, the attitude of Congress changed
sharply and most legislative proposals were concerned

Ibid., p. ■417.19.
20.
21.

Zeis, op. cit., p. 64.
Ibid., p. 65.

means of competing with other nations in foreign trade.
20

nations under effective control, and to break the
21

vessels in England was from 33 to 40 per cent less than 
in the United States.
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with promoting the interests of the shipping and.

The new attitude culminated in the passage of

known as the
World War I—Before the LaFollette Act of 1915 had

time to settle in the minds of those interested in mari
time matters, World War I was raging in Europe and the
United States was faced with a shipping crisis unlike
any she had experienced before. Due to the registry laws
and the failure of the Panama Canal Act to stimulate
transference of many foreign-registered ships to American
registry, the United States merchant fleet represented
only a negligible amount of the total shipping tonnage
of the world. At the same time, demand for shipping was
at a new high. With the British Navy blockading German
vessels in this country and overseas, submarine warfare

Ibid., pp. 79-80.22.

the LaFollette Act of March 4, 1915, which came to be 
"Magna Carta" of the seamen. J

travelling public, and the seamen who operated the 
22 ships.

23. R. W. Wissman, The Maritime Industry, 194-2, 
p. 6. (The LaFollette Act of March 4, 1915, improved 
the status, quality and working conditions of the 
sailors. In addition, it expressed the desire for 
greater safety at sea. And finally, it contained a 
definite public policy of equalizing the operating costs 
of American and foreign vessels by raising the foreign 
standard of wages and working conditions.)
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prevailing in the Atlantic, and allied vessels staying
close to home ports; United States exports were de

Fur ther pressure
came about due to demands on American industry to supply
vital war materials and foodstuffs to allied nations
waging war against Germany. To make the situation even
more difficult, the marine insurance companies hesitated

European waters. Pressure was brought to bear on
Congress and President Wilson to enact measures which
would bring relief to affected parties. A federal bureau

Department to insure American vessels at low rates.

cargoes of our allies.

A. D. Noyes, War Period in American Finance,

25. Zeis, op. cit., p. 82.
Statutes at Large, 63rd Congress, 2nd Session,

of war risk insurance was established under the Treasury
26

Later this coverage was extended to include ships and
27

to write insurance for cargoes on ships sailing into 
25

26. I 
Chapter 293, 1915-

24. j ~ ”
1926, pp. 56, 71.

27. J. Russell Smith, Influence of the Great War on Shipping, 1919, PP. 49-61.

dining seriously due to lack of shipping, and producers 
24 and distributors were facing ruin.
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During 1914, a number of emergency measures were
passed by Congress to ease the former strict provisions
of our navigation laws and to encourage more tonnage to
come under the American flag.
United States finally approached a
By 1917, a total of 650,000 tons of shipping had been

emergency measures passed in 1914.
After the initial war panic subsided, shipowners

began to enter into a period of amazing prosperity.

to pay almost any price to ship goods overseas. Rates
of American, British, and neutral shippers were so high

into the shipping business. President Wilson encouraged
the idea and advocated government ownership of merchant
shipping by stating in his third annual message to
Congress:

Cf. ante, p. 18.28.

30.
31.

Zeis, op. cit., p. 85.
Ibid., p. 86.

Exporters with huge stocks and large demands were willing 
30

that farm groups and others pressured Government entry
31

transferred to American registry under the terms of
29

Due to war conditions, the
28 "free ship" policy.

29. J. E. Saugstad, Shipping and Shipbuilding 
Subsidies, 1932, pp. 34-5.
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It provided for a
Shipping Board with the power to create an Emergency

government ships subject to certain limitations. The
results, due to the creation of the United States
Shipping Board and the Emergency Fleet Corporation, are
subj’ect to question. During the five-year period follow
ing the creation of the Board, a total of 2,312 vessels,
aggregating 13,636,711 deadweight tons, was added to the

33.

32. j   .....Secure Aid for American Ships, 192b, p. 619.

Corporation to purchase, construct, and operate the
34

34. !1916, Chapter 451.

Alexander R. Smith, Report on Attempts to 
_____ -- 71 \ ' ~R• (Excerptof presidential message ."J

Cf. post, pp. 32, 41.
Statutes at Large, 64th Congress, 1st Session,

It is high time we repaired our 
mistake and resumed our commercial 
independence on the seas. For it 
is a question of independence. If 
other nations go to war or seek to 
hamper each other's commerce, our 
merchants, it seems, are at their 
mercy, to do with as they please. 
We must use their ships, and use 
them as they determine. We have 
not ships enough of our own. We 
cannot handle our own commerce on 
the seas. Our independence is 
provincial, and is only on land and within our own borders.32

After much debate, restriction, and compromise the 
33 Shipping Act of 1916 was passed.
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one contract steel ship was delivered in 1917. Only
one-hundred and seven ships were delivered before

Of the entire fleet constructed for the Shipping

It is very probable that many facets of the
merchant marine problem in the 1930's was due to this
tremendous wartime and postwar expansion of the maritime
industry.

further need for a large ship construction program.

36.

38.
39.

Zeis, op. cit., p. 107.
U. S_. Shipping Board, Fourth Annual Report,

Of this new tonnage, not
36

37. 11921, p. 2T0.—

35.1922.

Ibid., pp. 204-5.
R. S. Smith, op. cit., pp. 728-37.

Emergency powers granted to the President and the Shipping 
Board were repealed by Congress on November 8, 1919.39

35 American merchant marine.

November 1, 1918, totaling about 615,000 deadweight 
tons.
Board, more than one-third was commenced after the war 

38 was over.

U. S. Shipping Board, Sixth Annual Report, DeadweTght tonnage is defined as: The weight, expressed in tons of 2,240 pounds, required to depress a vessel from the light water line to the load line.

General Conditions in the Maritime Industry, 1920- 
1936—It was very evident that by 1920 there was no
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The problem facing the government was that of disposing
of excess ships; not constructing more. Furthermore,
there was strong support among Congressmen and lobbyists
for new legislation which would diminish government
ownership of vessels and foster a privately owned
merchant marine. Thus, the Merchant Marine Act of 1920
was passed. The act provided for the sale of surplus
ships, regulation of the government fleet, and the

vessels for reconditioning or building purposes. It
also established a new Shipping Board which inherited

In general, shipowners survived very well from World War
I to 1928; and, thanks to Congressional action brought
about by their promotional efforts, they succeeded in
having the Merchant Marine Act of 1920 amended, in 1928,
to provide for subsidy payments through mail contracts.
At the same time, American seamen were hard pressed for

Ibid., p. 43.41.

granting of certain loans to shipowners of American
40

most of the regulative authority included in the Act of
41

1916 and it also granted additional powers to the Board.

40. U. S_. Shipping Board, The Shipping Act, 
Merchant Marine Act, 1920 as amended and Merchant Marine 
Act, 1928, p. 43; and Zeis, op. cit., p. 117.
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employment and had relatively little bargaining strength.
The International Seamen's Union reported that member-

Also, it has been esti-

These subsidies took the form of discounts to purchasers

borrowed, and mail payments.
Much of the maritime legislation passed in the late

twenties was directed toward a program of new ship
construction to replace the ships produced by the Shipping
Board during and after the first world war. However, only
a few ships were built and most of them were built with
the aid of inexpensive loans from the government. It was

In 1933,

William P. Gottlieb, This is the NMU, 1954,

368.
44.
45.

Charles C. Rohling, Edward W. Carter, Bradford 
and John G. Harvey, Business and Government,

of surplus war shipping, lowered interest rates on money
44

43.W. West, 
1953, P.

42.
p. 37.

Ibid.
Zeis, op. cit., p. 164.

predicted that almost all of the American vessels in
45 foreign trade would be obsolete by 1940.

mated that in the period from World War I to 1936, sub
Zip sidies to shipping approximated 250 million dollars. J

ship declined in their organization from 115,000 in 1921
42 to less than 3,000 in 1929.
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Postmaster General Farley reported to President Roosevelt
that private shipping companies under mail contracts

A fair estimate
listed the total resources of these companies at about
$80,000,000. Shipowners, even though generously sub
sidized, had failed to keep their heads above water.

Methods of Training Maritime Personnel

Prior to World War I—During the early years of the
clipper ship era in the United States, formal programs
of training seamen and officers were unheard of. Usually
inexperienced personnel signed on ships as deck boys or
ordinary deck hands. Any training or increase in knowl
edge and skill came about from practical experience.
Around 1830, the general efficiency of labor on American
vessels was probably higher than at any other time, and

The ability of American

*7. Hutchins, op. cit., p. 222.

owed the government $112,514,000 on construction loans 
46 and unpaid balances of ship sales.

vessels going to sea were able to secure capable, sober
47 men by merely hoisting a sign. '

46. Report of Postmaster General Farley to President Roosevelt on Mail Contracts. Reprinted in the House Merchant Marine Committee Hearings - to Develop an American Merchant Marine, 1935> pp. 1104-5-
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officers as navigators and seamen was equal to the
European standard, and in many cases probably superior

The conditions on board ships and the mixture of
the crews changed considerably in the 1850's. While
American ships were generally manned at a cost equal to
or lower than those under the British flag, this com
petitive advantage was obtained mainly through hard
driving of the men and superior seamanship on the part
of the officers. This resulted in the almost total dis
appearance of native-born seamen, whose places were taken,

Another factor influencing the
scarcity of native-born sailors in this period was the
job opportunity in other industries. Around the turn of
the century the pay of an American sailor shipping from
an American port seldom exceeded twenty-five dollars per
month on a sailing vessel and thirty dollars a month on
steam vessels, but at the same port, a mechanic would be
receiving from three to four dollars per day, and an

48. Ibid.
Ibid., p. 306.49.

for the most part, by Irish, English, German, and Scandi- 
49 navian sailors.

because many of the most capable men in American life 
48 were drawn into seafaring careers.
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Thus, with a vast supply of European
seamen willing to work on American vessels under Ameri
can officers, and other economic opportunities tempting
native-born seamen, the problem of training never really
developed during the height of the sailing-ship era.

In 1872, Congress passed an act which established
the offices of the U. S. Shipping Commissioners. This

apprenticing of boys to sea service. However, the re
sults were poor and the system of apprenticing seamen
failed as have many other federal efforts in this field.

By 1874, there was pressure and encouragement
directed toward Congress to provide aid to various states
that desired to train licensed merchant marine officers.
The Act of Congress passed June 20, 1874, authorized the
Navy to furnish a suitable vessel to any state nautical
school that might be established at specified ports and

The act was amended in 1881

50.
51.

18 Stat. 121, 1874.52.

act directed the offices to promote and facilitate the
51

Walter T. Dunmore, Ship Subsidies, 1907, p. 38. 
17 Stat. 262, 1872.

to detail naval officers as superintendents and in
structors of such schools.

intelligent helper would be getting about two dollars 
and a quarter.
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to include other ports and by an Act of Congress on

schools was provided for the first time. Under this
law, a sum not to exceed the amount annually appropri
ated by any state for the maintenance of a nautical
school was appropriated to aid in the maintenance and

New York City, the first port to take ad-

The only other formal program of training officers
during this period began with the passage of an act by
Congress, March 3> 1891, which required ocean-mail
contractors to take a complement of cadets aboard their

The cadets were to receive practical and

36 Stat. 1353, 1911.53.
54. Ibid.

26 Stat. 830, secs. 657-665.56.

This school is now known as the New York State Other states to take ad-

March 4, 1911, financial assistance to state nautical
53

55.University Maritime College.vantage of the act during this period and establish schools were Massachusetts and Pennsylvania.

ships, the number depending on the size of the vessel in 
56question.

support of state schools, not to exceed $25,000 per year 
54 per school.

vantage of the federal government's offer, established 
55 the first maritime school in the United States in 1874.
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The cadet system of training, while
apparently little supervised by the government, existed
essentially in its original form, until the passage of
the Merchant Marine Act of 1936, as amended in 1938.

World War X—Most of the governmental activity
occurring in the maritime field during the war years
of 1914-18 was directed toward the acquisition of large
numbers of merchant vessels for carrying cargo and
troops to Europe, and the construction of hundreds of
new vessels of all classifications to supplement the
ones in service. Little attention was given to the
problem of training unlicensed and licensed seamen,
until the government realized that if millions of dol
lars were to be spent on constructing ships, some effort
should be made to see that the ships were efficiently
operated by skilled mariners. Consequently, under the
Shipping Act of 1916, the Emergency Fleet Corporation
established a Recruiting Service on June 1, 1917, to
train personnel for all services in the merchant marine

To carry out their

57.
58.

Wissman, op. cit., p. 4-7.
J. R. Smith, op. cit., p. 195.

intensive instruction in various phases of training 
S7 while at sea.

and to provide for job placement of the seamen upon 
finishing the training courses
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objectives, the Recruiting Service established schools
for apprentice seamen and for deck and engineer of
ficers . It is interesting to note that the assistance
of the Massachusetts Institute of Technology was se-

The Recruiting
Service divided the country into seven districts and
provided schools in each of these districts for training
officers. To be eligible for admittance to the schools,
a minimum of two year’s experience at sea was required;

For the training of ordinary seamen, firemen, oilers,
watertenders, cooks, stewards, and so forth, two training

Courses of training lasted four
to six weeks and the Sea Service Section of the Recruiting
Service had the responsibility of finding positions on
merchant vessels for those trained under their auspices.
From the opening of the Bureau to its closing date in

Ibid.59.
Wissman, op. cit., p. 41.60.

61. J. R. Smith, op. cit., p. 197.

ships, accommodating between five and six hundred sailors
. ., , 61each, were provided.

cured to take charge of the teaching in both the 
59 engineering and navigation courses.

but the period of school training lasted only four to
. , 6osix weeks.
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Following the war, the decreasing demand for mari
time officers and seamen brought about the closing of
the training schools, and interest in maritime personnel
declined rapidly.

1920 to 1936—Wartime training schools for maritime
personnel were closed down in 1921, due to the increasing
cost of operation and the decreasing demand for seamen.
However, by 1924, the Sea Service Section of the United
States Shipping Board inaugurated a system of placing
and training deck boys of American nationality on the

This gave an opportunity to American boys who wanted to
go to sea. Instruction was provided in seamanship and
navigation, and the boys were allowed to advance to

young men of United States nationality between the ages

Wissman, op . cit., p. 42.62.
63. Ibid.
64. Ibid.

63 cargo vessels operated by the Emergency Fleet Corporation.

Between 1926 and 1931, more than 6,000 inexperienced

1921, a total of 34,238 men were trained for unlicensed
,, 62ratings.

64 higher ratings as they became proficient in their work.
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to adopt seamanship as their lifework.
December 4, 1930, the deck-boy program was curtailed in

who were out of work.
Programs for officer training were being conducted

during this period by several state maritime academies.
As previously mentioned, the first state academy was
founded in New York in 1874 and was operated by the port

In 1929, the school was renamed, the New

Other state maritime
schools in operation during this period, that were sup
plying officers to the merchant marine, were the Massa
chusetts Marine Academy, founded in I89I; the California
Maritime Academy, established by the legislature in 1929;
the Pennsylvania Maritime Academy, opened in 1889; and
the Washington State Nautical School, established in 1920

65. Annual Report, The U. S. Shipping Board, 1928.
66. Ibid.
67.
68.

Cf. ante, p. 31-
Cf. post, p. 106.

of eighteen and twenty-three were afforded an opportunity
65

order to create additional positions for experienced men 
66

of New York until 1913, when control was turned over to 
the state.
York State Merchant Marine Academy, and was relocated, 
at Fort Schuyler, New York.^S

However, on
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The only other alternative plan
which provided a license as an engineer or deck officer
to seamen, was one of self-study and experience. The
final step in this program was taking and passing the

which was offered in various port cities.
It should be noted also that vessels under mail

contracts, authorized by the Postmaster General, were

In addition to these methods of training, the United
States Navy was authorized, in 1925, to create a naval

reserve force. Under their authority there was created
a Merchant Marine Naval Reserve, the members of which
must be officers or seamen in active service on merchant

The authority pro
vided technical training for members and a grant of one

Cf. ante, p. 31.71.
National Industrial Conference Board, Inc.,72. 1  op. cit., p. 86.

Steamboat Inspection Service's licensed examination
70

69. U. S. Department of Commerce, Review of Merchant Marine Personnel Training Program, ApriT, 1955, 
pp. 9-12; cf. post, pp.

but closed in 1921.^^

still required to carry a specified number of cadets upon
71each of their ships for training purposes.'

vessels, who must pass a physical examination and be
72 citizens of the United States.

70. American Bureau of Shipping, The American Merchant Marine, 1933, PP. 91-2.
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These programs conclude the methods of training
maritime personnel from 1920 to 1936. Other phases of
the training problem and changes in the training
programs will be described in the coming sections follow
ing a description of the Merchant Marine Act of 1936.

month's pay in addition to regular wages, after Joining 
the reserve.73

73. Wissman, op. cit., p. 53. (Not until 1937 was an appropriation made by Congress for giving a short period of training on naval vessels to a limited number of licensed and unlicensed merchant marine personnel.)



CHAPTER III

PUBLIC CONTROL OF THE MARITIME INDUSTRY: 1936 TO 1946

The Merchant Marine As A Public Utility

It has been clearly demonstrated by legislative acts
and court decisions that the merchant marine is a public
utility and that, as such, it can be regulated by the
government. That is, our nation's shipping facilities
perform recognized public services though operated by
private concerns. Thus, Congress has exercised control
over shipping by utilizing two constitutional powers:
first, the power to regulate interstate and foreign com-

(this power has been exercised on all the navi
gable waters of the United States); second, the Judicial
power of the federal courts, which the Constitution de
clares shall extend
maritime Jurisdiction. In the exercise of its mari
time powers the federal government controls American

United States Constitution, Article I, Section

Ibid., Article III, Section 2.2.

38

1. 1_8, Clause 3.

merce, which applies to water as well as land transpor- 
tation^

"to all Cases of Admiralty and 
n2
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ships in port and upon the high seas and may extend its
control over American vessels in foreign waters if the

As an illustration of governmental attitude
and regulation affecting ocean shipping in the early
years of our nation, it is important to note that over

The merchant marine and related facilities serve as
an adjunct of foreign trade, and the personnel for
manning and constructing ships is an indispensable part
of the defense program of any nation. It is conceded
that best use of shipping facilities to aid national
defense will come about through government regulation
and control in an emergency period. Also it is obvious
that a nation must have economically sound transportation
facilities for the greatest possible trade prosperity in
peacetime, and for this reason, every major country in
the world treats the merchant marine as a public utility

fifty legislative acts were passed between the years 
1789 and 1830.4

foreign government does not wish to exercise its juris
diction.

3. C. C. Rohlfing, E. W. Carter, B. W. West, and 
J. G. Hervey, Business and Government, 1953, p. 367.

4. American Bureau of Shipping, The AmericanMerchant Marine, 1933, p. 4. "" ...
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Review of public control prior to 1936—As brought
out in previous chapters, early legislative acts relating
to shipping were for the purpose of obtaining favorable
reciprocal trade relations with other nations. After
1830, and until 1900, mail subvention legislation consti
tuted the most important Acts of Congress affecting the

The Ocean-Mail Act of March 3, 1891,merchant marine.
stressed also the provisions that certain proportions
of the crews on mail-carrying steamers be American
citizens, and that ocean-mail contractors be required to
take a complement of cadets aboard their ships, the

6number depending on the size of the vessel in question.
This act was amended by the Merchant Marine Act of 1928.

In general, it can be said that the United States

During the latter part of the 19th century and
for some years into the 20th century, Congress gave
repeated consideration to the problems of the merchant
marine, but a firm policy did not take shape. Several

Ibid., p. 11.5.
6. Cf. ante, p. 31.

searched for a definite merchant-marine policy until 
1936.

and enacts such regulation as is needed to protect the 
public interest in it.^
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presidents, including Theodore Roosevelt in 1903, sent
strong messages to Congress stressing the need for

Only the outbreak of World War I caused any
positive action by Congress. The Panama Canal Act of
1912, amended in 1914, was primarily concerned with the
registry of foreign trade vessels, whether built in the
United States or not. The purpose of the act was to
develop a large American-owned fleet to engage in foreign

However, after the war began in 1914, and foreigntrade.
vessels, which had been carrying a large part of our
goods in foreign trade, had been withdrawn, Congress was
impressed with the absolute necessity for action that

This feeling resulted in the passage of the
Shipping Act of 1916. This act was primarily emergency
legislation. It provided for the purchase, construction,
and operation of an American-flag merchant fleet by the
government, under authority of the newly created Shipping

8. American Bureau of Shipping, op. cit., p. 6.

merchant marine development, but no effective results 
7 occurred.

would create a permanent merchant marine under the Ameri- 
ph 8 can flag.

7. House Merchant Marine and Fisheries Committee, Survey - The American Merchant Marine Policies and 
Problems, 1954, p. 3.
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Besides forming the Emergency
Fleet Corporation, the Shipping Board also established
the Sea Service Bureau to aid in training and placing

The Shipping Act of 1916, enacted during an
emergency period, was not sufficient to deal with
problems of ship disposal, and so forth. Thus, after
the war it was replaced by the Merchant Marine Act of
1920. This act set forth the maritime policy of the
United States which in part was for the establishment
and maintenance of a merchant marine of

The Act of 1920 failed to stimulate private enter
prise in shipping even though the Shipping Board was

39 Stat. 728, Chapter 451.9.
10.
11.

Cf. ante, p. 31.
41 Stat. 988, Chapter 250.

. . .the best equipped and most suitable types of vessels sufficient to carry the greater portion of its commerce and serve as a naval or military auxiliary 
in time of war or national emergency, ultimately to be owned and operated privately by citizens of the United States. . . .11

Board, which was allowed to form one or more corporations 
q for the above purposes.

seamen on American merchant vessels owned or operated by 
„ 10 the government.
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But the

act did create a revolving construction loan fund of

$125,000,000 to help owners finance the building of

American ships in domestic shipyards, and it also in

cluded provisions for the sale and operation of the

government fleet.
After much discussion, effort, and compromise, the

Merchant Marine Act of 1928 was passed by Congress, and
here again, the primary purpose of the act was to promote
an American merchant marine under private ownership and

The act amended the Ocean-Mail Contract Actoperation.
of 1891, provided a system of mail contract payments as
a subvention, sought to control ruinous competition, and

Judged by the interests of the country
at large the Merchant Marine Act of 1928 was a colossal

The end

12. American Bureau of Shipping, op. cit., p. 6.
House Merchant Marine and Fisheries Committee,

authorized to establish and maintain American services 
in the foreign trade of the United States.

failure; measured by the interests of the shipowners and
14 shipbuilders the act was an amazing success.

for the first time adopted the concept of essential 
trade routes.^

13. 1Survey, op. cit., p. 4.
14. Paul Maxwell Zeiss, American Shipping Policy,

1938, p. 150. " -------
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result was that the act fell far short of establishing
the merchant marine on a sound basis.

Merchant Marine Act of 1936

Introductory Remarks—Up to this point, little has
been said in this chapter about maritime training and
its relation to public control of the shipping industry.
The answer is clear. Beyond recognition of the need for
skilled maritime personnel in World War I and the
establishment of emergency training programs during and
shortly following the war, federal legislation had
practically ignored this important aspect of the merchant

and federal aid to state maritime academies,
but intervening federal legislation to 1936 bypassed the
need for instituting any additional training programs.

With the development of a stable national shipping
policy, as declared in the Merchant Marine Act of 1936,
the framework for developing more skilled native-born

The Merchant Marine Act of 1936mariners, was erected.
was not specifically designed for instigating federal

Cf. ante, p . 31.15.
16. Cf. ante, p. 31.

Prior mention has been made of the cadet
16

marine problem.
program1^
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maritime training programs, but it specifically granted
authority to the newly created Maritime Commission to
develop and maintain a strong and efficient merchant

The policy set forth, produced Sectionpersonnel.
216 of the Merchant Marine Act of 1936, as amended in
1938, which authorized the establishment of the United
States Maritime Service as a voluntary organization for

Training American citizens to man an efficient
merchant marine is a vital part of our national shipping

Our present policy, developed from the Merchantpolicy.
Marine Act of 1936, is as follows:

17.

18.

17. Public Act No. 835j Section 101, 74th Congress, 
June 29, 1936.

52 Stat. 953, 965.

marine "manned with a trained and efficient citizen 
,J7

the training of licensed and unlicensed personnel for
1 qservice aboard merchant vessels.0

. . .to foster the development and 
encourage the maintenance of a 
merchant marine built in the United 
States and owned and manned by 
United States citizens and operated 
under the United States flag in order 
to: (1) transport all the domestic 
waterborne commerce; (2) transport a 
substantial portion of the United 
States foreign commerce; (3) provide 
service on all routes essential for
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Background of the Act—This Merchant Marine Act of
1936 was passed because of the failure of prior shipping
acts to bring about desired results in the areas of
shipbuilding, private ownership of vessels, labor re
lations, safety-at-sea, working conditions on board
ships, and subsidy payments. The main question was
whether the United States should have an adequate merchant
marine or not, and if so, what policies should be under
taken to stabilize operation, construction, and manning
of said vessels; which would become a sound basis for
national shipping policy in the peacetime years ahead.
President Roosevelt, on March 4, 1935., sent a message to
Congress presenting his opinions. It stated in part:

Public Law 321, Section 2, 79th Congress,

I present to Congress the question of whether or not the United States should have an adequate merchant marine.

19.1946.

To me there are three reasons for answering this question in the affirmative . The first is that in time of peace, subsidies granted by other 
nations, shipping combines, and other restrictive or rebating methods may well be used to the detriment of

maintaining the flow of waterborne 
commerce at all times; and (4) serve 
as a naval and military auxiliary in 
time of war or national emergency.19



47

20

In addition, the President's message recommended a
frank subsidy, both a differential subsidy so far as
operation is concerned, and a subsidy to cover the
difference in cost of construction of American vessels

Much of what President
Roosevelt recommended was incorporated in the new act
in 1936.

Ibid.21.

House Document No. 118, 74th Congress, 1st 
1935.

20.Session,

Second, in the event of a major 
war in which the United States is not 
involved, our commerce, in the absence 
of an adequate American merchant 
marine, might find itself seriously 
crippled because of its inability to 
secure bottoms for neutral peaceful foreign trade.

American shippers. The maintenance 
of fair competition alone calls for 
American flag ships of sufficient 
tonnage to carry a reasonable portion 
of our foreign commerce.

Third, in the event of a war in 
which the United States itself might 
be engaged, American flag ships are 
obviously needed not only for naval 
auxiliaries, but also for the 
maintenance of reasonable and neces
sary commercial intercourse with other nations. We should remember 
lessons learned in the last war. . .

in American shipyards as against the construction of
21 similar vessels abroad.
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Other conditions existed in the maritime industry
before 1936 which provoked the passage of the act.
Under the Merchant Marine Act of 1928, a mail-contract
system had been put into effect to subsidize ship
operators carrying United States mails, so that a
permanent and privately owned merchant marine would be
maintained. A report made by the Post Office Depart
ment, January 11, 1935, tendered to the President,
summarized the operation of the system in the following
terms:

Also, labor conditions in the maritime industry
were extremely poor. According to an economic survey
of the American merchant marine made by the Maritime

22.

The recent investigation has 
shown that comparatively little 
of the enormous grants has gone 
into the building of a permanent 
merchant marine on a sound basis.

Report of Postmaster General Farley to Presi
dent Roosevelt on Mail Contracts. Reprinted in the 
House Merchant Marine Committee Hearings to Develop an 
American Merchant Marine, 1935, pp. 109U. ~——— —

The liberal treatment accorded 
to the operators under ocean mail 
contracts has resulted in much 
waste and extravagance. Too many 
of the contractors have diverted 
these grants or subsidies, or by 
whatever name this aid may be 
called, to other than sound shipping 
operations. . . .22
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Commission under authority of the Merchant Marine Act

The
survey reported that,
reduce interunion friction, to increase efficiency of
our crews, and to restore order and discipline upon our

can fleet will be futile.
In addition there were many other examples proving

that the maritime industry was neither stable nor
operating under laws which pointed toward stability.
Labor relations between unions and shipowners were at a
new low prior to 1936. The employee was abused and had
poor quarters, low wages, and long hours. On the other
hand, employers were faced with sullen attitudes,
desertion, and strikes which were crippling to the mari
time industry. Most authorities indicate that the ship
owners were, in a large measure, to blame for the
situation, since many of them had been receiving govern
ment aids and subsidies through the years and had done

24.

ships, all Government efforts to develop a strong Ameri- 
,.24

"unless something is done to

23. United States Maritime Commission, Economic Survey of the American Merchant Marine, p. 4-3, November 
10, 19377

Ibid., p. 44.

of 1936, one of the most difficult problems confronting
23 the Commission was that of seagoing personnel. J
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little to better working conditions, living quarters,
and wages of the seamen.

One final consideration should be mentioned. Be
cause of a number of major marine disasters, including
the destruction of the
public attention was focused upon the inadequate safety

The re
sult was a demand for a complete overhauling and re
vision of the laws designed to promote safety at sea
and a movement for closer supervision and better training
of personnel employed on ocean-going vessels.

Substance of the Act—A brief review of the es
sential provisions of the act should be pointed out.

To begin with, the act expressed Congressional
policy regarding the merchant marine in terms which
dictated the national shipping policy of that period.
That policy has been maintained and substantiated to
the present time, and represents our national shipping
policy today. To carry out this policy effectively, the

act created the United States Maritime Commission which

was handed down all of the obligations and powers of the

Zeiss, op. cit., p. 176.25.

devices used on American ships and upon the incompetence 
25 of the officers and crews that operated them.

"Morro Castle" and the "Mohawk,"
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Shipping Board and all of the properties of the Merchant
Fleet Corporation. The Maritime Commission when organ
ized was directed by Congress also to make a survey of
the merchant marine to determine a program of replace
ments which would accomplish the following objectives as
found in the act:

Other important provisions in the act provided for
frank subsidies to cover the differential in construct
ing and operating costs as compared to foreign com-

Public Law No. 835, op. cit., Section 210.26.

Second, the ownership and the operation of such a merchant fleet by 
citizens of the United States insofar 
as may be practicable.

First, the creation of an adequate 
and well balanced merchant fleet, 
including vessels of all types, to 
provide shipping service on all routes 
essential for maintaining the flow of 
the foreign commerce of the United 
States, the vessels in such fleet to 
be so designed as to be readily and 
quickly convertible into transport 
and supply vessels in time of national 
emergency. In planning the develop
ment of such a fleet the Commission 
is directed to cooperate closely with 
the Navy Department as to national
defense needs and the possible speedy adoption of the merchant fleet to national-defense requirements.26

petitors; measures to increase efficiency of crews on
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American merchant ships; authority to establish minimum
wage and manning scales on subsidized vessels; and
discretionary authority to determine trade routes and
services essential for the promotion, development, ex
pansion, and maintenance of the foreign commerce of the
United States.

Amendments to the Merchant Marine Act of 1936—
Following the passage of the Merchant Marine Act of 1936,
the Maritime Commission instigated several studies of
problems existing in domestic as well as foreign com-

On November 10, 1937, the Maritime Commissionmerce.

From an analysis of this
survey, from reports of other problems studied, and from
recommendations of the Commission arising out of its
experience in the administration of subsidy agreements.
came forth amendments to the Merchant Marine Act of 1936.

Many of the important amendments to the statutes
governing the Commission's activities were enacted by

The Act of June 23, 1938, added Section

transmitted its published Economic Survey of the American 
Merchant Marine to Congress.

the Seventy-fifth Congress in Public Law, No. 705, ap
proved June 23, 1938, and Public Law, No. 573, approved 
June 1, 1938.27

27. United States Maritime Commission, Report to 
Congress for period ending October 25, 1938, p. 4.
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216 to the Merchant Marine Act of 1936, which authorized
the establishment of the United States Maritime Service

marine personnel in the United States. Under the
original enactment, the Commission was also directed to
prepare a report to Congress on or before January 20,
1939, covering a comprehensive system for the training

and unlicensed personnel on American merchant ships.
Under General Order No. 25, July 14, 1938, the Maritime
Commission established the United States Maritime Service

States Coast Guard. Also, on January 1, 1939, the

was submitted to Congress as directed.
Other amendments were enacted which added new titles

to the Merchant Marine Act of 1936. Title X, set up a

52 Stat. 953, 965.28.
Ibid.29.

30.

Ibid.31.

Commission's report on Training Merchant Marine Personnel
31

and provided that it should be administered by the United 
30

United States Maritime Commission, Report to 
Congress on Training Merchant Marine Personnel, January 1, 
1939, P- 1.

of citizens of the United States to serve as licensed
29

as a voluntary organization for the training of merchant
28
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Maritime Labor Board with limited powers of mediation;
and Title XI, authorized the Commission to insure
preferred ship mortgages which secured new loans or
advances made to aid construction, reconstruction, or

Subsequent to the submission of the report on Train-

on
The stated purpose of the amendment

was to make more effective provision for the training of
personnel in the merchant marine. One important feature
was to broaden the class of eligible trainees in the

While other amendments, beyond those mentioned, were
enacted following the Act of 1936, no others specifically
pertained to personnel or training and thus only more

United States Maritime Commission, Report to32.
Congress for period ending October 25, 1938, p. 4.

53 Stat. 1182.33.

34. Ibid.

ing Merchant Marine Personnel, Congress further amended 
Section 216 of the Merchant Marine Act of 1936, 
August 4, 1939.33

reconditioning of almost all types of vessels engaged in 
the domestic or nearby trades.

United States Maritime Service to include personnel with- 
•a2i out previous experience.-1
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important amendments have been mentioned as indicators
of general legislation affecting our merchant marine
prior to World War II.

Ship Construction—Fortunately for the United States,
the Merchant Marine Act of 1936 was passed. For it put
into operation a shipbuilding program directed and
administered by the Maritime Commission. By the time of
the outbreak of active warfare in Europe in September,
1939, the shipbuilding program was well underway and the
nucleus for building additional ships, following the
United States * entry into the war, was in existence and
was considered a tremendous asset to our war efforts.
As of October 1, 1940, the Commission's program for the

The original
vessel-construction program of the Maritime Commission,
initiated in 1938, proposed the construction of fifty

This number was deemednew ships a year for ten years.

35.

The Merchant Marine and Federal Government 
in World War II

35. United States Maritime Commission, Report to Congress for period ending October 25, 1940. See Appendix, Table A, for a breakdown of the types of vessels contracted for.

construction of new tonnage to be added to the American
35 merchant marine embraced 177 vessels.
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to be sufficient to replace about eight-hundred old or
obsolete vessels built during and after World War I.
On February 6, 1941, Congress passed Public Law No. 5,
authorizing the Commission to construct 200 additional

class due to the increased

Subsequent legislation and de
velopments, to the end of World War II, brought about

37Of this number, 2,587 were Liberty ships.

United States Maritime Commission, Report to

38.
39.

Ibid., p. 5.
Ibid.

At the war's end, United States shipyards holding Mari
time Commission contracts had a total of 526 vessels

United States MaritimeCommission, Report to
. ‘ ; See Appendix,

on
38 their schedules incorporating 4,598,190 deadweight tons.

37. I  . .__  .Congress for period ending June 30, 1945. f  Table fe, for ships constructed by years, from 1939 to 
1945.

36. L* ’ ’ ' 7’ . " ’ ’ ’ ~ ,
Congress for period ending October 25, 1941.

vessels of the "Liberty"

A number of cancellations took place but still 349 ships 
totaling 3,619,872 deadweight tons were left to be 
completed. 

the total construction of 5,377 vessels from 1939 to 
June, 1945.

demand for shipping facilities brought on by the out- 
36 break of the war.

June 30,
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The brief picture presented of shipbuilding during

the war years indicates that the Maritime Commission's
building program was tremendously successful under
trying circumstances. One has only to review the
record of the Shipping Board in World War I to recognize
the achievement of the Commission during World War II.

Training—While a sound ship-construction program
had been started in the late 1930's, the Merchant Marine
Act of 1936,
program of training maritime personnel by the newly
created Maritime Service. This development came about
through Congressional instruction to the Commission in
1936 to man the merchant marine with trained and ef-

Thus, the Maritime Commission in 1938fieient personnel.
recommended to Congress the establishment of the United

Congress ap-
and the Commission, on July 14,

1938, under its General Order No. 25, established the

as amended in 1938, also stimulated a

40. United States Maritime Commission, Report to Congress on Training Merchant Marine Personnel, op.~ cTt., 
P. 1.

States Maritime Service for the training of licensed and 
40 unlicensed merchant marine personnel.

. -41proved the proposal

41. Public Law No. 705, 75th Congress. 3rd Session, approved June 23, 1938, (Section 216(a), (b), and (c).
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Maritime Service, to be administered by the United States
Coast Guard.

The Merchant Marine Act, as amended, also directed
the Commission to prepare a report to Congress on or
before January 20, 1939, covering a comprehensive system
for the training of citizens of the United States to

This report was made to Congress on
January 1, 1939* Much of the Commission's policy in
respect to training licensed and unlicensed maritime
personnel was derived from this report. It dealt with
the subject in two sections, namely: (1) qualifications
and training of merchant officers and men of other mari-

merchant marine personnel in the United States.
As a result of previously mentioned legislation in

this chapter the Maritime Commission authorized the
establishment of a number of activities related to the

Several have alreadytraining of maritime personnel.
been referred to in this chapter but all, which occurred

52 Stat. 953, 965.42.

time nations; and (2) existing agencies for training
*3

43. tration. U. S. Department of Commerce, Maritime Adminis- ux-auxuxi, Review of Merchant Marine Personnel Training 
Program, April, T555, P. 1.

serve as licensed and unlicensed personnel on American 
42 merchant ships.
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prior to and during World War II, are listed in
chronological order with a brief history included.
They are as follows:

4. The U. S. Maritime Service Train
ing Station, Government Island, Alameda, 
California was opened in December 1938 
as an upgrading and refresher school for 
licensed and unlicensed personnel. It 
became an officer candidate school in 
1941 and in February 1943 this activity 
was transferred to new facilities at 
Neptune Beach, Alameda, California. 
Training discontinued January 31, 1954.

2. The United States Maritime 
Service was established by General 
Order 25> effective July 14, 1938.

1. The United States Merchant 
Marine Cadet Corps was established 
by General Order 23, effective March 
15> 1938. The operation of this 
corps initially rested entirely on 
contract arrangements between the 
Commission and its managing agents 
or subsidized operators. Under 
authority of Section 216 of the 
Merchant Marine Act, 1936, as amended, 
the cadet system was extended and de
veloped to its present status.

3. The U. S. Maritime Service Train
ing Station, Hoffman Island, New York, 
was opened in September 1938 and con
tinued in operation until October 1945. 
From 1938 to February 1944 it was 
operated as a training station for un
licensed personnel when these activities 
were consolidated with Sheepshead Bay. 
From February 1944 to date of closing 
it was a training station for Radio 
Officers.
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10. The U. S. Merchant Marine Cadet 
School, San Mateo, California was operated from 1§42 to 1947. Cadet-Midshipmen in 
training transferred to the U. S. Merchant 
Marine Academy, Kings Point, N. Y.

7. The U. S. Maritime Service 
Training Station, St. Petersburg, 
Florida, was established in February 
1940 as a base for the training ship 
AMERICAN SEAMAN. Shore facilities 
were completed in August 1940 and this 
unit was in continuous operation as a 
training station for skilled unlicensed 
ratings until March 31, 1950 when it 
was deactivated.

5. The U. S. Maritime Service 
Officers School, Fort Trumbull, Nev; 
London, Connecticut, was opened in 
February 1939 as a refresher school 
for licensed officers. Converted to 
an officer candidate school in 1941, 
and continued in operation until May 
1946 when it was consolidated with 
Sheepshead Bay.

9. The U. S. Merchant Marine Cadet 
School, Pass Christian, Mississippi, in 
1940. Later transferred to Pass Christian, 
closed March 31> 1950 and Cadet-Midship
men in training transferred to the U. S. 
Merchant Marine Academy, Kings Point, 
N. Y.

6. The U. S. Maritime Service 
Radio Training Station, Gallups 
Island, Boston, Massachusetts, was 
opened in July 1940 as a school for 
training radio operators. Continued 
in operation until October 1945.

