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THE GROVTH AND COMPOSITI(M C(F THE FLEET

In September 1939 the Army owned only two freight transports,
the MEIGS and the LUDINGT(W. Additional cargo space wes availabls
on the six combination (freight and passenger) ships which then con-
stituted the remainder of the Army-owned transportss. Any shipping re-
quirements in excess of the tobtal capacity of these eight vessels had
to be met by the use of chartered space.

During the fall of 1939 the Army's cargo requirements for thse
overseas possessions increased sharply, making it necessary to suthor-
ize "a considerabls number of commercial shipments". Accordingly, the
Office of thé Quartermaster General sought to obtain én additional care-
go vessel from the U. S. Maritime Commissionel To meet this need, on
7 December 1839 the United States Maritime Commission transferred the

LIBERTY on a loen besis to the United States Army.

Expansion, 1940-41

The demand fﬁr additional cargo space continued ﬁnabated during
the calendar year 1940. The Army transport fleet was unable to carry
the entire load, with the result that part of the overseas freight had
to be shipped on commercial vessels; In Auvgust 1940 the Quartermaster

General appealed for funds to consbtruct four new Army transports, in .

1
See HMemorandum of ¢ October 1938 by Capt T. J. Weed, Water Trans~

port Branch, OGMG, subject, "Additional Cargo Requirements for F. Y.
1940,%"File CM 541e2 T=W.



: . 2 .
furtherance of the national defense program,” Neo such construction,

however, materislized at this time,

The exchangs of the fifty American destroyers for the Atlantic
bases in September 1940 zdded appreciably to the burdens of the Army
Transport Service. It was necessary not only t9 man and to supply
the new outposts tut &lso to carry out considersbls neWw construction
reguiring the shipment of both materizls and eguipment from the United
States, TFortunstely, late in the same year, the Army obtained four
more freighters from the Maritime Commission, which were redesignated
as the JOHN R, R, WTAY, the WM, R, GIBSOQY, the IRVIN L, HUNT, and
the WILL H, POINT.S The chartering of the CHIEIXOF and the ETOLIV =21~
so provided some messure of relief., TFevertheless, as of Oétaber 1940
the 0ffics of the Quartermaster Generzl sstimeted that en additional
twelve transports were Tsynirsd during the next year in order to en-
eble the Army transport flest to handle a total load of spproximately
15,000 troops end 200,000 measurement tons of.cargo.é Of these twelve
vessels it was conterplated that six shaulﬁ;be passenger and freight

transports and that six should be freight transports, In November 1540

2
See letter of 23 Augast 1940 from the Secretary of Var to the Advi-
sory Commission to the Council of National Defense, AGQ File 571.4.
a
Al though transferred late in 1940, these four vessels were not ac-
guired formelly until 5 Februsry 1941l. The Army assumed the cost
of reconditioning esch vessel,
4

See Memorandum of
ths Assistant Chi
Transports," QM F

2 Cotober 1940 from Lt, Col, C. H, Kells, 0QUC to
of Staff, G-4, subject "Procursment of Additional
& 571 T=ifmi \Army Pransports).
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the "scute situation® of the Army with respect to water transﬁarta—
tion was the'subject of special consideration by the Acting Assistant
Chief of Staff, G-4 (Brig. Gen. I, Reybold), who rscommended, among
other things, that funds be Secured to purchase one freight approxi-
metely the size of the LIBERTY, and to chartar other freighters (pos-
sitly four) for tempsrary use as needed, Subsequently, in Decemher
1940 the President aprroved a program of the Secretary of War, which
provided the necessary fupds.5
Throughout the fateful year 1941 the Army's cargd space continued
to expand throngh the acguisition (1) of ships to be employed primarily
es freizhters; and (2) of combination vessels, which, in addition %o
transporting troops, £lso carried some cargo.6 As in 1940, the Mari-
time Commission was the principel agenc& through which additional ton-
nzge wes secured, Acquisition was by purchase or charter., As of 30
April 1941, there were ten freighters in the service of the Arm*‘,,7 By
7 December 1941 the Army's vessels of this type had increased to 27, of

which 12 were owned, one (the LIBERTY) was held on loan, and 14 were

bareboat chartered.s

(w2}

For details see (=4 File 2971 7-41,

6
The major emphesis in this study will be placed uron vessels used
primerily as cargo carriers, Howsver, it must be remembered thst
Army troopships almost always transport some cargo,