8. The U. S. Merchant Marine Academy, 
Kings Point, New York. This unit was 
opened at New London, Connecticut, in 
1940. In January 1942 the Academy was 
transferred to Kings Point after facili
ties for permanent site were acquired.
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Dis-

All Maritime Service training programs were
initially administered by the Coast Guard under rules

45and regulations established by the Maritime Commission.
By Executive Order No. 9198 of July 11, 1942, Juris
diction over the maritime training program was trans
ferred to the War Shipping Administration where it re-

On September 1, 1946, themained until after the war.
War Shipping Administration functions were transferred
back to the Maritime Commission and this original agency

44. Ibid., pp. 2-3.
45. Ibid., p. 3.
46. Ibid.

■ 12. The U. S. Maritime Service 
Institute opened in January 1944 to 
offer extension and correspondence courses to men in the industry. 
Located at Sheepshead Bay., 
continued April 30, 1954.^

assumed responsibility for conducting the training
46program.

11. The U. S. Maritime Service Training Station, Sheepshead Bay, 
Brooklyn, New York opened in September 
1942 as a training station for un
licensed ratings. Operated as a 
refresher, up-grading and specialist 
school for licensed and unlicensed 
personnel already in the industry 
until February 28, 1954, when this 
training was discontinued.
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The total cost of conducting the maritime training
program expanded with the enlargement of the merchant
fleet. Table 2 Indicates this cost from the year 1939
to 1955. It has been estimated that approximately
275,400 officers and men were trained and made available
to the merchant marine through the training program of

TABLE 2

AmountAmount

Source:

47.

1951. .1952. .
1953. .1954. .

Fiscal year

U. S. Department of Commerce. (Reproduced from Review of Merchant 
Marine Personnel, 1955, P• 3.)

Fiscal 
year

1939. . .$ 3,178,0002,212,0004,135,000

APPROPRIATIONS FOR MARITIME TRAINING PROGRAM, 
1939-1955

the Maritime Commission and War Shipping Administration
47 from the time of the program's inception in 1938 to 1946.

1948. . . $7,720,000
1949. . . 8,144,0001950. . . 6,956,000

5,450,7504,449,000
4,247,200

 . . 4,399,000
1955. . • 2,860,000

47. United States Maritime Commission, Report to 
Congress for period ending June 30, 1946, p. 51.

1940. .
1941. .1942. . . 39,495,000
1943. . . 76,350,0001944. . . 69,075,360
1945. • . 66,343,1431946. . . 38,853,710
1947. . . 12,375,000
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Program for Training Unlicensed Personnel—The
original objective of the Maritime Service in 1938 was
to establish courses of training for men in the merchant
marine with sea experience. This was later changed and
included a program for training Inexperienced personnel.
During the height of the war effort, the Maritime Service
conducted upgrade, specialist, and refresher training in
major port cities. Permanent bases were established at
Hoffman Island, New York, for the training of unlicensed
personnel and radio operators; Government Island, Alameda,
California, for upgrading and refresher courses; Avalon,
Catalina, California, for unlicensed personnel; St.
Petersburg, Florida, for skilled unlicensed ratings; and

In addition to these
facilities, the United States Maritime Service Institute
provided correspondence courses for licensed and un

skill of men at sea.
licensed seamen to aid and improve the efficiency and 

49

48. U. S. Department of Commerce, Review of Merchant Marine Personnel Training Program, op. cit., 
p. 14.

49. See Appendix, Table C, for correspondence courses offered by the U. S. Maritime Service Institute.

Sheepshead Bay, Brooklyn, New York, for refresher, up- 
48 grading, and specialist courses.



64

establishment of the Maritime Commission by the Merchant
Marine Act of 1936, and the subsequent formation of the
Maritime Service, the Commission revitalized the system
of cadet training which originally developed from the
Ocean-Mail Contract Act of I89I. The purpose of the
cadet system was to produce competent merchant officers.
To be appointed, a cadet must pass a prescribed mental
examination, be within a designated age range, be of
good character, possess certain physical qualifications,
and be selected by the Maritime Commission for training.
The training period was to be four years, one of which
would be spent at a shore training station. Under the
authority of Section 216(b) of the Merchant Marine Act
of 1936, the United States Merchant Marine Academy was
established by the Maritime Commission in 1940, as a
part of the United States Merchant Marine Cadet Corps.
As of 19551 more than 10,000 graduates of the Cadet Corps
had received merchant marine licensed ratings.

The first program of a federal nature designed to
encourage the training of merchant marine officers was

50Program for Training Licensed Personnel—After the

50. For a detailed description of the United States 
Merchant Marine Academy and the various state maritime academies, see Chapter V.
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directed toward state nautical schools in 1874. Congress
authorized the Navy to administer the early training
programs and provide suitable training vessels to states
taking advantage of the offer. Later financial aid was
rendered to each school, beginning in 1911. During

and from the inception in 1938 of the mari-operation;
time training program, to 1954, total of 4,826 men hada
been graduated. The Maritime Commission has maintained
some Jurisdiction over the state academies since 1938,
with the exception of the war years when the Division of
Training of the War Shipping Administration held Juris
diction. This limited Jurisdiction has been maintained
due to subsidy payments by the federal government. How
ever, each of the schools in existence today operates as
a division or unit of their respective state departments
of education, and entrance requirements are determined
by each state.

Other officer training programs in operation during
the war years and administered by the War Shipping
Administration were primarily for men with some seagoing

World War II, five state maritime academies were in 
51

51. States maintaining maritime academies for officer training during World War II were New York, 
Maine, Massachusetts, California, and Pennsylvania.
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experience. The major exceptions were the United States
Maritime Training Stations at Hoffman Island, New York,
and Gallups Island, Boston, Massachusetts; where train
ing programs were offered for radio officers. Maritime
Service Schools at Fort Trumbull, Connecticut, Alameda,
California, and Sheepshead Bay, New York, offered
officer candidate programs, upgrading classes, or re
fresher courses for licensed maritime personnel.

Summary—The record of the federal government and
the merchant marine during wartime was phenomenal. With
the Maritime Commission actively administering the ship
construction program while carrying out all other
provisions of the Merchant Marine Act of 193&, and with
the Maritime Service engaged in training maritime
personnel during wartime under the jurisdiction of the
Training Organization of the War Shipping Administration,
the results speak for themselves. Merchant ships and
naval vessels constructed by the Maritime Commission

See Appendix, Table B.52.
53. American Merchant Marine Conference, 1945 Proceedings, p. 22. (Excerpt from a speech made by ■Vice-Admiral Howard L. Vickery, U.S.N.)

from 1939 to June 30, 1945, numbered 5,377; with an ag
gregate weight of 52,761,723 deadweight tons.52 The 
number of vessels delivered in 1944 alone was 1,677.^3
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Faced with the problem of efficiently manning this vast
number of ships, the War Shipping Administration
initiated programs of training designed adequately to
supply personnel needs on board American merchant

At the peak of the war effort in 1944, thevessels.
Training Organization of the War Shipping Administration,
which directed the operations of the Merchant Marine

All told, from the inception of the Mari-

1945,
This tremendous recruiting program was conducted even

Despite a lowered

54.

56.

though the hazards of sailing in the merchant marine were 
As of October, 1944, a total

56. American Merchant Marine Conference, 1945 Proceedings, Vickery, op. cit., p. 25.

Cadet Corps and the United States Maritime Service, trained 
54 87,136 men.

well known to the public.
of 725 merchant seamen had been killed, 4,592 were miss-

56 ing, and 581 were prisoners of war.
rate of losses in 1944 and a greater number of men

time Commission's training program in 1938 to October,
55 a total of 247,125 men were trained and upgraded.

Ibid., p. 24.
55. American Merchant Marine Conference, 1946 Proceedings, p. 246. (Excerpt from speech made by 

Commodore Telfair Knight, U.S.M.C.)
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sailing ships, the ratio of casualties was 1 in 33, a

The federal government and the various parts of the
maritime industry worked well together during the war

There were no strikes in the merchant marineyears.
from Pearl Harbor Day to the surrender of Japan.
Operators, government agencies, shipyards, labor unions,
land and seagoing personnel, all played important parts
in winning the war.

However, with the war's ending, new problems de-
Vice-Admiral Emory S. Land, Chairman of theveloped.

Maritime Commission, summed up the feeling with this
statement in 1945:

Ibid.57.

The end of the war has brought 
the American shipping industry face 
to face with its greatest challenge. 
The United States is entering one of 
the critical phases of its maritime 
history. There are problems ahead 
that will require the intelligence 
and fortitude of the highest order 
for their solution for they involve 
matters that will have a definite 
bearing on our future. . . .5°

rate proportionately higher than that of the armed 
services.57

(Letter by Emory S.~Land
58. American Merchant Marine Conference 

Annual Proceedings, p. 13. (
to John F. Gehan.)



CHAPTER IV

During World War II the United States Merchant
Marine was recognized as a vital part of the United
Nations' team that won the war. The merchant marine
was the link: between the production army in the United
States and the fighting force overseas. The price paid
for delivering goods to our allies and armed forces dur
ing wartime was high. Up to V-J day, 733 American
merchant vessels of over 1,000 gross tons were sunk due
to wartime perils; 5,638 merchant seamen and officers
were dead or missing; 581 were prisoners of war; and un

exposure waiting aboard lifeboats or rafts for rescue.
However, the final result, from December 7, 1941, to the
capitulation of Japan, shows that a total of 268,252,000

69

PUBLIC CONTROL OF THE MARITIME INDUSTRY AFTER 
WORLD WAR II

General Economic Conditions in the Maritime 
Industry Following the War

1.at War.

reported thousands were injured under attack or suffered
1

E. 5. Land, The United States Merchant Marine av way, 1946, pp. 6-77. (Report of the War Shipping Administrator to the President.)
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During the last year of the war, this meant an average

The cessation of hostilities did not result in any
immediate, large scale reduction in the need for ships.
Four major tasks remained to be accomplished. They
were:

1.

4.

These activities were conducted as efficiently as possi
ble under the guidance of the Maritime Commission. It
was a relatively easy task to return veterans from over
seas and to carry supplies to occupational forces. It
was a much more difficult task to give relief to the
distressed nations in Europe and in the Pacific. There

Ibid., p. 9.2.
Ibid.3.

2.
3.

rate of delivery of 8,500 tons of cargo every hour of
3every day and night.

4. Postwar Planning Committee, The Postwar Outlook 
for American Shipping, 1946, p. 11. (A report submitted 

the United States Maritime Commissioner.)

p long tons of cargo were carried by the merchant marine.

The return of veterans and equipment from 
war areas;

The supply of occupation forces;
The shipment of relief and rehabilitation 

supplies to distressed countries;
The restoration of commercial services.4
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was also the problem of aiding 20,000,000 displaced
persons in Europe who were short of food, clothing,
fuel, shelter, and medical supplies. The problem of
restoring shipping to private operation was largely
completed during 1946. By June 30, 1947, all but 10 of

Upon substantial completion of the four immediate
major tasks facing the Maritime Commission and the
merchant marine following the war, another tremendous
problem faced the United States Government. The problem
dealt with the disposition of seagoing merchant vessels
owned and built by the government during the war years.
The United States emerged from the war with approxi-

These ships represented an investment
of about $15,000,000,000, which the government wished to

the surplus ships to private operators and foreign

5.

6. Postwar Planning Committee, op. cit., p. 36.

5. United States Maritime Commission, Report to 
Congress for the period ended June, 1947, p. III.

the 900 requisitioned vessels in government service on 
V-J day had been redelivered to their owners.5

mately 5,800 merchant ships, most of which belonged to 
the government.

recover, in part, if at all possible, from the sale of
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Such a problem was not new to the federal
government. Similar conditions existed following World

As far back as 1944, the Maritime CommissionWar I.
made recommendations to Congress concerning ship disposal
policy to be applied following cessation of hostilities.
The recommended policy was largely embodied in the
Merchant Ship Sales Act of 1946.

Merchant Ship Sales Act of 1946

Background of the Act—Long before World War II
ended, the Maritime Commission, Congressional com
mittees, and public officials resolved to have ready for
submission to Congress at the close of the war, a policy
recommendation designed to dispose of surplus merchant
vessels, owned and built by the government during the
war years.
the disposition of ships:

7.
8.

Ibid.
Ibid., p. 37.

Give them away;Sell them;Charter them;Scrap them;Lay them up.

The United States had five alternatives in 
8

1.2.
3.4.
5.

7 nations.
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In 1944, the Maritime Commission asked Congress to
approve a sales formula that would make vessels available
to private companies at prices they could afford to pay
and assure a reasonable return of the government invest
ment . Legislation designed to achieve this end was
enacted into law in 1946.

Substance of the Merchant Ship Sales Act of 1946—
While no one favored giving the government-owned vessels
away, a complete agreement on disposal policy was never
reached. What resulted was a compromise between conflict
ing interests and opinions. The objective of the Ship
Sales Act was to create a sound and stable pricing policy
which would facilitate a return to private ownership
and operation. This objective adheres to the principles
of the Merchant Marine Act of 1936. The Act also
complements the policy laid down by Congress in the

Because the Ship Sales Act is based on the as
sumption that purchasers should not be required to pay

based on prewar costs.

Ibid.9.

excess costs due to war conditions, selling prices are

Surplus Property and the War Mobilization and Recon- 
Q version Acts of 1944.
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Some of the more important provisions of the Act
are stated below:

The most important provision of the Act affecting
maritime training and personnel requirements is set

Section 2 restates the country'sforth in Section 2.
merchant marine policy, found in many legislative

60 Stat. 82, 1946.10.

6. After all American needs have been met, the Act permits the sale of certain vessels to noncitizens at 
prices and on terms no more favorable than those given to citizens.10

1. Floor prices have been set at 
31 1/2 per cent of war cost for 
Liberty's; 35 per cent of war cost 
for dry-cargo vessels; and 50 per 
cent of war cost for tankers.

3. Depreciation is allowed at the 
usual 5 per cent a year, plus an extra 
allowance for the wear and tear of 
wartime operation.

4. The Act provides for a trade- in allowance on old tonnage.

2. Terms of payment provide that 
vessels may be purchased for 25 per 
cent down, the balance to be paid over 
a period of not more than 20 years.

5. The Act sets up an order of preference on sales. Citizens take 
precedence over noncitizens. Ap
plicants to purchase are given priority over applicants to charter.
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enactments over the past three decades, and additionally
declares that the merchant marine must be supplemented
by efficient American-owned facilities for shipbuilding

This feature is important to those in
terested in maritime officer training programs since a
significant number of graduates of the federal academy
and state academies are employed by these service
industries upon retiring from active sea service or upon
graduation. Furthermore, Section 2 again restates past
policy in declaring that the merchant marine be,
with a trained and efficient citizen personnel. .

Results of the Act—After the Ship Sales Act had
become law, the Maritime Commission utilized all but
one of the five earlier mentioned methods in disposing
of government-owned vessels. No ships were given away.
However, many were sold, chartered, scrapped, or laid
up.

Of

Public Law 321, Section 2, 79th Congress,

12.
13.Congress for period ended June, 1947, p. III.'

Ibid.
United States Maritime Commission, Report to

11.1946.

By September 30, 1947, a total of 1,555 ships had 
been sold for a return of about $1,400,000,000.

"manned
>,12

and ship repairs, marine insurance, and other auxiliary 
services .H
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these, 481 vessels of the best types went to 123 American

As of the end
of the fiscal year, the Maritime Commission had ap-

The sale of vessels to foreign nationals

National Shipping Policy Following World War II

colossal merchant fleet and train thousands of merchant
seamen in order to assure a victory for the nation and
for our allies. What to do with the fleet presented a

14. Ibid.
United States Maritime Commission, Report to

16. Ibid.
Public Law 423, March 1, 1948.17.

Restatement of policy—For the second time in the
20th century, war forced the United States to build a

15. I - -Congress for year ended June, 1949, p. 28.

proximately 2,215 vessels available for sale under terms 
of the Act.
under the Act was discontinued March 1, 1948.

operators, and 1,074 went to governments and citizens of
1430 other nations. By June 30, 1949, a total of 1,806 

vessels, 693 for American flag operation and 1,113 for 
foreign flag operation, had been sold.1^
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problem following the war. A number of the vessels

laid up. At the end of the war the United States owned
the greatest fleet of merchant ships ever assembled.

If the shipping industry were just an ordinary
industry, the problem of policy making would become
simple. However, since shipping is a vital part of our
transportation system, a public utility, an adjunct to
foreign trade, and the backbone of the country's facili
ties for defense, the problem of determining the merchant
marine policy of the nation is of paramount importance.

It is essential to recognize the relationship
between ships and the national welfare if an understand
ing is to be had of maritime problems.

The United States has certain advantages in respect
to water transportation:

3.

4.

Postwar Planning Committee, op. cit., p.18. 1.

1.
2.

5.6.

We have access to two oceans.
We occupy a strategic position in relation to the routes of trade.We have approximately 7,000 miles of coastline, deep water, and great 
natural harbors.We have 60 ports that can handle large 
vessels and are in the main, ice free.We have 28,000 miles of inland waterways.We have, in the heart of the continent, 
the greatest bodies of fresh water on earth.18

were sold, scrapped, chartered to private operators, or
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With these recognized advantages and a tremendous
merchant fleet at our disposal, policy relating the
merchant marine to foreign policy, foreign trade, and
national defense had to be determined.

Resulting legislation following World War II

Two areas of discussion are presented relating
national shipping policy of the nation to shipyards and
auxiliary services, and to maritime training programs.
These segments of the maritime policy are selected for
discussion since basic policy of the merchant marine in
respect to domestic waterborne commerce, foreign water
borne commerce, trade routes, subsidies, defense needs,
and so forth, have already been sufficiently mentioned
and are carried over in almost identical form from prior
legislation and interpretation to the present day.

The Merchant Ship Sales Act of 1946, Section
2(a)(5)—The Merchant Ship Sales Act of 1946 declares
the following:

Cf. ante, pp. 72, 73-19-

It is necessary for the national security and development and 
maintenance of the domestic and the

established merchant marine policy, which remains es-
19 sentially the same today.
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This part of the Act represented the most important
addition to our national shipping policy. Congress
recognized that efficient American-owned shipbuilding
and ship repairing facilities are essential parts of the
merchant marine.

Based on the experiences of World War I and World
War II, the Maritime Commission realized that a nucleus
of shipyards, shipways, shipyard personnel, and related
auxiliary services must be active and on hand for any
future mobilization requirements. Several studies were
made following the war, in addition to Congressional
hearings, with the intent of determining what consti
tuted a sufficient nucleus of the prescribed facilities.

According to the 1945 Harvard Graduate School of

Public Law 321, Section 2(a)(5), 79th

Business Administration report entitled, The Use and 
Disposition of Shipyards at the End of World War II:

20. 1Congress, 1946.

export and import foreign commerce 
of the United States that the United 
States have an efficient and adequate 
American-owned merchant marine. . . 
(5) supplemented by efficient 
American-owned facilities for ship
building and ship repair, marine 
insurance, and other auxiliary services. . . ,20
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Thus, the size and capacity of an active shipbuild
ing industry required by the United States in time of

nucleus of shipbuilding facilities and personnel for

. . .shipyards do not comprise the 
whole shipbuilding industry. They 
are the establishments which perform 
the final assembly, repair, and 
outfitting of both merchant and 
fighting ships; in some instances 
they also manufacture components and 
develop design. The broader industry 
of shipbuilding in the United States 
encompasses the manufacture of parts 
and materials throughout the country, 
as well as the work of designing ships 
and the assembly and repair of ships 
in shipyards. . . . The whole ship
building industry at peak activity 
employed an estimated 4,000,000 
workers. The manufacturers of the 
wide variety of materials and com
ponents which go into the finished 
ships are spread throughout the 
country and employed at the peak of 
wartime activity an estimated 2,300,000 workers. . . .21

21. Harvard Graduate School of Business Administration, The Use and Disposition of Shipyards at the 
End of World’ War TT? 1945.

mobilization expansion, and (2) the replacement of ships
22in the active commercial fleet.

peace is directly related to the maintenance of: (1) a

22. U. S. Department of Commerce, Maritime 
Subsidy Policy, 1954, p. 29.
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By knowing the peak mobilization demand for
personnel and the number of ship replacements for the
active fleet per year, an idea may be obtained as to
the size of the nucleus facilities required in the
United States in peace time.

Experience of World War II has shown that a ship

zation build-up is the maximum that is acceptable.
With a peak employment of approximately 435,000 ship
yard workers during mobilization, a nucleus of ap-

Due to the outbreak of the Korean War, the number
of persons employed in private shipyards in the country
remained far above the minimum figure determined by the
Maritime Administration to be a necessary nucleus. How
ever, because the tremendous number of merchant vessels
on hand at the close of the war, a real problem exists

Ibid.23.
Ibid., p. 28.24.
Ibid., p. 29.25.

24 proximately 36,000 workers is necessary in peace time.
The construction of 60 ocean-going merchant ships per

25 year will be required to maintain this nucleus.

construction labor dilution of 12 to 1 during mobili-
23
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Following
this policy would prevent block obsolescence, as is now
predicted in about ten years, but to create demand for
new ships during the coming years, government assistance
will probably have to be considerable.

Policy regarding training of maritime personnel
shortly after World War II—The Merchant Ship Sales Act
of 1946 restated the policy of manning the American
merchant marine with a trained and efficient citizen
personnel as had been previously stated by Congress in
the Merchant Marine Act of 1936, as amended in 1938.

Plans were initiated in 1946, by the Maritime
Commission, to continue the training programs in
operation and to add additional features to the general
program which would provide wider educational oppor
tunities to the men in service.

As of January 1, 1947, the United States Maritime
Service operated the following training facilities:

1. The U. S. Maritime Service Training Station, Sheepshead Bay, 
Brooklyn, New York, for the training 
of active licensed and unlicensed merchant seamen.

2. The U. S. Maritime Service 
Training Station, Alameda, California, for the training of active unlicensed merchant seamen.

as to the construction of 60 ships per year.
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In 1947, these services were rendered to the men
in the merchant marine, for the benefit of the maritime

After the appropriations
were made and the program of training determined,
Congress rescinded $3,050,000, leaving $9,325/000 for
operation of the training program.

In addition to the training facilities operated by
the United States Maritime Service, the Maritime Com
mission continued to conduct an officer training program

26. H. H. Dreany, Commodore, USMC, Peacetime Train- Program of the United States Maritime Service-) 19’467 (Excerpts from a speech delivered by

3. The U. S. Maritime Service 
Training Station, St. Petersburg, 
Florida, for the training of a 
limited number of qualified un
licensed seamen. The U. S. Mari
time Service Training Ships 
"American Mariner" and "American 
Sailor" were to be based at St. 
Petersburg as an integral part of 
this program.

industry in general, out of an appropriated sum from 
Congress of $12,375/000.

4. In addition, the U. S. Mari
time Service Centers in New York 
City and San Francisco offered 
short courses of training in 
specialized subjects and the U. S. 
Maritime Service Institute located 
in New York City offered a wide 
variety of correspondence courses for men at sea.26

in; _____
October, .  
Commodore Dreany to the American Merchant Marine 
Conference, 1947 Proceedings.)

27. Cf. ante, p. 62, Table 2.



84

through the United States Merchant Marine Cadet Corps

with the Academy at Kings Point, New York, and basic

schools at Pass Christian, Mississippi, and San Mateo,

California. The Commission also had some jurisdiction

over the four state maritime academies in operation,

which were partially supported by federal funds. These
academies were located in New York, Maine, Massachusetts,
and California.

The program for training maritime personnel under
the supervision of the Maritime Commission continued to
function during the late 1940's and early 1950's, as it
has been described, until lack of appropriated funds,
coupled with a lowered demand for seamen, forced the
discontinuance of certain phases of the program. It
should be noted that Congressional appropriations for
the maritime training program continued to decline from
1947 to 1955, so that in the latter year, only

Establishment of the Hoover Commission—By the
Lodge-Brown Act, signed July 7, 1947, Congress

28. Ibid., Table 2.

The Reorganization of the Maritime Commission in 1950

$2,860,000 was made available to continue the operation
28of a limited program.
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established a commission to investigate all departments,
establishments, and other agencies of the administration
and make recommendations respecting modifications in
the system. An attempt was made by Congress to
establish a nonpartisan organization with the official

"the Commission on the Reorganization of thetitle of,
Executive Branch of the Government." Ex-President
Hoover was appointed to head the list of commissioners.

By a declaration of policy the Act indicated the
obligations of the Commission which announced their
purposes to be:

3.

29-29. Charles A. Beard, American Government and 
Politics, 1951> P« 285.

To consolidate services of a 
similar nature;

4. To abolish services not neces
sary to the efficient conduct of 
government;

1. To limit expenditures in the 
executive branch of the Government 
to the lowest amount consistent with 
the efficient performance of essential services;

2. To eliminate duplication and 
overlapping of services;

5. To define and limit executive functions, services, and activities. °



86

From studies and recommendations made by the Hoover
Commission and submitted to Congress and the Executive
Branch of the Government, came forth Reorganizational
Plan No. 21. In accordance with the provisions of the
Reorganization Act of 1949, the President transmitted to

Concept of Reorganization Plan No. 21—According to
Francis S. Walker, General Counsel of the Federal Mari-

"thetime Board and Maritime Administration in 1950,
underlying concept of Plan No. 21 is a recognition of
the duality of the Government's functions and responsi
bilities as to shipping, and its aim in this respect is
to separate at the administrative level the function of

regulation in the public interest."
The Plan created the Maritime Administration, headed

by an Administrator, and a Federal Maritime Board com
posed of three members, including a Chairman who acts in

30.June 20,

promotion of a strong merchant marine from that of
31

Congress Reorganization Plan No. 21, which became law 
on May 24, 1950.30

Public Law 109, 81st Congress, 1st Session, 
1949, (Reorganization Act of 1949).

31. Francis S. Walker, Reorganization Plan No. 21, 
September, 1950. (Excerpts from a speech made at’ 'the 
American Merchant Marine Conference, 1951 Proceedings.)
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a dual capacity as Administrator and as Chairman of the
Board. The Plan abolishes the Maritime Commission.

It was concluded that under various acts the Mari
time Commission regulated rates and services of water
carriersj a function requiring the deliberation and

At the same time the Commission
was required to carry on many programs of a business
nature, like shipbuilding and subsidy payments, which

executive with undivided authority can best give.
Thus, the Maritime Commission was deemed not to be suf
ficiently flexible for the dual job and was abolished
by the President's Reorganization Plan No. 21 of 1950.

Unlicensed personnel—Following the reorganization
of the Maritime Commission and the transfer of its duties
to the Maritime Administration, a crisis developed
concerning the continuation of certain phases of the
maritime training program.

Ibid.33.

The Maritime Administration and Its Program of Maritime Training

require the prompt decisions and action that a single
33

32. U. S. Department of Commerce, The U. s. 
Merchant Marine, 195^, p. 6.

independence of Judgment which a board or commission is
32 designed to provide.
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form of gradually decreasing appropriations. In 1953,
however, the Maritime Administration changed its
philosophy in regard to the function of the federal
government toward providing maritime training facilities
for unlicensed personnel.

Mr. Louis S. Rothschild, Chairman of the Federal
Maritime Board and Maritime Administrator, expressed the
new philosophy in the following statement before the Com
mittee on Merchant Marine and Fisheries of the House of
Representatives:

Cf. ante, Table 2, p. 62.3*.

curtailment of the program was undertaken except in the
34

We felt that this education had some value to the men who were getting the training, to the companies for 
whom these men were working, and to 
the unions to which they belonged.

. . .There were in existence three 
schools which were doing a training 
job below the officer level - one at Alameda; . . .one at Sheepshead 
Bay, both of which were doing an upgrading job on nonlicensed personnel; and, in addition to that, there was 
the so-called Maritime Institute, 
which conducted correspondence-school courses in the same area, in the 
same area of training.

With the outbreak of the Korean War in 1950, no
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On January 31> 1954, the training station at

Alameda, California, was closed and on February 28,

1954, the training station at Sheepshead Bay, New York,

was closed. The Maritime Service Institute was closed
April 30, 1954, and the right to conduct such cor
respondence courses, including text books and course
materials, was sold to a group of independent tanker

There were 35 such letters sent 
out, and I think we received 22 
replies, 21 of which said that the 
training was a fine idea, but they 
didn't have any money. . . .

As a result of the low value 
which both the unions and the 
shipping associations seemed to 
have put upon this training by 
their unwillingness to participate 
in the cost of it, we concluded that 
it did not represent enough in value 
to the Federal Government to cooperate 
with the program, principally because 
this same training is available in a 
number of private schools throughout 
the country. . .35

On that basis, because we felt 
it was not solely a governmental 
obligation to train those men, we 
addressed to each of the maritime 
unions and to all of the shipping 
associations letters in which we 
solicited their financial 
cooperation.

35. U. S. Congress, House, Status of Merchant Marine Academy at Kings Point, N. Y., Hearings before 
Committee on Merchant Marine and Fisheries, 83rd Congress, 2nd Session, January 12, 1954, p. 6.
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The unions merely accepted the responsibility
of completing the courses of the seamen currently en
rolled without extra cost to the government.

The end result, which prevails today, is that no
government operated program for training unlicensed
maritime personnel exists.

Licensed personnel—The changed philosophy of the
Maritime Administration toward the government's responsi
bility for training maritime personnel affected officer
training programs, also.

After the closing of Sheepshead Bay training
station, which had also offered refresher courses for
licensed personnel, only the United States Merchant
Marine Academy and the four state maritime academies
were left to produce formally trained, licensed merchant

The federal academy was entirelymarine officers.
financed by the federal government while the state
academies were partially subsidized by the federal

36.

37. See Appendix, Table D, for list of privately operated maritime schools.

36. U. S. Department of Commerce, Review of Merchant Marine Personnel Training Program, AprTT, 1955, 
p. lb.

36 unions.

Any training of this nature 
37 must be secured from private schools.
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government, and additionally supported by their

limited number of the cadets.
VZhile the Maritime Administration did not succeed

in closing down the federal academy nor eliminating sub
sidy payments to the state academies in 1954 and 1955,
the effect of their newly found philosophy, at no time,
aided the growth or permanence of any of the institutions.

On January 12, 1954, Mr. Rothschild, the Maritime
Administrator, made this statement:

Mr. Rothschild later indicated that due to an in
complete study of the entire maritime training program,
the Maritime Administration was recommending that ap
propriations for operating Kings Point and the state
academies be continued for 1955, so that more data and
information could be obtained, upon which a decision
could be based concerning future training policy.

38.

At one time we thought that it 
might be best to stop the support 
to the State schools, but then the 
representatives of the State schools 
came to us and indicated that they 
could do as good or better a job 
of training as was being done at 
Kings Point for considerably less money. . . .38

respective states with tuition fees being paid by a

38. U. S. Congress, Status of Merchant Marine 
Academy at Kings Point, N. Y., Hearings before Committee on Merchant Marine and PTsheries, op. cit., p. 2.
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The resulting instability of the training program
situation was due, to a large degree, to the in
decisiveness of the Maritime Administration. The
administrations, faculties, and cadet-midshipmen at all
institutions concerned were uncertain as to the future
of their respective institutions. Financial operations
were severely hampered since Congressional appropriations
were on a year by year basis at a diminishing rate, due
to the year by year recommendations of the Maritime
Administration.

Thus, through 1955, licensed officer training
programs in the United States continued to exist, but
with the possibility present, that they too, like the
federal government's unlicensed training programs, could
be abolished or seriously hampered by administrative
order on short notice.

The Merchant Marine and the Korean War

Shortly after Reorganization Plan No. 21 had been
put into effect, the Korean War began. The Maritime
Administration of the Department of Commerce had Just

Most mobilization plans ofinterim administrator.

come into being and was being operated by a temporary
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government agencies were designed for a long-range and
all-out nature, and the sudden entrance into a new
conflict occasioned immediate attention and planning.

Size and characteristics of the merchant -fleet—At
the end of World War II, the United States merchant

50 per cent of the deadweight tonnage of the world.
This was an increase of approximately 35>500,000 dead-

The peak war
time tonnage represented well over 5>000 ships of over
1,000 gross tons each.

By June 1950, prior to the outbreak of Korean
hostilities, the active fleet numbered 1,400 vessels,

The status of the
fleet, including the active and the reserve vessels, is
shown on the following page in Table 3.

40. Ibid.

weight tons over that owned by operators and the 
government of the United States in 1941.

fleet totaled about 45,500,000 deadweight tons, roughly
39

but by August 1, 1951, the size of the merchant fleet
40 increased to 1,970 vessels.

39. Eugene P. Spector, "Manpower Problems in the 
American Merchant Marine," Monthly Labor Review, 
November, 1951, P• 564.
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TABLE 3
FLEET STATUS, 1951

Total 3,564

Source:

The sharp increase in demand for vessels was
caused toy the United States commitments to the United
Nations to send troops and supplies to the South
Koreans. There was also the urgent demand for ships to
carry coal and grain to countries in Europe and Asia

All available

privately-owned ships were chartered for these services

Active fleet  
Privately owned  
Government owned  

Under bareboat charter. . . 
General agency agreements . 
Military Sea Transportation 
Service owned and operated vesselsPanama railroad vessels  Reserve fleet 

Number of 
vessels

1,9701,304
603218
225

160
3 1,654

, Bureau (Reproduced
U. S. Department of Labor, 
of Labor Statistics. ' 
from Monthly Labor Review, 
November, 1951, p. 564.)

which were suffering from a severe winter and were un- 
41 able to provide for their minimum needs.

41. U. S. Department of Commerce, The U. s.Merchant Marine, op. cit., p. 7• ~
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merit's reserve fleets.

With cessation of hostilities in Korea and economic
conditions improving in Europe, the demand for ships de
creased very rapidly. In accordance with its policy to
use government ships only to supplement, not to compete
with, privately-owned ships, the Maritime Administration
withdrew its vessels from service and returned them to
lay up in the reserve fleets so that by March, 1954,
there were only 37 government-owned ships operated by

Manpower of the merchant marine during the Korean
War—Merchant marine employment increased from a total

The fluctuation of

42. Ibid.
43. Ibid.
44.
45-

and hundreds of vessels were withdrawn from the govern-

By February, 1954, employment figures 
. . 45were down to 65,600 seamen. J

general agents and 26 under charter to private American
42companies.

of about 75jOOO seamen in June, 1950, to 100,000 in
44 July, 1951.

By March, 1952, over 500 
hp government-owned vessels were in operation.

Spector, op. cit., p. 564.
__ U. S. Congress, Federal Maritime Training Program, Hearings before the Committee on Merchant Marine and Fisheries, 83rd Congress, 2nd Session, 

March 11, 1954, p. 32.
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employment figures is characteristic of the maritime
industry. The peak of employment came at the height of
the Korean War; the low figure indicates the postwar
position of the shipping industry.

For once, the United States had an adequate number
of merchant vessels on hand when a war broke out. By
simply withdrawing over 500 vessels from the reserve
fleets, the Maritime Administration was able to supply
the United Nations1 forces with all the equipment,
troops, and so forth, that she was ordered to deliver.
However, the 500 vessels withdrawn from the reserve
fleets supplemented the efforts of private shipping
operators and the Military Sea Transportation Service,
and were not brought into use to replace these services.

The problem of supplying trained personnel ef
ficiently to man the enlarged merchant marine was a more
difficult problem for the Maritime Administration.
While the number of seamen employed in the merchant
marine, at one time or another, during World War II, ap
proached 400,000, the number available to man the
vessels during the Korean crisis was far less. The turn-

For the
year 1945-6, only 125,800 seamen were considered regu
larly employed, out of a total of 382,700 who were

over in the merchant marine is unusually high.
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Typically, at the outbreak of the
Korean War, there accrued a shortage of certain skilled
ratings needed adequately to man the merchant vessels
of the enlarged fleet. The Merchant Marine Council,
United States Coast Guard, reported that 2,057 ships

total number of 3,637 seamen sailed under waivers.a
The Merchant Marine Council also reported that in 1952,

The chief cause of the employment problem during
the Korean crisis, despite the tremendous pool of
experienced seamen ashore, was the lack of assurance of
long-term employment. Experienced shoreside sailors
seemed reluctant to give up a secure year-round job for
a position in an industry that suffers such severe
fluctuations.

Ibid., p. 31.

sailed under waiver of manning requirements in 1951, and
47

46. Herman M. Sturm, Stabilit; the American Merchant Marine. 
American University, 1949).

47. U. S. Congress, Federal Maritime Training Program, Hearings before Committee on Merchant Marine and Fisheries, op. cit., p. 30.
48.

2,565 ships sailed under waiver of manning requirements 
and 5,063 seamen sailed under waiver. 0

employed at one time or the other during that year on 
merchant vessels.

tability of Employment in , (unpublished thesis,
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Needless to say, in a national emergency period,
the American merchant marine will require more upgrading,
specialist, and refresher courses for training of crews

This need can only be met by reactivatingand officers.
or re-establishing the Maritime Service training facili
ties which were closed down in 195^.



PART III

A DESCRIPTION OP MARITIME TRAINING PROGRAMS 
IN THE UNITED STATES AND FOREIGN COUNTRIES



CHAPTER V

FEDERAL AND STATE PROGRAMS FOR MARITIME OFFICER TRAINING

State Maritime Officer-Training Programs

Legislative background of federal aid—The first

efforts of the federal government to promote maritime

training in the United States rest on the enactment of

legislation passed by Congress in 1874. On June 20,
1874, Congress passed a bill authorizing the Navy to
furnish a suitable vessel to any state maritime school

This bill was amended
in 1881 to include also the ports of Wilmington, Charles-

Thirty-seven years after the original act was
passed, financial assistance was made available to state

By the act ofnautical schools for the first time.
March 4, 1911, Congress provided a sum not to exceed the

18 Stat. 121.1.
21 Stat. 505.2.

100

ton, Savannah, Mobile, New Orleans, Baton Rouge, 
pGalveston, and Narragansett Bay.

in the ports of New York, Boston, Philadelphia, Balti
more, Norfolk, and San Francisco.’1'
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The provided sum
was also not to exceed $25,000 per school per year,
regardless of the state appropriation.

Up to 1936, the policy of the federal government
toward maritime training was unsettled and vague. With

amended in 1938, a clear-cut policy was developed.
Congress declared it necessary that the nation have a
merchant marine manned with a trained and efficient
citizen personnel and accordingly authorized specific

The delegated authority was thus
turned over to the Maritime Commission with authori
zation to establish the United States Maritime Service
as a voluntary organization for the training of citizens

36 Stat. 1353.3.
Public Act No. 835, Section 101, 216(a), (b),4.

5.
and (cj, 74th Congress, June 29, 1936.

Ibid., Section 216(a).

amount annually appropriated by any state for the 
maintenance of a nautical school.3

the passage of the Merchant Marine Act of 1936, as

measures for the training of men for service in the 
4 merchant marine.

of the United States to serve as licensed and unlicensed
5personnel on American merchant vessels.
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In 1941, Congress amended the act of March 4, 1911.
The new act authorized the repair, reconditioning and
construction of suitable vessels for state maritime
schools, and increased the amount of aid to each school
from $25,000 to $50,000 per year subject to the follow
ing conditions:

1.

2.

In addition, this amendment also authorized the
Maritime Commission to prescribe rules and regulations
necessary for the administration of the law.

As of February 1, 1956, the latest mentioned legis
lation still represented the policy of the federal
government toward state maritime academies.

Administrative history—Under the first act of
Congress affecting maritime training programs,

55 Stat. 607.6.

The state must agree to conform to 
the minimtun standards in regard to 
entrance requirements, staff of 
instructors, courses and facilities, 
as the Maritime Commission shall 
approve.
Before receiving any aid in excess 
of $25,000, the state must agree to 
admit to its school student residents 
of other states upon terms and in 
such numbers as prescribed by the 
Commission, but not to exceed one- 

the student capacity of thethird of 
school.°
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jurisdiction of the programs was assigned to the Navy.
However, by the President's Reorganization Plan IV,
effective June 30, 1940, the state academies were

transferred to the jurisdiction of the Maritime Com-

Executive Order 9083, dated February 28, 1942,
placed the maritime training program under the Coast
Guard, but by Executive Order 9198, July 11, 1942, the

When the War Shipping Administration was abolished,

this agency assumed responsibility
for the program until Reorganization Plan No. 21
abolished the Maritime Commission on May 24, 1950, and
transferred its activities to the newly created Maritime
Administration.

8.
9.

Ibid.
Public Law 492, 79th Congress, 1946.

mission, thus placing all merchant marine training under 
one federal agency.

the training-program jurisdiction was returned to the 
Maritime Commission;

program was transferred to the War Shipping Adminis- 
8 tration.

7. U. S. Department of Commerce, Review of Merchant Marine Personnel Training Program, AprTl, 1955, 
P. 9.
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Today, the functioning of the maritime training
program is under the direction of the Maritime Adminis
tration within the Department of Commerce.

State maritime academies currently in operation—
In 1956, there were four state maritime academies in
operation. All of these academies receive federal aid

Maritime Administration.

The four academies are:

1.
2.
3.
4.

The majority of the cadet-midshipmen at each
academy have residence in the state where the academy

Less than 10 per cent of the total numberis located.

Besides the schools presently in operation, two
other state maritime academies were, at one time, in

Cf. ante, p. 102.10.

New York State University Maritime 
College, Fort Schuyler, New York 
Massachusetts Maritime Academy, 
Buzzards Bay, Massachusetts 
California Maritime Academy, Vallejo, 
California
Maine Maritime Academy, Castine, Maine

in the form of grants and come under regulations of the
10

11. U. S. Department of Commerce, Review of Merchant Marine Personnel Training Program, op. cit., 
p. 21.

are classed as out-of-state residents and these are 
admitted under federal grant.11
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existence. The State of Pennsylvania established the
Pennsylvania Maritime Academy in 1889. The program of
training continued without interruption, except from

Cadets in training
were offered the opportunity to transfer to the United
States Merchant Marine Academy.
Pennsylvania Maritime Academy graduated 591 men.

In 1920, the State of Washington established a

enrolled at the time.
It is apparent that to understand fully the signifi

cance of maritime training problems, one must have a
complete insight into the programs of training which are

For this reason, a rather completein operation today.
description of each of the state academies and of the
federal academy is presented. The description includes
a discussion of the history, entrance requirements,
curriculum, financial operation, educational facilities,
and graduates of each school.

12.
13.
14.

Ibid., p. 12.
Ibid.
Ibid.

From 1938 to 1947, the
13

Only 85 students were

1913 to 1919> until 1947j when the Pennsylvania State
12 Legislature withdrew support.

State Nautical School but closed the school in 1921 due
14 to withdrawal of state funds.
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Chapter VI is likewise devoted to a discussion of

maritime training programs in existence, but applies

only to programs of training in foreign countries.

New York State University Maritime College

History—The following is a brief history of the

school:

1937 - The New York State Merchant Marine 
Academy acquired a permanent land base on Federal property at Fort Schuyler in the Bronx, New York.

1929 - The school was renamed the New York State Merchant Marine Academy.

1941-1945 - During World War II, in addition to the Academy cadetcorps being stationed at Fort Schuyler, the naval school of 
indoctrination for Naval Reserve officers, and the Cadet-Corps of 
the United States Maritime Commission, was stationed there for varying lengths of time.

The fort was rebuilt in 1934-38 by 
the government at a cost of $4,900,000.

1913 - The school passed from the control 
of the city of New York to that of 
the state. It has remained a state institution since then.

1874 - The New York Nautical School was 
founded following the passage by 
Congress in that year of "an act 
to encourage the establishment of 
public maritime schools." This 
institution was originally under 
the supervision of the New York 
City Board of Education.
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to the maritime college must be graduates of an ac
credited. secondary school and present at least 16 units
of credit, unless the state or local requirement for
graduation from high school is 15 units of credit.

16. Ibid.

Also, during the war, the New 
York State Merchant Marine Academy 
reduced the course of instruction 
from 3 years to 16 months.

16
Entrance requirements—(a) Applicants for admission

1946 - The 3 year program of instruction 
was revived and the regents and 
legislature of the State of New 
York authorized the school to offer 
the degree of Bachelor of Marine 
Science.

1948 - Course of training lengthened to 4 
full academic years.

15. New York State University Maritime College, 
1955. (Facts taken from answers submitted to question
naire of Senate Subcommittee of Committee on Interstate and Foreign Commerce, 84th Congress. Answers reprinted in Hearings of Subcommittee on Merchant Marine Training 
and Education, October, 1955.)

1949 - The name of the school was officially 
changed to the State University of 
New York Maritime College, and 
authorization was received to grant 
the degree of Bachelor of Science . 
and Bachelor of Marine Engineering.
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Admission to the college is granted on the basis
of the applicant's ability to satisfy the requirements
established by the college as indicated by such criteria
as the individual's secondary school grades, rank in
graduating class, intelligence as measured by an entrance
examination, character, personality, and general ac
complishment in high school.

(b) All applicants must pass either the Naval Re
serve Officer's physical examination given by the Navy
or the United States Public Health Service physical
examination given by the Coast Guard. Those who success
fully pass the Naval Reserve Officer's physical exami
nation are eligible for the Reserve Officer Candidate
Program, and upon graduation, are granted commissions
in the United States Naval Reserve. Those applicants
who cannot pass the Navy physical but pass the Public
Health Service physical examination are accepted in the

All graduates arecadet program at the college.
eligible to receive a license in the United States
merchant marine either as third mate or third assistant
engineer after passing the required United States Coast
Guard examination.

(c) After the applicant's secondary-school

entrance examination and personal interview.
transcript has been reviewed, he is scheduled for an
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The entrance examination given is the American
Council of Education Psychological Examination for
College Freshmen, 1952 edition, published by the Edu
cational Testing Service, Princeton, New Jersey. The
applicant is required to score at least 105 in the total
examination.

Upon completion of the above examination, the indi
vidual applicant is brought before an interview board
made up of the dean of students and two rotating members
of the college faculty. By asking questions and noting
answers, the interviex7 board makes every effort to de
termine whether or not the applicant possesses qualities
of leadership and is potentially officer material.

(d) In addition to the entrance examination, each
candidate is given the following tests:

1.

4.
5.

versity Maritime College has been fully accredited by

Ibid.17.

2.
3.

Otis self-administering test of 
mental ability;
Gordon personal profile;Preengineering aptitude examination 
(for engineering students only);
A general mathematics review 
examination;Preliminary achievement test.

17Curriculum—The program of the New York State Uni-
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the Middle States Association of Colleges and Secondary
Schools.

The course at the school comprises four regular

academic years with three cruises of approximately three

months each during the intervening summers.

Courses are taken by the students which lead to a

Bachelor of Science degree or Bachelor of Marine Engineer-

The students who pursue the Marine Transporing degree.
tation course receive preparation in understanding the
design and operation of ships and of the shipping indus
try which helps to qualify them for licensing as officers

They also receive an educationin the merchant marine.
in general college subjects which provides a more liberal
education for men who, as a rule in the industry, are
usually only technically trained.

Students who pursue the course leading to a degree
in Marine Engineering take a full four-year program in
that area, in addition to general college subjects.

The four-year course makes it possible for all

Maritime College 1s operation is financed from three

18. Ibid.

graduates to enter graduate schools.18
Financial operation—The New York State University
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sources, the federal government, the state, and the
students.

First, it grants a

maritime academy; second, it pays money to students
toward defraying book and uniform expenses; third, it
pays money to students toward defraying subsistence
costs; fourth, it pays a portion of tuition charged out-
of-state students; and fifth, it pays money to ship
vendors who repair and aid in maintenance of the train
ing vessels stationed at Fort Schuyler.

The State of New York appropriates the largest
share of the total cost of operating the maritime

For the years 1951 to 1956, the average an-academy.
nual cost to the state was $705,605.

Tuition fees and fees for room and board charged

to the students supply the remaining funds for operation

Tuition is free for residents of theof the school.
State of New York but a charge of $460 per year is ap-

The maintenance fee ofplied to out-of-state students.

flat subsidy of $25,000 to the state for maintaining a

19. See Appendix, Table E, for a detailed break
down of the amount of direct and indirect financial aid received from the federal government, 1949-1954.

The federal government subsidizes the operation of
19 the school in a number of ways.
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$480 per year is applied to all students for room and
board.

The average annual cost of running the New York
State University Maritime College, 1951 to 1956, was
$1,173,970. The State of Nev; York averaged an expendi
ture per man for completion of the course of $4,624.
The federal government averaged an expenditure per man
for completion of the course of $1,605. The over-all
average expenditure per man for completion of the course
was approximately $9,229.

For a summary of pertinent facts relating to the
financial operation of the New York State University

the educational facilities at this school would require
far too much space, but some of the outstanding facili
ties may be noted.

The engineering department of the State University
of New York Maritime College has under its cognizance

The laboratories cover the followingmachine shop.

New York State University Maritime College,20.
op. cit.

Maritime College, note Table 4 (page 113).
20 Educational facilities—A complete description of

four professional-level engineering laboratories and a
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TABLE 4

1.
4592.
514

3. 107
4.

102
5. 1,6986.

$
26010.

Source:

ing, (c) strength of materials, and (d) fluid mechanics.
The machine shop has equipment and instrumentation that
is used in teaching the operation of lathes, milling

NEW YORK STATE UNIVERSITY MARITIME COLLEGE 
FINANCIAL DATA

$211,3655705,605$257,000

2271,234

460
480
3007.8.

9.

New York State University Maritime College. (Reproduced from Merchant Marine Training 
and Education, Report of the Senate Com
mittee on Interstate and Foreign Commerce, 
84th Cong., 2nd Sess., January 31> 1956, 
P. 45.)

Number of students presently in 
training, (1955-6)  
Average enrollment for years
1951-55 Number of graduates for school 
year 1955-56
Average number of graduates, 1951 
to 1955 Total graduates, 1940 through
June, 1955  Tuition rate: Residents, free.
Out of state - per annum  

Charges to students for maintenance. . 
Deposit required for uniforms, etc.. . Number of students receiving
Federal allowance  

Amount of such allowance - per diem. . 
Number of recipients permitted the
Academy 

Average annual cost of running 
school, 1951 to date:
Cost to Federal Government  Cost to State of New York  
Cost to students

areas: (a) Marine egnineering, (b) electrical engineer-
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machines, shapers, drill presses, and metal saws; and the
techniques of heat treating, welding, and metalizing.

The above laboratories and shop facilities are used
extensively in conjunction with engineering courses on
the junior and senior level.

The marine transportation laboratories include
facilities for instruction in electronic aids to navi
gation, which include radar, loran, radio-direction
finder, and radio auto alarm; also, facilities exist for
training in the use of the gyrocompass, which includes
automatic pilots and course recorders; in addition, all
deck students take courses in practical seamanship and

and its standard gear for practical application, line,
wire rope, canvas, stages, blocks, bosn's chairs, tools
for canvas work, fids, marlinspikes, serving mallets
and boards, model cargo hatch, and so forth.

The college also has laboratories for courses in
physics, chemistry, and metallurgy.

In addition to the general physical plant contain
ing classrooms, dormitories, and so forth, the college
maintains a library with accommodations for approximately
50,000 volumes. As of March 1, 1955, the library con
tained 25,602 volumes.

use the facilities of the practical seamanship labora
tory. These facilities consist of the training ship
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Further mention should be made of the training
ship, "Empire State." This vessel represents an integral
part of the training facilities since the full course at
the college is 4 regular academic years, with 3 cruises
of approximately 3 months each during the intervening

on this vessel. The vessel is an up-to-datesummers,
6,000 ton AKA vessel received from the Navy at the end
of World War II.

21Graduates—Approximately 3,500 students have been
graduated from New York State University Maritime College
since its founding in 1874. It is a well-known fact that
scores of the graduates have become master mariners and
engineers upon graduating and many others have made
important contributions in related maritime fields.

During World War II, the school produced over 700
merchant marine officers who served in the merchant
marine, Navy, or utilized their training in allied
shore positions.

Since World War II, the average enrollment has been

Ibid.21.
Cf. ante, Table 4, p. 113.22.

around 500 students with 100 or more graduating each
22 year.
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The graduates are rated as equal to, perhaps
superior, to those graduated by any other state mari
time academy. The former Maritime Administrator, Louis

state maritime academies. This rating must not be
accepted as a final judgment since each school has
certain advantages and is administered in part by the
Maritime Administration. Thus, any distinction of
schools would probably come about through state efforts
and not the federal government1s.

Many complaints have been registered about the
government's financial support of an institution whose
graduates, trained for maritime careers, fail to follow

A breakdown of the present occupationsthat calling.
of 695 recent graduates is shown in Table 5/ and does
not support such charges.

Table 6 (page 117), indicates the number of
students at the New York State University Maritime
College from 1949 through 1955- A listing is also in
cluded showing the percentage of enrollment made up by 
out-of-state students each year since 19^9.

23. U. S. Congress, House, Hearings of the Subcommittee on Appropriations for the Department of 
Commerce, April lb, 1955, Jongress. (Statement made by Louis S. Rothschild, Maritime Administrator.)

S. Rothschild, rated the college as the best of the
23
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TABLE 5

695Total

Source:

TABLE 6

PercentageYear

Source:

At sea in the merchant marine  
On active duty in the Navy  
In shore positions in maritime industry 
Other employment (Army, Air Force,

NEW YORK STATE UNIVERSITY MARITIME COLLEGE, 
NUMBER OF STUDENTS, 1949-1955 

Out-ofState
Total Number of Students

476 
46? 536 
527 522 
516 468

113186
172

19491950
19511952
19531954
1955

5638
4748
3738
39

163
358

11.78.18.8
9.17.1
7.38.3

NEW YORK STATE UNIVERSITY MARITIME COLLEGE, 
OCCUPATIONS OF RECENT GRADUATES

graduate schools, etc.)
Deceased 
Unknown

New York State University Maritime College. 
(Merchant Marine Training and Education, Hear
ings Before a Senate Subcommittee of the Com- 
mittee on Interstate and Foreign Commerce, 
84th Cong., 1st Sess., October, 1955/ P. 158.)

New York State University Maritime 
College. (Merchant Marine Training 
and Education, Hearings before a 
Senate Subcommittee of the Committee 
on Interstate and Foreign Commerce, 
84th Cong., 1st Sess., October, I955, 
pp. 156, 158.)
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Massachusetts Maritime Academy

History—

the Massachusetts Maritime Academy are required to file

1930 - The Academy became part of the State 
Department of Education and continued 
to offer a 2-year specialized course 
in maritime training.

1946 - The State board of collegiate authority 
recommended to the State legislature 
that an act be passed, approving the 
granting of Bachelor of Science degrees 
by the academy. This was done. The 
length of the course was extended to 
36 months.

1942 - Since July 1, 1942, cadet-midshipmen 
have been quartered and trained at 
the Hyannis Shore Station, Buzzards 
Bay, Massachusetts. Formerly 
students were quartered on board 
training ships.

1952 - The United States Department of Health, Education, and Welfare approved the 
degrees for permanent commissions in the armed forces.2^

25Entrance requirements--Applicants for admission to

1891 - Massachusetts Maritime Academy was 
established as the State nautical 
school in accordance with a Federal 
statute enacted in 1874. The school 
remained under the supervision of the 
Navy until 1942.

24. Massachusetts Maritime Academy, 1955. (Facts
taken from answers submitted to questionnaire of Senate 
Subcommittee of Committee on Interstate and Foreign Com
merce, 84th Congress. Answers reprinted in Hearings of 
Subcommittee on Merchant Marine Training and Education, 
October, 1955•) .....

25. Ibid.
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written application and furnish the following:a

Competitive examinations are held in Boston the

latter part of February or the first part of March each

These examinations are in mathematics, English,year.
physics, and aptitude. Those standing within the first
100, out of usually 200 to 300 who take the examinations,
are interviewed by the board of commissions, and the
candidates selected from them. Their high school or
secondary school records are examined, and those with
poor or mediocre records are not considered. In the
event that a candidate has not been able to take the
examination, but has been accepted by a Massachusetts
college in a course leading to a Bachelor of Science
degree, he is considered. The requirement that a
student be a graduate of a high school or secondary

Curriculum—The Massachusetts Maritime Academy is
not accredited since it does not belong to the North
eastern Association of Colleges and Secondary Schools.

26. Ibid.

1.
2.
3.

Written consent of parent or guardian; 
Evidence of age and citizenship;
A certified copy of school record show
ing satisfactory completion of basic 
courses.

school was instituted by the Academy in 1919.
, 26_ .. 
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However, by state authority, the school grants a
Bachelor of Science degree to all graduates. The United
States Department of Health, Education, and Welfare, the
United States Navy, the Massachusetts Bar Association,
and others accept the degree. The primary difficulty
experienced by graduates is that accredited graduate
schools outside the state do not accept the degree.

The Academy offers a three-year course in practical
and theoretical instruction in seamanship, navigation,
ship construction, maritime law, marine engineering,
electricity, naval science, and other related subjects
leading to a Bachelor of Science degree.

Annual three-month cruises are used to supplement
the classroom instruction with actual experience on the
decks and in the engine room of a training ship.

Graduates are qualified to sit for examinations as
deck or engineer officers, and may also apply for a
commission as Ensign, United States Maritime Service, as

Academy, like all state maritime academies in operation,
receives financial support from the federal government,

Ibid.27.

well as Ensign, United States Naval Reserve.
27Financial operation—The Massachusetts Maritime
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The average

The average annual cost to the

The
remainder was appropriated by the state.

For the year 1954, the cost to the state per

third year’s study.

This

from the federal government.
Table 7 (page 122), gives additional pertinent

information in regard to the financial operation of the
Academy.

example, gave the school $25,000 as an annual grant, 
paid out-of-state tuition fees of $6,604, allowed the 
school a scholarship subsidy of $28,026, paid a sub
sistence allowance of $35,442, and financed repairs to 
the training vessel for the amount of $37,450. 
represented a total appropriation of $132,523 for 1954,

student was approximately $1,400; cost to the federal 
government per student, $800; and cost to the student 
was $600 for the first year and $250 for the second and

annual cost of running the school from 1951 through 
1955 was $424,683.
federal government, for the same period of time, was 
$127,383, and to the enrolled students, $63,761.

28. See Appendix, Table F, for amount of federal aid, direct and indirect, given the Massachusetts 
Maritime Academy, 1949-54.

The federal government, using the year 1954 as an

28 the state, and the enrolled students.
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TABLE 7

MASSACHUSETTS MARITIME ACADEMY FINANCIAL DATA

1,1126. Residents $150;
$

15010.

Source:

facilities of the academy are primarily contained on
At one time the

headquarters of the academy was in Boston and during 

Massachusetts Maritime Academy, op. cit.29.

1.
2.
3.
4.
5.

127,383.55233,539.10
63,761.00

134
1.234

150 
0 

250

185
183
69
59

29 
Educational facilities—The present educational

7.8.
9.

Number of students presently in ... . 
Average enrollment for years 1951-55. . 
Number of graduates for school 
year 1955-56  
Average number of graduates, 1951-55. . 
Total graduates, 1940 through 
June 1955 . . Tuition rate, 
out-of-state.
Charges to students for maintenance . .
Deposits required for uniform, etc. . . $ 
Number of students receiving
Federal per capita allowanceAmount of such allowance - per diem. $ 

Number of recipients permitted 
the academy  

Average annual cost of running school, 
1951 to date:To Federal Government $: To State of Massachusetts $1 

To the students $

Massachusetts Maritime Academy. (Reproduced 
from Merchant Marine Training and Education, 
Report of the Senate Committee on Interstate 
and Foreign Commerce, 84th Cong., 2nd Sess., 
January 31, 1956, p. 46.)

board the training ship, "Charleston."
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World War II, the academy took over the State Teachers
College at Hyannis, Massachusetts. Following the war
the Navy made the "Charleston" available as a training
ship.

The U.S.T.S. "Charleston" contains a modern boiler-

room, main engineroom, auxiliary engineroom, and machine

All facilities are completely modern, wellshop.
equipped and available for training purposes. The
training ship also has a Navy surface-search radar in
stallation, a new Bludworth radio direction finder,
radio auto alarm, and an operative Navy dead-reckoning
tracer installed.

The academy also possesses a varied assortment of
small craft for training purposes plus two 135-passenger
metal lifeboats with gasoline engines which are aboard
the training ship and are handled by gravity davits.

Between Buzzards Bay and the old campus at Hyannis,
the academy possesses over 12,000 volumes in its library.

In addition, one large building exists at the
present school site available for classrooms, labora
tories, and other things.

Recently, the state legislature took favorable action

Buzzards Bay.
academy exist at Hyannis and the state pier at Buzzards
Bay.

on pursuing plans for developing a permanent campus at
At present, facilities and equipment of the
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of the total number of graduates from Massachusetts
Since 1940, 1,112 students haveMaritime Academy.

graduated and made distinguished records for themselves
in the maritime service.

Since 1951> the average graduating class has
Table 8 indicates the choice of professionsnumbered 59.

of the graduates after leaving the academy from 1949

through 1955•

TABLE 8

403Total

Source:

Ibid.30.

In merchant marine  
In the Navy. ....  Shore employment, maritime industry. . 
Attending graduate schools or 

other colleges .
Navy Air Corps  Shore employment, miscellaneous. . . . 
Deceased 

MASSACHUSETTS MARITIME ACADEMY, OCCUPATIONS 
OF GRADUATES, 1949-1955

171
16318

5
15292

30
Graduates—There appears to be no published record

Massachusetts Maritime Academy.(Merchant Marine Training and Edu- 
cation, Hearings before a Senate Subcommittee of the Committee on 
Interstate and Foreign Commerce, 84th 
Cong., 1st Sess., October, 1955, p. 126.)
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The figures of the above table clearly show that

over 90 per cent of the recent graduates are effectively

utilizing their training by serving in the merchant

marine, the Navy, or by working at shoreside jobs in the

maritime industry.

The number of out-of-state students has averaged
from 3 to 4 per cent of the student body at Massachusetts
Maritime Academy. There is no difference as far as cost
is concerned between out-of-state and Massachusetts
students.

California Maritime Academy

History—

1936 - California Nautical School authorized by the State of California to grant 
Bachelor of Science degrees to gradu
ates. The name of the school was also 
changed to California Maritime Academy.

1940 - Presidential Order No. 4 transferred Federal jurisdiction over the academy from the Navy Department to the United 
States Maritime Commission. Campus 
also transferred from California City to San Francisco.

1929 - California Nautical School founded by an act of the State legislature. 
Located near California City, Cali
fornia. The school was recognized 
as an educational institution of the 
State of California.
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enter the California Maritime Academy must have passed
his l?th birthday and have not passed his 23rd birthday
(27th for veterans). Prior to admission he must have
graduated from an accredited secondary school or
established completion of equal education by submission
of a certificate of equivalence. He must also pass an
entrance mental examination which consists of four
parts: high-school English, mathematical reasoning,
mechanical aptitude, and general scholastic aptitude.

A candidate must also meet the physical require
ments of either the United States Coast Guard for
licensed officers of the United States Merchant Marine
or the United States Navy for officer candidates.

Furthermore, applicants must submit transcripts of
their secondary-school and college records and must

32.

cation, October, 1955•)
Ibid.

32
Entrance requirements—An individual desiring to

1943 - Campus transferred from San Francisco 
to Morrow Cove near Vallejo, California. 
(This is the present site.)

ig46 - Three-year course of instruction 
resumed.31

31. California Maritime Academy, 1955. (Facts 
taken from answers submitted to questionnaire of Senate 
Subcommittee of Committee on Interstate and Foreign 
Commerce, 84th Congress. Answers reprinted in Hearings 
of Subcommittee on Merchant Marine Training and Edu-
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submit personal data sheets to an interviewer, who pre
pares and submits reports on his interviews to the
admissions officer.

The place of residence of the candidate is im

material to his selection. Out-of-state candidates are

given equal consideration with residents. They must
meet the same entrance requirements, both mental and

a three-year course, each year consisting of two
academic semesters of 17 weeks each, divided by the an
nual training cruise of approximately three months.

The graduate receives a Bachelor of Science degree
in Nautical Science, either in seamanship and navigation,
or in marine steam and electrical engineering, depending
on the course taken.

If physically qualified, the graduate also receives
an appointment as Ensign in the Merchant Marine Reserve
of the United States Naval Reserve and as Ensign, United
States Maritime Service.

The final examination consists of taking the exami
nation for license as a third mate or third assistant
engineer of a merchant ship.

Ibid.33-

physical, as the resident candidate.
33 Curriculum—The California Maritime Academy offers
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The California Maritime Academy is accredited by
the State department of education and is authorized by
this department to award degrees. However, the school
is not accredited by any national or regional ac
creditation association. Furthermore, accreditation by

such a group has not been sought since the academy feels

that such a process is not applicable to a school with

is financed largely by state funds, partly by grants and

allowances from the federal government and partly from

student fees.
For the year 1954-55> the State of California ap-

The

34.
35.

Ibid.
__ See Appendix, Table G, for a complete breakdown of direct and indirect federal aid, 194-9-55.

made a grant of only $4? for out-of-state students; 
the students paid $54,369 in fees to the academy, 
total aid by the federal government was $43,098, not

propriated $278,505 for operating cost; the federal 
government granted $25,000, which is an annual grant, 
paid subsistence costs of $18,051 to the state, and

the highly specialized courses that it offers.
Financial operatio^--The California Maritime Academy

including the expense of overhauling and maintaining the
35 training ship in excellent condition. J
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The average annual operating cost for the years
1951 through 1955 was $364,155. The average cost per
student per year, 1951-55, was approximately $2,395.

For additional financial data and pertinent facts,
note Table 9.

TABLE 9

1.

Residents $405;
$ 675

7.
250
75

15010.

Source:

2.
3.

CALIFORNIA MARITIME ACADEMY FINANCIAL DATA, 
1951-1955

to Federal Government 
to State of California to the students ...

40
43750

144
152

8.
9.

4.
5.6.

■ 53,440 
254,337 56,378

Number of students presenting in 
training  
Average enrollment for years 1951-55. . 
Number of graduates for school year, 
1955-56  Average number of graduates, 1951-55. . 
Total graduates, 1940 through 1955. . . 
Tuition rate. Residents $405;
out of state  
Charges to students for maintenance 
(included in item 6)

California Maritime Academy. (Reproduced from Merchant Marine Training and Education, 
Report of the Senate Committee on Interstate 
and Foreign Commerce, 84th Cong., 2nd Sess., 
January 31, 1956, p. 45.)

Deposit required for uniform, etc.. . . $
Number of students receiving Federal 
allowance 

Amount of such allowance, total. . . $ 32,003
Number of recipients permitted 
your academy Average annual cost of running school,

1951.to date:
(a*(b(c
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Academy is located on 6? acres of land Just south of
Vallejo, California. Besides dormitories, classrooms,

a dining hall, and so forth, the academy maintains

excellent training facilities for use by the deck

cadets and the engineering cadets. The total physical

plant of the academy represents an investment of ap

proximately $2,250,000.
For the students pursuing an engineering degree,

the Academy has two well equipped shops, one ashore
"Golden Bear."and one aboard the U.S.T.S.

The shore shop has approximately 2,400 square feet
of floor space and includes 8 lathes, 3 shapers, 1 mill
ing machine, 2 drill presses, 1 surface grinder, 2
electric arc welders, 2 metal-cutting power saws, 1 gas-
fired crucible, and 1 hydraulic press.

The shipboard shop is even better equipped than the
shore shop and has the same installation plus additional
welding equipment and a Metco me tai-spraying outfit for
the application of metal to worn machinery parts.

The engineering plant of the training ship "Golden
Bear" is in itself a modern laboratory. The ship is

36. Ibid.

36
Educational facilities—The California Maritime
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twin-propellered with a turbo-electric drive installation

of 6,600 shaft horsepower. Two boilers operating at 450

pounds per square inch pressure and 750 degrees super

heat provide the main steam generating source.

In addition to the shop and ship installations,

engineering laboratories are set up ashore which include

a large diesel engine, main steam turbines, a marine

boiler, turbine generators, and a large marine-propulsi on

type motor of 6,000 horsepower rating, and many other

items too numerous to mention.

For cadets working toward the completion of work in

seamanship and navigation, the academy maintains, either

ashore or on the training ship, electronic radar and

loran equipment, a radio direction finder, a Sperry

gyrocompass, a course recorder, an echo-sounding indi

cator, a radio auto alarm, and emergency radio equipment.

For training in practical seamanship the academy

utilizes the seamanship building, the small boat basin,

The heart of the program inand the training ship.

practical seamanship is aboard the "Golden Bear, It a

steamship of 6,059 gross tons. This vessel, her mooring

equipment, ground tackle, rigging, deck machinery, boats

and davits, and her firefighting equipment are in

constant use in the training of deck midshipmen in

practical seamanship.
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The seamanship building has all necessary equipment
for practical instruction in signals, windless operation,
small boat operation, marlinspike seamanship, cargo
handling, davit operation, and so forth.

The small boat basin is used for actual practice and
training in the handling, use, and maintenance of small
boats, including sail, oar, and power boats.

All of the equipment, engineering and deck, supple
ments the theoretical instruction received in the class
room, and, in addition, theoretical and practical knowl
edge from all courses is put into operation and practice

1953, a total of 800 of
ficers had been graduated from the California Maritime

Of this number, eleven academy graduates wereAcademy.
killed in World War II.

In 1950, the academy conducted an employment survey
of the living graduates and received replies from 303.
The results of the survey are shown in Table 10, page
133.

Ibid.37.

on the annual training cruises.
GraduatesH-Through July,
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TABLE 10

101
8o

303Total

Source:

It should be noted that of the replies, 93.7 per
cent of the graduates indicated they did go to sea
after graduation and over 50 per cent of all graduates,
twenty-odd years after the school's founding, are either
sailing in the merchant marine or working in the maritime

ates of the academy as members of the Naval Reserve on
This does not Include the graduates whoApril 1, 1953•

have transferred to the Regular Navy.

industry.

The United States Navy Department listed 531 gradu-

Total number of graduates, less deceased . . 
Replies to questionnaires received 

CALIFORNIA MARITIME ACADEMY EMPLOYMENT SURVEY 
AS OF JULY 14, 1950

573

689303
62

(Merchant Marine 
and Education, Hearings before a: 'of the Committee on Inter

Now at sea (20.4 per cent) 
Employed in maritime industry or directly 

benefited by Academy training (33.3 per 
cent)

Employed in occupations not connected 
with maritime industry (26.4 per cent) . .

Students at other institutions (18.8 per 
cent)

Unemployed (0.99 per cent) 

California Maritime Academy.
Training and Educat
Senate Subcommittee  
state and Foreign Commerce, 84th Cong., 1st 
Sess., October, 1955, P. 356.)
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Maine Maritime Academy

History—

39Entrance requirements--Applicants to the Maine
Maritime Academy must be graduates of accredited
secondary high schools on the date of admission. A
State equivalency certificate will be accepted in lieu
of a high school diploma provided that the required

Ibid.39.

1946 - The academy returned to the original 
3-year course which had been 
shortened during World War II. 
Many new academic subjects added to 
the curriculum.

1942 - The academy moved to its present 
location at Castine, Maine, and 
occupied the buildings of the former 
Eastern State Normal School.

1949 - Maine Maritime Academy began granting 
the Bachelor of Marine Science degree 
based on a specialized 32-month course of study.3o

38. Maine Maritime Academy, 1955. (Facts taken from answers submitted to questionnaire of Senate Subcommittee on Interstate and Foreign Commerce, 84th 
Congress. Answers reprinted in Hearings of Subcommittee 
on Merchant Marine Training and Education, October, 
1955T)

1941 - The Maine Nautical Training School 
was created by an Act of the State 
Legislature. Operations were begun 
in a frame structure called the 
Pentegoet Hotel.
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subjects for admission have been taken. The required
subjects for admission are 2 1/2 years of mathematics
that meet college-entrance requirements for a Bachelor
of Science degree, at least 3 years of English, and
adequate training in science including at least one year
of either physics or chemistry.

In some cases scholastic waivers for certain re
quired subjects will be granted to ex-servicemen.

Physical examinations and personal interviews are
given by medical officers of either the Navy or the
Public Health Service.

Personal interviews with the administrative staff
are encouraged, although they are not mandatory. Many
applicants are recommended by present and former

students.

A written examination in three parts is given:
(1) American Council on Education psychological exami
nation for college freshmen; (2) cooperative general
achievement test to determine the general proficiency in
the field of natural sciences, form Z; and (3) an essay,
Why I Wish to Attend the Marine Maritime Academy.

Those applicants who satisfy the requirements
established by the academy may be admitted to the school.
Students admitted to the academy fall into three cate
gories :
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1.

2.

3.

Academy is three full years in length and contains
instruction in professional subjects, naval science,
and cultural subjects deemed valuable to officers. Six
to nine months of the required three years are spent on

normally of three months duration.
Upon graduation, students of all categories receive

a Bachelor of Marine Science degree and are examined for
The maritime license carries witha maritime license.

it a commission in the United States Maritime Service.
Graduates who pass the Naval Science Course and the Navy
physical examination are commissioned Ensigns in the
United States Naval Reserve.

40. Ibid.

Midshipmen (U.S.N.R.) - appointed as 
Midshipmen in the U. S. Naval Reserve 
but not as Cadets, U. S. Maritime 
Service because of lack of vacancies 
in the quota.
Midshipmen (M.M.A.) - unable to pass 
the Navy physical examination but 
satisfy the U. S. Coast Guard physical 
requirements for a merchant marine 
license.

Cadet-Midshipmen - appointed both as 
Cadet in the U. S. Maritime Service 
and as Midshipmen in the U. S. Naval 
Reserve.

40
Curriculum—The course of the Marine Maritime

board the training vessel, "State of Maine," on cruises
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The academy is not accredited by any national or

regional educational accrediting body. The academy is

listed in the Educational Directory of Higher Education

issued by the United States Department of Education and

Welfare. This listing constitutes accreditation to the
academy. The United States Navy accepts the degree of
the school as does the maritime industry. Also, many of
the outstanding graduate schools of the country have ac
cepted the credits of students in varying amount upon

no different from other state maritime academies in that
its operating finances come from three sources: the
state, the federal government, and the students.

This totals $414,275 for the total average operating cost
With an average enrollmentover the five-year period.

Por the year, 1954, Maine Maritime Academy received
from the federal government the following direct aid:

41. Ibid.

of 209 students over the same period, it is found that 
the average cost per year per student was $1,983.

The average cost of running the school from 1951 
through 1955 to the state has been $104,88?; to the 
federal government, $129,79^5 and the students, $179^594.

their enrollment in post-graduate studies.
41

Financial operation—The Marine Maritime Academy is
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(a) $25,000 as a grant; (b) $20,682 as a reimbursement

In indirect aid, the academy received ship repair work

at government expense, valued at $37,500 and surplus

materials valued at $33,417. The total direct and in

Maine Maritime Academy also has the distinction of

being the most expensive state academy from the student

viewpoint. Over the five-year period, 1951-55, each
student averaged an expenditure of approximately $860
for each school year.

Table 11 presents financial data and pertinent
facts related to the operating costs of the academy.
A comparable table has been given for each of the

of the Maine Maritime Academy, in addition to the
dormitories, classrooms, and so forth of the former
Eastern State Normal School, consist of the following:

Maine Maritime Academy, op. cit.

for out-of-state students; (c) $33,370 for subsistence; 
and (d) $30,845 for books and clothing for students.

state schools prior to this inclusion.
43

Educational facilities—The educational facilities

42. See Appendix, Table H, for a complete break
down of direct and indirect aid from federal government, 
1949-54.

43.

direct aid from the federal government thus amounted to 
2io

approximately $180,815 for 1954.
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TABLE 11

1.

87
4.

$

150
10.

Source:

(a) Dock facilities - For radar training the train-
State of Maine," has a new raytheon radar withIIing ship.

16-inch scope; a smaller raytheon Pathfinder Juniora
radar set is installed in a classroom for instruction;

operating radio direction finder is aboard the trainingan

2.
3.

MAINE MARITIME ACADEMY FINANCIAL DATA, 
1951-1955

128
430

400
510
350

59984

199209
Number of students presently in 
training  
Average enrollment for years 1951-55. . 
Number of graduates for school 
year 1955-6  
Average number of graduates, 1951 to 
1955  Total graduates, 1943 to 1955  
Tuition rate: Residents, $400.
Out of state . . . . .
Charges to students for maintenance . . 
Deposit required for uniforms, etc. . . 
Number of students receiving 
Federal allowance 

Amount of such allowance  
Number of recipients permitted 
academy  

Average annual cost of running school, 
1951 to date:To Federal Government  

To State of Maine  
To the students

7.
8.
9.

5.
6.

129,794.56
104,887.24
179,594.03

Maine Maritime Academy. (Reproduced from 
Merchant Marine Training and Education, Report 
of the Senate Committeeon Interstateand 
Foreign Commerce, 84th Cong., 2nd Sess., 
January 31, 1956, p. 45.)
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ship with a model set and gyrorepeater included; the
school has 2 Loran receivers, 1 aboard the training
ship and the other set up for classroom instruction;
the training ship also includes a Sperry mark 14 gyro
compass with course recorder and repeater compasses; a
like model gyrocompass is installed in the classroom
for instruction purposes.

(b) Practical seamanship - In practical seaman

ship the training ship is used as a floating laboratory
Instruction is given in marlin-throughout the year.

spike seamanship which includes work in wire and line
splicing, canvass sewing, and so forth; , also, all
cadets, through practical application, familiarize them
selves with painting of all services, rigging and
handling of all booms and boat davits, cleaning of all
interior and topside areas, care of all running and
standing rigging and mooring lines, the annual overhaul
and equipping of lifeboats, maintenance of all fire
and emergency equipment, and so forth.

(c) Engineering facilities - These facilities are
extensive consisting of:

(1) 4,000-horsepower steam-propulsion plant and auxiliaries of a modern geared 
turbine 8,000-ton steamship. This ship 
is used as a floating laboratory and 
maintained year around.



141

(2)

(3)

(4)

(5)

(6)

Additionally, the academy maintains a small
specialized library on subjects related to the sea and

This library consists of about 2,000maritime affairs.
volumes.

Of the 420 gradu-Academy have made splendid records.

ates from the graduating classes, 1949-55, over 98 per

cent of the men had officer experience at sea. For a

complete breakdown of the employment of these men in

1956, Table 12 is presented.

44. Ibid.

A machine shop and tool room on shore 
for classroom instruction.
Machine shop for ship repair in 
engineroom of the training ship.

A machine shop and tool room on board 
the training ship for instruction on 
cruise.

A diesel plant of two 500-horsepower 
engines of the 110-foot subchaser 
which is operated during the summer.

44Graduates—The graduates of the Maine Maritime

An engineering laboratory on shore 
for instruction. This laboratory 
was modeled on a plant which Westing
house built for the Massachusetts 
Institute of Technology. One side 
of the building is occupied by the 
steam laboratory, and the other by a 
400-horsepower diesel engine.
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TABLE 12

Total graduates, 1949-55 420

420Total (100 per cent)

Source:

Maine Maritime Academy has graduated 984 men in 13
graduating classes since 1943, when the first class

All World War II graduates took part in thegraduated.

war and over 100 academy graduates were in the war area

aboard merchant vessels and Naval ships during the

A number of these men are in commandKorean campaign.
of Navy and merchant ships and most hold commissions in

Since 1951, the averagethe United States Naval Reserve.
number of graduates per year has been 59*

168182
961 
0 
0

Maine Maritime Academy.
1:

MAINE MARITIME ACADEf-TY, OCCUPATIONS OF GRADUATES, 
1949-1955

At sea in merchant marine (40 per cent) 
Active duty in the Navy (43.3 per cent) In shore positions in maritime industry 

(2.1 per cent) Other employment (14.5 per cent) . . . 
Deceased  
Unknown

(Merchant Marine Train- 
and Education, Hearings before a Senate 

Jdbcommittee of the Committee on Interstate and 
Foreign Commerce, 84th Cong., 1st Sess., 
October, 1955* p. 16.)
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Federal Maritime Officer-Training Programs

The Cadet System

Historical development—The cadet system of train
ing maritime officers began in 1891, due to the passage
of the so-called Ocean-Mail Contract Act of that year,
which said in Section 8:

The act of 1891 was repealed by section 414(c) of
the Merchant Marine Act of 1928. The Postmaster General,
under the authority granted by the 1928 act, entered
into contracts for ocean mail pay with steamship
operators and included in the contracts provisions for
a number of cadets to be carried upon each of the
contract ships.