7
Including one chartersed vessel, the SILVERADO, Ses inventory pre-
pared by Waber Transport Branch, OQMC, 30 April 1541,

8

From data supplied by Weter Division, OCT,



As early as April 1941 the Arny Transport Service faced 2 8iffi-
eult situation with respest to meeting the incressed demand for pas—
senge? and freight service both in the Atlantic znd in the Pacifis,

In the Atlantie the suprly of the new Caribbsan bases brought new bur-
dens, to which were 2dded the reguiremsnis occasioned by Amerisan oo-
copation, first, of Greenlsnd and, next, of Iceland., However, it wes
in the Pesifie, in particular, that the pressure beceme serious, for
there, wrote Colonel. T, H, Dillon, Chief of the Transportation Division,
OQMC, "with the old, slow vessels of the Army Transport Service we were
attemyting to transport 1arge numbers of troops and a grezt amount of
cargd to Haweii =nd the Philippines, n? Moreowr, since March 1941 cer—
tain Army trensports, notebly the MEIGS aDd the LUDINGTON, were engaged
in refurning critical cergo such a8 rudbber to ths United States, thus
lengthening the tornaround,

The transfer of several Army trensports te the Navy in the smring
end summer of 1941 served to ascentuate the problem, for although thess
were troop transports, sll of them had some nargo space. Ths Maritime
Commission, at the dirsstion of the President, allotted certain vessels™ 10
to the Army as revlacemasnts for those transferrsd to the Navy., Heverthe-

less, as zalonel Dillon observed, cargo reguirements of the Army in the

Ix]

Facific were in excess of the capesity of the available transvorts, and

Memoranduﬁ of 3-4 July 1941 from Col. T, H, Dillon for Assistant Chief
of Staff, G-4,

10
”Otably, the PRESIDENT TAFT, PRESIDENT CLEVELAND, FF UQEEEET PITRCE

and PRESIDENT COULIDGE of tﬁe American Pr331aenu Lin )



commercizl operators had therefore been 2alled ugpon to carrcy 15,000
tons of eargo for July 194L, with the. prosgect of an incsrease during
the fcilowing months,

Under these circumstannses cargd vesssels were gensrally piocured
for = specific purpose and svea, and freguenily on a charter basis, in
satisfy an immediate nesd, Thus, during Awpril 1941, when shivments of
construntion material to Aleska had bescome unusuzlly large, the Army
was forced to charter thres ships t9 suwnplement the reguler trensporis

11 -
serving this aresa, Throaghout 1941, incressed construsition 20tlvity

at various bases in the pacific and the Atlantic by the Construction

e

ivision, OQMC, and the Corps of Engineers (as well as by the Nevy) re-
gquired considsreble cargn space on Army vessels,

By way of illustraiing the difficul ti'es thet srose with regerd tao
the Corps of Engineers, it mey bs noted that, during the svring of 1941,
the Distriet Enginesr st San Frencisco wes charged with having attempted
to eircumvent the Office of the Quasrtsrmaster Gensrsl (as traffic mane-
ger for the War Tepartment) by arrenging direztly for the commersisl »
shigment of lumber t0 Haweii., Continuation of this procedure, sa2id the
nuartermester General, "will sugender competition, congestion, and pro-

. . 12 s "
bebly increased cost.” On the other hand, the Office of the Qusriter-

11
Ses Memorandam of 29 April 1941 from Lt, Ool, C, H, Kells fo Colnnel
T, H. Dillon.

12

Memorandum of 7 March 1941 from the Quartermaster Genersl to the As-
sistant Chief of Staff, G~4, File QM 545.03 T=W-C (Clevedon).



mesber Gensral, took cognizance of the specisl interests of the Corps
of Engineers by completing arrangements in October 1541 %o charter ths
-85 HALEAKALA for the use of the Distriet Ingineer at Honolulu in de~
veloping airfislds cn certain islend bases in the Pacifie, 13

A few examyles may sServe io illustrate the expansion of the Army's

cargo fleet which tosk rlece in the eleven months of 1941 vreceding the

]

Japanese attack on Peerl Harbor, On 17 February 1941 the ELI D, HOWLE

{ ex-REDWOCD), a smell vessel of 1,793 gross tons, was asquirsd aﬁ =S

cost of $57,000. Although she carried some Tersonnel, the ELI D, HOYLE
was utilizasd rrincipelly as & Sargo ship Sailiﬁ from Seattle to vorinus
destinstions in Aleska, On 30 September 1941, the Army scoguirsd an addi-
tional freighter on bareboat charter for the Alaska run, the AMEIRICAY
STAR (5,354 zross tons). At about the seme time (12 September 1941) 2
small tanker of 2,702 gzross tons, the GEORGE F. DOWIEY (ex-LAKE TR Am
FLORES) was purchesed at a cost of $335,000 for use in Alaskan watsers,
This tanker is still in Army service (Arril 1945).

Tor Atlantic service, in July 1941, through the Maritime Commis-
sion, the Army acquired on bareboat charter the small freighter SICILIEN
(1,654 gross tons). Built at ELsinore, Denmark, in 1938, this waS one
of several Danish cargo vessels seized by the United States Government

14

in the summer of 1941, Also for use in the same geographic aresz, in

the fall of 1941 the Army purchased through the Maritime Commission the

13
Cf, Memorandum of 28 Cestober 1941 from Lt Col. O, H. Ke&lls tn the
Chief of Enginesers. File QM 571 T=-w=0, "Army Vessels,®

e
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Subseguently, the SICILIEN was lost by enemy aotion
bean non 7 June 1943,



thrse smzll ships of the "Poker Fleet," so designatsd becauss of their
names-—ACEZ, KING, and JACK, Owned by the Terminels and Trans;ortation-
Corporation of Buffalo, Wew York, these refrigersted stesmers (Laker
\ . 15

type), of epproximstely 2,600 gross tons,” 205t the Army $320,000
each, For Army use they were made into combination dry snd refrigere-
ted cargd ships, for which there was then "an uw rgent need, 16 pp igi-
nally =oal burners, gll thrse ships were later converted by ihe Army.
into o0il burners and subssguently gave gond service on varisus nis-—

sions, The ACE, renamed the M, G, ZALINSKI, and the KIVG ave still in

speration, but the JACK was torpedoed without warning and sunk on 7

o

]
Hay 1942, while en route from Ponze, Puerto Rico, 1o New Orleans, -

Dur1ng the summer and fall of 1941 the Office of the Yuartermaster

General wes constantly in the market for both fweight and vassenger ves
sels to mest the needs of the Army, The Daily Activity
Water Transport Branch, Iransportation Division, OQMC,‘contain fregquent
entries f;r this pericd concerning the scguisition of such vessels., On
30 September 1941, for example, it was reported by this Brsnch that

e

the S, S, FORTH PACIFIC has been shartered for the Seattle-il askan

Service."l8 Chartering in various forms--barebnet, time, voyegze, stace—

15
Gross %onnsges: ACE, 2,616; XING, 2,624; JalK, 2,622,
16
See Inspection Repnrt of 10 December 19041 f?*ﬁ Lt, Onl, C. H, Kells
el
to the Quartermester Genersl, File QM 333.82 T-V-0, "Travsl Repori."
9
17
Memnrandum for File, Navy Department, Offize of the Chisf af Faval
Cperations, Op=l8-8-5, 23 June 1942,
18

The NORTH FPACIFIC, ex-INISKIN, is s%ill in Army service,

-7 -



wes & freguent and necessory practice in order {¢ handle the increzs—
ing volume of overseas shipments, Thus, on 3 December 1941, in the
Deily Activity Report of the Water Transport Branch, it wss noted that

uthorization had been given for "60,000 to 80,000 cubis feet vlus full

4]

. ) 19 -
deck space! on the COAST TREADIR, Four days later when the war broke,
the Water Transport Brench (Trensvort and Freight Opsrations Sestion)

Y . 3

was in the midst of negotiating for sdditvional cargs space.