Up to the early thirties, the cadet system of train
ing was loosely supervised and all facts available

26 Stat. 832.45.

Said vessels shall take, as 
cadets or apprentices, one American- 
born boy under twenty-one years of 
age for each one thousand tons gross 
register, and one for each majority 
fraction thereof, who shall be edu
cated in the duties of seamanship, 
rank as petty officers, and receive 
such pay for their services as may be reasonable. . . .45
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contributed to a conclusion that definite and systematic

The Maritime Commission, created by the Merchant

Marine Act of 1936, undertook a study of the cadet

training system shortly after its establishment, and

pursued a course of action designed to strengthen the

total program, particularly the methods of supervising

the training of cadets.

On March 15, 1938, the Maritime Commission adopted

General Order No. 23. This order definitely established

the ratings of "cadet" and "cadet officer"; set up

minimum qualifications for the ratings; prescribed rates

This action,

in effect, established the United States Merchant
Marine Cadet Corps.

In 1940, the United States Merchant Marine Academy
was established by the Maritime Commission as a part of
the United States Merchant Marine Cadet Corps, under
the authority of Section 216(b) of the Merchant Marine
Act of 1936, as amended.

47. Ibid., p. 25.

of pay and conditions of employment; and regulated the
47 selection of cadets and cadet officers.

46 
plans for selecting and training cadets were imperative.

46. U. S. Maritime Commission, Report on Training 
Merchant Marine Personnel, January 1, 1939, p. 24.
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The United States Merchant Marine Academy

Historical background—The federal maritime academy
was formally established in 1940, as part of the United
States Merchant Marine Cadet Corps, but the idea of a
federal merchant marine academy goes back to a much
earlier date.

Foremost advocates of the federal academy idea were
James H. Tomb, Giles C. Stedman, and R. R. McNulty.
These men strongly advocated a federal merchant marine
academy as early as 1928, and repeatedly pointed out
the advantages of such a school to the government, the
United States Navy, and the shipping industry, in
various articles printed in the leading marine journals

Coincidentally, these three men laterof that time.
became the first, second, and third Superintendents of
the United States Merchant Marine Academy.

Rear-Admiral R. R. McNulty, specifically, deserves
a tremendous amount of credit for publicizing and
stimulating the movement for a national maritime academy.
In a number of articles, years ago, Admiral McNulty
indicated the plight of the merchant marine in respect
to trained officer personnel, in respect to apparent
apathy on the part of the Navy and the shipping industry
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toward, formal maritime officer training, and in respect

to not having a federal academy where young men from

"ATwelve years after Admiral McNulty's article,
Plan for Federal Merchant Marine Training,
the United States Merchant Marine Academy was established.

In the early 1930's, the movement toward establish
ing a national academy was spasmodic but progressive.

At the Third National Conference on the Merchant
Marine in 1930, a committee was appointed to make up and
send out a questionnaire to individuals connected with
shipping to find out what their views were on the
feasibility of establishing a United States Merchant

The committee mailed out 8,122 questionnaires and

The committee then

48.

Ibid.50.

49. 
Shipping,

See Appendix, Table I, for a listing of 
articles written by R. R. McNulty on maritime training 
problems and the need for a federal merchant marine 
academy.

S. A. Colling, "Trained Personnel for
" The Nautical Gazette, October 13, 1934, p. 5.

Marine Academy for training future maritime officer
49 personnel and shore operating executives.

all states might have a chance to learn, a very honor- 
48able profession.

received 6,479 answers; of this number 5,242 advocated
50 a federal system of training.

" in 1929,



147

recommended that the Shipping Board, in cooperation with
the Department of Commerce and the maritime interests,

The resulting recommendation proved to be temporarily
meaningless.

Pursuant to the Merchant Marine Act of 1936, the
Maritime Commission made an economic survey of the
American merchant marine. Out of this survey came the
conclusion that the Maritime Commission was beginning

merchant marine academy. The consideration given the
idea by the Commission resulted in a rather nebulous
statement contained in a report to Congress in 1939:

51.
52.

Ibid.
U. S. Maritime Commission, Economic Survey of 

the American Merchant Marine, November 10, 1937, p. 5TT

to consider the possibility of establishing a national
52

As we have indicated, success
ful operation of the State nautical 
schools and our own cadet training 
system may obviate the necessity 
for the establishment of a Federal academy for merchant marine officers. 
The Commission, however, has not 
abandoned the idea of such an institution and proposes to study the question further. . . .53

take such steps, looking toward the establishment of a 
national maritime academy, as may be practicable.^

53. U. S. Maritime Commission, Report to Congress 
on Training Merchant Marine Personnel, January 1, 1939, 
pp. 40-41.“
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With the outbreak of war in Europe and the in
creasing demand for officers and seamen due to our en
larged shipbuilding program, the cadet-system of train
ing expanded enormously. Temporary shore schools were
set up by the Maritime Commission on the Atlantic, Gulf,
and Pacific coasts and Port Inspector-Instructors were
assigned at New York, New Orleans, and San Francisco to

On August 13, 1940, the Division of
Training of the Cadet Corps was established by the Mari
time Commission and the rapidly expanded Cadet Corps was

ties for training.
After the bombing of Pearl Harbor, the Cadet-Corps

program of training was shortened from 36 months to 22
months and action was taken by Congress to provide
permanent facilities for the expanding complement of

On March 4, 1942, President Roosevelt signedcadets. a

According to Mr. Telfair Knight,

55.
56.

Ibid.

Public Law No. 472 , 77th Congress, March, 1942.

faced with the problem of not having permanent facili- 
55

54. E. H. Northrop, "Factors Influencing the 
Establishment of the United States Merchant Marine 
Academy," Polaris, January, 1954, p. 9.

bill authorizing the purchase of the Walter Chrysler 
estate for $100,000.^6

supervise the training and education of the cadets on 
54 merchant vessels.
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Director, Division of Training, United States Maritime

"the acquisition of the Chrysler estate forService,

$100,000 represented property valued at more than

school.

The Cadet Corps finally succeeded in securing a

permanent training site on the Chrysler estate. The
location was considered ideal since the 15 acres of
property bordered Long Island Sound near Kings Point,

Additional money was appropriated for theNew York.
erection of buildings, alterations to existing ones,

Also, permanentand the purchase of new equipment.
basic training schools were established for new cadets
at Pass Christian, Mississippi, and San Mateo,
California.

Merchant Marine Academy, part of the United States
Merchant Marine Cadet Corps, was dedicated. At that
time, the Academy represented an investment of about
$6,900,000, and its seven new dormitories and other

By 1943, the complement of cadets reached a new 
high, and on September 30, 1943> the United States

$2,000,000 to become a permanent cadet-corps training 
..57

57. U. S. Congress, House, Acquisition of Certain Lands by Maritime Commission for Training School 
Purposes’, Hearing before committee on Merchant Marine anf Fisheries, 77th Congress, 2nd Session, January 8, 
1942.
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In 1956,

On February 7> 1956, legislation giving the United
States Merchant Marine Academy permanent status was ap
proved by the Senate without opposition and sent to the
White House for President Eisenhower’s signature. This

marked an end to a long struggle for proponents of such

Entrance requirements—At the present time, 1956,

the admissions procedure is the responsibility of the

maritime training officer in Washington, D. C.

In the fall of each year a bulletin is sent to

each senior high school, public and private, in the

The bulletinUnited States and its territories.
describes the opportunities offered at the United
States Merchant Marine Academy and lists the minimum

58.

59.

the Academy represented an investment of approximately 

$12,000,000.

an academy on a permanent basis.

. .59

58. U. S. Department of Commerce, Review of 
Merchant Marine Personnel Training Program, AprTT, 
1955, P.

facilities housed 2,670 Cadet-Midshipmen.^

59. United States Merchant Marine Academy, 1955. 
(Facts taken from answers submitted to questionnaire 
of Senate Subcommittee of Committee on Interstate and 
Foreign Commerce, 84th Congress. Answers reprinted in 
Hearings of Subcommittee on Merchant Marine Training 
and Education, October, 1955V)
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qualifications of candidates. Those who are interested

write to the maritime training officer in Washington

for complete information and application forms.

Each candidate's application and supporting papers

are carefully reviewed to see that he meets the

preliminary requirements:

1.

4.

5.

6.

7.

2.
3.

That he is a citizen of the United 
States, native-born or naturalized; 
That he is unmarried;
That he is not less than 16 1/2 and 
not yet 21 years of age (veterans 
are granted an age waiver to their 
22nd birthdays);
That a preliminary physical exami
nation by a doctor indicates that he 
may reasonably expect to qualify 
physically for appointment as an 
officer candidate, Merchant Marine 
Reserve, United States Naval Reserve; 
That he has obtained permission of 
his parent or guardian to take this 
training;That the candidate sign a statement 
that he understands that before 
appointment he must pass the com
petitive examination; be appointed 
as officer candidate, Merchant Marine 
Reserve, United States Naval Reserve; 
will not be granted a waiver for 
physical defects or deficiencies; 
will be reimbursed for transportation 
at 5 cents a mile only after satis
factorily completing his fourth class 
work; must deposit $325 upon reporting 
to the Academy; and that statements in his application are true to the best 
of his knowledge and belief.That he has submitted an essay stating 
why he wants to prepare for a career 
as a ship's officer;
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8.

9.

If a candidate meets these preliminary requirements,

his name is placed on the eligible list to take the

competitive scholastic examination which is given in the

spring of each year.

The scholastic test is monitored by the Civil Service

Commission at civil service centers throughout the United

The examination is given on a specific date eachStates.
The test is prepared and graded by the Edu-spring.

cational Testing Service, Princeton, New Jersey, which
also gives the examinations for the service academies
and many leading colleges throughout the country.

Those who pass the competitive scholastic test are
given orders to report to an office of naval officer
procurement for physical examinations, personal inter
views, and so forth, for appointment as officer candi-

Reserve.
dates, Merchant Marine Reserve, United States Naval 

This process takes at least 60 days.

That he has had three reputable 
citizens sign a "letter of reference"; 
That his high school record from an 
accredited school shows that he has 
earned 15 units as follows: 2 in 
mathematics (1 in algebra and 1 in 
plane geometry); 3 in English; 1 in 
science (excepting biology), preferably 
physics or chemistry; and 9 electives.
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Academy conducts a four-year course consisting of the

plebe (freshman) year at the United States Merchant

Marine Academy, Kings Point, Long Island, New York,

followed by one year at sea on merchant vessels and the

final two years at the academy. During the third class

year aboard merchant vessels the Cadet-Midshipman is

paid $82.50 per month by the steamship company and

furnished with officers1 quarters and board at no cost

to himself.

The course at the academy includes professional
subjects such as marine engineering, electricity, ship
construction, ship management, law and naval science,
economics, languages, history, and so forth, depending
on whether the cadet is following the engineering or
deck officer curriculum.

During the second year of the program, when cadet
midshipmen are at sea on merchant vessels, each student
is required to complete a Sea Project with prescribed

These assignments cover the subjects ofassignments.
navigation, mathematics, seamanship, steam and diesel

60
Curriculum—The United States Merchant Marine

60. U. S. Department of Commerce, Review of 
Merchant Marine Personnel Training Program, op. cit.,
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engineering, refrigeration, electrical engineering, and

so forth. Examinations are held semi-annually and

annually on the material required to be completed.

The United States Merchant Marine Academy is ac

credited by the Middle States Association of Colleges

and Secondary Schools and graduates are awarded the

Bachelor of Science degree as authorized by Public Law

7O5j 79th Congress, approved August 9, 1946. Graduates

also receive merchant marine officer licenses as third

mate or third assistant engineer, according to the

course followed, and commissions as Ensigns in the

United States Naval Reserve and United States Maritime

Service.

Marine Academy is a federal institution and therefore

Since 1951, the average annual cost of the academy
to the federal government has been $2,134,997. For the
year, 1955, the average cost per cadet-midshipman was

61.

62.

Financial operatio^-The United States Merchant

receives its entire financial support from the federal 
, 62government.

United States Merchant Marine Academy, op. cit.

See Appendix, Table J, for a total of annual 
expenditures by the U. S. Merchant Marine Academy, 
1943-55.
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$3,428. This cost is somewhat above the total average
cost per student at the state maritime academies and
is about the same as the annual cost of training an
Army draftee.

From the point of view of federal expense and the

appropriate size of peacetime operation, it is believed

that Kings Point should have a complement of approximately

900 cadet-midshipmen in order to operate most economical

ly.

Marine Academy's physical assets are valued at around

This capital investment includes 18$12,000,000 today.
major academic and administrative halls, 20 other build
ings and dock facilities, and a campus of 65 acres of
land.

In the Department of Nautical Science, the facili
ties available for instruction consist of a number of
classrooms and laboratories as follows:

1.

United States Merchant Marine Academy,

Navigation laboratory - This laboratory 
is used primarily for the solution of 
practical problems using regular navigational charts, publications, chrono
meters, sextants, azimuth circles, star 
telescopes, meteorological instruments, and many navigational training aids.

63.
op. cit.

63 
Educational facilities—The United States Merchant
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2.

3.

4.

5.

6. Marlinspike Seamanship Laboratory - 
Facilities in this area provide for 
instruction in splicing wire rope, knot tying, sewing of canvas, rigging of 
bosun's chairs and stages, splicing

Meteorology laboratory - This laboratory 
is equipped with all types of psycho
meters, barometers, thermometers, 
barographs, thermographs, anemographs, 
nytherographs, precipitation gauges, 
sunshine duration transmitter, quadruple 
recorder, pilot hallow theodolite, and 
radiosonde transmitters. All equipment 
is used for instructional purposes in 
this field.

Applied Marine Electronics Laboratory - 
The applied marine electronics laboratory 
provides facilities for instruction in 
practical operation of such modern ship
board equipment as radar, loran, radio 
direction finder, fathometers, gyro
compasses, degaussing systems, radio 
transmitters, and so forth. Further 
facilities are provided for plotting 
and evaluation of information received 
by electronic means. The Academy 
administration believes that the radar 
and loran laboratories are the most 
modern and completely equipped in the 
world for training marine deck officers.

Gyro laboratory - All modern steering 
and compass equipment found on the 
latest merchant vessels is contained 
in this laboratory. Intensive courses 
in the maintenance and handling of 
gyro-compasses and automatic steering 
are given here.

Astronomy laboratory - The astronomy 
laboratory is fitted with many types 
of instruments, maps, and charts 
appropriate to the subject. Also 
included is an 8-inch refracting 
telescope.
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7.

8.

In addition to these laboratory facilities, there
exists a modern naval architecture laboratory for
demonstration and study of ship stability problems, as
well as many complete and cutaway models of various
types of merchant vessels.

There also exists a completely modern fire-fight
ing laboratory where each cadet-midshipman is given
practical instruction in the use of modern fire-detect
ing and fire-fighting equipment, oxygen breathing

manila rope, rigging tackles, and 
use of the line throwing gun and 
the breeches buoy.
The Small Boat Laboratory - The 
laboratory is equipped with a small 
boat model and wind tunnel for 
demonstration of principles related 
to handling of boats under sail. 
The instruction so received is then 
extended by practical boat handling 
instruction and practice in regular 
monomoy boats rigged for sailing 
and rowing, as well as in the regu
lation lifeboats. Several types of 
lifeboat davits completely equipped, 
together with typical lifeboats, are 
located on the nearby pier.
Cargo Handling Laboratory - Cargo 
handling facilities consist of full 
size shipboard type cargo booms, 
kingposts, and cargo hatch, with 
typical cargo winches supplying steam 
and electric power for operation of 
the cargo handling equipment. Many 
other up-to-date devices and modern 
aids are available for training 
purposes.
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apparatus, different types of high-pressure fog nozzles,
and gas masks. All necessary up-to-date equipment is
available for training purposes.

In the Department of Engineering, the facilities
available for instruction purposes consist of the follow
ing:

1.

2.

3.

4.

5.

Diesel Laboratory - This laboratory 
includes 12 running engines of as
sorted types, such as 2-cycle and 
4-cycle, ranging from auxiliary 
generator engines to a main pro
pulsion minesweeper engine.

Classrooms - These are of standard 
size, adapted for motion picture aids, 
slides, strip films, and so forth.

Refrigeration Laboratory - Included in 
this laboratory for study of modern 
marine refrigeration are two operating 
Freon refrigerating systems, two match
ing compressors, and a wide range of 
auxiliary control apparatus.

Steam Laboratory - This area has a 
complete installation of typical steam 
machinery. The laboratory has nine 
steam turbines, a naval escort main 
turbine, and a Victory ship high 
pressure main turbine. Along with 
this equipment are installed pumps of 
all descriptions and a full variety 
of auxiliary apparatus.

Electrical Laboratory - This laboratory 
is fully equipped, with direct-current 
and alternating current apparatus. A 
very wide range of motors, generators, 
switchboards, instruments, meters, and 
test apparatus is on hand.
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6.

In addition to these laboratories there exists the

Strength of Materials Laboratory, Hydraulics Laboratory,

Thermodynamics Laboratory, the machine shop, pipe shop,

weld shop, foundry, and maintenance machine shop, all

fully equipped and modern, available for instruction

purposes.

The United States Merchant Marine Academy also

maintains an adequate and growing library of 35,000

volumes, and in addition receives more than 400 mari

time, scientific, technical, and general periodicals,

Academy is truly a federal academy in that from 1948-55,

the percentage of graduates from areas other than New

Additional steps are being taken to make

64. Ibid.

Basic Marine Engineering Laboratory - 
In order to start marine engineering 
studies with plebes, simpler engineer
ing apparatus is required. In this 
laboratory are pumps, motors, small 
engines, valves, accessories, basic 
tools and the like, for elementary 
instruction.

both American and foreign.
64 Graduates—The United States Merchant Marine

65. See Appendix, Table K, for a breakdown of the 
states, territories, and foreign countries, from which 
students come to the Academy, 1948-55.

York State, in which the Academy is located, was 65.7 
. 65 per cent.
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From 1938 to February, 1955,
graduated from the United States Merchant Marine Cadet

Since 1951, the graduating class has averagedCorps.
slightly over 200.

In 1954, the Maritime Commission conducted a
comprehensive study of the current status of all Kings
Point graduates, for years of graduation, 1945-53- The
study showed that with the passage of time there is a
tendency for an increasing number of graduates to find

How-

in particular, were found to be employed in the mari-

percentage of membership in the United States Naval
Reserve, either in active or inactive status.

employment in other than the maritime industry.
large proportion of the graduates for 1949-53>

time industry or defense agencies of the government.
In 1949, 61.6 per cent were so employed; in 1950, 68.6 
per cent; in 1951> 75.4 per cent; in 1952, 84.8 per 
cent; and in 1953, 86.0 per cent.

In addition, all classes, 1945-53, showed a high

the complement of cadets even more representative of all 
48 states.

a total of 10,479 men

ever, a



CHAPTER VI

Introduction

It is regrettable that more up-to-date information
is not available about maritime training programs in
foreign countries. To make a complete study of this
subject, today, would require much traveling, cor
respondence, and first-hand discussion with represen
tatives of the various maritime nations, and would en
tail considerable expense.

Some information is available through hearsay, re
ports from the various maritime academies in the United
States to the Senate Committee on Interstate and Foreign
Commerce, and from past studies made prior to World War
II.

It is a general fact that the United States sub
sidizes her maritime training program far more ex
tensively than any other maritime nation in the world,
and it is also known that the length of the training
course for maritime officers in the United States is
shorter than that required by other major maritime

161

MARITIME TRAINING PROGRAMS OF OTHER 
MARITIME NATIONS
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powers for officer candidates. This is no indication,
however, that the programs in this country are inferior
to those of other maritime nations.

Since there is a deficiency of up-to-date material
on the subject, a description of the maritime programs
of training in other nations in 1939 is presented. This
represents the only authoritative report on foreign

training programs in recent years. This report, made by

the Maritime Commission, was submitted to Congress in

Additional facts, of

more recent origin, will be interspersed where appli

cable .

Foreign Maritime Training Programs

All are famous inofficer training schools in England.
the shipping world and together, graduate about 13 per
cent of Great Britain's deck officers. Two of the

1. Public Law, No. 705, 75th Congress, 3rd Session, 
approved June 23, 1938.

2Great Britain—There are three outstanding deck

1939, pursuant to the direction of the Merchant Marine 
Act of 1936, as amended in 1938.1

2. U. S. Maritime Commission, Report to Congress on Training Merchant Marine Personnel, January 1, 1939. 
pp. 7-10.
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schools conduct their programs of training aboard

The third school is named Pangbourne
College. Other deck officers in the British merchant
marine come up through the forecastle or have -been
former cadets or apprentices.

In order to receive the lowest deck officer's
license in the British merchant marine, four years
experience at sea is required of all candidates. If
a candidate for a license has spent two or more years

on board the

bourne College, he is credited with one year at sea.
All graduates of the training schools must therefore
serve three years afloat as apprentices, cadets, or
midshipmen.

Engineering officer candidates must go through an
apprenticeship program before qualifying for a license.
The length of the program is five years, although time
spent in a scientific college may reduce this to three

In addition, all apprentices must haveor four years.
at least 18 month's sea service. The apprentice must
also prove that at least two years of the apprentice
ship was spent erecting, fitting, and repairing engines
and machinery.

permanently anchored vessels, the "Conway" and the 
"Worcester."

"Conway" or the "Worcester" or at Pang-
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For training unlicensed seamen, Great Britain has

many institutions. The foremost of these is Gravesend
Sea School, financed by the Shipping Federation, and

From 1918 to 1939,assisted by the government. over
13,000 boys had been graduated by this school. The
school maintains a shore base and also the training

Courses at the training schools vary
from ten weeks to four years.

Unlicensed trainees may, at the end of 12 months'
sign on a vessel as an ordinary seaman,sea service,

and at the end of three years' sea service, be rated as
an able seaman.

The British Board of Trade has the function of
certifying all deck and engineer licenses and all un
licensed certificates of personnel in the British

for training maritime officers and a majority of them
All, however, are under directare municipally owned.

supervision of the government with respect to courses
of study.

Ibid., pp. 5-6.3.

merchant marine.
Holland--Twelve schools are maintained in Holland

vessel, "Triton."
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The most important training school is the Amster
dam Keewschool Voor de Scheepvaart which trains for deck
officers. This is also the oldest maritime training

school in Europe.

Students at this school and the outstanding

engineer's training school, Keewschool voor de

Machination, are able to visit ships in port and have

access both to shipyards and the Werkspoor machine

shops.

Courses at these representative schools are of one

and two years' duration. To enroll, students must have

completed what is equivalent to a first-rate high school

More advanced courses arecourse in the United States.

provided for students who are preparing for examinations

as second officers.

The student, after completion of the deck course,

goes to sea for at least one year as an apprentice. At

the end of his apprenticeship, special courses of a
year must be taken before appointment as a fourth of
ficer can be made.

Engineering students, after completing a two-year
course, must serve at least one year in a machine shop
before receiving a diploma.
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The 12 nautical schools of Holland graduate ap
proximately 270 men each year. It is estimated that at
least 75 per cent of these graduates remain at sea
permanently. The training received, however, is suf
ficiently comprehensive to qualify the graduates for
shore positions, including service in foreign ports.

.4Norway--This nation maintains approximately 15

schools for training deck officers, all of which are

under the control or supervision of the government.

Training schools for engineers, however, are under the

auspices of various municipalities, and are subsidized

Additionally, there are a number ofby the government.

schoolships for the preliminary training of unlicensed

deck personnel.

In the Norwegian merchant marine there exists no

cadet or apprentice system for officer training. All
personnel begin training before the mast and work up
through the ranks to officer positions.

Navigating and engineer officers obtain their
certificates after serving a minimum required time at
sea, in workshops, and after passing examinations in

Ibid., pp. 11-12.4.
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schools operated, and maintained jointly by the state and
municipalities for experienced personnel.

Denmark^-This country's principal navigation school
is in Copenhagen with five smaller institutions located
in nearby towns. The deck schools are financed and
maintained entirely by the government. The principal
engineer's school is also located in Copenhagen while
eight other engineer schools are located throughout
Denmark. Engineering schools are supported Jointly by
municipal and government funds.

Fox’ training unlicensed seamen, Denmark has a full-
Due to the extreme winter weather,rigged schoolship.

the vessel makes extensive cruises during the summer

months only, and is laid up the remainder of the year.

One other school at Svendborg is also operated for

The training period attraining unlicensed seamen.

both schools is of five months' duration.

Deck officer applicants, to be eligible for the

lowest ranked license, must spend at least four years

at sea, pursue theoretical study at one of the training

schools for 16 months, and successfully pass a required

Ibid., pp. 13-14.5.
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comprehensive examination designed to test their

proficiency in certain areas.

Engineer officer applicants must also spend at

least four years at sea, pursue theoretical study at

one of the training schools for 12 to 24 months, and

successfully pass a required comprehensive examination.

The government also maintains a Junior school and

schoolship in Copenhagen for young boys who desire to

train for the seafaring profession. These boys, upon

completion of courses of study of six months duration,

go to sea for six more months aboard the training

vessel "Danmark." After this training, they may sail
on board commercial vessels for two years and then,
take advance training in preparation for license exami
nations, or they may continue to sail on board com
mercial vessels as unlicensed seamen.

ing ships are supported and maintained by the Swedish
government for the training of deck and engineer of-

Two 9-month courses are offered. The first isfleers.
for the benefit of all officer candidates who have at
least 42 to 48 month's sea service. The exact length

6. Ibid., pp. 12-13.

Sweden--Flve nautical academies and five sail train-
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of the course depends on whether a candidate desires a

deck or engineer's certificate. The second 9-month

course requires the candidate to have an additional 12

captain's certificate upon completion of the program.

Under Swedish law, shipping companies are not

permitted to employ officers without a diploma from a

personnel is recognized to he one of the finest in the

world.

Japan maintains two higher nautical colleges and

eight prefectural merchant officer schools with courses

In addition, thefrom five and one-half to eight years.

Japanese Seamen's Aid Association maintains four coach

ing schools to prepare experienced seamen for entrance

to nautical colleges and prefectural officer schools.

It also maintains two schools for inexperienced boys

who are just beginning their careers as seamen.

Ibid., pp. 4-5.7.

Enrollment at Japan's two higher nautical colleges 
at Kobe and Tokyo averages around 1,760 students.

nautical academy.
7Japani-Japan's program of training maritime

months sea service as a mate to be eligible for a
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Admittance is based on competitive examinations, and

tuition and subsistence to these schools are paid by

the government.
It has been estimated that about 90 per cent of the

graduates of the nautical schools remain at sea
permanently and that about 60 per cent of the officers
of Japanese passenger vessels and 40 per cent of the
officers on cargo vessels are graduates of the two major
nautical colleges. The others are graduates of the
prefectural schools.

Other foreign maritime training programs—The infor
mation submitted below, concerning training programs for
maritime personnel in other nations, has been gathered
from reports and answers, made by the various United
States maritime academies, to questions asked by a
Senate Subcommittee of the Committee on Interstate and

The descriptions of the variousForeign Commerce.
programs are brief and incomplete and probably based
on hearsay or observation of the programs by cadets,

Few references are madefaculty members, or friends.
to foreign training programs in current journals or
periodicals.



171

8. New York State University Maritime College, 
(Material taken from answers submitted to Senate Sub
committee questionnaire on Merchant Marine Training 
and Education, printed in Hearings before Subcommittee 
of-the' Committee on Interstate and Foreign Commerce, 
84th Congress, 1st Session, October 26, 1955.)

8
Germany—In Germany, a controversy 
still exists as to value of sail 
versus steamships for the training 
of merchant marine officers. This 
is, however, an economic rather 
than a practical approach to train
ing officers. Private owners will 
run sailing ships when there is a 
profit. It is done by hiring a few 
seamen and a large number of cadets 
who make up the rest of the crew. 
The latter are given a nominal 
salary or not at all and, therefore, 
if the profit exists the training 
continues. Right now these sail 
training ships have been laid up 2 
years. As a result of the war, 
Germany has a shortage of officer 
personnel because their replacement 
program cannot keep pace with new 
construction.

9 Italy—The training and examination 
of officers for the Italian merchant 
marine commences at about the age of 
14 with 4 years at a nautical school. 
After an examination, they go to sea 
for 30 months, when, after another 
examination, they become third or 
second mates. After a subsequent 
18 months at a maritime academy, they 
become first officers.

9. United States Merchant Marine Academy, 
(Material taken from answers submitted to Senate Sub
committee questionnaire on Merchant Marine Training 
and Education, printed in Hearings before Subcommittee 
ojr~the Committee on Interstate and Foreign Commerce, 
84th Congress, 1st Session, October 27, 1955.)
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13

Ibid.10.
Ibid.11.
Ibid.12.
Ibid.13-

Spain—Spain has 2 national maritime 
academies, one in the north at Bilbao, 
and one in the south at Cantagena.

Latin-American countries—On summer 
cruises, the Maine Maritime Academy
cadets have visited a number of the 
maritime academies of the countries 
in the Caribbean area. These 
countries are far behind the United 
States maritime industry as ship
owners, but all seem to realize the 
importance of maritime training, and 
are willing to appropriate money for 
it.
Argentina, Brazil, Mexico, Venezuela, 
and Columbia all have active and 
excellent maritime academies. Cuba 
combines hers with her naval academy.

Korea—Korea has had a merchant marine 
academy under construction since 
December, 1953, and it was scheduled 
to open in September, 1955. There are 
18 buildings on 73 acres of ground. 
The first superintendent is a graduate 
of the United States Merchant Marine 
Academy.
- .12  . ,

10
Greece—The Greek merchant marine 
academy has an extensive four-year 
course. It is completely supervised 
and all instruction is given by the 
Greek Coast Guard.
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CHAPTER VII

MARITIME TRAINING PROBLEMS IN THE UNITED STATES

Introductory Comments

No discussion of maritime training programs in the

United States would be complete without an analysis of

the important problems now existing in the field.

Chapter VTI is devoted to describing these problems.

The approach to the discussion is rather broad and

general but significant issues within important problem

areas are presented in detail. There is also a presen

tation of the controversial views and arguments of

parties taking sides to an issue. Furthermore, where

more than one person, group, or agency advocates a

course of action toward the solution of any one issue,

all proposals and suggested solutions are presented.

The initial attack on the problems is undertaken

by classifying all controversial issues into one of

These areas are as follows:eight problem areas.

174

1.
2.
3.4.

Need for Maritime Training
Maritime Training - a Federal or

State FunctionTraining of Unlicensed PersonnelFederal Maritime Training Program -
Economically Sound
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5.
6.
7.
8.

It should be understood that no analysis of issues
involved is undertaken in this chapter, only a de

Chapter VIII is devoted to a partial analysisscription.

of selected phases of the problems and issues presented.

Need for Maritime Training

Do we need someThe major issue involved is clear.

formal maritime training program or not?

Obviously, the United States needs no formal mari

time training program in peacetime if the quality of

work of merchant mariners is satisfactory, the supply of

seamen is sufficient, and anticipated national defense

Whether this ideal situationneeds are minimized.

exists is subject to question.

Two major parties are concerned with this issue,

the maritime unions and the federal government.

The federal government has evidenced its belief

that the nation needs a federal maritime training

Through acts of Congress, beginning in 1874,program.

Maritime Training and National 
Defense

Maritime Training and Technological 
Advancement

Job Opportunity and United States 
Naval Reserve Requirements

Future Maritime Training Problems
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a program of maritime training developed. Other acts

and development of policy through the years supported

the feeling behind the original act. Legislation,
while spasmodic, has generally continued to strengthen
the belief that personnel of the American merchant
marine must be efficient, well trained, citizens of the
United States. The following acts of Congress and
federal agencies support this statement:

1.

2.

3.

4.

4

Act of 18/4, established financial 
aid to state nautical schools to 
train maritime personnel, 
as amended, is still in effect.

1.
2.
3.
4.

P. 30.
P. 31.
P. 45.
P. 144.

Cf. ante,
Cf. ante,
Cf. ante,
Cf. ante,

General Order No. 23, of the Maritime Commission, 1938, established 
the United States Merchant Marine 
Cadet Corps. The cadet system of 
training was improved and expanded.

The ijict,

The Ocean-Mail Contract Act of 1891, required every contract ship 
to carry a complement of cadets 
for training purposes.2
The Merchant Marine Act of 1936, 
as amended in 1938, stated that all 
American vessels should be manned 
with a "trained and efficient 
citizen personnel." Also, the United States Maritime Service was 
created to train citizens of the 
United States to serve as licensed 
and unlicensed personnel on board 
American vessels.3
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5.

6.

7.

8.

Out of these developments has arisen a federal

maritime training program.

American maritime unions, on the whole, have not

objected to all formal training schools, since they

operate several themselves, but they do object to the

Cf. ante, p. 144.5.
6.

7.
8. Cf. ante, p. 150.

Cf. ante, p. 102.

Cf. ante, p. 78.

Act of 1874, was amended and 
strengthened by Congress in 1941, 
to provide additional financial 
aid and supervision to the state 
academies.8

1956, Congress approved legislation 
authorizing the United States 
Merchant Marine Academy to become 
a permanent federal academy for the 
purpose of training licensed 
merchant marine officers.®

1940, the United States Merchant 
Marine Academy was established 
by the Maritime Commission for 
training licensed deck and 
engineer offleers.5

Ship Sales Act of 1946, restated 
national shipping policy and re
affirmed the merchant marine 
personnel, as stated in Merchant 
Marine Act of 1936.7
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federal government's method of operation and they de

plore the type of training being given. This training

is primarily for the benefit of those seeking officer

licenses and is conducted by the United States Merchant

Marine Academy and the various state maritime academies.

The unions referred to belong to the conference of

American Maritime Unions, composed of thirteen mari

time unions affiliated with the American Federation of

The chief objections of the American Maritime

Unions to the present federal maritime training program

are based on the following beliefs:

1.

2.

3.

4.

5.

6.

There is an oversupply of licensed 
officer personnel today.

The federal maritime training program 
is not run in a manner to suit 
industry needs.The present group of federal trainees 
do not follow the sea permanently 
and make slight effort to build 
careers as seagoing men.

Federal trainees are inferior 
officers.The cost of the present maritime 
training program is excessive 
and increases the tax rate of the 
federal government.The greatest training need is for 
unlicensed personnel.

Labor, the Congress of Industrial Organizations, and 
q the United Mine Workers of America.

9. See Appendix, Table L, for a list of the member 
unions of the conference of American Maritime Unions.
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While thirteen maritime unions concur with the

above beliefs, it should be pointed out that one union,

The Brotherhood of Marine Officers, does not concur.

This union, representing about 500 members, advocates

continuing the training program as it now exists. Ac

cording to John M. Bishop, Secretary-Treasurer of the
International Organization of Masters, Mates, and
Pilots, Inc., the American Maritime Unions represent
some 130,000 seamen.

The beliefs of the conference of American Maritime
Unions are substantiated by noting the comments of some
of the members:

. . .there are 7,000 unemployed 
licensed officers nationally in 
the industry, now, not counting 
the large number on withdrawal 
cards awaiting a chance to 
return. ... To now spend 
millions for turning out 500 to 
600 brand new officers is 
stupid. . . .10
Why should the United States tax
payer foot the bill to provide 
a four-year course leading to a 
college degree for this type of 
work? . . .Why this subsidy to 
the shipping industry when no

10. C. F. May, statement made in letter to Sub
committee No. 7, Committee on Merchant Marine and 
Fisheries, House of Representatives, March 30, 1954.
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12

auspices. . . .^3

11. Ibid.

Ibid.13.
14.

In our opinion, there is real need 
for upgrading schools under Federal

Harry Lundeberg, statement made in letter to 
Donald D. Webster, Counsel, Special Senate Maritime 
Training Subcommittee, November 18, 1955.

At the present time there are 
thousands and thousands of trained 
officers on the beach all over the 
United States looking for jobs. 
Some of them have been on the beach 
2 or 3 years, due to the slackness 
of shipping, and it is estimated 
there are 3 licensed men for every 
licensed Job available. . .

It is the opinion of our national 
association that there is no need 
for any formal educational facili
ties such as Kings Point and the 
State maritime academies. In our 
opinion, the great majority of the 
graduates from these schools do not 
go to sea as merchant officers. . .

It is the opinion of our national 
association that licensed officers 
who came up from the ranks of the 
unlicensed personnel are superior 
to graduates of the Federal or State maritime academies. While graduates

other industry gets Government- 
paid college training for its 
personnel. . . .11

12. H. L. Daggett, statement made in answer to 
questionnaire of Senate Subcommittee on Maritime Train
ing, on behalf of the National Marine Engineers' 
Beneficial Association, October 3> 1955.
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out of wartime

From the views of maritime labor representatives

who submitted statements to the special Senate Maritime

Training Subcommittee in answer to an industry question

naire, and from comments and views presented by labor

15.

The International Organization of 
Masters, Mates, and Pilots firmly 
advocates the maintenance of mari
time training facilities which will 
enable the United States merchant 
seamen to improve their abilities 
and also provide a sufficient supply 
of replacement officers to adequately 
man the fleet. We urge only that 
this training program be realistically 
applied to the needs of the industry. 
Our contention. . .has been that the 
training program as conducted by the 
Maritime Administration is not 
fulfilling this requirement. . . 
we continue to contend that the train
ing program, supported by public ex
pense, should be very carefully geared 
to the needs of that industry as 
specified in the Merchant Marine Act 
of 1936. . . .1°

of academies may in some instances 
be superior in technical knowledge, 
the training and background of 
officers who come from the ranks 
make them far superior and better 
equipped to deal with the 
emergencies arising 
situations. . . .15

H. L. Daggett, op. cit.

16. John M. Bishop, statement made in letter to 
Donald M. Webster, Counsel, Special Senate Maritime 
Training Subcommittee, November 28, 1955.
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leaders before House and Senate Committees conducting
hearings on maritime training problems, the program of
training suggested by these representatives appears
generally to encompass the reactivation of the upgrade
and refresher training schools. These schools were
formerly at Sheepshead Bay, New York, and Alameda,
California, until they closed in 1954. The unions
also recommend elimination of federal expenditures for
Kings Point and the State maritime academies, and they

It is readily apparent that the issue on the need
for a maritime training program is now of secondary

All parties concerned have expressed theimportance.
The problemwisdom and value of maritime training.

now regards the type of training program and the ex
Views of the Maritimetensiveness of such program.

Radio officers, able seamen, 
qualified members of the engine 
room department, cooks, engineers, 
deck officers.

17. U. S. Congress, Senate, Report of the Committee on Interstate and Foreign Commerce, Pursuant to S. Res.
35, Merchant Marine Training and Education, 84th Congress, 
2nd Session, January 31, 1956, p. 30.

suggest that the greatest need for training is in the 
following order, by rating:1^
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Administration and most American labor unions in regard
to this issue seem to be in direct conflict.

Maritime Training - A Federal or State Function

Until February, 1956, a highly controversial argu
ment absorbed the interests of certain lawmakers,
members of the maritime Industry, and institutions re
lated to the problem. The issue involved concerned the
Congressional proposal to make the United States
Merchant Marine Academy a permanent federal academy.

Two important committees in Congress were concerned
with the issue, the House Committee on Merchant Marine
and Fisheries, and the Senate Committee on Interstate

Members of the maritime industryand Foreign Commerce.
concerned were labor unions and ship operators. Insti

tutions involved were the United States Merchant Marine

Academy and the various state maritime academies of

Maine, Massachusetts, New York, and California.

While many pros and cons were presented giving

evidence as to why or why not the federal academy

should become a permanent institution, a major under

lying issue raised time and again was whether maritime

training is a state function or a federal function.
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The argument is not settled today although a form

of compromise has quelled the disturbance. In February,

1956, the United States Senate unanimously approved a

bill making the United States Merchant Marine Academy a
permanent institution. However, this was done along

with the understanding of certain Senators and the Mari

time Administration that federal appropriations to state

academies would continue, thus allowing these states to

operate more easily and train maritime personnel as a

state function.

The question as to whether maritime training is a

state function or a federal function has not been clearly

Some arguments have been advanced which bearanswered.

analysis.

Most individuals and institutions which oppose the

training of maritime personnel by the federal government

do so because of their belief that maritime training is

state or private function and not one delegated to thea
This belief isfederal government by the Constitution.

shown quite clearly by noting the statements of certain
individuals:

There is a definite constitutional 
reason why Kings Point should not be 
established as a permanent service 
school. The Constitution states that
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. . .it is hard for me to under
stand that a bill. . .to establish a permanent Merchant Marine Academy in 
the United States is constitutional. 
It has always been my understanding 
that education for private industry 
has been left to the States. Edu
cational institutions such as the

the Federal Government shall maintain 
an Army and Navy for the defense of 
the nation, and shall train personnel 
for these services.

The United States merchant marine, 
although the fourth arm of defense is 
constitutionally a private enterprise 
which is aided by the Federal Govern
ment. Training officers at Kings 
Point is a violation of the thinking 
in this country that education is a 
State function and not a Federal 
function and only in time of national 
emergency, such as war, should the 
Federal Government step in to augment 
orderly educational facilities which 
are maintained by our States. ...18

Not a proper Federal function to 
educate citizens for private industry. 
Constitutes an inroad on States1 
rights. Improper constitutional 
classification. Education by Federal 
Government in federally operated 
schools for private industry contrary 
to our fundamental concepts. No 
necessity for Kings Point. States 
have previously entered the field 
long before Kings Point. . . .19

18. Ralph A. Leavitt, statement made on behalf 
of Maine Maritime Academy, in letter to Senator 
Frederick G. Paine, Committee on Interstate and Foreign 
Commerce, July, 1954.

19. R. D. Sweeney, statement made on behalf of 
California Maritime Academy, in letter to Senator 
William F. Knowland, July 11, 1954.
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The Inclusion of these statements merely represents
the feeling of many parties interested in the problem.
On the other hand, a significant group proposes federal
maritime training and argues, on the basis of Consti
tutional interpretation and legislative enactment, that
maritime personnel serve all 48 states in time of war
and peace and promote the general welfare of the entire
nation.

Naval Academy, West Point, and the 
Air Force Academy are to provide 
for the national defense and provide 
officers for the armed forces. The 
purpose of the officer-training 
schools and academies in training 
merchant marine officers is primarily 
to provide merchant marine officers 
for private industry. . . .20

20. Edward G. Hough, statement made before Sub
committee of the Committee on Interstate and Foreign 
Commerce, United States Senate, 83rd Congress, 2nd 
Session, July 8, 1954.

Jj^than those federally

A further look at the records now 
leads us to believe, however, that:
(1) Education is primarily a State 
rather than a Federal function;
(2) training obtained from the State 
academies is generally equal to, if 
not superior to. that provided at 
Kings Point; (3) graduates of the 
State academies have been educated 
at a lesser cos; 
educated. . . .'

21. Louis S. Rothschild, Maritime Administrator, 
statement made in letter to Governor Knight, California, 
November 1953.



187

To enforce their positions, proponents of federal
maritime training cite the following points:

The entire subject of maritime 
training is one which needs careful 
study by congressional committees. 
The Maritime Administrator has seen 
fit in the past year to take out of 
existence certain training facilities

The training of officers and men 
for our merchant marine, which flies 
the flag of no State, is a function 
of the Federal Government - as is the 
prescribing of examination for the 
competency of seagoing personnel, the 
documentation and regulation of 
vessels and the granting of operating 
and shipbuilding subsidies. . . .23

The funds necessary to operate 
a program of training for merchant 
marine officers, whether at Kings 
Point or the four State schools, will 
come from the Federal Treasury. 
These funds are contributed by tax
payers in the 48 States and should 
thus be administered in the best 
interest of all the taxpayers.

Only a Federal academy such as the 
one which now exists at Kings Point 
will guarantee equal rights in the 
selection and appointment of cadetmidshipmen. . . .22

22. S. L. Sugarman, statement made on behalf of 
the Society of Port Engineers of Puget Sound, in letter 
to Senator John Butler, January 13> 1954.

23. R. R. McNulty, statement contained in letter 
to Edwin J. Salzman, Gloucester Daily Times, December 1, 
1953.
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It is evident that for 1956-57, various states
and the federal government will continue to train mari-

The problem of whether maritime traintime personnel.
ing is a federal or state function has not been solved by
passing legislation making the United States Merchant

which, at least by implication, 
are statutory obligations of the 
Maritime Administration to maintain. . . ,2^

On January 1, 1937, at the behest 
of the Congress, the Maritime Com
mission submitted an economic survey 
of the merchant marine. What was 
written was reviewed, edited, and 
adopted by the then Maritime Com
mission. In this report it was 
stated that the training of merchant 
marine personnel was clearly a 
Federal function. Traditionally, 
merchant seamen, whose home is mostly 
on the high seas, come under the 
jurisdiction of the Federal Govern
ment and not under that of the 
respective states. Kings Point 
serves the entire 48 states and our 
territories and almost all of them 
have been represented in its student 
body. . . .25

25. James J. Murphy, statement made before the 
Subcommittee of the Committee on Interstate and Foreign 
Commerce, on behalf of the Alumni Association of the United States Merchant Marine Cadet Corps, Inc., 83rd 
Congress, 2nd Session, July 8, 1954.

24. Ralph B. Dewey, statement made on behalf of 
the Pacific American Steamship Association, in letter to 
Senator John M. Butler, July 16, 1954.
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Marine Academy a permanent federal academy. Federal

appropriations for the state maritime academies will be
on the agenda again for the year 1957-58. Legislation
is being proposed to allow permanent subsidization of
state maritime academies. Should the federal government
continue to finance a dual program of maritime training?
The question needs additional consideration and analysis
before answering.

Training of Unlicensed Personnel

Since the former Maritime Administrator, Louis S.
Rothschild, closed down the upgrade, refresher, and
specialist training schools at Sheepshead Bay, New York,
and Alameda, California, and sold the Maritime Service
Institute's correspondence courses to private interests,

This action

occurred in 1954, and completely eliminated any oppor

tunity for merchant seamen and merchant officers, not

formally trained, to upgrade themselves, to take special

ist training, or to attend refresher courses under

Cf. ante, p. 182.26.

the federal government no longer operates any form of 

training program for unlicensed personnel.
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supervision of the federal government.
Unlicensed seamen and ship's officers desiring to

advance in rating must now attend private schools,
which vary in cost and quality of instruction, attend
evening classes held in a few areas, or attend one of
the few union schools in operation, to aid them in
qualifying for higher positions.

A recent survey by the Maritime Administration
revealed that 80 per cent of the licensed merchant-

It is thus logical to assume that the un
licensed seamen, as a group, have far less education

Do these men need more help, enthan the officers.
couragement, and opportunity to advance themselves?

The conference of American Maritime Unions, state
maritime academies, and other groups and individuals
favor a federal unlicensed training program.

28. U. S. Congress, Senate, Report on Merchant 
Marine Training and Education, op. cit., p. 19.

marine officers have only a high school education or
 28less.

27• See Appendix, Table C, for a list of cor
respondence courses formerly available through the 
U. S. Maritime Service Institute. See Appendix, Table 
M, for a list of classroom courses formerly available 
at Sheepshead Bay, N. Y., and Alameda, Calif., Training 
Stations.
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The former Maritime Administrator, Mr. Rothschild,

in closing the training schools in 1954, stated that

the closing of the Alameda Training Station would save

the government $300,000 a year, the closing of Sheeps-

head Bay would save $350,000 a year, and the elimination

The question therefore arises whether the present

federal maritime training program is properly balanced

and whether the savings accrued represent a gain or a

loss to the maritime industry and the federal govern

ment .

H. L. Daggett, President of the National Marine

Engineers1 Beneficial Association, answered a question

concerning the reactivation of upgrading schools in

this way:

Our national association is of the firm opinion that upgrading 
schools such as Sheepshead Bay 
and Alameda should be reactivated. 
They serve a real need in providing educational facilities, to 
the men in the industry, to keep 
them abreast of new developments

of the correspondence courses would save $1/8,000 a year.
This results in a saving of $828,000 a year.2^

29. U. S. Congress, House, Hearing before the Committee on Merchant Marine and Fisheries, Status of Merchant Marine Academy at Kings Point, N. Y., t>3rd 
C ongre s s, 2nd Session, January 12, 1954.
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An additional comment on the upgrading question
was made by representatives of Maine Maritime Academy:

31

Many other quotations could be given but sub
stantial evidence indicates that most important
segments of the maritime industry favor some sort of

31.

U. S. Congress, Senate, Hearings before Sub- 
~ eign 

, 84th

in marine engineering. . . . 
Any expense involved would be 
minor compared to the cost of 
operating the maritime academies 
and would be Justified by the 
results obtained in providing 
the merchant marine with a well- trained licensed personnel. . . .3°

It stands to reason that with 
our modern ships unlicensed men 
need some training in theory as 
well as practice. As an ultimate 
goal every man on every ship in 
our merchant marine should have 
this training. To start with, 
the schools should have about 
1,000 at Sheepshead and 400 at 
Alameda, giving 3- to 6-month courses. . . . This program would 
tend to shape a young man into a 
proper way of thinking regarding . 
himself, his ship, and the future.-

Maine Maritime Academy, September 23, 1955. (Reply to State School Questionnaire, question No. 24, 
sent out by Subcommittee of the Committee on Interstate and Foreign Commerce, 84th Congress, 1st Session, 
1955.)

30.
committee of the Committee on Interstate and Foreign 
Commerce, Merchant Marine Training and Education 
Congress, 1st Session, October 3, 1955, p. 447.
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training program for unlicensed personnel and believe

that the federal government1s maritime training program

is definitely out of balance. Even the Maritime Adminis

tration apparently realizes this now and is taking steps

to balance the program, but not by reactivating

Sheepshead Bay or Alameda.

Clarence G. Morse, present Maritime Administrator,

stated during his testimony before the Subcommittee of

the Committee on Interstate and Foreign Commerce, con

ducting hearings on merchant marine training and edu

cation, in October, 1955, that:

licensed officers. . . .32

Mr. Morse is referring to a program of training,
of a refresher nature, for established deck and
engineering officers who are not academy graduates.

The majority of licensed deck and 
engineering officers come up from 
the ranks. Therefore, a real need 
exists for certain special training 
courses of short duration for such 
officers. Maritime has now under 
consideration the establishment of 
seminars at college level for

32. Clarence G. Morse, statement made before 
Senate Subcommittee of Committee on Interstate and Foreign Commerce. Hearings on Merchant Marine Training 
and Education, 84th Congress, 1st Session, October 31, 
1955.
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There is a strong possibility that the excellent facili
ties at Kings Point would, be used for operational and
theoretical instruction.

VZhile this development would be worthwhile, it

ignores the ordinary seamen, able bodied seamen, cooks,

stewards, radio operators, engine room personnel, and

others who might desire specialist training or upgrading

courses.

Within the next decade American shipping lines,

serving essential trade routes, will be obligated to

total cost estimated at about $1,600 million. These

new vessels should, and undoubtedly will, incorporate

many of the most modern developments in ship design,

propulsion plants, electronic aids to navigation, and

so forth; and, will require not only highly trained

skilled unlicensed personnel.

The fact that most observers consider our present

maritime training program to be inadequate and un

balanced in relation to our needs, implies a responsi

bility of those concerned to encourage a balanced

Ibid.

officers but, equally important, they will require 
34

replace in the vicinity of 300 oceangoing vessels at a
33

33. U. S. Congress, Senate, Subcommittee Report on 
Merchant Marine Training and Education, op. cit., p. 18.

34.
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program of training. What this program shall be is
still an unknown development.

A number of questions were raised by divergent
groups during hearings of the House Committee on
Merchant Marine and Fisheries and the Senate Committee
on Interstate and Foreign Commerce, concerning the
economic justification of maintaining a federal mari
time training program.

The program, as it exists, is one for the training
of licensed deck and engineer officers.

The cost of the program to the federal government

This cost includes the

If the cost of
operating the United States Merchant Marine Academy is

See Tables 4, 7, 9> and 11.35.
Cf. ante, p. 154.36.

The federal appropriations, state appropriations, and 

student fees, approximates $4,512,081.

Federal Maritime Training Program - 
Economically Sound

direct appropriation of about $2,100,000 to the federal
36 

academy, and the remainder to the four state academies.

varies but, since 1951, the average annual cost has 
been approximately $2,660,000.
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eliminated, it is found that the federal government
contributes about 22 per cent of the total operating
costs of the four state academies. These figures are
based on average annual operating costs for the years
1951-55.

The underlying issue, however, involves the

expenditure of the federal government for maintaining

a maritime training program. Is the expenditure

economically justified?

The conference of American Maritime Unions doesn't

think the present program is economically justified.

Representatives advocate using the money for either

reactivation of unlicensed training stations to provide

refresher, upgrade, and specialist courses for un

licensed personnel, or else, put into action some other

Most maritime

unions argue that turning out more academy graduates as
officers further depresses employment, that officers,
up through the ranks, are as good as or superior to
academy graduates, and that the majority of the academy

Cf. ante, p. 179.37.

form of training program for unlicensed personnel, 
37 geared to the needs of the industry.
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graduates do not stay at sea, but use the free govern

ment education as a background for entering graduate

schools, the regular Navy, or lucrative shore positions.

The United States Congress, the present Maritime

Administration, and all the academies believe that the

federal government's maritime training program is

economically justified. Their belief is based on the
following assumptions:

(1) The graduates of the academies, to a very

large degree, do go to sea, and a majority
of them remain at sea as merchant officers,
or become officers in the United States
Navy, or locate positions in the maritime
industry.

The
results indicate that since 1950, well over
75 per cent of the graduates have remained

The last 420in the maritime industry.
graduates of the Maine Maritime Academy, for
example, represent a case in point. Ninety
eight per cent or 411 out of 420 served time

This is best explained by noting

Table N and Table 0 in the Appendix.

38. See Appendix, Table N and Table 0, for the 
current status of graduates from Kings Point and State 
maritime academies, by year of graduation; 1945 through 
1953.
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at sea and 350 of the graduates were serving
in the merchant marine or Navy in early 1956 •
This is a remarkable percentage considering
the size of the graduating class per year,
which averaged 59 men from 1951 to 1955.

(2) The lion1s share of the expense of training
250 to 300 of the approximately 450 to 500
officers produced annually from the academies
is borne by the states of California, Maine,

As
previously mentioned, only 22 per cent of the

operating costs of the state academies is

contributed by the federal government, for

the years 1951-55-
(3) The chief benefit received by the federal

government from its present maritime training
program is the annually replenished pool of
specially-trained merchant marine officers.
With the passage of time, more and more
academy-trained officers aboard American-flag

39.39. U. S. Congress, Senate, Report on Merchant 
Marine Training and Education, op. cit., p.

Massachusetts, and New York, and by the
QQ students in those state academies.
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vessels should raise the standard of ship-

(4) The large majority of academy graduates re

ceived reserve commissions in the United

States Navy. Becuase of their specialized
training, experience at sea, and general
background, they constitute an excellent
reserve force capable of assuming responsible
assignments in time of a national emergency.

(5) Training facilities in existence at Kings

Point and the state academies are capable of

being expanded in the event of another

national emergency and would save the nation

a great deal of time and money if available.

(6) The State academies also maintain their train
ing ships in ready condition and provide a
valuable service to the federal government.
If these vessels were not used as training
ships they would be laid up in our reserve
fleet, and in time of national emergency the
government would have to spend considerable

40. Ibid.

board employee performance, thereby improving
40 our competitive position in world shipping.



200

Maritime Training and National Defense

The United States merchant marine has long been

known as the "fourth arm of defense." Without ships,

seamen, and good administration of facilities, the

armed forces of the nation could not be adequately sup

plied in wartime when overseas. The value of a merchant

marine, manned with efficient and well-trained seamen,

has been recognized.

One problem confronting the federal government

pertains to the manning of ships by experienced merchant

Another problemseamen in a period of mobilization.

pertains to the Jurisdiction of the federal government

over present academy trainees upon graduation.

The first problem has arisen time and again during

The most recent case,periods of national emergency.

the Korean War, serves as an illustration.

At the outbreak of the Korean War, our merchant

fleet consisted of 1,162 flag vessels, manned by about

The Maritime Administration activated59,000 seamen.

41. Ibid., p. 13.

time and money to bring them out of mothballs 
and up to their present state of readiness.2^1
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from 50 to 75 ships per month from the reserve fleet
following the outbreak to meet national defense needs.
This policy was continued until early 1952, when our

During this expansion period, many shortages of
skilled ratings occurred aboard merchant vessels and

Due to the insecure feeling on the part
of many shoreside experienced seamen in regard to find
ing a permanent job in the merchant marine, few returned
to volunteer their services during the new crisis.

Should the federal government have a hold on ex
merchant seamen who have been trained at the government's

Is there an obligation,expense during past years?
moral or otherwise, to return to sea when needed?

This problem concerning licensed and unlicensed
seamen has never been tampered with officially. During
World War II, the Maritime Commission did contact, by
mail, as many ex-merchant seamen as were known, and all

42. Cf. ante, p. 95.
43. Cf. ante, p. 97.

hundreds of ships sailed under waiver of manning re- 
43 quirements. J

merchant marine was composed of 2,045 ships, manned by
42 approximately 100,000 seamen.
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were encouraged to return to sea. Over 100,000
responded during the war years, and thousands of new

recruits were trained. Benefits to merchant seamen

were enacted into law by Congress, which stimulated

the recruitment program.

However, the situation during World War II was

quite different from that of the Korean War. During
World War II, men who were physically able and not
exempt from the armed forces for special reasons, were
drafted by the government, volunteered for duty, or
entered the merchant marine. During the Korean War,
the draft age limits were so narrowed that thousands
of young men, federally trained for maritime service,
were exempt from the armed forces and not obligated to
return to the merchant marine either. Thus, certain
personnel shortages occurred on board merchant vessels.

The manpower problem could be solved if the
federal government maintained some claim to the services
of the men, federally trained at the government's ex
pense, who were available during the time of a future

A number of secondary problems would arise,emergency.
however, which might offset this theoretical advantage.

Problem two concerns the Jurisdiction of the
federal government over academy-trained merchant marine
officers.
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From 1940 until 1953, all entrants to Kings Point
and the State academies, who were physically qualified,
were sworn into the United States Naval Reserve as
Midshipmen. Upon graduation, and after completion of

the Naval training program along with the regular

prescribed curriculum, all Midshipmen became Ensigns,

United States Naval Reserve. Some were called into

active duty with the Navy, the remainder became part of

the Merchant Marine Reserve, United States Naval Re-

These reservists were then either classed asserve.
active or inactive reservists according to their parti
cipation in the Reserve Training Program.

With the passage of the Armed Forces Reserve Act
of 1952, the midshipman program which had been in effect

As a stopgap measureat the academies was eliminated.

This program committed the Navy, by reason of the
Selective Service exemption implications, to call all

In the spring ofcommissioned graduates on active duty.

44. U. S. Congress, Senate, Report on Merchant 
Marine Training and Education, op. cit., p. 20.

the Navy permitted an officer candidate program for the 
44 classes entering the academies subsequent to 1952.
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1955> however, the Navy informed the Maritime Adminis
trator that the same officer-candidate program would
be extended to those students entering the federal and
state maritime academies in the fall of 1955, but that
the Navy would be unable to take favorable action of

The problem has not been solved as yet. Mr.
Clarence G. Morse, the present Maritime Administrator,
has this to say about the situation:

45. Ibid.

. . .We are not suggesting that 
our students and graduates receive 
treatment more favorable than that 
accorded to others in a similar 
category. We are suggesting that 
a means should be discovered of 
enabling our students to complete 
their technical training at Kings 
Point and that following graduation, 
if the Navy is unable to continue 
calling these men up for active 
service when they are commissioned, 
some suitable service substitute 
be established. It appears to us, 
rather than inducting these gradu
ates into the Army or Air Force, 
where their technical maritime 
training will be of little or no 
value, it would be much more 
advantageous to the Government to 
have them serve their active service 
with the Coast Guard or MSTS or 
naval auxiliaries of the Navy where their service would complement their 
Kings Point training.

this nature on any future request for continuance of
45this program.
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Maritime Training and Technological Advancement

According to the Report of the Committee on Inter
state and Foreign Commerce pursuant to Senate Resolution
35> in January, 1956:

The chief benefit received by 
the Federal Government from its 
present maritime training program 
is the annually replenished pool 
of specially trained merchant marine officers. With the passage 
of time more and more academy- trained officers aboard American- 
flag vessels should raise the standard of shipboard employee performance, thereby improving our

46. U. S. Congress, Senate, Hearings on Merchant 
Marine Training and Education, op. cit., October 31, 
1955, PP. 412-13. (tJnderscoring added by author.)

The solution to this pressing 
problem can only be answered by 
those in the highest echelon of the 
Department of Defense and Selective 
Service who must face the logistic 
facts of war that the armed services 
cannot operate without a merchant 
marine. These young graduates, if 
appointed as midshipmen and com
missioned in the Naval Reserve, with 
a 8-year period of obligated service, 
should be placed in a category 
available only as officer reserve 
for the manning of merchant-type^, 
vessels upon mobilization. . . .
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The majority of maritime unions do not believe that

merchant marine academy graduates are the only ones

capable of staying abreast of new technological develop

ments in the maritime industry. Furthermore, they

advocate the advantages of advancing to officer positions

through the ranks, and they point out the superiority of

They feel thatsuch officers over academy graduates.

technological development in the field will offer no bar

to advancement opportunities to those already serving

in the merchant marine.

This belief is best illustrated by noting two

answers to questions asked the National Marine Engineer's

Beneficial Association by the Senate Subcommittee on

Merchant Marine and Fisheries through its labor question

naire :

competitive position in world 
shipping. In fact, without such 
specially trainedofficer personnel 
we could not hope to make maximum 
use of the technologicalimprove- 
ments~l)uilt into newer merchant 
vessels A t

Question (11) - With the complicated 
and highly technical scientific aids 
to navigation and ship operation now 
in general use, do you consider it

47. U. S. Congress, Senate, Report of the Committee 
on Interstate and Foreign Commerce, pursuant to Senate 
Resolution 35, on Merchant Marine Training and Education, 
op. cit., p. 9. (Underscoring added by author.")
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48

probable that unlicensed personnel 
will advance to master's and chief 
engineer's posts in the same 
proportions as recently?

Reply - During the Korean hostilities, 
any shortage of licensed engineer 
personnel to man high-pressure type

Reply - It is our belief, based on 
past experience, that technical 
advances will not serve as a bar to 
the advancement of licensed and un
licensed personnel to chief engineer's 
posts. Men who have made the sea
faring profession a career have al
ways met any challenge of new equip
ment. Engineers whose sole experience 
had been with the old low-pressure 
type powerplants accommodated them
selves readily and quickly to the 
high-pressure type powerplant with 
all of its new equipment prior to and 
during the period of World War II. . .
Question (12) - During the Korean 
hostilities, it has been asserted 
there was a shortage of engine of
ficer personnel due to lack of train
ing in the operation of high-pressure 
turbines. With new propelling 
machinery now being installed in 
merchant ships on an experimental 
basis, and nuclear-propelled ships 
on the horizon, will men from the 
ranks be able to keep abreast of 
ship operation requirements of the 
future without some type of formal scientific education? Please explain.

48. U. S. Congress, Senate, Hearings before a 
Subcommittee of the Committee on Interstate and Foreign 
Commerce, Merchant Marine Training and Education, 
op. cit., p. 44b.
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While the replies to the two questions shown above
are incomplete and lack conciseness, the obvious feel
ing on the part of the union is that technical progress
will not deter advancement of the men in the ranks,
and that those who are faced with acquiring new techno
logical skills will do so regardless of the academy
program of training.

There appears to be no immediate problem related
to technology and personnel but problems will undoubt-

Ship operators will beedly arise in the near future.
faced with the choice of either employing men who have

formal scientific education that is current with thea

49. Ibid.

vessels could be attributed only 
to the fact that many thousands 
of trained licensed engineers, 
unable to find employment in the 
postwar period, had left the 
industry for shoreside jobs. At 
the end of World War II, there 
were more engineers thoroughly 
familiar with the operation of 
high-pressure turbines than at 
any time in history. There was 
practically no change in propulsion 
machinery up to the start of the 
Korean emergency. Those engineers 
who had found shoreside employment 
were reluctant to leave that 
security for the uncertainties of . 
continued employment at sea. . .
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latest technological developments or employing men who
have experience with obsolete equipment and must learn
new skills. One possible solution would include the

reactivation of training programs for men in the ranks

who have had no formal training. That is, the reopening

of refresher, specialist, and upgrading courses under

government supervision. The maritime unions strongly

advocate this plan in lieu of academy programs of

training.

Two other controversial issues related to maritime

The first issue applies totraining deserve attention.

To understandjob opportunity for academy graduates.

fully the problems in this area would require a complete

comprehension of employment procedure in the maritime

industry for off-shore personnel, an understanding of

union philosophy as it related to job opportunity, and

relations in the maritime field.

Maritime academy graduates, to be employed as

licensed officers aboard American merchant vessels, must

Job Opportunity and United States 
Naval Reserve Requirements

an insight into the historical development of labor
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do more than receive federal recognition that they are
certified as being properly qualified for a Job. They

must Join an appropriate maritime union and await a Job

opening on the basis of a rotating call list.

Some complaints have been raised about union

prejudice and discrimination toward academy trainees.

Several shipping companies have voiced their ap

proval of academy graduates as ship's officers but

expressed uneasiness that, due to agreements with

more difficult to hire academy-trained junior officers.

Various other companies stated that they feared

that present union contract requirements concerning

selection of junior officers would so retard the indus

try's employment of academy graduates as to make the

The union staunchly denies any discrimination to

ward academy graduates.
John M. Bishop, Secretary-Treasurer, of the Inter

national Organization of Masters, Mates, and Pilots, 

50.

Ibid.51.

50. Senate Maritime Training Subcommittee Resume 
of Replies to Industry Questionnaire, November, 1955.

certain maritime labor organizations, it was becoming
 ....  50

51 present rate of graduation in excess of future needs.
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Inc., in a letter to the Special Senate Maritime Train
ing Subcommittee, stated:

Much of the dissension may be due to an incomplete
understanding of union-management agreements in the mari
time industry. Needless to say, company representatives

should be familiar with the details of such agreements.

In a typical agreement, involving licensed officer

employment, preference is given to members of the union

All masters and chief engineers

are directly employed by the company and need not be

What local union rules exist in regardunion members.

to placement of other officer personnel is purely a

union matter and outside the control of ship-operators.

We have been accused of attempt
ing discrimination against Kings 
Point graduates. This is not true. 
Regardless of his origin, each 
newly licensed officer pays an 
initiation fee and Joins the ap
propriate organization to sail on 
a contract ship.52

53. Agreement between Isthmian Steamship Company 
and National Organization Masters, Mates, and Pilot of 
America, dated October 26, 1953.

when available, provided the company considers the
53 personnel qualified.

52. John M. Bishop, statement made in letter to 
Donald D. Webster, Counsel, Special Senate Maritime 
Training Subcommittee, November 28, 1955.
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If the situation were to be otherwise, management would

have to bargain accordingly.

From a resume of replies to questionnaires sent to

700 recent graduates of the United States Merchant

Marine Academy and the various state maritime academies,

This difficulty would

undoubtedly have been greater if the United States Navy-

had not called a substantial number of these graduates

to active duty.

It is not to be construed, from an analysis of

these figures, that discrimination toward academy

graduates exists in union hiring halls. The difficulty

in finding employment could be attributed to a number

of reasons, the most obvious being the lack of demand

for licensed officers.

The second important issue deserving attention

pertains to Section 302(g) of the Merchant Marine Act

of 1936, as amended. This section requires that all

ported difficulty obtaining suitable employment, or 
521 

about lo per cent of the total.

it is recorded that of 271 replies, 49 graduates re-

54. Resume of replies to questionnaires sent 
graduates since 1951> of U. S. Merchant Marine Academy 
and the state maritime academies by the Senate Sub
committee on Maritime Training and Education, 1955.
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deck and engineer officers aboard subsidized vessels

Two questions arise: (1) What does the Navy Depart

ment intend to do to allow this requirement to be met,

if it drops the Naval Reserve Training Program at the

(2) Will maritime unions continue to resistacademies?
this requirement?

Comment has already been made about the Naval Re

serve Program at the academies without making specific

Merchant Marine Act of 1936, as amended. There is no
anticipating the Navy's program of action in regard to
this matter except to indicate that any suitable program
must be worked out jointly with the Department of Defense,
the Department of Commerce, and the Selective Service.
As long as graduates of the academies receive an Ensign's
commission in the Naval Reserve, all government sub
sidized vessels should be able to comply with this

If the Naval training program ispersonal requirement.

Public Law 705, Section 302(g), 75th Congress,

56. See Chapter V.

55.
1938.

reference to the requirement in Section 302(g) of the 
56

"shall, if eligible, be members of the United States
55Naval Reserve."
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stopped, no immediate shortage of merchant officers

with Naval Reserve status will occur, but yearly at

trition among available licensed personnel will make the

problem more acute as time passes.

Unions strongly resist the requirement that all of

ficers aboard government subsidized vessels be members

of the Naval Reserve. The requirement eliminates Job

opportunities for many members of the union. On the

other hand, it benefits those officers who meet all re

quirements and maintain status in the Naval Reserve.

To illustrate union feeling on the subject, the

following quotation is presented:

. . .one of the most objectionable 
features of our merchant marine today 
is the requirement that officers on 
subsidized vessels be members of the 
Naval Reserve. It often results in 
disqualification for employment of 
competent officers - not for lack of 
know-how on operating a ship, but for 
failure to have the right number of 
teeth or something equally absurd. 
The men who operate the ships want 
this requirement ended, not continued. 
This is rank discrimination, not im
posed on any other group of workers. 
We are not opposed to permitting 
merchant marine officers to voluntarily 
join the Naval Reserve. We are opposed 
to making it a requirement of employ
ment. . . .57

57. C. F. May, President, Local No. 90, National 
Organization of Masters, Mates, and Pilots of America 
(A.F. of L.), statement in letter to House Subcommittee 
No. 7, Committee on Merchant Marine and Fisheries, 
March 30, 1954.
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Federal reasoning behind this requirement relates

to the entire merchant marine program as developed by

the Merchant Marine Act of 1936. Since the strongest

reason for advocating a sound merchant marine, of

modern vessels with trained and efficient personnel, is

national defense, Congress attached the requirement

that all officers sailing aboard government subsidized

vessels be members of the Naval Reserve. Government
expenditure for subsidizing the merchant marine runs

into the millions of dollars annually. Congress

reasoned that if this expenditure is justified by

national defense needs, then a requirement strengthen

ing the quality of officers aboard subsidized merchant

vessels was justified also.

Future Maritime Training Problems

Many of the problems already mentioned in the mari

time training field will be with us in the years to

However, mention should be made of other importantcome.
areas which should be given considerable thought today so
that these issues of importance will be minimized in the

These potential areas of concern, which willfuture.
affect maritime training, are listed below with pertinent

questions relating to each area:
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1.
(a)

(b)

(c)

2.
(a)

(b)

3.
(a)

(b)

(c)

4.
(a)

State maritime academies -
Will they be given assurance of 

permanent appropriations from 
Congress in the form of federal 
legislation?

What is to prevent other seaboard 
states from establishing mari
time academies and demanding 
federal appropriations?

Will Kings Point eventually replace 
the need for state maritime 
academies?

Technological improvements -
Will non-scientific trained personnel 
be able to keep abreast of techno
logical developments in the mari
time field?

What affect will the development of 
atomic-powered merchant ships have 
on training programs, size of 
ship's crews, and operating expense 
of shipping companies?

Training in time of mobilization -Can the United States train suf
ficient numbers of merchant seamen 
in time of a national emergency 
without maintaining training facilities for unlicensed personnel 
in peacetime?

Employment opportunities -
If demand for merchant seamen con

tinues to diminish, will Congress 
continue to encourage and support 
a federal maritime training program?

Should the federal government make 
a serious effort to place academy 
graduates in other fields of government service, besides the 
merchant marine?Will the continuation of maritime 
training programs eventually 
eliminate opportunity for advance
ment to the non-formally trained 
seaman?
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(b)

(c)

5.
(a)

(b)

Chapters VIII, IX, and X deal with a partial

analysis of many of these problems, present and future,

which are considered vital to an understanding of mari-

Followlng the analysis, Chapter XI istime training.

devoted to the development of a solution for certain

maritime training problems, based on a crystallization

of all views of those interested in maritime training.

What type of recruitment programs 
should the government set up 
during the next mobilization 
period to attract ex-seamen to 
the merchant marine?

Should young men of America be 
drafted by the government for the 
merchant marine during an 
emergency period?

Personnel problems in peacetime -
What action should the government 

take to attract a higher type of 
American youth to train for service 
in the merchant marine?

What can be done to insure that 
federal maritime trainees will stay 
at sea, rather than use their train
ing to secure shore jobs?



CHAPTER VIII

Introduction

The selected areas for analysis encompass almost all
of the major and minor issues described in Chapter VII.
Each area of concern represents subject matter which is
highly controversial and very pertinent to a thorough
understanding of maritime training in the United States.

The method used in analyzing the selected subjects
Questions, vital to the majoris one of interrogation.

The analysis, based onunderlying issues, are raised.
the questions raised, leads to an acceptance or rejection
of ideas, arguments, and opinions brought out in the prior
chapter.

subjects which have been selected for partialThe
are as follows:analysis

1.

2.

3.

218

The Present Federal Maritime Training 
Program.

RELATIONSHIP OF SUPPLY AND DEMAND FACTORS TO 
MARITIME TRAINING

Some Effects of Union Attitudes and 
Technology on Maritime Training.

Relationship of Supply and Demand Factors 
to Maritime Training.
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It is obvious to the federal government and to

maritime trainees that unless there is a demand for

merchant marine personnel, all efforts directed toward

preparing for a seagoing profession and all costs in

volved are wasted. There is little justification for

graduating skilled merchant marine officers if, upon

graduating, they accept employment in shoreside, non-

maritime related positions, because of no foreseeable

demand for their services in the merchant marine.

An analysis of the supply of and demand for

merchant seamen is closely allied to the problem of

Since the existing traintraining maritime personnel.

ing program is of a federal nature and deals only with

training licensed officers, the analysis of supply and

demand factors focuses on the supply of and demand for

merchant marine officers.

Before discussing factors affecting the supply of

and demand for merchant seamen, some justification must

be made for the United States maintaining a merchant

marine, since problems of employment, training, and

subsidization would not come about unless such a policy

was maintained.

The United States fosters, protects, and subsidizes

the merchant marine, and thus provides job opportunities
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First,
past experience has demonstrated that in peacetime,
reliable service at reasonable rates during periods of
shipping shortage requires that the United States be
prepared to carry a substantial part of its waterborne
foreign commerce in American-flag vessels. During
periods of stringency in the past, the maritime nations
have tended to give priority to their own commerce and
their fleets have been instruments of national policy
and trade promotion. Second, the merchant marine and the
shipbuilding industry are vital as instruments of our

Regardless of ordinary economicnational security.
considerations, the maintenance of an essential merchant

marine to serve as a military auxiliary has to be re

garded as a necessary cost of the national defense to

the extent that a merchant fleet and shipbuilding

industry cannot be self-supporting.

It has been estimated that approximately fifty per

cent of the graduates of state maritime academies and

the United States Merchant Marine Academy were unable

in the maritime industry, for two basic reasons.

1. U. S. Congress, House, Merchant Marine and 
Fisheries Committee, Survey of the American Merchant 
Marine Policies and Problems, b>3rd Congress, 2nd 
Session^ 1954,p. 4.
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Does

this indicate that there is an over-supply of licensed

merchant marine officers available in the maritime

industry? To answer this question properly, a study
should be made of the factors affecting the supply and
demand for merchant seamen.

Demand for Merchant Marine Personnel

Employment in the merchant marine has fluctuated
widely over the years. There is a tendency for employ
ment to be high when the nation's general business
condition is good and for employment to be low during

This is clearly noted by referringdepression periods.

to Table 13 (page 223). During war years, demand is

extremely high but quickly subsides following cessation

In peacetime, when the nation'sof hostilities.

general business condition is good, the amount of foreign

trade of the nation vitally affects the demand for

merchant seamen.

Congress, 1st Session, October 4, 1955, p. 19.

2 
to secure employment on merchant ships in 1955.

2. U. S. Congress, Senate, Hearings before a Sub
committee of the Committee on Interstate and Foreign 
Commerce, Merchant Marine Training and Education, 84th
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Figure 1 (Tables 13 and 14) shows a comparison of

selected factors affecting demand for merchant marine

personnel in the United States from 1925 to 1939 and

from 1948 to 1952. It is apparent that foreign trade

of the United States carried in domestic-flag vessels

strongly influences employment in the merchant marine

since shipowners must man their vessels with a majority

of crew members who are American citizens. This action

obviously expands employment opportunity when United

States' shipping activity increases. By noting the

period from 1929 to 1937 it is seen that total water

borne foreign trade of the United States fluctuated

considerably compared to fluctuations of employment in

This fact may be explained bythe merchant marine.

observing that United States water-borne foreign trade

carried in domestic-flag vessels decreased less during

this period than did total water-borne foreign trade and

thus, due to federal manning requirements, demand for

merchant seamen remained low but relatively stable.

Another factor that may explain the wide divergence

between total water-borne foreign trade and merchant

seamen employment during this period pertains to the

mail-subsidy law which was in operation. Shipowners,
covered by this act, had little incentive to seek out
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Index (1925=Base Year)Years Number

Note:

Source:

56,750 
58,630 
61,430 
61,100 
64,480 
64,250 
58,780 
54,000 
54,380 
55,100 
56,150 57,200 
59,150 49,800 
52,000 
49,810 
51,280 
80,250 71,970 
61,550 84,300 
76,650 
70,125 62,450

100.0
103.3108.2
107.7113.6
113.2
103.6
95.2
95.897.0
98.9100.8

104.2
87.8
91.6
87.8
90.4
141.4
126.8
108.5
148.5
135.1123.6
110.0

19251926
19271928
19291930
19311932
19331934
19351936
19371938
19391940
1941
1948
19491950
19511952
19531954

United States Department of Commerce. 
(Statistical Abstract of the United States, 
1955, P. 5tSS.") ’

Employment figures for years, 1942-47, excluded 
because of abnormal wartime conditions.

TABLE 13

EMPLOYMENT OF MERCHANT SEAMEN1 IN MERCHANT MARINE OF 
THE UNITED STATES, 1925-1941 AND 1948-1954

1. Excludes seamen employed on Great Lakes and 
inland waterways.
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the least expensive method of shipping cargo and

operating vessels. Subsidized vessels remained in

service regardless of the amount of water-borne foreign

trade and operators continued to man their vessels with

crew members who were predominantly American citizens.

This action helped maintain demand for seamen even

though total water-borne foreign trade diminished.

trade was relatively high and fluctuated less severely

than did merchant marine employment and water-borne

foreign trade carried in domestic-flag vessels. The

reasons for this are not readily apparent by viewing
Figure 1. Consideration must be given to the antici
pated reduction in foreign trade following the war and
the anticipated reduction in employment in the merchant

Shipping and merchant

and 1946 and with hundreds of vessels being laid-up
following cessation of hostilities, thousands of seamen
became unemployed and returned to past occupations.
Total United States water-borne foreign trade remained
relatively stable from 1948 to 1950 because of economic

marine during post war times.
marine employment were at an all time high between 1942

Following World War II, 1948 to 1950, Figure 1
(Tables 13 and 14) shows that total water-borne foreign
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aid programs to foreign countries in addition to normal

supply and demand factors stimulating foreign commerce.

However, not all economic aid cargoes from America to

foreign nations had to be shipped in United States

vessels and employment of seamen continued to decline

during the postwar period until the outbreak of the

Also, many shippers sought the mostKorean War.

economical means of transporting goods and found a cost

advantage by utilizing the services of foreign shippers.