Devel opments after 7 Degamber 1841

Following the attack on Pearl Harbor, the Japanese struck gquiskly
at Americean shipping. The freighter, CINTHIA CLSON, operated by the
Army under bareboat cherter, evidently was forpedced and sunk on 7 De-
cember 1941, On that date the vessel, which wss en route to Honolulu,
sent out distress signals following the sighting of 2 submarine, and was
heard from ne mores.

The MALAMA, which arrived 2%t Honolulu on 9 December, left one
week later with missellaneous Army cargoe for Manila, end then disap-~

peared—-azrparently captured By the Japansse, Blght other freighters

CL‘

arrying Arny cergo in the Facific on 7 Deo

L
}..I
w0
&
n
jord

mbe

.

rsaching port, either in the United States or in iustralia,

19
The COAST TRADER, a ffeléhuef of 3,286 gross tons, wes owned by the
Coastwise Line of FPortland, Oregon.

20

For details see report of May 1944 prepared by Historicel Brench,
Control Division, San Francisce Fort of Embarkation, entitled “Sn:p—
ping Situation at Sen Francisco Port of Embarkation Following Pearl
Harbor, " ‘



UEAT LUDINGTON

In war 28 in peaCe this cargo trensport has

given faithful service to the Army,
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For the time being the two Army-owned cérgo trensports in the
Facific (the MEIGS and thelLUDINGTOH) successfully eluded the enemy,
but not without many anxisus moments. The veleran MEIGS was dive“ted
to Australis, there to find temporsery refuge. Chief concern of the
&rmy, however, was the LUDINGTON, which was then on the way %o thé
Philippines, via Christmes and Centon Islands, On 3 December 1941 the
army Chief of Staff, Genersl George C. HMarshsll, sent a brief note to
the Chief of Haval Uperations, Admiral Harold R, Stark, conscerning the
vessel, which earied 2 veluable carge, including some twsntj F-40 pure
suit vlanes, The imsortance of getting these planss to Manila "at the
eerliest possible moment® made General Marshell feel that he should
"acoept the hazard 9f an unessorted voysge from Céptgn,“ rather than
eweit a Navy convey. Neverthelsss, he asked what Admirzl Sterk woeuld
Suszest. The latter promptly replisd thet "it would seem best, 211
things considered, for the LUDINGTON to proceed independently via Torres
Straits.”" The ship, he added, "probsbly would be in no more danger pro-
ceeding alone, and perhaps even less, than she would be waiting without
protection 2t Centon Islend." ZEn route to Canton Island when the war
broke, the LUDINGION turned back and sailed along the Egquator vis Fanama
and Mazatlan, reaching Los Angeles safely on the morning of 23 Desember
1941,

In the Atlantic there were isclated sinkings during the early part
of 1942, but the activity of enemy submarines did not become intensive
until the spring and sumnmer éf that year., Despite the amming of the

vessels and the convoy system, the Army Trensport Ssrvize suffered



namerous lesses, for which replacements were absolutely necessary in
nrder to meet the current demend., 3By 14 July 1942 such lesse had be-
come S0 seriocus that Colonel C, H, Kells, XExecutive, Water Divisisn,

Transvortation Service, Washington, D. O,, reguested the Wer Shirping

Administration to Ymake available to the Army at an early date, twelve

4

(12) new C-2 vessels on the West Cozst, and six (8) new C-2 vesssls on
the Tast Coast." These vessels, szaid Colonel Kells, were t0¢ be &lloce-
=
ted $o the Army and t0 be mannel and nperated zs Army trensports.
From 1942 to the wpresent, additionel cargo ships for the Army havs
been obtained slmost entirely through allocstions by the Var Shipping
Administration, Thet agency in turn hes secursd additionsl scean ton-
nage either by requisitioning privetely owned vessels or from new ves-
sels built by the Maritime Commission,
gram of the Maritime Commission has accounted for progressively larger
numbers of the cargo cerriers in the service of the Army, it may be of
interest to note here the princizal Types of vessels that fell within

this category.