Figure 2 (page 229) portrays information tabulated

in Table 15 (page 230) and shows by scatter diagram the

relationship of changes in tonnage carried in United

States flag-vessels to changes in employment on board

It can be seen that there isAmerican flag-vessels.

tendency for the two factors to vary together al-some

Prior to World War II, it appears that thegether.

for employment in the merchant marine, 

first differences under each heading tend to vary to-

employment in the merchant marine due to a 

change in the amount of total water-borne foreign trade

effect on

though the cause and effect relationship is not clear.

Of the eighteen first differences between years for 

foreign trade carried in United States flag-vessels and 

thirteen of the
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carried in United States flag-vessels was significant
in most years but not predictable. During 1948 to 1952,
the first differences bear out information as shown by
Figure 1. United States water-borne foreign trade

carried in domestic-flag vessels and employment in the

merchant marine declined substantially in the post war

period until the Korean War broke out and stimulated

foreign shipping again.

Differences between United States and foreign

costs of shipping are very substantial but not uniform.

costs alone varies as high as 70 per cent.

(page 233) indicates the average differentials repre

senting the excess of United States over foreign sea

going labor costs, 1947-1951.

These actsaffects the demand for merchant seamen.

required that at least 50 per cent of the gross

This

3.

Legislation, such as the Economic Cooperation Act 

of 1948 and the Mutual Defense Assistance Act of 1949,

For example, the difference between sea-going labor

Table 16

3. Public Law 47, Section 111 (a)2, as amended, 
81st Congress, April 3, 1949.

tonnage of the cargo shipped from United States ports 
3 

should move in vessels of American registry.
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TABLE 16

Year

Source:

type of cargo was not considered "commercial cargo"
within the accepted meaning of the term because it

existing throughout the world. However, the shipment
of this cargo by American vessels helped to maintain
employment in the merchant marine following World War
II, although its real effect on demand for seamen was
short-lived. Only the Korean crisis prevented the

19471948
19491950
1951

AVERAGE EXCESS OP UNITED STATES 
OVER FOREIGN SEAGOING LABOR COSTS

Approximate
Per Cent

57546268
71

Survey - The American 
Merchant Marine Policies 
and Problems, House Committee 
on Merchant Marine and 
Fisheries, 83rd Congress, 
2nd Session, 1954, p. 7.

arose from abnormal economic and military conditions
4

4. U. S. Department of Commerce, Maritime 
Administration, Maritime Subsidy Policy, April, 1954, 
P. 117.-------------------------- -------------
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World War II level and staying there indefinitely.

With the cessation of Korean hostilities, employment

figures shrank again so that today the United States

employs about 50,000 men in the merchant marine. Of

this number, about 10,000 are engineer or deck officers.

Table 13 gives employment figures for merchant

seamen, 1925-1950. There is a wide degree of fluctu
ation among the figures but no more so than in a com-

Figure 3 (Table 17) showsparable industry ashore.
the average deviation of employment figures per year
from the arithmetic mean over a 25 year period, for
employees in the merchant marine and for employees in
the transportation and public utility industries. The

fluctuation of employment is less in the maritime

industry for seagoing personnel than for the workers

in the transportation and public utility industry.

This apparent relative stability in the total number

employed in the merchant marine tends to point toward

a sound basis for determining the proper magnitude of

the federal maritime training program during peacetime

years.

If there were severe fluctuations in the total
number employed in the merchant marine over a span of

demand for merchant seamen from dropping to a pre-
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years, exclusive of the war years, it would be difficult

to predict accurately how many new officers and seamen

would be needed to be trained to replace those leaving

the industry on an average annual basis.

Figure 3 also illustrates certain points brought

out by Figures 1 and 2. During the depression years

employment figures in the merchant marine fluctuated

sharply but not nearly so sharply as did employment

figures of the public utility and transportation indus-

The probable reason, as previously stated, istry.

that an important portion of the shipowners were

federally subsidized by mail-contract legislation and

maintained operations regardless of the amount of cargo

carried in foreign trade.

Another important factor affecting demand for

merchant seamen is the cost of operation facing a

The federal government realizes thesteamship company.

difference in operating costs between American ship-

and foreign competitors and has in effect aowners

program which grants an operating subsidy to selected

companies maintaining established foreign trade routes.

This subsidy is intended to cover certain cost dif

ferentials between domestic and foreign shipping
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Thus,

well afford to maintain operations and pay the wages
to seamen demanded by maritime unions. This coverage
does not apply to non-subsidized companies nor to tramp
shippers, even though these operators pay the same
wages to seamen, have high operating costs, and compete

The result of such a subsidywith foreign shippers.
program is disastrous to the marginal ship operator
who cannot compete without government aid when operat-

Such a situation has occurred during costs increase.
ing the post-war years and the number of active ships
of the United States merchant fleet has continued to

Table 18 (page 240) illustrates this point.diminish.
Demand for merchant seamen has thus diminished also.

Between 1947 and the early 1950's, the unsub
sidized foreign fleet ranged between roughly 350 and
450 ships,

The number of unsubsidized operators

Cf. ante, p. 232.5.

Helen M. Gibbs and Carl E. McDowell, Ocean6. 1_
Transportation, 1954, p. 121.

companies, and applies principally to wages.

the 17 domestic-flag operators receiving this aid, can

or better than half of the total foreign- 

freighter fleet.
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TABLE 18

Year Total

Source:

exceeded the number of subsidized operators. Today,

33 may be termed major operators.

7.
8.

Ibid.
Ibid.

there are probably 150 unsubsidized companies in 

existence in domestic and foreign commerce since 163

1,246 1,004 
711 988 782 629 
623

1948
19491950
1951195219531954

However, of that number, only 
8

United States Department of 
C omme rc e. (Statistical Abstract of the United States, 
1955, p. W7J~

UNITED STATES FLAG STEAM AND MOTOR 
VESSELS OF ONE THOUSAND GROSS TONS 
AND OVER ENGAGED IN FOREIGN TRADE, 

1945-1954

companies, not principally tanker owners, purchased
vessels under the Merchant Ship Sales Act of 1946 for

7American-flag operation.'
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As of December 31, 1952, the number of subsidized,

At the same
time, the number of non-subsidized privately owned

These vessels are classed as cargo vessels and combi
nation vessels, excluding tankers.

Since the average cargo vessel carries a crew
varying from 40 to 52 men, it is easy to visualize the
effect on unemployment, if a large number of the non
subsidized vessels are forced to withdraw from active
service due to high operation costs and due to not
being federally subsidized.

The effect on training programs could be substantial
also.

Re
ducing the total number of active merchant ships thus

employed officers on shore.

9.

10.
11.

10 
United States flag ocean-going vessels amounted to 253.

U. S. Department of Commerce, Maritime 
Subsidy Policy, op. cit., Appendix A.

Ibid.

reduces job openings for graduating officers and un-

U. S. Congress, Senate, Hearings before a 
Subcommittee of the Committee on Interstate and Foreign Commerce, Merchant Marine Training and Education, op. 
cit., p. 11.

privately owned United States flag, ocean-going vessels 
o engaged in foreign trade amounted to 273.

It is estimated by rule-of-thumb that one officer 
per vessel leaves the sea permanently each year."'"^'
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There is no economic justification for subsidizing
every shipping company and every vessel's operation
just to maintain employment opportunities and create a
need for a maritime training program. On the other
hand., effective utilization of academy trained, skilled
officers may bring about greater productivity and re
duced operating costs which will aid some non-sub-
sidized ship operators to remain active.

In 1952, Congress appropriated funds to the Mari
time Administration for subsidizing the operating
differential costs of shipping companies under such an

It is interesting to note that additionalagreement.
funds were appropriated to be reserved for allocation

The amount was small but allowed coverage
for 60 voyages made by this class of operator.

This action by Congress and the Maritime Adminis
tration, in effect, steadied the employment situation
and helped to maintain demand for merchant seamen.
It's not certain that excess appropriations will always
be made to aid the marginal shipper but such a

Ibid., p. 96.12.

to companies who were not under the operating-subsidy 

agreement.^
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Supply of Merchant Marine Personnel

A number of factors affect the supply of officers
and unlicensed men for the merchant marine. The more

important ones are discussed.

Job opportunity—The most common argument voiced

by maritime unions today against federal expenditure

for officer training programs hinges on the assumption

The maritime industry is unique in regard to the

employment of seagoing personnel. This industry

suffers from an acute attrition rate brought about by
the hazards of employment, the life at sea, the time-
off between voyages, the lure of shore employment, the
fluctuation of Job opportunity, and so forth. For these
reasons, the merchant marine must maintain an adequate

Ibid., p. 123.13.
14. Cf. ante, p. 179.

reserve of seamen to replace men who temporarily or

that there is an oversupply of maritime officers and
14unlicensed personnel.

recommendation has been made to Congress by the Depart
ment of Commerce



244

permanently leave the industry. The size of this

During a depressed period of shipping activity the

reserve force is generally larger than 30 per cent be

cause of the large number of men looking for work, but

when maritime activity expands and absorbs these sea-

According to current plans, peak mobilization

would require about 197,000 active merchant seamen,

The
contrast between the two figures is significant enough
to indicate that during a mobilization period, a serious

Experience from

16. Ibid.

recruitment problem would develop.
World War II indicates that from 1938 to 1945, four

15. U. S. Department of.Labor, Bureau of Labor 
Statistics, Employment Outlook in the Merchant Marine, 
prepared by Eugene B. Spector, December lb, 
P. 9-

reserve is roughly estimated at 25 to 30 per cent of 
men employed in the industry.

men, the reserve force falls below the 25 per cent 
level.

whereas in 1955, approximately 60,000 shipboard person-
17 nel were employed on United States flag-ships.

17. U. S. Congress, House, Committee on Merchant 
Marine and Fisheries, Survey of the American Merchant Marine Policies and Problems,~~?3rd Congress, 2nd 
Session, 1954,p. 15^
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times as many documents were issued to licensed and un

Still, of the 700,000 seamen
issued documents, barely enough sailed in the merchant
marine to man the 168,000 jobs available in 1945.

Table 19 (page 246) is included to illustrate labor
turn-over in the merchant marine.

Today, the United States undoubtedly has an adequate
supply of merchant seamen available for manning the im
mediate peacetime fleet. This statement is based on
the opinions of maritime union leaders, representatives
of the various maritime academies, the Maritime Adminis-

However, shipping is intration and industry spokesmen.

Also, the number of withdrawals from
the merchant marine may soon outnumber the new

Seamen cannot continue to wait indefinitelyentrants.

When the maritime industry becomesfor job openings.

stabilized, entrants may approximately equal with

drawals, but no consideration has been given to the

19.

licensed personnel in the merchant marine as the peak 

manning scale total.

a declining period and the number of active vessels is 

diminishing.

18. U. S. Department of Commerce, Maritime Sub
sidy Policy, op. cit., p. 32.

See Table 18, page 240.
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TABLE 19

382,700Total 5.5

1.

The sharp drop in employment in the postwar

Source:

7.93.44.4
5.1

Number Employed 
During the Year

125,800 
53/800 

141,200 
61,900

Average Number 
of Months Worked

Regularly employed
Irregularly employed
Withdrawals2
New entrants

New entrants - Seamen not employed before the period 
studied but employed at some time during the year and 
afterward.

Withdrawals - Seamen employed before and during the 
period studied but not afterwards.

Regularly employed seamen were those employed 
before and after the period studied and at some time 
during the year.

Irregularly employed seamen were those employed at 
some time during the year but not employed before or 
after the period studied.

2. . ...
period accounts for the large number of withdrawals. 
In a period of rising employment, entrants outnumber 
withdrawals, and in a period of stable employment, 
entrants and withdrawals nearly balance.

DURATION OF EMPLOYMENT OF MERCHANT SEAMEN, 
JULY I945-JUNE 1946

Employment Status'*"

Stability of Employment in the American Merchant Marine, Herman W. Sturm,"Unpublished Thesis, 
American University, 194-9. (Reproduced from 
Monthly Labor Review, November, 1951, p. 567.)
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quality of seamen, their backgrounds, and need for
training, in view of the attrition rate applicable to
seagoing personnel.

be 10 to 12 per cent per year. With a proposed
peacetime merchant fleet of some 1,200 vessels, the re
quired number of newly licensed officers would be about
1,200. American-flag operators, Kings Point and the

state maritime academies, and the Merchant Marine and

Fisheries Committee of the House of Representatives,

from 1,000 to 1,600 yearly. Of this total, approxi

mately 500 of the new officers will be supplied from

The

remainder must be supplied from unlicensed personnel,

who without academy training, acquire licenses.

21. Ibid.

See Chapter V.22.

The attrition rate among officers is presumed to
20

estimate a need for newly licensed officers ranging
21

the graduating classes of the United States Merchant
22 Marine Academy, and the state maritime academies.

20. U. S. Congress, Senate, Committee on Inter
state and Foreign Commerce, Report on Merchant Marine 
Training and Education, January 31, 195b, p. b.
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The attrition rate among unlicensed personnel is
greater than that among officers. A larger reserve of
unlicensed maritime workers must be maintained to
prevent manpower shortages in the future. The Maritime

A number of additional factors affect the supply of
merchant seamen other than job opportunity.

Union restrictions—Practically all merchant sea
men, including officers, are members of maritime unions.
These unions, since 1936, have been strong, close knit,

They control the hiring procedure fororganizations.
all shipboard personnel, except the master of the vessel

Each union, through the hiringand the chief engineer.
hall system, can determine its own rules and regulations
in regard to placement of qualified union personnel

If a unionaboard merchant ships with crew vacancies.

desires to restrict or limit membership, it may do so.

If a union places members in jobs on the basis of a

rotary call system, it may do so.

high initiation fee and requires a large sum per month

for dues from members, it may do so. Some unions

Ibid., p. 32.23-

If a union charges a

Administration estimates a shoreside reserve of 35 per
23 cent for job categories other than officers. J
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Other
unions are more restrictive. The end result is that
unions are able to take steps to restrict the supply of
seamen in a time of limited Job opportunities, if they
so desire.

Wage scales—High wages in an industry usually at
tract a large number of workers eager to secure a sub
stantial income. Wages in the maritime industry are
such that they appear attractive to the average worker.
Union-management agreements now cover rates of pay con
cerning the basic monthly wage, overtime pay, penalty

While the wagespay, and welfare and pension plans.
appear attractive, they are no higher than those paid

where comparable skills are required. However, since

cent as compared to a 48 per cent increase in the con-

1945, unlicensed seamen in dry cargo shipping, have had 
their average monthly earnings increased about 138 per

accept any seaman's application for membership, regard
less of experience, training, race, or beliefs.

sumers ' price index number, using 1945 as the base

in most shoreside industries in the United States,
24

24. U. S. Department of Commerce, Maritime Administration, Review of Labor-Management Relation- ships in the Maritime Industry and the Subsidization of 
SeamahTs’ Wages, June, 1955 > Table 77 (Table 7, Hourly basic Wage Rafes - Selected Seafaring and Shoreside 
Jobs.)
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While high wages may attract maritime personnel,
they also play a part in restricting Job opportunity by
increasing the operating cost differential between
American shipowners and foreign competitors. This forces

forces the operator to increase his costs of operation.
As costs increase compared to foreign ship operation,
less business is attracted, thus eventually reducing the
size of the American merchant marine and eliminating
shipboard employment. There is no intention to indicate
that reducing seamens' wages will solve America's

The problem is far too complex toshipping problem.
blame high wages for all the ills, but attention is

drawn to the fact that in this particular industry, high

wages have a long-run restrictive effect on employment

aboard vessels which are non-subsidized by the federal

government.

Government regulations—Another factor which af

fects the supply of merchant seamen pertains to federal

regulations controlling the employment of new seamen in

the merchant marine.

Every person going to sea for the first time, in a

job or "rating" that does not require a license, must

Ibid., Figure 2.25.

the federal government to bear the difference in wages or

25 year.
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obtain a merchant mariner's document from a Marine

Inspection Office of the United States Coast Guard. To

receive this document, each new recruit must present

proof that he has a job offer as a member of the crew

of a United States merchant vessel. Following a security

check, the Marine Inspection Office gives the applicant

a merchant mariner's document endorsed by the Coast Guard

for his particular entry rating. The new seaman may be

endorsed by the Coast Guard for any of the following

ratings without a professional examination: ordinary

seamen in the deck department; wiper in the engine de

partment; and messman or utility man in the steward's

department.

The requirement that a new entrant in the merchant

marine have proof of a job offer before receiving en

dorsement by the Coast Guard restricts the supply of new

unlicensed seamen to a minimum during depressed shipping

Those applicants who do qualify for positionsperiods.
in the merchant marine are eligible for advancement to
higher ratings, if, after 3-year's sailing time, they
successfully pass an examination designed to test their
knowledge in their respective fields.
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Availability of training—Formerly, unlicensed
seamen, under the programs of the Maritime Service
Training Stations, were able to take courses to help

Since these training
facilities were closed in 1954, the responsibility for
learning new skills, keeping abreast of current de
velopments in industry, acquiring theoretical knowledge,
and so forth, rests entirely with the seaman in service.

The lack of present training opportunities for un
licensed merchant mariners will seriously hamper the
potential efficiency and skill of seamen in the merchant

The lack of training opportunities obviouslymarine.
limits the ambitions of many seamen who would desire to
acquire new skills and experience which would qualify

Since Kingsthem eventually for officer positions.
Point and the state academies plan to graduate only
about 500 officers a year out of the proposed 1,000 to
1,600 officers needed annually for replacement in the
merchant marine, some encouragement or aid appears
needed to stimulate men in the ranks to advance to

During 1954, only 244 nonacademyofficer positions.

26. Of. ante, p. 90.

them advance in rating and to keep abreast of new de- 
26 velopments in the industry.
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Undoubtedly the
number would have been greater if training or upgrading
facilities had been available for unlicensed seamen.

There is little doubt that federal regulations
governing entry into the merchant marine, lack of train
ing facilities for upgrading, and increased technical
skills needed by seamen on board vessels, create
restrictive effects on the supply of merchant seamen
for the American merchant marine.

281, Table 21.Cf. post, p.27.

officer licenses were granted by the Coast Guard out 
of a total of 710 new licenses.



CHAPTER IX

THE PRESENT FEDERAL MARITIME TRAINING PROGRAM

An analysis of the present federal maritime training

program introduces a number of questions which bear

consideration:

1.

2.

3.

4.

5.

What are the results of the present federal mari

time training program?—The program for training

merchant marine personnel stems from the declaration of

policy set forth in Section 101 of the Merchant Marine

Act of 1936, as amended, which states in part:

Of. ante, p. 51.1.
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Can the present maritime training program 
be economically or socially justified?

Can the present maritime training program 
be improved?

Is the present maritime training program 
operated soundly and efficiently?

Is the present maritime training program 
considered balanced?

Is the present maritime training program 
bringing about the desired results, in light 
of Section 101, Merchant Marine Act of 1936, 
as amended in 1938?^-
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The policy of the federal government toward maritime

training is clear. The objective of the government is

to man American merchant vessels with American citizens

who are well trained, skilled, and efficient in their

As indicated earlier in this chapter, a merchantwork.

marine is deemed necessary on the grounds that the nation

should not be dependent on foreign shippers and exorbitant

rates during stringent shipping times and on the grounds

This analysis is not concerned with the Justifi-

The analysiscation for maintaining a merchant marine.

is based on the assumption that a merchant marine is

Public Act 835, Section 101, 74th Congress,

Cf. ante, p. 51.3.

2. 1  
June 29, 1936.

that an adequate merchant marine is essential to national
3security during war periods.

Section 101. It is necessary for 
the national defense and development 
of its foreign and domestic commerce 
that the United States shall have a 
merchant marine. . .manned with a 
trained and efficient citizen person
nel. It is hereby declared to be the 
policy of the United States to foster 
the development and encourage the 
maintenance of such a merchant marine.
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Since some form of formal maritime training has

been in existence in the United States for 82 years, it

appears wise to analyze the results of the present feder

al program and see if the results match the objectives

of Section 101 of the Merchant Marine Act of 1936.

The present federal maritime training program is

of a dual nature. The United States Merchant Marine

Academy is operated exclusively by the federal govern

ment as a permanent federal academy for the training of

licensed deck and engineer officers. The state maritime

academies of Maine, Massachusetts, New York, and

California which also operate to train licensed deck

and engineer officers, are partially subsidized by the

federal government, but are primarily supported by ap-

All academies,propriations from the respective states.

federal and state, come under the direct supervision of

the Maritime Administration of the Department of Com

merce .
However, the end product, the graduated

Cf. ante, pp. 39, 40.4.
See Chapter V.5.

necessary and thus, a maritime training program is
4necessary.

Programs of training are similar but not 
5 identical.
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merchant marine officer, is faced with similar work

conditions, depending on the type of vessel upon which

he sails. As a means of determining the maritime
trainee's proficiency, he must undergo a rigorous com
prehensive examination, administered by the United

These examinations

sometimes require as long as one week to complete and

are given in the principal port cities of the United

States. Additionally, it must be remembered that all

trainees undergo either a three-or four-year course of

The fact that graduates pass a professional exami

nation does not guarantee efficiency and competence in

the performance of their duties as licensed merchant

However, the results indicate thatmarine officers.

federal maritime trainees in the officer program do

become efficient officers, advance rapidly, assume

7.7. See Chapter V, for a complete description of 
the various training programs, including curricula.

6. See Appendix, Table P and Q, for subject areas 
covered by deck and engineer license examinations.

States Coast Guard, before he can receive his officers 

license in the merchant marine.

study designed to mold them into qualified merchant
7 mariners prior to sitting for their licenses.
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responsibility well, and give adequate leadership when

needed. The final result is a merchant marine manned

with highly trained and skilled officers, far superior,

on the average, to officers in the merchant marine

prior to the passage of the Merchant Marine Act of 1936.

Twenty-one American-flag operators who employ 96

per cent of all academy trained officers at sea reported,

in answers to the Senate Maritime Training Subcommittee

questionnaire in 1955, that the officers rated as

"meeting high

standards," and "competent."

Inrated as

regard to practical training, the majority of the ship
owners advised that men up from the ranks were superior
to academy graduates in matters relating to practical
routine, handling of the crew, and ship maintenance.
On the other hand, they reported that academy graduates

The

See

Ibid.9.

"excellent,"

8. Senate Maritime Training Subcommittee Resume 
of Replies to Industry Questionnaire, 1955- Appendix, Table R, for copy of questionnaire.

An additional few were 
o 

"lacking only in practical training."

excelled in administration, preparation of logs and 
9 reports, and shipboard demeanor and theory.

"very good in all respects,"
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consensus was that men with academy training, who stayed

experience, and thereafter made the best officers.

The above statements do not represent an indictment

of all officers who acquired experience in the ranks and

later became officers without academy backgrounds. How
ever, since only one-third of the newly licensed officers
in 195^ came from the ranks, it is apparent that the

academy men as Junior officers. It is also common
knowledge that only the superior officers, up from the

Hundreds more

10. Ibid.

13. Ibid.

at sea, soon overcame their initial lack of practical
10

trend is going to be toward the employment of more
11

Today there are approximately 1,250 academy gradu- 
13 ates sailing in the merchant marine.

ranks, are employed by shipping companies during peace 

time.12

11. U. S. Congress, Senate, Report of the Committee 
on Interstate and Foreign Commerce, Merchant Marine 
Training and Education, January 31, 195b, p.

12. Senate Maritime Training Subcommittee Resume 
of Replies to Industry Questionnaire, op. cit.
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United. States Naval Reserve enhances their value to the

United States and brings about a more profitable return

to the nation from federal funds expended on maritime

training.

The United States Merchant Marine Cadet Corps,

These officers represent qualified
Naval Reservist as well as competent merchant mariners.
Over 400 of this number have achieved the status of

16"Master" "Chief Engineer" in the merchant marine.or

One of the major arguments against the soundness
of the maritime training program is that academy gradu-

But the facts speak for

14. See Appendix, Tables N and 0.

15.

Cf. ante, p. 197.17.

16. U. S. Congress, House, Hearing before Com
mittee on Merchant Marine and Fisheries, To Place the 
Merchant Marine Academy

Cf. ante, p. 160.
U. S. Congress, House, Hearing before Com- :.„i____ i t :, r?

 ; ~ on a Permanent BasTs, 64th
Congress, 1st Session, April 20, 1955> P- 42.

are employed in the maritime industry and in the United 
States Navy.1^ The fact that all Kings Point graduates 

and most state academy graduates are members of the

ates do not go to sea and make careers for themselves in
17 the maritime industry. '

alone, has supplied approximately 11,000 officers since 
15 its inception.
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Academy graduates do go to sea. A large

number remain in the merchant marine or the Navy, or

relocate in the maritime industry.

For an average sum of about $2,660,000 a year,

since 1951, the federal government appears to be getting

All facts, with respect to officers,

point toward a fulfillment of the objectives declared

in Section 101 of the Merchant Marine Act of 1936.

primarily from both a federal point of view and from a

To discuss the operation of thestate point of view.

program in respect to soundness and efficiency involves

analysis of the methods of supervision, the policiesan

of the institutions, the results of the programs, the

expense of the programs, and the schools in comparison

to similar educational institutions.

The costs of the program have been

See Chapter V, (Records of graduates).18.

Cf. post, p. 271.19.

Cf. ante, pp. 254-261.20.

Is the present maritime training program operated 

soundly and efficiently?—The present maritime training 

program, being of a dual nature, must be analyzed

themselves

The results of the maritime training program have
x. J. .,20been discussed.

excellent results from the maritime-training-program
19 investment.
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The remaining areas: super

vision, objectives, and comparisons, constitute the

framework of the present discussion.

The only basis for determining whether the academies

are soundly operated or not comes from reports, studies,

and opinions of groups authorized to evaluate the

program of training.

For example, the United States Merchant Marine

Academy is under the direct supervision of the Maritime

Administration. Its program of study and operation is

reviewed by the following groups: the Middle States

Association of Colleges and Secondary Schools, the

Congressional Board of Visitors, and the Academic

Figure 4, shows the relationship ofAdvisory Board.

the latter two Boards to the organizational structure

Any major changes in operation of theof the academy.

training program come about through the recommendation

of one of the four supervisory groups.

The state academies are supervised in a similar

All of the state academies are a component partway.

of the educational systems of their respective states.

Each academy is partially, but firmly, under the

Cf. ante, p. 62 and cf. post, p. 275.21.

referred to in an earlier chapter and are also discussed
21 later in this chapter.
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supervision of the Maritime Administration. Also, each

academy is under the direct guidance of a board of '
trustees and a superintendent representing the people
of the state and a board of visitors which inspects the
academies annually. New York State University Maritime

regional accrediting agency and thus, is also supervised

by the Middle States 'Association of Colleges and

Secondary Schools.

The reports of some of the supervisory groups give
an insight into the soundness and efficiency of the
training programs at the several academies:

The requirements for merchant marine 
training demand school facilities 
and teaching personnel of an order 
approximating those of our recognized 
technical schools whose standards and facilities are subject to critical 
evaluation. The United States 
Merchant Marine Academy is outstand
ing, in fact, unique in this respect. 
The Board believes beyond question 
that Kings Point is an educational 
establishment without peer in its 
field. . . ,22

College is the only state academy fully accredited by a

22. Report of the Seventh Academic Advisory Board to the United States Merchant Marine Academy, Kings Point, New York, March 10, 1954. (This board is appointed by the Maritime Administration under the 
authority of Public Law 214, 80th Congress, 1st Session. It is composed of not more than seven persons of distinction in the field of education.)
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24.

. . .the State of New York is main
taining a Maritime College which seeks 
to be a leader in maritime edu
cation. . . . New York is operating

Ewald B. Nyquist, Chairman, Middle States 
Association of Colleges and Secondary Schools, State
ment made in letter to Senator Warren G. Magnuson, 
October 18, 1955*

In view of the facilities which are 
now in use, and considering what is 
in prospect by acts which have 
already been taken by official 
authorities. . . .we should have an 
academy/Massachusetts Maritime 
Academy/second to none. . .because 
not only is the program good and the 
facilities good, but the control of 
the institution, I think, is superior. . . .23
The United States Merchant Marine 
Academy has been, since 1949, ac
credited by, and is, therefore, a 
member institution of the Middle 
States Association as a result of a 
qualitative evaluation by an expert 
committee consisting of representatives 
from Middle States institutions. All 
phases of the Academy were thoroughly 
reviewed. These areas included the 
purposes and objectives, the organi
zation and administration; the program 
including instruction, faculty, and 
curriculum; the facilities and re
sources and the^achievements of the 
academy. . . . ^

23. John J. Desmond, Commissioner of Education, 
State of Massachusetts, Statement made to Senate Sub
committee at Hearing on Merchant Marine Training and 
Education, 84th Congress, 1st Session, October 24, 
1$55, P. 113.



266

25

Many other similar quotations could be presented

but the tone of all of them is the same. No complaint

The splendid contribution of the 
state academies to the growth and 
development of the American 
merchant marine is likewise 
recognized by the Maritime Adminis
tration. Continued Federal aid to 
these State maritime academies has 
our wholehearted support and is 
fully justified. . . ,2°

a sound 4-year marine curriculum 
leading to the bachelor's degree, 
and requires, in addition, three 
annual summer cruises with the 
students operating the ship. . .

2o. Clarence G. Morse, Maritime Administrator, 
Statement made at Hearing on Merchant Marine Training 
and Education, op. cit., p. 410.

27. Report of the Tenth Congressional Board of 
Visitors to the United States Merchant Marine Academy, 
May 9, 1953.

25. Reuben Frodin, Executive Dean for 4-year 
and professional colleges, State University of New York, Statement made during Hearing on Federal Maritime 
Training Program, House Committee on Merchant Marine 
and Fisheries, 03rd Congress, 2nd Session, March 3, 
1954, p. 3.

The Board was impressed by the high 
quality of the staff and by their 
devotion to duty during. . . 
difficulty years. . . . The Board 
particularly complimented the 
Superintendent upon his displayed 
qualities of dynamic leadership 
coupled with commonsense throughout 
this difficult period and upon the 
fine achievements of national 
accreditation, national prestige, 
and national service which have been 
reached under his wise guidance. . . .'
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has been recorded against the soundness of any of the
school programs. Opinions vary as to procedure and
method needed to be applied to develop young men for
merchant marine officers, but there is absolutely
no criticism raised against the administration of the
academies, the faculties, the students in training, and
the over-all policies of the institutions.

The predominant policy of each academy is obviously
to graduate trained merchant marine officers, superior
to or equal in every respect to those of any nation,
and thus, provide the American merchant marine with a
high-caliber officer trained for any situation in peace
or war in the merchant marine.

Additional support probably is given to the argu
ment that they are sound by noting characteristics of
the programs of comparable institutions and relating
these points to maritime training programs. Using
Kings Point as an example of an academy conducting a

Also, a breakdown of

superior program of maritime training, one finds that 
the required curriculum for cadets consists of 240
quarter credit hours compared to 241 quarter credit 

28 hours required at Annapolis.

28. U. S. Congress, House, Committee on Merchant Marine and Fisheries, Hearings on Federal Maritime 
Training Program, 83rd Congress, 2nd Session, April 14, 
1954, pi Tlii
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subjects into classifications of General, Professional,
and Miscellaneous, shows that Kings Point maintains a
balanced curriculum similar to all other accredited
colleges in the Middle States Association.
down in relative percentages is as follows:

Per cent

Furthermore, in regard to general studies in the

Institution

A comparison of Kings Point with similar insti
tutions of a professional nature, shows it to be equal

Ibid.29.
Ibid.30.

The break- 
29

United States Merchant Marine
Academy (Kings Point) .... 

University of Michigan.................
Alabama Polytechnic Institute . 
Rensellaer Polytechnic.................
Georgia Institute of Technology 
Carnegie Institute of Technology

General. . .
ProfessionalMiscellaneous

General Education 
(semester hours)

34
50
16

63 
4? 
56 
56
64 
66

present curriculum, Kings Point compares very favorably
30 with other comparable institutions as shown below:
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31or superior to any school in its field. It must be

understood, however, that Kings Point and New York

State University Maritime College go beyond the basic

objective common to all maritime academies, the

graduating of a well trained merchant marine officer,

and provide a broad educational background for the

trainees comparable to that received by any college

student in a recognized, accredited university in the

United States.

While the Maritime Administration itself at one

time rated the five academies on a relative basis; and

rated Kings Point and New York as 1, California as 2,

Maine as 2-plus, and Massachusetts as 3, it would seem

Can the present maritime training program be im

proved?—Maritime training as a whole could be improved

upon by improving each of the academy programs of train-

Curriculum, physical plant, bugetary problems,ing.

that all the academies do a sound and efficient job in 
producing licensed merchant marine officers.-’

32. Louis S. Rothschild, Maritime Administrator, 
Ratings of academies given in statement at Hearing be
fore Committee on Merchant Marine and Fisheries, Status 
of Merchant Marine Academy at Kings Point, N. Y., 
KJrd Congress, 2nd Session,'T’anuary 12, 195^, p. 4.

31. For a description of the educational facili
ties and programs at Kings Point, see Chapter V.
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all, stand ready for analysis and review.
Before these subjects are discussed, attention

should be given to the problem of operating a dual
system of training. The Maritime Administration is the
over-all coordinator of the federal maritime training
program, and as such, is faced with the question of
whether the dual program of training is accomplishing
the desired results.

Since Kings Point has become a permanent academy
due to federal legislation in February, 1956, the

Would an improvement in maritime
training result if all federal appropriations to state

This would not infer that the stateacademies stopped?
academies would be closed but such action would
certainly cripple their operations, since up to one-

Would Kings Point be able to train and graduate the
same number of cadets as are now being graduated by all

Cf. ante, p. 150.33.
See Tables 4, 7, 9> and 11.34.

question of the dual system primarily involves the four 
33 state academies.

third of their annual cost has been borne by the federal
34government in recent years.-’
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five academies? ■Would total federal appropriations for
maritime training have to be increased substantially
for Kings Point to train and graduate officers equal to
the present total number? Should federal legislation
be enacted to write into law permanent annual appropri
ations for state maritime academies, consistent with
current financial needs?

In attempting to answer these questions, certain
advantages of a dual system of training arise which
need to be given appropriate consideration. These
advantages are listed below:

1.

2.

3.

4.

5. State academies serve as a basis for comparing curricula, records of 
graduates, operating costs, ideas on training, and so forth, with the United 
States Merchant Marine Academy.

State academies maintain three 
government-owned training vessels in 
excellent condition which would other
wise be laid-up in the merchant
fleet reserve.

State maritime academies are supported 
predominantly by state appropriations 
and not by federal appropriations.

State maritime academies have facilities 
available for immediate expansion in 
wartime.

The state maritime academies represent 
an investment in physical plant of over 
10 million dollars, not borne by the 
government.
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6.

7.

8.

While the advantages of maintaining a dual program
of training are noted, obvious limitations in such a
program also appear:

1.

2.

3.

4.

See Chapter V.35.

Under the dual system, programs of 
training are not standardized; thus, 
the end product varies.

Greater supervision and coordination 
of the program by the Maritime Com
mission is necessitated under such a 
program.
There is a definite division of 
authority under such a program since 
state schools are supported by state 
appropriations and also by federal 
appropriations.

The total cost of a dual program is greater to the government than if 
supporting Kings Point alone.

State academies maintain Naval Reserve 
training programs which add skilled 
and experienced officers to the United 
States Naval Reserve.
State maritime academies graduate out
standing merchant marine officers who 
raise the caliber and rank of personnel 
in the merchant marine.35

State maritime academies have a long 
history and have served the maritime 
needs of the nation since as early as 1874.
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5.

6.

It is hardly justifiable to recommend shutting off
all federal appropriations to the state maritime
academies. The advantages of maintaining the existing
academies appear far to outweigh the disadvantages. The
relatively small federal appropriation to the states
for the maintenance of the academies represents one of
the most profitable investments the federal government

For an average expenditure of roughlyhas ever made.

$520,000 in recent years to subsidize state maritime

academies, the federal government has received overly-

which total approximately $1,855,000. This is a

return to the federal government of over 356 per cent

36. See Chapter V.
See Tables 4, 7, 9> and 11.37.

matching expenditures from the states and the students 
37

Permanence of state academies is not 
guaranteed. State governments have 
the right to continue or eliminate 
maritime training programs within 
their jurisdiction at any time.
The expense to the federal government 
for maintaining state maritime train
ing programs could become much 
greater if other seaboard states 
decided to establish maritime academies.36
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per year on its investment. All graduates sailing in
the merchant marine, Navy, or employed by the govern
ment for maritime work, benefit the entire nation. A
state, which is training maritime officers, receives

relatively little from its program of training except

pride in turning out a well-trained officer and knowl

edge that the end product is serving the nation as well

as the state, in an industry that needs superior officer

personnel. The return to the federal government also
fails to include capital outlays by the states for

It simply repre-buildings, equipment, and property.
sents annual operating costs, non-federally contributed.

■While the justification of the state academies ap
pears sound, the same analysis would not hold true if
there were a question of closing down either state
academies or the United States Merchant Marine Academy.
However, since Kings Point has become a permanent
federal academy, there seems to be little justification
for undertaking such an analysis.

Testimony presented before the Senate Subcommittee

the most economical size of operation for Kings Point
occurs when the complement of midshipmen approximates

on Merchant Marine Training and Education indicates that
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This figure is somewhat larger than the present
complement but far smaller than the number that would
be required to be berthed at Kings Point if state mari
time academies were discontinued. To graduate a total
number of students from Kings Point equivalent to the
total from all five academies today would require the
complement of cadets to be around 2,600, even after
the average attrition rate at Kings Point (30 per cent)

This total would increase the annual costis applied.
per student beyond the figure normally given and thus
increase the total federal appropriations far beyond

To improve the program of training at the state
academies, Congress should effect legislation which
gives some permanence to the academies so as to

In the past, muchguarantee annual appropriations.

39. (The cost per student per year at Kings Point 
is now’$3,000. With the federal government appropriat
ing funds for an additional 1,700 students, the cost assumed to be the same, the appropriation would increase 
$3,150,000, at a minimum; assuming one class of cadets 
was at sea and not included in the calculations.)

that now expended on state maritime academies and Kings 
Point.39

38900.

38. U. S. Congress, Senate, Hearings before Sub
committee of the Committee on Interstate and Foreign 
Commerce, Merchant Marine Training and Education, op. 
cit., p. 223.
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With this suggested
legislative enactment, state schools could better plan
their program of training, attract an outstanding group
of students, and give assurance to state legislatures
that the program of training was a permanent one.

The major difficulty in passing such an act is
that other seaboard states which may be desirous of
establishing maritime schools, may demand federal
appropriations for covering part of the cost of

Some limiting provisions would have to beoperation.
included in order not to discriminate against states

At the same time, these provisionswithout academies.

a
a

need for the school; (3) indicate a permanence of
purpose; and, (4) allot costs to cover operation for the

Even then, the Maritime Administrationfiscal year.
should supervise the expenditure of funds and the program
of training as diligently as it presently does for the
existing academies.

Cf. ante, p. 91.40.

should require that, to be eligible for federal funds, 

these states desiring an academy would: (1) invest 

certain sum of money for capital outlay; (2) prove

uncertainty has existed concerning federal financial 

support on a year by year basis.
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A number of other recommendations have been made
to how the present maritime training program mightas

be improved.
The Senate Maritime Training Subcommittee resume

of replies to an industry questionnaire in 1955, states
that in reply to the inquiry as to how better training
could be expected of the graduates of the academies the

1.

2.

3.

Nearly all other suggested areas for improvement
deal with the addition of equipment or buildings to the

More practical training in the field of labor relations, union contracts, labor 
law,- and intelligent handling of crew.
More electronics training (gyro, radar, 
loran and radio).

More practical shipboard experience before graduation, including training 
in cargo handling, stowage, and below 
deck watches, ship maintenance, and 
making of reports required in con
nection with insurance and Coast Guard 
regulations. The suggestion was 
frequently made that more time should 
be spent at sea - and under conditions more similar to actual merchant vessel 
operation - prior to graduation.

41. Senate Maritime Training Subcommittee Resume 
of Replies to Industry Questionnaire, November, 1955.

companies suggested the following improvement in
41curricula:
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physical plants. Kings Point has the most modern

New York
over a
All of

the academies lack proper religious worship facilities

It is
to the credit of all the academies that each is
cognizant of its own deficiencies and is taking steps
to correct them as funds become available.