Vessel Construction by the Maritime Commission

The building program of the United Steotes Maritime Commission ante~
detes bY several years the Americen enbry into the current conflist,
Greated in 1936, the Maritime Commissien almost immediately set ovit to

revive Americals lansuishing merchant marine by esmstrusting
- = =] =

&

fiegat

vl

File 561.,1 "Army Vessels." The vessels raguested evidently were not
obtained by the Army.

-10 -



af 500 fast cargo and passenger shivs, at thse rste of 56 ships per
year over a weriocd of ten years, The advent of the war in Burope
accelerated the program long before the United States became invelved.
AS early os 11 September 1941, in & memorendum for Colonel T, H,
Dilion, Chief of the Transportation Divisien, OQMC, Lit, Csl, C. H,
Kells of the Water Transvort Braﬁch, néted that the Meritime Commise
sisn then had "under schedule for early completion znd commissinning,
a number of excellent cargo vessels." Of these new eraft, Colonel
Kells thought that the Army Transport Service counld use four vessels,
two to operate in the Facific and two in the Atlentic, This modest
suggestion waes a forerunner of the increasingly heavy reliance that
the Army wes t0 place uwon ships built by the Maritime Commission,
When early in 1942 the full impect of the war upon the shipring re-

sources of the netion beceme evident, the only significant change was

that, while the Maritime Commission continued t5 build the ships, the

s

new Var Shirping Administration was made res) ble for their opsration,

ol
[
13
U.l
[XN
£
o

. - 22
In addition to such stendard designs as the OL, C2 224 C3 types,”

the Maritime Commission has built and made available to the Armythrough
the War Shipping Administration, two other significant cargoe tyves,

namely, the Liberty and the Victory shiyvs. The cargo ships constructed

by ths Maritime Commission as & whole haveplayed so important a part

The C4 ty}e is not included amrng the cargo vessels here mentioned,
since it has besen used by the Army primarily as a trospship, althaugn
the Maritime Commission C4-5-Bl type sriginelly wes intended t0 carry
armored tanks., The oniy freighter of the C4-S-Bl tyrz employed by
the Army is the MARINE ZAEE, The 05 type haes been exmluded since
date no use hes been made of it by the Army,



1

in the Army's cargo overations that 2 brief dissussion of each tyre
may not be amiss, Excspt when otherwise noted, the following statse-
ments are based vpon dats supplied by the Maritime uommlsswo“, sup-
plenented by aveileble informstion as to the use made by the Army of
gash particular type, It should be added that certain of ths types

mentioned below were intended originally for peasetime traffic and

that the exigensies of wer have entailed verious molifications,

- s a s vIDJf L 2
According to the Meritime Commission, the 0L type was designed

ct

o meat the need of efficient and economicel cargn trensportzation on
trade routes not reguiring "excessive spesd" and upon which large car-
goes would "anot be continuously available." They are among the smeller

P

zerge shins belng constructed vy the Maritime Commission.”” They svre

both steam and diesel propellsd, and their normal spesd is 14 knots,
There are two variants of the 0l type, namely the ClA and the C1B; the
former has an oversll length of some 4173 feet, while the letter--ths

larger of the two with respect to deadweight tonnsge--has an overall

length of some 418 feet,

Cf. the useful pamphlet published by the U, 3, Maritime Commissien
in 1940, 2ntitled "Mew Ships for the Merchant Marine !

[

o

Sonewhat smaller are the CL-M-AV1 type, dlessl pronelled cargs ves—
sels which have 2 stesl hull, an average overall length of 330 feet,
aand & deadweight tanna”e of avarozwmauely 5,010, Still smaller are
the N3-M-AL coastal tywe vessels designed f@r gensral cargd purpdses,
of which a number recently wers converied intos Fort Repsair Ships,



As exemples of Ol cargo ships in the Service of the Army on 30
June 1944 may be mentioned the CAFE GORWIN, CAFE DIAMUND, and CAFE
HORM, 211 Cla vessels each carryying aupproximetely 11,000 measurement

tons of cargo, A4S of the ssme date the CLB type was represented by

E,
£

the ALCOA POINTZER with a carge of 11,800 measurement tons, and the CAPE
AT and the CAPE MAY, each with a cergo of gpproximately 11,000 measure-

ment tons.<° On Z March 1945 the Army had in i%s serviee 40 carss

26

shigs of the C1 type.

This type was Selectad by the Maritime Commission as "the most ur-
gent replaceﬁent requifed by the American merchsnt marine," Designed
for general cargd purposes, these are 15.5 knot vessels, with an over-
all length of some 459 to 469 feel, a2 ernising radius of 16,200 miles,
and Steam propulsion, Among the veriants of this design, the dead-
weight tonnage ranges from spproximately 9,000 to 11,000, The living
quarters for officers znd crew are above the average in improvements,
and the vessels themsslves carry on the romantic traditiosns of the
clipper ship era by bearing such historic names as the FLYING CLUD,
LIGHTHING, and S8TAG HCOUND,

is exaﬁples of 02 cargs ships in the servise of ths Army on 30

June 1944 may be noted the AFRICAN DAWN and the AFRICAN SUN, each of

25
A number of the 013 type vessels in Army service--notably the CAPE
MEARESw-are predominantly troospships althoogh they do carvy some cargo.
26

Monthly Progress Hevort, Transporiation, OCT, ASF, Merch 1945, u, 50,

- 13 -



which then carried 15,300.mea3urement tons of cargoe, Other C2 types
of that data were the WESTWARD HO, the HIGH FLYER, and the WHITE
SWALLOY, each transporting some 13,700 measurement tons of carge., On
2 Mereh 1945 the Army had in its service 43 cargs ships of the 02

tscae.'g?-

C3 Cargo Ships

The C3 type wes designed for genersl carge use. This wvessel has
2 spesd of 16.5 knots, and o deadweight ﬁ@nnage\ranging from anproxi=-
mately 10,000 to 13,000, There are several varistions of this design,
Vessels of the 03-5-42, C3-5-44, and the C3-S5-BHL %types have the same
overall length of 422 fest, dut ﬁhe deadweight tonnage ranses from ap-
proximetely 11,000 to 13,000, Anothsr veriant, the 03-5-43 (E) type,
hes an overall length of 473 feet and a desadweight tonnage of 9,902,

The 03 type wes produced to mest the nsed of s veSsel with greater
deadweight cargo capscity and grester speed thén the 02 type. On 3L
March 1945 the Army had only eight 03 cargo ships as compared with

v . 28
twenty-two 03 troopships.

The familiar Liberiy ship (EC2 type) is the mainstay of the dry

®

cargo fleet constructed by the Maritime Commission, This is an emer—

geney type which according to Admirsl Lend was develoved from "a proved

]

1bid., March 1945, p. 50.

Ibid., Mareh 1945, p, 50,



British design, readily adapisble to mass production methx_‘}dss"gg I
was designed for reciprocating steem engines, which were more readily
available thun other types of engines, and for whizh exrérienced op-
erating personnel presumsbly csuld be obtainsd without undue 4iffi-

culty. The Liberty ship has the following charecteristics: length

¥

overall, 442 feeb, gross tonnage 7,176, speed 11 knsts, It lasks
the refinements of the standard C-type vessels, The hull and eguip-
ment of Liberty ships have been stendsrdized a8 much a8 possible so
that both largs and small mills and plants can keep 2 conbinucus flow
moving toward the yards. If production lags at one plant, it can be
nade up at znother,