Is the present maritime training program considered
balanced?—This question is best answered by quoting the
opinion of the Senate Committee on Interstate and Foreign
Commerce:

42. See Chapter V.
43- Ibid.
44. Ibid.

In view of the fact that in 1954 
the upgrade, refresher, and 
specialist training schools at 
Sheepshead Bay, N. Y., and Alameda, 
Calif., were closed and the correspondence course school (The

University Maritime College is ranked next with
43 four million dollar campus at Fort Schuyler.

facilities with ample dormitory space, classrooms, 
hp laboratories, gymnasium and dining hall.

and the schools in California, Maine, and Massachusetts 
44 apparently lack adequate library facilities.
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To support this statement, Table 20 (page 280)
is included.

It is noted that licenses issued to nonacademy

training facilities closed down.

Maritime Service Institute) was 
sold to private interests, the 
present Federal maritime training 
program is now devoted entirely 
to training officer candidates. 
This means that unlicensed 
personnel seeking to improve their 
standing in the unlicensed ranks 
must find ways to do so without 
any educational help whatever from 
the Federal Government. Unlicensed 
personnel seeking certain edu
cational training in order to 
qualify for a license are in the 
same boat, as are licensed personnel 
seeking refresher courses or special
ized training. To obtain whatever 
formal training or education they 
desire these individuals must acquire 
it from 1 or 2 union schools, a few 
scattered evening high schools, or 
from certain private schools which 
vary greatly as to quality and cost.

men dropped off sharply in 1954, the year the unlicensed

The question therefore arises whether 
our present Federal maritime training 
program is balanced. Obviously it is 
not. . . .45

45. U. S. Congress, Senate, Report of the Committee on Interstate and Foreign Commerce, Merchant Marine 
Training and Education, op. cit., p. 18.
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TABLE 20

Year Number

a.“■Figure for first 8 1/2 months
Source:

It has been pointed out that the probable annual

It is also known that Kings
Point and the state maritime academies are able to turn
out only 450 to 500 of this number yearly. This means
that the remaining number must be produced from the
ranks of seamen sailing in the merchant marine.

Cf. ante, p. 24?.46.

19511952
1953
19541955a

863
955581 
244 
194

U. S. Coast Guard.
(Merchant Marine Training 
and Education, Hearings 
before a Subcommittee of 
the Committee on Interstate 
and Foreign Commerce, 84th 
Cong., 1st Sess., October, 
1955, P. 474.)

NONACADEMY PERSONNEL ACQUIRING 
MERCHANT MARINE LICENSES, 

1951-1955

need for new licensed officers in the merchant marine 
46 will be 1,000 to 1,600.
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Table 21 indicates the number of licenses issued to
academy graduates and others over a five-year period,
1951-55, and also shows the numbers of licenses needed
to be issued in normal years to replace officer at
trition, using 1,200 as a suggested total.

TABLE 21
MERCHANT MARINE LICENSES ISSUED, 1951-1955

Others

It is obvious that if Table 20 indicates a trend
of the number of unlicensed seamen acquiring licenses
without formal federal training, there will be a
definite shortage of licensed personnel in the future,

Total 
Issued

Academy 
Graduates

1,300
1,406
1,142

710
595

Peacetime 
Need

1,200
1,200
1,200
1,200
1,200

Deficiency 
or Surplus

19511952
19531954
1955

437451
561 
466 
401

863
955581
244 194a

/ 100
/ 206
- 58- 490
- 605

aFor first 8 1/2 months, 1955.
Source: United States Coast Guard. (Merchant Marine Training and Education, Hearings before a 

Senate Subcommittee of the Committee on Inter
state and Foreign Commerce, 84th Cong., 1st 
Sess., October, 1955, P« 474.)
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unless some program of training is enacted to stimulate

unlicensed personnel in the ranks to acquire licenses

or unless the size of our merchant marine diminishes.

Furthermore, as technological advances increasingly

permeate the maritime industry, unlicensed seamen must

acquire new skills and greater familiarity with new

equipment to stay abreast of the new developments. This
can only be done if the federal government, maritime
unions, or shipping operators conduct courses of train-

The federaling for the benefit of these seamen.
government is the logical choice since under the Merchant
Marine Act of 1936, it was directed to man the merchant
marine with a "trained and efficient citizen personnel.

Steamship companies and maritime unions should bear
part of the responsibility for starting such a program
because they benefit directly from the results. How-

Also, it appears that there is

47.
48.

47II

Cf. ante, p. 2.
(The cost of such a program following World 

War II, totaled over $800,000 annually.)

no need for reactivating the Merchant Marine Institute

ever, there is no necessity for conducting as extensive 
a program as formerly.
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It seems
imperative that an unlicensed training program be de
veloped which, although capable of expansion in wartime,
is geared to the peace time needs of the industry for up
grading, refresher, and specialist training courses.
Part of the cost of such a program might be borne by the
trainee to separate those with a serious purpose from
those desiring government board and lodging while un
employed.

Can the present maritime training program be eco
nomically and socially justified?—The total dollar cost
of the maritime training program represents an expendi-

This sum includes the annual average cost to
the federal government, to the respective states, and

As pointed outto the students of the academies.
previously, only 22 per cent of the operating cost of

If the operating expense

Cf. ante, p. 89.49.
Cf. ante, p. 195.50.
Ibid.51.

ture of $4,512,081.48, on an annual average basis since
50 1951.

so that correspondence courses may be taken.

the state academies has been contributed by the federal
51 government in recent years.
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of the total program is analyzed it is seen that the
states contribute about 41 per cent of the total and
the federal government about 59 per cent of the total.
If one eliminates the federal expenditure for Kings
Point, the state academies finance 78 per cent of their
operations from state appropriations and student fees.

What does the federal government receive from an

Is the expense economically justified
or must the appropriation be justified as a social cost
related to national defense?

The over-all maritime training program, as it now

Assuming 450merchant marine officers per year.

graduate per year becomes slightly more than $2,578.

(Note records of graduates.)See Chapter V.52.
Ibid.53-
Calculations made from cost figures shown in Kings Point students cost the 

3,000 per year; state academy

officers graduate per year, the cost of training each
54

exists, graduates approximately 450 to 500 licensed
53

7, 9, and 11. government approximately
54. Tables 5, 

students cost" the government approximately $530 per 
year; cost per student at state academies per year beyond government appropriations approximates $2,280. 
Total cost per student in training program, federal and state expenditures included, approximates $2,693 per 
year. Average number of students in training program 
minus one Kings Point Class at sea is 1,750.)

expenditure of approximately $2,660,000 a year on mari- 
52 time training?
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Thus, the average total cost of turning out a licensed
officer from the federal training program, of four-
year's duration, is around $10,312. If the federal
government's yearly expenditure per student is analyzed,
the average cost to the government is found to be ap
proximately $1,520. If the cadet goes through a four-
year program, the government's total average expenditure
will be around $6,080 per graduate. If the cadet goes
through a three-year program of training, the govern
ment's total average expenditure will be around $4,560
per graduate.

These figures, while not necessarily indicative of
the cost of training a Kings Point graduate relative to
the cost of training a state academy graduate, show the
approximate average cost to the federal government and
to the states to support and conduct a federal maritime

merchant marine officers per year to the merchant marine
not be measured in dollars and cents. The fact thatcan

steamship operators, the Maritime Administration, and
individual groups place high value on the services of
the graduating cadets, does not Justify the training

training program.
The value of supplying 450 to 500 newly skilled
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Only opinions and com

parison of the costs of this program with other feder

ally subsidized programs can be viewed to arrive at some

justifiable economic basis for continuing the program.

continuance of the maritime training program. It is
generally thought that providing better skilled, more
highly trained officers for the merchant marine reduces
accidents at sea, increases productivity per seamen,
provides better all-around service to shippers, and in
general raises the efficiency of all phases of merchant

Unfortunately there are no availablemarine activity.
data to show economic changes in the merchant marine
brought about by the addition of academy-trained of
ficers to the work force.

However, it is interesting to compare the federal
government's maritime training expenditure of
$2,660,000 per year with other federal expenditures for
training purposes.

The Legislative Reference Section of the Library of

"Federal Education andCongress made a report entitled,

Cf. ante, p. 257.55.
Cf. ante, pp. 265-266.56.

Many opinions have already been presented advocating the
56

program in monetary terms.^5
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Training Programs For Particular Occupational Groups,"

for the Senate Subcommittee on Merchant Marine Training

and Education in 1955. This report describes programs

administered by the federal government to help train

persons who, like members of the merchant marine, work

essentially in private enterprise.

The report gives a better appreciation of the

federal expenditure of approximately $2,660,000 a year

for maritime training. For example, federal expendi-

proximately $45 million a year. In fiscal 1953 more

than $7,200,000 of federal funds were expended for

Apprenticeship and other

on-the-job training is costing the federal government

year and previously cost considerably

Similarly, the National Science Foundation,

58. Ibid.

Ibid.59.

tures for agricultural extension work are running ap- 
57

training students in agriculture and the mechanical arts 
at 69 land-grant colleges.5®

about $3 million a
59 more.

57. Library of Congress. Federal Education and 
Training Programs For Particular Occupational Groups. 
A Report Prepared by' "the Legislative Reference Section, 
1955- (Report contained in Hearings before Senate Sub
committee of the Committee on Interstate and Foreign 
Commerce, Merchant Marine Training and Education, 
October 6, 1955> P- /I.)
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established by Congress in 1950, awards about 700

It is also interesting to note that while the
federal government is presently spending less than $3
million a year on its entire federal maritime training
program, the national interest requires it to award

ceeding $10 million per vessel.
By viewing the above facts, it is clear that the

federal government is not overspending on maritime
If thetraining in light of comparable expenditures.

end result, the academy trained merchant marine officer,

is really a superior maritime officer as the consensus

60. Ibid.
61. Ibid.

62. U. S. Congress, Senate, Report of the Com
mittee on Interstate and Foreign Commerce on Merchant 
Marine Training and Education, op. cit., p. 9.

graduate fellowships annually, averaging from $1,400 to 
$3,^00 for study in the fields of biology, engineering 
mathematics, medicine, physics, and related sciences.

construction differential subsidies, in some cases ex- 
62

In 1955 the Bureau of Mines gave safety training to more 
than 60,000 persons employed in the mining industry.



289

of opinion points out, the federal expenditure for mari
time training seems to be justified.

It is much easier to justify socially the maritime
training program in light of national defense require
ments . Cost factors become secondary in importance.
Regardless of ordinary economic considerations, the
maintenance of an essential merchant marine to serve as
a military auxiliary has to be regarded as a necessary
cost of national defense, to the extent that a merchant
fleet and shipbuilding industry cannot be self-support-

These basic considerations were emphasized in theing.
1947 Report of the President's Advisory Committee on
the Merchant Marine, which said in part:

Even if this were not true, the Committee faced the inevitable 
conclusion that such a merchant 
fleet and shipbuilding industry are 
indispensable to national security 
and would have to be maintained

The Committee is convinced that a 
modern, efficient merchant fleet 
and an effective and progressive 
shipbuilding industry are necessary 
economic adjuncts to the peacetime 
economy of the United States, 
despite the unavoidable present 
necessity of Government financial 
aid to maintain them.
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Recently President Eisenhower summarized the matter
as follows:

64

If our nation continues to maintain such a policy
in regard to the merchant marine and continues to

I consider the merchant marine to 
be our fourth arm of defense and 
vital to the stability and ex
pansion of our foreign trade. . .

America's industrial property 
and military security both demand 
that we maintain a privately 
operated merchant marine adequate 
in size and of modern design to 
insure that our lines of supply 
for either peace or war will be 
safe.

We were caught flatfooted in 
both World Wars because we 
relied too much upon foreign 
owned and operated shipping to 
carry our cargoes abroad and to 
bring critically needed supplies 
to this country.

64. U. S. Congress, House, Committee on Merchant 
Marine and Fisheries, Survey -The American Merchant 
Marine Policies and Problems, 83rd Congress, 2nd 
5ession, 195^-jP. 5•

even should there be no other 
benefits accruing. . . ,o3

63. Report of the President's Advisory Committee 
on the Merchant Marine, 1947- (Excerpts included in House Merchant Marine and Fisheries Committee, Survey - 
The American Merchant Marine Policies and Problems, 
83rd Congress, 2nd Session, 1954.)
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support it as pronounced in the Merchant Marine Act of
1936, it behooves the nation to adhere also to the

In this day and time when mari
time skills are more difficult to acquire and officer
requirements are more complex than ever, a sufficient
supply of well trained maritime personnel can be de
veloped only through a formal program of training over

The most effective and economical programthe long run.
of training has proved to be one supervised by the

The advantages of such a programfederal government.

Obviously, skilled merchant marine officers,
with Naval Reserve training give added strength to our
national defense build-up when the merchant marine is
recognized as being our "fourth arm of defense."

65. Cf. ante, p. 2.
66. See Chapter V.

an "efficientpolicy of manning the merchant marine with 
citizen personnel.

have been referred to in prior chapters and need not be
. . 66 repeated.



CHAPTER X

Effects of Union Attitudes on Maritime Training

What are the attitudes?—The attitudes or beliefs

of the majority of maritime unions in the United States

Chapter VII. The more important beliefs are listed
again:

1.
2.

3.

6.

Why these attitudes?—It is difficult to understand
the basic reasoning behind some of the union attitudes.

Cf. ante, p. 1?8.1.
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4.
5.

SOME EFFECTS OF UNION ATTITUDES AND TECHNOLOGY 
ON MARITIME TRAINING

There is an oversupply of licensed 
officer personnel today.
The federal maritime training program 
is not run in a manner to suit 
industry needs.
The present group of federal trainees 
upon graduating do not follow the 
sea permanently and make slight 
effort to build careers as seagoing 
men.Federal trainees are inferior officers. 
The cost of the present maritime 
training program is excessive and in
creases the tax rate of the federal 
government.The greatest training need is for 
unlicensed personnel.

with respect to maritime training, are described in
1
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Of the points listed above, only three of the six appear
to have any factual justification. Points 1, 2, and 6,
have some merit but points 3, 4, and 5, have already

All of the major arguments of maritime unions
about federal maritime training point toward a fear of
losing job opportunity. The idea prevails that with a
continuing oversupply of maritime personnel, along with
a decline in shipping, fewer Jobs will be available for

and external security of the unions.
Maritime unions have not accepted this idea with-

Union restrictive measuresout retaliatory action.
are in effect which tend artifically to support the
size of the work force needed in the merchant marine.
The most common restriction applies to shipowner’s

Most working agree-freedom to hire merchant seamen.
ments between shipping companies and maritime unions
require the employer to give preference in hiring to

The preferential shop agreement isunion members.

2.

3.

Of. ante, pp. 258-59, 283 and Appendix, 
Tables N and 7L

"What's This Got to Do with the Merchant 
Marine," Seafarer's Log, September 30, 1955.

been shown to be shallow beliefs, factually disproved.

union members, thus, eventually weakening the internal 
3
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closely akin to the closed, shop type of agreement and
in practice practically eliminates employment opportun
ity for anyone but bona fide union members. Several
excerpts from working agreements are quoted to il
lustrate this point:

By necessity, all graduates who desire to sail in
the merchant marine accept membership in the union to
become eligible for positions on board vessels when

Almost all shipping companies on theopenings occur.

Agreement between Companies and Agents 
Maritime Union, C.I.O., June 1, 1952,

. . .The Company agrees that 
during the period this agreement 
is in effect it will, except for 
the positions set forth in sub
section (g), procure all Un
licensed Personnel in the Deck, 
Engine, and Steward's Departments 
through the employment offices of the Union. . . .^

. . .In hiring Mates, preference 
of employment to fill vacancies 
shall be given to. . .members of 
the Organization when available 
provided they are, in the opinion 
of the Company, qualified to fill 
such vacancies. . . .5

5. Agreement between Isthmian Steamship Company 
and National Organization of Masters, Mates and Pilots 
of America, October 26, 1953, p. 1.

4. Working 
and the National 
P. 2.
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east, west, and gulf coasts have entered into contract
agreements with various maritime unions and the

Other maritime union efforts, incorporated in work
ing agreements with shipping companies, pursue a "make
work" policy. These efforts may be attributed to the
insecurity of employment in the merchant marine. Unions
anticipate that such a policy will extend employment.
The result of such a program rarely is beneficial to
employers, and in the long run, is actually disad
vantageous to the employee. Maritime unions have at one
time or another undertaken policies to limit weekly out
put; to require time-consuming methods of doing work;
to regulate the number of men in a crew; to require that
the work be done by members of a given skilled rating;

Several illustrations of
found in union-company working agreements, are presented:

"make work" policies, as

6. U. S. Congress, House, Labor Management Problems 
of the American Merchant Marine, Hearings before the 
UammTftee on Merchant Marine and Fisheries, 84th Cong., 
1st Sess., July, 1955, p. 905.

7. Sumner H. Slichter, Union Policies and Indus- 
trial Management, 1941, p. 1657 (Selected "make work" 
groups as reported in this book.)

provisions of the contracts control employment pro-
. 6cedure.

and to retard or to prohibit the use of machine and
7 labor-saving devices.
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9.

. . .When members of the Deck 
Department are required to handle 
garbage or manure either in port 
or at sea, the watch on deck shall 
be paid at the regular overtime 
rate and the watch below at the 
rate of overtime and one-half

. . .There shall be no reduction 
in the manning scale of the Deck 
or Engine Department during the 
life of the agreement.11

. . .The bunks of Oilers, 
Watertenders, Deck Engineers, 
Electricians, Reefer Engineers, 
Engineroom Maintenance Men, Pump
men and Unlicensed Junior Engineers 
shall be made up by the Stewards 1 
Department. . . ,1'1

. . .When crew members are 
required to paint with spray 
guns they shall be paid at the 
regular overtime rate during 
their regular working hours and 
overtime and one-half on their 
watch below. . .

8. Working Agreement between Companies and 
Agents and the National Maritime Union of America, 
op . cit., p. 12.

Ibid., p. 36.
10. Agreement between Pacific Coast Marine Fire

men, Oilers, Water-Tenders and Wipers1 Association and 
the Pacific American Shipowners Association, January 1, 
1952, P. !6.

11. Working Agreement between Companies and 
Agents and the National Maritime Union of America, 
op. cit., p. 18.
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Maritime unions may bargain with employers for
preferential hiring agreements, pursue "make work"
policies, and enact local union rules and regulations
to restrict membership. However, while supply of sea
men may be artifically supported by these measures,
only shipping companies subsidized by the government
can, in the long run, continue to operate profitably

Employers desire the bestunder these conditions.
qualified personnel to man their vessels. A union
hiring hall does not necessarily supply the most ef
ficient and best qualified seamen for a job. Also,
shipping companies desire to lower the costs of
operation and to improve their competitive position.
This is difficult to do when unions pursue "make work"
policies without apparent concern for the company's
financial position.

12. Master Agreement between the International 
Organization of "Masters, Mates and Pilots, Inc., 
A.F. of L. and Steamship Companies of the Atlantic and 
Gulf Coasts, July 1955, P. 14.

. . .Nothing in this section 
shall prevent the Employer from 
keeping regular ship's deck 
officers on duty for the purpose 
of loading, discharging of cargo 
and other reasons, in addition to 
the relief deck officers while 
vessel is on port time. . . .12
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This was during a period

marine approximated 62,000. How many of the union
members were active is not known but the figure gives
some substantiation to the union argument that there
is presently an oversupply of seamen. Additional survey
findings and opinions on the current employment situ-

unions, is presented in Chapter VII. All results
indicate a plentiful supply of seamen at the present
time and no other group or agency has indicated any
thing to the contrary.

The unions, however, are not viewing the problem
Their arguments andof supply in a realistic manner.

actions fail to consider the affect on the supply of
licensed and unlicensed seamen due to: (1) the at
trition rate applicable to seagoing personnel, (2) the
probable technological advances in the industry

Ibid., p. 904.13.
14. See Table 13.

Cf. ante, pp. 180-81.15.

ation in the merchant marine, as reported by maritime
15

As of 1954, maritime unions reported a membership 
of over 100,000 seamen.
when total employment in the United States merchant

14
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requiring new skills, (3) the reserve of seamen needed

for potential mobilization requirements, (4) the need

for better trained personnel to increase efficiency and

lower operating costs in light of foreign competition,

and (5) the fact that a diminishing number of licensed

officers are now coming up through the ranks without

having had some formal maritime training.

Undoubt
edly all advantages that can be claimed for licensed
officer training programs can also be claimed for un-

The factors of attrition,licensed seamen's training.
technology, mobilization, and others influence un-

The needs of thelicensed seamen as well as officers.

Interestingly enough, most maritime

Cf. ante, pp. 243-49.17.
18. Resume of Answers to Senate Subcommittee's 

Questionnaire. (Questions submitted to all maritime 
academies by Senate Subcommittee on Merchant Marine 
Training and Education, 1955.)

16. The Brotherhood of Marine Officers advocates 
continuing the present maritime training program.

Maritime unions, with one exception, recommend a 
training program for unlicensed personnel.

academies propose the reactivation or re-establishment 
of some form of training for unlicensed seamen.lo

industry indicate a place for well-trained, unlicensed
17 seamen.
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However, if the Maritime
Administration acted upon the recommendation of the
maritime unions and eliminated officer training, while
re-establishing unlicensed training, the maritime train
ing program would continue to be as unbalanced as it is
today. There is a definite need for both licensed

and unlicensed training programs today which are geared

As pointed out previously,to the needs of the industry.

the maritime academies plan to graduate less than half

The remainder must be supplied

As of 1956,from the ranks of the unlicensed personnel.
there is no evidence that enough unlicensed seamen will
be stimulated to seek licensed berths unless training
facilities are available to encourage and aid them.

Recommendations and effects of union attitudes—

Ibid.19.
20.
21.

It is true that the present maritime training 
program is not balanced.

Cf. ante, p. 284.

Cf. ante, p. 179-180.

of the proposed total number of new merchant marine of-
20 ficers needed annually.

Maritime unions have made two specific recommendations
21in regard to maritime training:
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1.

2.

As of 1956, the union recommendations have not been
seriously heeded. The United States Congress in review
ing the many studies on maritime training and education
made by various congressional committees finally passed

No change
has been implied by Congress in its attitude toward

state maritime academies so it is assumed that federal

appropriations will continue to be made to these schools

on a basis in line with past appropriations.

In regard to the reactivation of unlicensed train

ing programs, the Maritime Administration has made no

definite move to re-establish such a program geared to

However, in November, 1955>the needs of the industry.

the Maritime Administration announced that plans were

22.

Eliminate the spending of federal 
funds to operate the United States 
Merchant Marine Academy and the state 
maritime academies.

22. Public Law 415, 84th Congress, 2nd Session, 
February 20, 1956.

Reactivate the upgrade and refresher 
training schools conducted at 
Sheepshead Bay, Nev; York, and Alameda, 
California, until 1954, and the 
Maritime Service institute.

a bill in February, 1956, making the United States
22 Merchant Marine Academy a permanent academy.
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The seminars would provide ad

vanced training in electronic navigational aids and in

While this development does not reactivate Maritime

Service training facilities, it does indicate that the

Maritime Administration is again becoming cognizant of

the need for training seamen in addition to those

presently enrolled at one of the maritime academies.

It is possible that continued studies by congressional

committees and recommendations by outside groups will

influence the Maritime Administration to consider

seriously the development of a new program of maritime

training for unlicensed seamen in line with maritime

union recommendations.

Effects of Technology on Maritime Training

Effects of technology on employment in the merchant

marine—Technology plays an important part in determining

The Journal of Commerce, November 1, 1955.23.
24. Ibid.

underway to establish seminars at college level for 
licensed officers.2^

new types of marine propulsion equipment being developed
phby the Maritime Administration.
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employment needs in the maritime industry.

Introduction of any "labor-saving" means, methods,

or devices, such as the construction of larger ships,

the introduction of new machinery, and the installation

of automatic devices brings about a reduction in the

While technological innovations or "labor-saving"

devices generally bring about a reduction in employment

in industries where they are introduced, the result is

not always certain.

Minimum manning scale requirements on board vessels

in the merchant marine are determined by the Bureau of

However, steamshipMarine Inspection and Navigation.

operators may employ more seamen than required and

unions may enlarge the crew size through collective

Rudolf Wissman, The Maritime Industry, 1942,

26. Ibid.

Ibid.27.

25.
P. 155.

The industry 

is characterized not only by seasonal and cyclical un- 
25 employment but also by technological unemployment.

relative size of the crew required if there are no other 
outside influences.26 For example, two 5,000-ton ships

27 employ more seamen than one 10,000-ton ship.



304

bargaining agreements.

shoreside jobs, which restrict work assignments for

Between 1940 and 1955> the typical manning scales
on C2 and 03 type cargo ships were increased by 10 and

Manning Scale Changes, 1940-55

Department
1955 1940

Ibid.

Deck
Engine 
Steward

Total

21
21
11
53

21
20
11
52

1716
_9
42

1916
_9
44

C3 Type_____
Change

The principal increases occurred in 
the following ratings. There were 
added a purser to handle the in
creasingly complicated payrolls re
sulting from the changing wage scales, 
overtime provisions, social security 
deductions, and area bonuses, and a

Also, the increasing craft 
limitations in the collective bargaining agreements for

28. U. S. Congress, House, Labor Management 
Problems of the American Merchant Marine, op. cTT., 
P. 914. '

29.

/ 4
/ 2
/10

/ 2 
/ 5 / 2 
/ 9

specific ratings, have played a part in manning scale
28changes of seagoing ships.

9 crew members respectively, as shown in the following
29comparison: J

____ C2 Type_____
1955 1940 Change
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The changes referred to were brought about by in
creased technology in the maritime industry and by union
bargaining policy when negotiating working agreements

Regardless of technologicalwith steamship operators.
innovation in the maritime industry, it is apparent that
union restrictions and demands at the bargaining table
may wipe out any gains that would normally accrue to
operators by applying labor-saving devices.

In 1939, the active merchant fleet of the United

In 1952, the

30

maintenance man in the deck department to compensate for the shorter work 
week and additional deck equipment. 
Reefer oilers were also added in some 
cases where refrigeration equipment 
was installed. In the engine de
partment, unlicensed junior engineers 
were put aboard in World War II as 
engineer officer trainees and sub
sequently became a permanent part of 
the staff. In the steward department, 
one assistant cook and a messman were 
added when the eight hour day, 40 
hour week, and working schedules were 
changed in the collective bargaining 
agreements.

30. Postwar Planning Committee, The Postwar Out- 
look for American Shipping, June 15, 194b, p. 10b.
(Tonnage figures refer to ships of 1,000 gross tons and 
over.)

States consisted of approximately 9.3 million deadweight 
30 tons and employed about 52,000 seamen.
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active merchant fleet of the United States consisted of

By simple calculations, it is
found that in 1939^ one seaman was employed, on an
average, for every 179 deadweight tons of active shipping
in the United States Merchant Marine. In 1952, it is
found that one seaman was employed for every 221.5 dead
weight tons of active shipping in the United States
Merchant Marine. The results indicate that technological

improvements have succeeded in bringing about a greater

carriage of cargo per seaman employed in the merchant

marine, notwithstanding the increase in manning require

ments on board American merchant vessels.

Technology in the merchant marine today and in the

future—A number of technological improvements have

permeated the merchant marine in the last 15 years which

require skills of operation, not formerly needed.

Today deck officers and seamen in the merchant

marine must be familiar with loran receiver-indicators,

radar receiver-indicators, loran and radar charts,

oscilloscopes, signal generators, master gyro compasses,

31.31. U. S. Department of Commerce, Merchant Fleets 
of the World, November, 1952, p. 6.

approximately 17.0 million deadweight tons and employed 
about 76,650 seamen.31
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sonic depth finders, auto alarms, portable lifeboat

transmitters, radio direction finders, automatic pilots,

and many types of meteorological equipment such as

psychrometers, barometers, thermometers, barographs,

and so forth. Most of the equipment mentioned is now
standard equipment on board merchant vessels and was
introduced and put into widespread use during and after

Many additional improvements have beenWorld War II.

introduced such as new improved firefighting equipment,

modern cargo handling equipment, new navigational

methods and instruments, and improvements in the

materials, paints, and so forth, used in ship mainte

nance work.
The engineer officers and men in the merchant

marine are likewise faced with technological improve-
They must be familiar with all types of pro-ments.

the latest types.
been a widespread introduction and use of diesel, high
pressure turbine, and electric drive propulsion plants

pulsion plants and improved equipment which accompanies
For instance since 1940, there has

gyro repeaters, radio telephones, medium- and high- 
frequency radio transmitters, radio receivers, super-

on board new merchant vessels.
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Additionally, engineer crews must be familiar with

new developments concerning refrigeration, hydraulics,

thermodynamics, and so forth.

The United States entered World War II with an 11-

A 50 Per cent increase in

the speed of vessels also calls for similar improvements

in the over-all operation of vessels.

A number of interesting technological developments

are being experimented with and introduced in the

A selected few are noted below:merchant marine today.

32.
33.

Postwar Planning Committee, op. cit., p. 86.
Ibid., p. 89.

In the area of cargo handling, 
studies are being made about 
rolling hatch beams moved by 
electric power; the use of over
head winches traveling athwart 
ships on tracks arranged to ex
tend over the ship's side when 
rigged for handling cargo; various 
types of quick-opening hatch 
covers; the container stowage 
idea to reduce over-all transpor
tation cost; high-speed electric 
winches; installation of larger 
rating booms; and the installation 
of elevators on certain ships 
between the holds and 'tween decks.

knot merchant marine and came out of the war with a 
32 16-knot merchant marine.
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34. The Journal of Commerce, February 27, 1956.
Ibid.35.

The announcement followed six months 
of sea trials for the two vessels to 
be engaged in the service initially. . .

A new service between Houston and New 
York using tankers to carry full trailer 
loads of dry cargo will be started by 
Pan-Atlantic Steamship Corp, in 
April. . . .

Propulsion equipment for the two 
largest oil tankers in the world 
will be manufactured by General 
Electric Company's medium steam 
turbine, generator and gear de
partment .
The two vessels, which will dwarf any 
commercial cargo vessel now in service, 
either liquid or dry, are the 83,000- 
deadweight ton tankers to be con
structed. . .by National Bulk Carriers, 
Inc., of New York. They will be 815- 35
feet long and have a beam of 125-feet. . . .

The Knutsen Line serving Pacific 
coast ports and the Far East 
recently added a new 10,460 ton 
vessel, "Kirstin Baake" on their 
run. This vessel employs several 
new features including new fold
ing type hatch covers in the 
shelter decks and 'tween decks 
together with forced air venti
lation in all general cargo com
partments. In addition there are 
multiple spaces in the seven cargo 
holds for deep freeze and refrigerated cargo. . . .34
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The Journal of Commerce, February 20, 1956.36.

While technical thinking is well 
ahead of the days when the first automobile engine was invented he 
believed it would be possible to 
look forward to some first-class 
atomic machinery 10 years from now.
"The Maritime Administration has 
requested bids for the construction

Special equipment is now being 
installed at the Pan-Atlantic 
terminals in Houston and Port 
Newark for the loading and unload^ ing of the trailer bodies. . . .36

E. G. Maddock, a member of the 
advisory committee to the Atomic 
Energy Committee, expressed belief 
that. . . "those of us who have 15 
or more years to devote to the 
operation of seagoing ships will 
become involved in atom-propulsion 
before we retire."

. . .The ships have a deadweight 
tonnage of 16,500. Each vessel 
is equipped to carry 58 fully 
loaded, 33 foot trailer bodies, 
each with a capacity of 40,000 
pounds.

Both ships are T-2 type tankers 
converted for Pan-Atlantic by 
the addition of a cargo deck. 
Each has a carrying capacity of 
2,320,000 pounds of dry cargo, in 
specially built trailer bodies. 
The ships will also carry crude 
oil on northbound trips.
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Effects of technology on maritime training

programs—Technology in the maritime industry affects

37.

38.

The ship was built by the Newport 
News Ship Building and Dry Dock 
Company and was originally 
exhibited at the Atomic Energy 
Fair in Washington. . .

The Journal of Commerce, February 2, 1956.
"News and Comments," Marine News, March, 

1956,“p. 63.

A ten-foot scale model of the 
"Atomic Mariner," a conceptual 
design of a modern dry cargo ship 
powered by a nuclear reactor was 
on display recently. . .

of a reactor for the so called 
'peace ship1 to be completed in 
1959 and for an improved type 
reactor for completion by 1961. . . .37

Weighing 200 pounds, the ship model 
is a result of design studies of 
possible nuclear-power application 
to the commercial marine field being 
made by the Atomic Power Division of 
the Newport News Ship Building and 
Dry Dock Company. This company has 
been active for the past several 
years in the application of nuclear- 
power to merchant shipping and has 
been contracted by the Atomic Energy 
Commission to complete research on this subject. . . .38
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new

technological developments and acquire skills to

utilize these new developments when sailing in the

merchant marine.

Maritime training programs, to be operated

economically, must gear the program of training to the

expected needs of the industry. If applied technology

in the maritime industry brings about a sharp reduction

in the long-run demand for seamen, then, it is obviously

an unbalanced training program that continues to supply

graduates in a quantity far beyond the needs of the

industry.

The effect of technology must not be used as the

only basis for determining the size of training programs.

Technological changes in the merchant marine play

time trainees while enrolled in formal courses of study.

39. See Chapter VIII for discussion about supply 
of and'demand for seamen.

maritime training programs in two ways: one, by affect
ing employment opportunity in the merchant marine; and 
two, by requiring maritime trainees to understand

Union and management policies affect employment in the
39 merchant marine as well as government actions.

an important part in determining the curriculum of marl-
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their courses in nuclear physics. This development is

based on the expected use of atomic power in the merchant

marine within the next 15 years. Commander Chandler D.

Ingersoll, Head of the United States Merchant Marine

Academy's Department of Mathematics and Science, listed

1.

2.

3.

One may attempt to visualize the effect on train
ing engineers, enrolled in formal programs of training,

40.

For example, all maritime academies at the present 
time are making preparations for offering or adding to

4.
5.

40. Chandler D. Ingersoll, statement made in 
article printed in Marine News, March, 1956, p. 63.

It represents a space saving over 
the present requirements for the 
boiler, fire box and fuel oil tanks 
of the standard marine power plant; 
It largely eliminates the necessity 
of refueling except at infrequent 
intervals of approximately one to 
three or more years depending on 
the type of atomic power plant 
deemed most adaptable to the 
merchant ship;It eliminates fire-box blower, 
flues, and stack, because no air 
intake is required for the fuel; 
It provides greater automation; 
It lends itself to cleanliness in 
the engine far beyond present 
possibilities of achievement.

the following advantages of atomic power on merchant
, . 40ships:
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Mew
courses in operating technique, safety, maintenance,
and theory will have to be offered. Requirements for
admission to the schools may have to be reviewed,

length of training may be changed, educational facili

ties will certainly have to be enlarged, federal ap

propriations may have to be increased, instructors will

need additional training, and so forth. Deck trainees
will be similarly affected, although not in as technical
a manner as will engineer trainees.

Other technological changes will most certainly af-
The trend toward the constructionfeet training programs.

of larger vessels with greater cruising range, greater
speed, more space for cargo, and speedier unloading and
loading gear, presents problems that must be theoreticaCLy
dealt with by maritime trainees.

The trend toward increased shipboard use of auto
mation is one practical means for improving the com-

Much planning has been done in this field and it is

41.

after the maritime industry accepts nuclear-powered 

merchant vessels as a certainty in the industry.

41. F. J. Newman, statement made in article printed 
in Marine News, March, 1956, p. 64.

41 petitive position of the United States merchant marine.
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The United States

Navy has successfully demonstrated the feasibility of

By installing
more than 3,000 flow meters, themocouples and other

sensing devices, the Navy has developed automatic

It is possible that if automation makes great

strides in the maritime industry, the objective of

maritime training programs will be to develop and

graduate an officer that is trained and skilled as a

Certainly, incombination deck and engineer officer.

creasing automation will require careful analysis of

programs of training to guarantee that the graduate is

well prepared for performing any duties that his rank

may require of him when sailing in the merchant marine.

42. Ibid.

43. Ibid.

this plan of remote operation by using the destroyer, 

"Timmerman" as an experimental ship.

possible that by 1965, some ships will have an auto- 

matically operated engine room.

combustion control, automatic ignition, and remote
43 operation from the bridge.
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CHAPTER XI

SUMMARY OF CONCLUSIONS AND RECOMMENDATIONS

General Conclusions

In the foregoing discussion attention has been given

to the historical background of the merchant marine with

respect to maritime training, a description of the cur

rent maritime training program and problems, and a

partial analysis of present maritime training problems.

Accordingly, certain facts and problem issues have

been presented which lead to the general conclusion that

the interests of the four parties involved in maritime

training matters - maritime laborers, ship operators, the

federal government, and maritime states - are not apt to

be properly protected and promoted unless an effective

understanding of the position of each interested party

is gained by the other interested parties.

Hence, this dissertation strives to present an in

sight into the many views on maritime training and to

bring together in crystallized form the pertinent sug

gestions of all parties, in an effort to formulate the

basis for a sound training program in light of the

maritime needs of the nation.

317
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In drawing specific conclusions, no proposal is
advocated that does not work toward the betterment of
the United States as a maritime nation.

elusions which follow represent the basis for the
specific recommendations. These conclusions and recom

mendations stem from the description and analysis of

maritime training problems discussed in preceding

chapters.

Specific Conclusions and Recommendations

Because of the very nature of maritime training,
which affects the nation as a whole, the most logical
supervisor or coordinator for maritime-training-program

The Congress ofimprovements is the federal government.
the United States has previously delegated authority to
the Maritime Commission to train citizen personnel to

With this delegated authorityman the merchant marine.
the Maritime Commission (Administration) developed a
maritime training program of a federal nature which
exists today in amended form.

The specific recommendations appear justified by the
factual data and analysis contained in prior chapters.

It should be pointed out that the specific con-
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program are now discussed.

The present maritime training program is obviously un
balanced since only licensed officers are being trained.

Factors of technology, at
trition, mobilization requirements, skill, advancement
opportunity, and all create a strong demand for trained

The fact that there is an adequate supply ofseamen.

seamen at present does not justify the elimination of

all phases of training for unlicensed personnel.

Records indicate that fewer seamen in the ranks are

advancing to licensed positions since unlicensed train

ing programs were stopped.

unlicensed personnel need help,

make advancement in rank.

The cost of such a program need not be prohibitive

if geared to the needs of the maritime industry.

Cf. ante, pp. 278-283.1.

2.

3.

Specific recommendations of major significance 

which suggest changes in the current maritime training

Ibid.

Ibid.

The maritime training program should be balanced—

All factors demanding officer training apply to un-
2 licensed training as well.

This result indicates that 

and encouragement to
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4 The
advantages of having a training base capable of ex
pansion in wartime, a source of supply of skilled un
licensed seamen, and physical facilities available for
offering courses of study and seminars, not now

Some means should be made available, however, to
insure graduates of the program of having a job in the
merchant marine upon completion of course requirements.
This proposal would need to be worked out by repre
sentatives of maritime unions, the Maritime Adminis-

federal appropriations to state maritime academies—One

Cf. ante, pp. 283-290.4.
Ibid.5.

of the major reasons that the House Merchant Marine and 
Fisheries Committee began recent exhaustive studies of

tration, and ship operators.
Congress should enact legislation stabilizing

available, seem far to outweigh arguments against this 
type of program.

Probably less than $500,000 a year would be needed to 
maintain training facilities of an adequate nature for 
providing refresher, specialist, and upgrade courses to 
unlicensed personnel in the merchant marine.
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posed closing down of certain phases of the federal

maritime training program for licensed merchant marine

officers. At one time the Maritime Administration
favored closing down the United States Merchant Marine

Later, the Maritime
Administration reversed its position and advocated the
continuance of Kings Point but recommended the elimi-

Needless to say, the continuing shift of position
of the Maritime Administration played havoc with the
morale, recruitment programs, and future plans of all
schools concerned.

The United States Merchant Marine Academy has

The state maritime academies are
the only institutions now uncertain about federal ap
propriations in the future.

6. Cf. ante, p. 91.
Ibid.7.
Cf. ante, p. 150.8.

7 nation of federal appropriations to the state academies.

the many inquiries and complaints voiced about the pro-

recently been given permanent status by the Congress of 
o 

the United States.

Academy and placing emphasis on the training programs 
of the state maritime academies.

maritime training and education in the United States was
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As pointed out, states conducting maritime training

programs contribute a great share of the total cost of

officers in their programs. These graduated officers

serve not only the state that trained them but the other

47 states as well. The states of Maine, Massachusetts,

California, and New York are conducting training programs

and providing a service to the United States maritime

industry that is essential at the present time if the

maritime officer needs of the nation are to be adequately

The alternative course of action would be forsupplied.
the federal government to enlarge the training program
at Kings Point and make an effort to graduate a
number of officers equal to the total number now gradu-

The cost of such a program ap-ated by all academies.
pears excessively large when compared to the amount now

Other advantages accrue to the federal government by
maintaining appropriations to state academies: training

See Tables 5, 7, 9, and 11.9.
Ibid.10.

training licensed merchant marine deck and engineer
9

contributed to the states to aid in training maritime
, 10personnel.
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maintained by the schools at a minimum cost; and the

existence of a dual program of training naturally in

spires professional competition among schools, the ex

change of ideas, and research, which should aid in

producing a better end product to serve the maritime in

terests of the nation.

To bring about the advantages from a dual program

of maritime training, the federal government should en

courage the enactment of permanent legislation to provide

for minimum appropriations to state maritime academies,

consistent with current financial needs. Such legis

lation would have to consider the possibility of ad

ditional seaboard states applying for federal funds to

aid in operating maritime training programs, but pro

visions controlling the possibilities arising from such

action could be easily incorporated into law.

The Maritime Administration should more nearly

standardize the dual program of maritime training—It ap

pears justifiable to conclude that all maritime academies

are not providing equal educational opportunity to

bases, capable of rapid expansion in wartime, are main

tained in excellent condition; training vessels that 

would be normally laid up in the reserve fleet are
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qualify as merchant marine third mates or third
assistant engineers. However, it would be more bene
ficial to the shipping industry and to the Maritime
Administration if the programs of training were identical
enough in major respects to graduate officers with like
backgrounds, similar courses of study, equal skills, and
approximately the same aptitude toward the sea.

The Maritime Administration has admitted that the

As an example of the differences in training, Kings
Point students spend their second class year aboard
American merchant vessels as cadet-midshipmen working
in any capacity that the master of the vessel assigns.
They also pursue a course of formal study as prescribed
in a "sea-project" which must be completed and reviewed

Cf. ante, p. 270.12.

turn out graduates with sufficient training and skill to 
"good"

programs of training vary greatly as evidenced by the 
12 different ratings accorded each school.

students who are enrolled in maritime officer training.11
This statement is made even though all of the academies

11. See Chapter V for a description of training 
facilities and programs of study at the various 
academies.
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ditions at sea by sailing on annual three-month cruises
aboard their respective training ships. These ships
vary as to type and classification. One vessel is an

ex-naval gunboat, another is a former hospital ship, and

two are ex-merchant vessels. Conditions on board the

vessels vary and experiences regarding cargo handling,

navigation, propulsion, and so forth, differ.

The selected curricula of the schools are not

The Maritime Administration could exertstandardized.
much more influence in this respect if it so desired.

Some academies offer broad general studies to supple-

Other schools, because ofment professional courses.

lack of facilities, concentrate their engineering

studies on steam propulsion almost entirely. Some of

the schools offer courses in labor-management relations,

One academy stresses the practicalothers do not.
aspects of being a good merchant marine officer, others
stress the theoretical aspects of training.

Cf. ante, p. 258.13.

upon their return to the academy for their Junior and 
senior years of study. State maritime academy cadets, 
however, gain their knowledge of actual working con-

Steamship operators have voiced their opinions as 
1? to the performance of academy graduates at sea. J
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the company possesses certain similar minimum qualifi
cations that insure performance more than the acquisition
of a merchant marine license does. Also, the Maritime
Administration could do a better Job of supervising
and coordinating the training program if it were more

standardized.
Additionally, all graduates of maritime academies

should be subject to similar calls by the armed forces.
As it now stands, graduates, who are not called to
active duty in the United States Navy, are subject to in
duction into the armed forces regardless of their mari
time training and regardless of their having a position
as an officer on board an American merchant vessel.
Each graduate is subject to call by his local draft
board and draft boards vary in policy. This is an

The federal government appropriatesabsurd situation.
several million dollars annually for maritime training.
One primary reason is to train and man the merchant
fleet with an efficient citizen personnel so that in
time of mobilization the United States will not be

Federal graduates and state graduates were highly rated 
but obviously, it would be more satisfying to operators 
to know that each new academy graduate that sails with
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Furthermore, the vast
majority of academy graduates receive Ensign's com
missions in the Naval Reserve because of Naval Reserve
training received while enrolled in the program. To

draft graduates as privates in the Army represents a

complete waste of taxpayers' money.

The more logical procedure would be for the Navy

to call all graduates in the Naval Reserve to active

duty for a period of two years or else have the Mari

time Administration recommend placement of the gradu

ates, for an equivalent period of time, in the United

States Coast Guard, the Military Sea Transportation

Service, or shoreside in the Maritime Service. Upon

completion of service time, the graduates could then
pursue careers in the merchant marine.

Trainees upon gradu-Another possibility exists.

by the United States Navy while retaining commissions
in the United States Merchant Marine Naval Reserve.

The objective of the suggestion is to recommend
strongly a program of action that fully utilizes the

caught short-handed and will have an adequate reserve 
of trained merchant mariners.

ating could be contracted for service in the merchant 
marine for a definite period of time, subject to call
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"trained and ef-

Standardizing major phases of the training program

will not eliminate academy individuality. It merely

insures better performance and a more standard graduate.

Each academy would still have ample leeway for speciali

zation or concentration in particular areas. To advo
cate a program of action that results in the loss of
identity for any school is not recommended.

The federal government should study the feasibility
of establishing a labor-management-government advisory
board to deal with maritime training problems—Many of
the maritime training problems today might be satis
factorily solved if there were a means by which views
of all interested parties could be presented, reviewed,
and analyzed by all other interested parties.

It is concluded that the majority of the training
problems affect organized labor, ship operators, and

It is recommendedsome branch of the federal government.
that the Maritime Administration, as the most logical
agency representing the federal government, investigate

training of graduating students so that the policy of 
manning the merchant marine with a
ficient citizen personnel," as advocated by the Merchant 
Marine Act of 1936, will be carried out.
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maritime labor, ship operators, and persons within the

Maritime Administration. Equal representation could be

maintained, with the chairman being appointed by the

Maritime Administrator. A healthy affect would also
likely develop if the membership on the advisory board
were rotated periodically in staggered fashion.

It would not be necessary for the board to have
legislative authority to be useful. It could act simply
as an advisory group to the Maritime Administration and
thereby insure that the views of all interested parties

It could provide a means whereby an in-were heard.
formal understanding might be reached concerning certain
training problems such as the expected personnel needs
of the maritime industry, the type of training to be

the effect of technology on training, and so forth.'
The conclusion that an advisory board might prove

beneficial to the Maritime Administration has not been
The conclusion is anmentioned prior to this chapter.

the feasibility of developing an advisory group on mari
time training composed of outstanding representatives of

given, the placement of graduates in the industry, the 
policy of unions toward graduates, the training of 
cadets at sea, the curriculum of study for trainees,
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outgrowth of material presented earlier. It is based
specifically on the fact that top personnel in the
Maritime Administration are replaced often. At least
five different men have held the position of Chairman

of the Maritime Commission or Maritime Administrator

since the end of World War II. This trend has led to

some indecisiveness and instability with regal’d to

maritime training.

It is thus concluded that an advisory board on

maritime training might also add stability to the

program of training maritime personnel and give much

guidance and support to new executive personnel in the

Maritime Administration.

There is a need for an effective public relations

program selling Kings Point, state maritime academies

and the merchant marine to the general public—It is a

pathetic gesture to advocate the need for a good, ef

fective public relations program for the merchant marine

Approximately 125 years ago the United Statesin 1956.

Yet

14. Cf. ante, p. 13.

merchant marine was the pride of the nation and envied by
14 all other maritime powers throughout the world.
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Few young people realize that
there is such an institution as the United States
Merchant Marine Academy and even fewer have any inkling
as to the importance of the merchant fleet as an adjunct
of foreign trade and a backbone of national defense.

The Maritime Administration, steamship companies,
and labor unions should undertake an effective long-
range program of public relations to sell the value of

Specifically, thethe merchant marine to the nation.

Maritime Administration has a responsibility to publicize

the United States maritime training program, far more

than it presently does.

New legislation

making Kings Point a permanent academy has overcome this

weakness and guarantees a balanced federal representation

However, the Maritime Administrationin the coming years.

failed in the past adequately to sell the training

See Chapter IX.15.

today, scarcely anyone understands the problems of the 

merchant marine other than those directly employed in 

the maritime industry.

One complaint voiced against Kings Point is that 

there is not a wide enough spread of cadets from all 48 

states enrolled in the program.
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Regardless of recent legislation, the federal

academy, state academies, and the merchant marine in

general need to be publicized and sold to the American

people to bring about an understanding of problems,

pride in our merchant fleet, awareness of professional

To publicize the maritime training program means

to publicize the merchant marine.

Mr. Hugh Gallagher, former national president of

the Propeller Club of the United States, summed up the

situation very well in the following comments:

16. Ibid.

Ibid.17.

program to the youth of all states and a balanced repre
sentation of cadets was not maintained.

It is trite to quote Mark Twain's 
remark, "everyone talks about the 
weather, but no one ever does any
thing about it," but I know of no 
better place to apply his well 
known comment than to the public 
relations phase of the maritime 
industry.
. . .from a broad industry stand
point, there is no grouping or 
concentration of activity in a

opportunity, and respect for the "fourth arm of de
fense . "I?



333

There is a need for an effective liaison program

between graduated maritime trainees and the Maritime

Administration—Three situations have arisen in recent

years to indicate a need for an effective liaison

program between the Maritime Administration and graduates

of maritime training programs. First, the outbreak of

World War II found the Maritime Commission short of

information on men who had received maritime training

from the inception of the program in 1938 to that time.

Second, a similar situation occurred at the outbreak of

Third,

it was obvious and almost inconceivable during recent
congressional hearings, that no one government agency

Cf. ante, pp. 96-97-19.

the Korean War even though the Maritime Service had 

trained close to 400,000 seamen since 1938.

common effort to educate our 
youngsters, farmers, workers, 
educators, legislators and 
other elements of our body 
politic in the fundamentals of 
why America must have a.strong 
merchant marine. . . .-'•8

18. Hugh Gallagher, statement made in address at 
the American Merchant Marine Conference, October, 1952. 
(Reprinted in Proceedings, American Merchant Marine 
Conferences, 1954, p. 2/6.)
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sta-

time training graduates; the United States Coast Guard

maintained information on licenses issued; the United

States Navy had a file on graduates in the Naval Re

serve; and alumni groups maintained a partial check on

graduates who were active in their associations.

It would behoove the Maritime Administration to

maintain an up-to-date file on as many trainees as

possible, if for no other reason than the possibility

This informationof another complete mobilization.

should be maintained on licensed as well as unlicensed

It should also be maintained on seamen whetherseamen.
they are actively sailing in the merchant marine or

If the United States considers the maintenance of a
laid-up merchant fleet of over 2,000 vessels worthwhile,

or branch of the armed forces had comprehensive 
tistical data on men in the merchant marine.

on experienced seamen in time of war would be of in
valuable aid to the federal government.

employed shoreside.
Beyond the tremendous value that would be derived 

from having accurate statistical data on this phase of 
our merchant marine, the maintenance of an accurate check

Congressional hearings pointed out that the Mari
time Administration had some information on recent marl-
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then,

personnel.

Closing Remarks

The training program for operating personnel in the

maritime industry, as it exists, is generally satis

factory and producing a good finished product at a

minimum cost. The dual program of training is bringing
about results which otherwise could not be accomplished
without an excessive outlay of money.

Maritime trainees serve the nation as well as any
draftee in the armed forces and have a record of wartime
service that is unexcelled by any group.

time industry has responded by classifying the graduates

out.

The Congress of the United States has given official 

approval to maritime training in many ways and the mari-

surely a more accurate appraisal and check should 

be maintained on our trained reserve of merchant marine

as "excellent" employees.

The policy of manning the merchant marine with a 

"trained and efficient citizen personnel" as set forth 

by the Merchant Marine Act of 1936 is being carried out. 

The level of performance, the caliber of individuals, 

and the efficiency of operation, viewed today, bears this
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It is evident that the maritime officer training

program of this nation is equal to or superior to any
in the world. The United States Merchant Marine

Academy represents an institution of a professional

nature that has no peer in its field. For Congress
recently to enact legislation permanently to maintain

this academy represents a step forward that will have

a substantial effect on carrying out the objectives of

the nation's shipping policy.

To continue in the role as the world's greatest

problem areas even though substantial progress has been

made in the past 20 years.

maritime power, the United States will have to continue 

to study, analyze, and solve its many maritime problems. 

The field of maritime training represents one of these
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TABLE A

Type of vessel Launched Delivered

1Passenger 1 1 1
38 7 0C-l 25
40 171922C-2

18 1115c-3 30

18 0212

6 233
571321Cargo

14 111223Tankers
4766108177Total

Source:

C-3 passenger 
and cargo

Passenger and 
cargo

MARITIME COMMISSION PROGRAM OF VESSEL CONSTRUCTION 
AND PROGRESS AS OF OCTOBER 1, 1940

United States Maritime Commission, Report to 
Congress, 1940.

Contracted 
for

Keels 
laid
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TABLE B

Calendar year

341,21928 281939 0

638,0371940 54 540

1,159,7651941 101 1032

760 8,091,8332181942 542

19,270,7461,9491943 7171,232

16,299,9851,7861944 1,059727
6,960,138697613841945(to June 30)

52,761,7232,587 5,3772,790Total

1.

Source: United States Maritime Commission, Report to 
Congress, 1945.

RESULTS OF MARITIME COMMISSION SHIP CONSTRUCTION 
PROGRAM, 1939 TO JUNE 30, 1945

Total Deadweight 
tonnage

Includes only regular Liberty dry cargo 
vessels built for the United States.

Liberty Other 
ships1 vessels
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TABLE C

Deck:
Elementary navigation.
Advanced navigation.
Handling and stowage of cargo.
Maritime law for seamen.
Ship's medicine chest and first aid at sea.
Marine meteorology.
Tanker mates' subjects.
Rules of the road.
Signaling and general rules and regulations.
Standard seamanship.
Ship stability and trim.
Great Lakes navigation.
Marine safety, deck.

Basic:
History of the United States.
Practical English.
Algebra, first-year high school.
Algebra, intermediate.
Plane geometry.
Plane trigonometry.
Mathematics for elementary navigation.
Mathematics for cargo stowage.
Mathematics for marine engineering.
Elements of physics.
Bookkeeping and accounting, first year.
Bookkeeping and accounting, second year.
Beginners' Spanish I.
Beginners' Spanish II.
Review arithmetic.
Basic arithmetic and recordkeeping for cooks, 

bakers, and stewards.

LIST OF CORRESPONDENCE COURSES OF THE UNITED STATES 
MARITIME SERVICE INSTITUTE, 

SHEEPSHEAD BAY, NEW YORK

Engine:Marine steam engineering I.
Marine steam engineering II.
Marine steam engineering III.
Marine diesel engineering I.
Marine diesel engineering II.



341

TABLE C (Cont.)

Source:

Radio:
Radio theory I.
Radio theory II.
Practical radio engineering.
Radar for deck personnel.
Radar techniques and maintenance.

Engine (Continued):
Marine boilers.
Marine engines.Ship 1s machine shop.
Marine refrigeration and air conditioning.Gas welding.
Marine electricity.
Mechanical drawing.
Blueprint reading.
Electric welding.
Engineering fundamentals.
Turbine propulsion.

Federal Maritime Training Program, Hearings 
beforethe Committee on MerchantMarine and 
Fisheries, House of Representatives, 83rd 
Congress, 2nd Session, 1954, p. 191•
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TABLE F

1949

1950

123,306.991951

1952

1953

1954

Source:

$122,287.65

118,157.75

149,088.02

129,076.70

132,523.47

AMOUNT OF DIRECT AND INDIRECT FINANCIAL AID GIVEN THE 
MASSACHUSETTS MARITIME ACADEMY BY THE

FEDERAL GOVERNMENT, 1949-54

Merchant Marine Training and Education, Report of the Committee on Interstate and Foreign Commerce, United States Senate, 
pursuant to S. Res. 35, 84th Congress, 2nd 
Session, 1956, p. 37.
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TABLE G

Year Subsistence

1949-50 $25,000 $21,832
22,1841950-51 25,000

$4,31732,8691951-52 25,000
3,1931952-53 32,52525,000
1,60527,4111953-54 25,000

4718,0511954-55 .25,000

52,954

Note:

Source:

Total 
Average 
Total 
average 
direct 
aid

A BREAKDOWN OF THE AMOUNT OF DIRECT FINANCIAL AID 
RECEIVED BY THE CALIFORNIA MARITIME ACADEMY 

FROM THE FEDERAL GOVERNMENT, 1949-54

150,000
25,000

Federal 
grant

154,872
25,812

Out-of-State 
grant

9,162
1,527

Indirect aid. Loan of training ship and overhaul 
thereof notincluded.
Merchant Marine Training and Education, Hearings 
before Subcommittee of the Committee on Inter
state and Foreign Commerce, United States 
Senate, 84th Congress, 1st Session, 1955, 
P. 352.



347

oa

mm

rH rH rH

£

l 
I 
l

I 
I 
I

I 
I
I

I kO I 
I CO I 
I O I

co 
in

co
co

0 
o 
0

0
C
P 
d
S

•H 
d

d 
0 ><

I H
I -=t

P 
O ;*
5 
0 z
o 
Eh

P 
C 
d 
£ 
o 
P 
0

O 
CD

Q

P 
£ 
d
e

r-i 
d 
p 
o 

Eh

rH 
d 
P 
O 

E4

CM O£

CO 
CM

£ 
O

-P 
d 
o 
d 
•d 
w
'di 
C d|

0 •
Lo a

O
O 
o •

PQ < 
Eh

to
G
C
d 
£

p o 
(D

•rl 
TJ 
C

0) 
o 
£ o 

co

g 
&H

>< 
ffl 

g 
Hi 
W
O 

§

TJ

d
CQ d

rH Pl
a <D

co £

0) 
o 
£ 
0 
p 
co 
•H 
W 

§ 
CO

p< 
•H 

Q< d 
•H p< 
XI <D 
CO $h

0
P •* 
d a 
p o 
co «H 
Jh co 
Q) CO 
P CD 
£ co

P 
£ CO 
OH

'd
§§>

•rl 
<o x;

+> 
o o 
o H 
pq o d tn cm 

8a

0 
<
a 
cS-d" 
H LA
O ' 
a oa 
<^r 
S3 
Ph 
Eh >? 
u a 
a a 
s§
§3

CD x: 
Px: 

P 
o-d- co 
CD 
(D * 
P CD

•H d 

15 
o co 
o 
p co 
2 CD 

CO P 
d 

CD P 
k CO 
o
CD CD •°s 
co C

■rl •» 
Pi <D 
Oj O 
<D Pl 
PC O

i 
O □
sc • 
tom

S-HCO mCO OA 
OAOACO H O O

§1 
ehct: 
o

h a 
ftS
Eh 

g o s <
e 
Eh

O

§ 
Os <
g 
m
<

w
o o
o o

'O m
o (AJCO^VO t— 
m-=r cn r. r. 
-w-
00 O LAN t-CU 
rH t^t^-P-COAO

CM rH t^OAHOO 
LALO AO LTW OA 
CM H OAOAf-CO 

•v •» •% •» •»

mo [>cm

CM OaOaO h p 
m cm cm mvo t- 

mrHMO OAOO
t'-H oaao pm romcom
-co
co o oo h CM 
co t—oco t-co 
c^cMVmow 
(j\m4 oaao<2 
b—kO CO H

H rH O 
CM CM CM CM CM W
H®-
O O O O O O o o o o o o o o o o o o 
mmmmmm CM CM CM CM CM CM

CTAO rH CM m^- Mmmmmm 
IJA OA OA CA OA OA 
rl rl H H rl rl

t^-d- m 
CO OACO

i t^co m 
i o h 5 I rH moo 

o'oao 
mcM m 
ne-

o o mmcM m

oom 
oom
OOM) I OH 
o o mioh 
o mm i ooa

coo 
ms

o »<u m 
p to 
p <u 
-rl

_ o o 
E|O O

o o o 
o o o 
o mm-

i 
o 
co Sh 
5h o i m 
d <h Ch £h 
n 0(1) 

■g x> I p 
■rl CP <0 
« 0 C P PC £ o co

O CM H 
m^tM)

nt c 
m <d

§ 
fH 

d a)

o 
•HH 
£ d 
co k

(D 
bp'd 
C <D 
•H Pq 
c 
•H 0 
drC 

p 
p

0

0 rH 

d d 
> co 
•H 
p d 
o d 
d o
o 
p 0 
-d ■§ 
0
0 On

o 0 
O 
O bO 

•* C
O-H 
H 5 
-to- d

CP 
0 
0 0

PP 
0

0 <p 
o 
C On 
0 d

0 o

<P 
•H 0 
Q d

•d 
• 0 

CM >



348

TABLE I

ARTICLES WRITTEN BY R. R. McNULTY, 1927-1934

2/I5/29 - "Pitiful Plight of the American Merchant

California or New York" 

10/17/31 - "Shipping Executives I"

Marine Naval Reserve"

12/16/29 - "American Shipmindness"

1/15/31 - "Training Officers for the American Merchant 
Mono"Marine

3/ 1/32 - "Aiding Foreign Ships at Panama"

6/20/34 - "Panama Canal Tolls"

10/15/34 - "Examination of Merchant Marine Naval Reserve"

Attract"
5/24/30 - "A Plan for Federal Merchant Marine Academy"

Note: This Academy was established 
at Kings Point twelve years later.

I/I7/3I - "Training Merchant Officers Plus"
9/I9/3I  "The National Merchant Marine Academy -

NAUTICAL GAZETTE

2/23/29 - "One Hundredth Anniversary of American
Schoolships"

12/14/29 - "Panama Canal Tolls and Tonnage Measurement"

4/ 5/30 - "What Is Our Personnel Problem - To Train or

MARINE JOURNAL
12/15/27 - "U. S. Measurement Rules vs. Foreign Measure

ment Rules"
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TABLE I (Cont.)

U. S. NAVAL INSTITUTE PROCEEDINGS
April 1930 - Reprint of "Pitiful Plight of Merchant

Marine Naval Reserve
July 1930 -

Oct. 1931 -

Nov. 1931 -

1932-1933 -

March 1955 - Comment on an article "Gallant Merchant
Ships"

Discussion of "Some aspects of the Merchant 
Marine Act of 1928"

"Improving Personnel of Subsidized Fleets" 
♦Broadcast by Boake Carter.

Reprint of "The National Merchant Marine 
Academy - California or New York"

Two discussions of Lieutenant Commander 
Sheridan's officer training article

Reprint of "A Plan for Federal Merchant 
Marine Academy"

10/24/31 - "Shipping Executives II"

2/20/32 - "Canal Tolls at Panama and Suez?

4/14/34 - "Panama Tolls - Paradoxical"

10/13/34 - "Trained Personnel for Shipping" 

*11/24/34 -

MERCHANT MARINE BULLETIN
Jan. 1930 - Cartoon "Full Speed Ahead"

Shipping Cartoons for Washington Post in 1927 and 1928.
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TABLE J

1943.
1944
1945.
1946.

. 2,959,1271947.
1948
1949.
1950.
1951.

2,379,0001952.
. 1,971,5001953.
. 1,953,9001954.
. 2,002,2731955.

Source:

FEDERAL FUNDS ALLOCATED FOR THE OPERATION 
OF THE UNITED STATES MERCHANT 

MARINE ACADEMY, 1943-55

Fiscal 
year

. 2,595,215

. 2,563,606

. 2,722,915

. 2,661,620

. 6,015,397

. 3,851,845

Annual expenditure
.$3,306,520
. 5,710,429

Merchant Marine Trainingand Education, 
'tiearihss befofe Subcommittee of the 

e on interstate and ForeignCommerce, United States Senate, 84th 
Congress, 1st Session, 1955 j P*
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TABLE K

State State

1,978Total

Source:

Number of 
graduates Number of 

graduates

22
96

Alabama 
Arizona 
Arkansas 
California 
Colorado 
Connecticut 
Delaware 
Florida 
Georgia 
Idaho 
Illinois 
Indiana 
Iowa 
Kansas 
Kentucky 
Louisiana 
Maine 
Maryland 
Massachusetts 
Michigan 
Minnesota 
Mississippi 
Missouri 
Montana 
Nebraska 
Nevada 
New Hampshire

New Jersey 
New Mexico 
New York 
North Carolina 
North Dakota 
Ohio 
Oklahoma 
Oregon 
Pennsylvania 
Rhode Island 
South Carolina 
South Dakota 
Tennessee 
Texas 
Utah 
Vermont 
Virginia 
Washington 
West Virginia 
Wisconsin 
Wyoming District of Columbia 
United States 
• Territories 
Foreign countries

178
2

680
132
52
36

186
16
72

10
24
5 20 

29 10 
20
1 

15

NUMBER OF STUDENTS REPRESENTING STATES, TERRITORIES, 
FOREIGN COUNTRIES, AND THE DISTRICT OF COLUMBIA AT 
THE UNITED STATES MERCHANT MARINE ACADEMY, 1948-55

136
4

78
4

734
41
12
3

58
11
5
3
511

14
25

117
3112
11
20
2
72
7

Merchant Marine Training and Education, Hear
ings before Subcommittee of the Committee on 
Interstate and Foreign Commerce, United States 
Senate, 84th Congress, 1st Session, 1955, 
p. 226.
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TABLE L
THE CONFERENCE OF AMERICAN MARITIME UNIONS

Source:

American Radio Association, CIO
Brotherhood of Marine Engineers, AFL
Brotherhood of Marine Officers, Local 13212, District

No. 50, UMW
Inland Boatsmen's Union of the Pacific, AFL
Marine Cooks and Stewards, AFL
Marine Firemen, Oilers, Watertenders, and Wipers, AFL
Masters, Mates, and Pilots, AFL
National Marine Engineers Beneficial Association, CIO
National Maritime Union, CIO
Radio Officers Union, AFL
Sailors Union of the Pacific, AFL
Seafarers International Union, Atlantic and Gulf

District, AFL
Seafarers International Union, Great Lakes District,

AFL

Federal Maritime Training Program, Hearings 
before'”the 'Committee on Merchant Marine and 
Fisheries, House of Representatives, 83rd 
Congress, 2nd Session, 195^> P« 29.
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TABLE M

8 weeks

2 weeks

Source:

All seamen:Lifeboat certification

Radio:
Radar and electronics

Engine:
Engine license upgrade
High pressure turbine
Original engine license preparation
Unlicensed engine upgrade
Marine refrigeration
Marine electricity 
Machine shop practice

Deck:
Deck license upgrade and officer 

refresher
Original deck license preparation
AB upgrade and refresher

Do
Do

Do
Do
4 to 6 weeks
4 weeks
Do
8 weeks
4 weeks

4 weeks
6 weeks
4 weeks

Duration of 
course

CLASSROOM COURSES FORMERLY AVAILABLE AT 
SHEEPSHEAD BAY, NEW YORK AND ALAMEDA, 
CALIFORNIA MARITIME TRAINING STATIONS

Steward:
Cooking, baking, and butchering
Chief steward (Sheepshead Bay only)

Status of Merchant Marine Academy at Kings 
Point',' N? Y., Hearing before CommiHee on 
Merchant’ Marine and Fisheries, House of 
Representatives, 83rd Congress, 2nd Session, 
1954, p. 18.



TABLI
CURRENT STATUS OF GRADUATES FROM KINGS POIN1

Shipping
Sailing

1945 498 100.0 887 6.7 16 14710159.2 1.1 9.$
1946 62.9 8.9100.0 490 14.5 14 1.8779 113 70
1947 65.9 46472 98 14 9.7100.0 311 20.9 2.9
1948 298 100.0 188 63.0 11.C75 25.3 10 3.3 33

20.864 45216 62.01949 100.0 134 29.7 .92
621634.3306 100.0 144 47.1 20.31950 5.2105
81100.0 149 27.31951 112 37.7 3.09297 50.2
663.68108 48.242.4 29.52241952 100.0 95

36.7108 43.048.2 9210 3.91953 100.0 121251

Source: Federal Maritime Training Program, Hearings before t 
Representatives, 83rd Congress, 2nd Session, 1954, p

Year 
gradu
ated

Reserve, 
inactive

Other 
defense 
agencies

Total num- Naval 
her of 
graduates

Num- Per 
ber cent

Num- Per 
ber cent Num- Per 

ber cent
Num- Per 
ber cent

Naval 
Reserve, active & 
Regular 
Navy- Num- Per 
ber cent
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:n
BY YEAR OF GRADUATION, 1945 THROUGH 1953

industry
Shore

1.624 659 43.9 63 4.2 45632 2.1 30.5
1.8 356 4.514 45.7 16512 1.5 35 21.3

4 .8 6 226 47.9 24 54 11.45.11.3
15117 39.3 5.0 32 10.75 1.7 11 3.7

23.6 8.8 6.08.34 18 51 19 131.9
286.9 58 18.96 1.9 10 3.3 9.221

6.746 2.46.4 15.5 7 203 1.0 19

4 1.8.4 11.1255 2.21 7 3.2
3.6 8 18.4 3.2 7.22.0 91 5

Industries allied to 
shipping Other Miscel-industries laneous No 

record
Per 
cent

e Committee on Merchant Marine and Fisheries, House of 
186.

Num- ber
Num- Per 
her cent

Num- Per her cent
Num- Per 
ber cent Num- Per ber cent



TABLE 0
CURRENT STATUS OF GRADUATES FROM STATE MARITIME AC

Shipping in
Sailing S

8.83658.8 46 819^5 408 100.0 240 2.011.3
61.91946 388 100.0 240 7.71.3 3097 25.0 5

8.9.8216 58.4 1211947 3332.7 3370 100.0
16.928 36.3441948 133.9357.177 100.0

451.487 41.2 21.31949 355.5117211 100.0
888 33.322.863276 100.0 922.931.91950

8160 39.535.6 029.3731951 205 100.0
106 43.1.498 39.8246 100.0 82 133.31952

35.896484 1.5268 100.0 31.3159 59.31953

Source:

Year 
gradu
ated

Other 
defense 
agencies

N 
b

Naval 
Reserve, 
active & 
Regular 
Navy_____
Num- Per 

cent
Num- Per 
ber cent

Num- Per 
ber cent

Num- Per 
ber cent

Total num- Naval 
ber of Reserve, 
graduates inactive

Num- Per 
ber cent ber

Federal Maritime Training Program, Hearings before the 
Representatives, tS3rd Congress, 2nd Session, 1954. p. •
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D»EMIES BY YEAR OF GRADUATION FROM 1945 THROUGH 1953

ms try
o«re

28.74 41.9 5.1 1171.2 1.0 171 21
11.6184 47.4 4522 15 3.910.5 2.0

6.5 8.440.3 24149 3122 .5 7 1.9
49.13) 27.3 7 5.21 1.3 21

3.8 625.6 854 2.9L 7 3.3.5
642 2.27 2.515.233 12

4.424 015.131 911.7--
1.6 84 3.34.1-- 7.710 19

21.6 4.5583.4.4 1.5 12.4L 9

Industries 
allied to 
shipping

Other Miscel-
industries laneous

Per 
cent

No 
record

Per 
cent

Num
ber

Committee on Merchant Marine and Fisheries, House of 
38.

Num
ber

Num- Per 
ber cent

m- Per Num- Per 
r* cent ber cent
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TABLE P

FOR

10.

including use of tables

31.
32.
33.
34.
35.
36.

SUBJECTS COVERED BY COAST GUARD EXAMINATIONS 
DECK OFFICERS OF OCEAN VESSELS

11.
12.
13.
14.
15.
16.
17.
18.
19.
20.
21.
22.
23.
24.
25.
26.
27.
28.
29.
30.

1.
2.
3.
4.
5.
6.
7.
8.
9.

Latitude by Polaris
Latitude by meridian altitude
Latitude by ex-meridian
Fix or running fix
Longitude by position line or time sight
Star Identification
Deviation of the compass by amplitude
Deviation of the compass by azimuth
Position finding by dead reckoning-traverse or 

Mercator sailing
Position finding by dead reckoning-great circle, 

Mercator, traverse, or middle latitude sailing 
Great circle sailing
Traverse sailing
Mercator sailing
Middle latitude sailing
Distance off a fixed object and land bearings
Speed by revolutions
Practical chart work
Fuel conservation
Instruments and accessories
Magnetism, deviation, and compass compensation 
Construction of a deviation table
Chart navigation
Chart construction
Aids to navigation
Tides and currents, including use of tables
Ocean winds, weather, and currents
Nautical astronomyInternational and inland rules of the road
International rules of the roadSignaling by international code flags, Morse, and 

semaphore; lifesaving, distress, storm, and 
special signalsStability and hull construction

Seamanship
Temporary repairs to hull and equipment
Sea terms and navigation definitions
Stowage and cargo handling
Change in draft due to change in density
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TABLE P (Cont.)

Source:

Determination of area and volume
Lifesaving apparatus
Ship sanitation
General rules and regulations for vessel inspection 
United States navigation laws
Such further examination of a nonmathematical 

character as the officer in charge, Marine 
Inspection, may consider necessary to establish 
the applicant's proficiency

37.
38.
39.
40.
41.
42.

United States Coast Guard, Rules and Regulations 
for Licensing and Certificating oFTierchant 
Marine Personnel, 1951.
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1.

2.

3.
4.

5.
6.

7.

8.

9.
10.

11.

12.

13.
14.

15.

TABLE Q

SUBJECTS COVERED BY COAST GUARD EXAMINATIONS FOR 
QUALIFIED MEMBERS OF ENGINE DEPARTMENT

Application, maintenance, and use of hand tools 
and measuring instruments

Uses of babbitt, copper, brass, steel, and other 
metals

Methods of measuring pipe, pipe fittings, sheet 
metal, machine bolts and nuts, packing, etc.

Operation and maintenance of mechanical remote 
control equipment

Precautions to be taken for the prevention of fire 
and the proper use of fire-fighting equipment

Principles of mechanical refrigeration; and 
functions, operations, and maintenance of 
various machines and parts of the system

Knowledge of piping systems as used in ammonia, 
Freon, and CO2, including testing for leaks, 
operation of by-passes, and making up of joints 

Safety precautions to be observed in the operation 
of various refrigerating systems, including 
storage of refrigerants, and the use of gas 
masks and fire-fighting equipment

Combustion of fuels, proper temperature, pressures, 
and atomization

Operation of the fuel-oil system on oil-burning 
boilers, including the transfer and storage of 
fuel oil

Hazards involved and the precautions taken against 
accumulation of oil in furnaces, bilges, floor 
plates, and tank tops; flarebacks; leaks in 
fuel-oil heaters; clogged strainers and burner 
tips

Precautions necessary when filling empty boilers, 
starting up the fuel-oil-burning system, and 
raising steam from a cold boiler

The function, operation, and maintenance of the 
various engine-room auxiliaries

Proper operation of the various types of 
lubricating systems

Safety precautions to be observed in connection 
with the operation of engine-room auxiliaries, 
electrical machinery, and switchboard equipment
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TABLE Q (Cont.)

16.

17.
18.

19.

20.

21.

22.

23.
24.

25.

26.

27.

28.

29.

30.

The function, operation, and maintenance of the 
bilge, ballast fire, fresh-water, sanitary, and 
lubricating systems

Proper care of spare machine parts and idle 
equipment

The procedure in preparing a turbine, reciprocat
ing, or Diesel engine for stand-by; also the 
procedure in securing

Operation and maintenance of the equipment neces
sary for the supply of water to boilers, the 
dangers of high and low water and remedial action 

Operation, location, and maintenance of the 
various boiler fittings and accessories

The practical application and solution of basic 
electrical calculations (Ohm's law, power 
formula, etc.)

Electrical wiring circuits of the various two-wire 
and three-wire d.c. systems and the various 
single-phase and polyphase a.c. systems

Application and characteristics of parallel and 
series circuits

Application and maintenance of electrical meters 
and instruments

The maintenance and installation of lighting and 
power wiring involving testing for locating and 
correcting grounds, short circuits and open 
circuits, and making splices

The operation and maintenance of the various types 
of generators and motors, both a.c. and d.c.

Operation, installation, and maintenance of the 
various types of electrical controls and 
safety devices

Testing and maintenance of special electrical 
equipment such as telegraphs, telephones, alarm 
systems, fire-detecting systems, and rudder 
angle indicators

Rules and regulations, and requirements for 
installation, repair, and maintenance of 
electrical wiring and equipment installed aboard 
ships

Such further examination of a non-mathematical 
character as the officer in charge, Marine 
Inspection, may consider necessary to establish 
the applicant's proficiency

Source: United States Coast Guard, Rules and Regulations 
for Licensing and Certificating of Merchant 
Marine Personnel? 1951.
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TABLE R

I. State Nautical Schools

2.

II. U. S. Merchant Marine Academy

5

If so,

Please comment on the qualities of the above gradu
ates by Academy as to their training, limitations, 
adaptability or otherwise.

INDUSTRY QUESTIONNAIRE REGARDING MERCHANT MARINE 
TRAINING AND EDUCATION

How many graduates of the State Nautical Schools do 
. ‘ ? Deck? Engineering? Shore 

(Please state answer by schools, i.e., 
) What

1.
you have in your employ?
Staff? Other? ( '
California, Maine, Massachusetts, New York.) 
proportion of your total?

4. Would you prefer that the state schools continue as 
in the past, be strengthened or be reduced?

3. In what subjects could better training be expected, 
based on your experience with these graduates?

5. How many graduates of the U. S. Merchant Marine 
Academy (Kings Point) do you have in your employ? Deck? 
Engineering? Shore Staff? Other? What proportion of 
your total? ■

6. Please comment on the qualities of the above 
graduates as to their training, limitations, adapta
bility or otherwise.
7. In what subjects could better training be expected, 
based on your experience with these graduates?

8. Do you have any suggestions regarding the future role 
of the Kings Point Academy in the industry? If so, 
please give them.
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TABLE R (Cont.)

III. General

Unlicensed Personnel
Please give your opinion of the results of the

14.

General

Have you had experience in using graduates of the 
college-level courses in Marine Transportation?

15. 
were

12. 
few

16. Please give an estimate of the industry's future 
needs in Deck and Engineering officers from the five 
Maritime Academies. (We realize the difficulties of 
answering this question but hope that you can tell 
something of your estimate of attrition, turnover or 
replacement, recognizing the uncertainties of predicting 
a future fleet).

14. Do you have any suggestions regarding the training 
of unlicensed personnel? In particular should the 
schools at Alameda and Sheepshead Bay be reactivated? 
If so how, in the best interest to all concerned, should 
they be financed?

Please comment on the correspondence courses which 
offered by the Maritime Commission to your men, as 

to popularity and results.

13. Please give your opinion of the results of the 
upgrading training previously given by the Maritime 
Administration to unlicensed personnel insofar as your 
experience is concerned.

9. How do cadets perform during the year of the course 
that they go to sea on your vessels?

10. Please discuss the records of your licensed 
officers who have not come from either the State or 
Federal Academies.

11. What training courses or apprenticeship procedure 
do you have in your own organization for licensed 
officers? For unlicensed personnel?
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17.

18.

19.
If so, they would

Source:

Please comment on the comparative qualifications 
and efficiency of officers who have come from Kings 
Point, the State Academies and up from the ranks.

Do you feel that graduates of the five Maritime 
Academies are being produced in too great numbers with 
an adverse effect on those from the ranks?

Have you any convictions, suggestions or observations 
you care to contribute to this study? If so, they would 
be appreciated.

United States Congress, Senate, Committee on 
Interstate and Foreign Commerce, 84th Cong., 
2nd Sess., 1956.
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