Originally, occording to Admiral Land, it was estimsted that
Liberty ships could be tuilt and put into service within six months,
Con’orams were let in March 1941 for the first 200 Liberty vessels,
znd since that date sciledules have besn progressively speeded up o
reduce the time for completion. In an address ot Boston on Maritime
Day in May 1942 Admirsl Lend stated that the wreodustion of Liberty
ships "from keep to complelion in 60 deys" was not teyond the realm
of probability. 30 1 anything, he was then very modesi, for subse-

quently the building time of a Liberty ship was reluced progressively

(1]

from the 244 days reguired for delivery of the first ship, the PATRIOK

HEINRY, to the record time of 7 days required for the ROBIRT Z, FERRY,

Cf, The Marine News, New York, May 1942, m. 82,

Ibid,, May 1942, p. 82.
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launched at the Kaiser-Richmond Yards,

The first Liberty ship, the PATRICX HENRY, was launched at
Baltimore on 237 September 1941, Since the date the Army has depended
heavily upon Liberty ships for transporting cargo overseas, F9llow~
ing the creation of the Wer Shivping Administrétion in February 1942,
such ships were obtained from that agency for Army use—-almost inveri-
ably on & voysge cllocation basis. On 2L July 1942 Colomel C, H, Kells,
Exescutive, Water Division, Transportation Service, advised the M +itime
commission that the Liberty ships were highly satisfactory and that
they reflected great credit upon the Maritime Commission and the ship—
yards which produced them, Colonel Kells added thet "the large size
of hatches and deep 'tween deck spaces with fresdom of hull sbstructions,
also rugzged cargo gear with capacity for heavy 1ifts, make these vessels
particularly suitable,”

Liberty ships have been used by the Army for a veriety of missions,.
Although designed vwrimarily &s éﬁergency cargo shigs, these vessels have‘
besn converted to serve as emergency troopships, as Army hospitsl ships,
as mule ships, and as aircraft repair shipS——-t0 nams only 2 few uses,
They have carried and still carry the bulk of the Army's cargo.

The Liberty ship has besn subjected to some criticism, It has
been termed plodding, and the low épeea has made convoying necessary
in hazardous areas, undoubtedly resulting in cagsiderable lost time
with respect tavturnarcund° Moregver, becazuse of mass production some
sﬁructural defects ha#e developed; Considering the tremendous fleet

of Liberties in operation, the number of vessels that have devel aped
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serious structural defects is comparatively small,

During 1943, in pariic
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that these vessels might ereck up at sea and couse a serious loss of
life, As & metter of fect, a few Li bcrﬁy h ips did bresk in two, vrin-
cipelly under unfavorable weather conditions and in Alesken watsrs, ™™

The main objection to the Liberties, it should e noted, wes %o the

;.,:.

employment as emergency traop ships and not to thelr service as 2a

5

&

o)

g
carriers, Oriticism of this tyre culminated in 1944 in an adverss re-
port by the Truman Committee of the United Stetes Senste, in which,
however, due praise waes eccorded the Liberty ship as "the truck horse
of the Saa,”gz

In evéry lerge emphibinsus operaticn of the ceurrent conflist Lib-
erty ships have 1layed an importent role. For use in the invesion of

Normandy a number of Lidberty s hlﬁ were nrepered as sues

(=1

gl vehicle

ships, an innovation of which a more deteiled azccount will be given in
Chapter III, In the invesion of the French Meditervenean cnest iz the
summer of 1944 Liberty ships comprised sBme 95 per cent of the Ameri-
can freighiters in the fleet which Gelivered not only the invesion forces
but elso supplies of every desecription Vo the'beachheads,

Begimning early in 1944 the Liverty ship progrem wes graduslly

3L

Ses the New York Times, 12 Hovember 1344,
32

Cf, Ibid., 24 June 1944,
33

See the Journsl of Comner

ce gnd Commercisl, NMew Yovlk, 24 August
1944, artisle entitled "Lil

&
rtys Flayed Big Invasion Role,Y
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brought to a eonclusien, In May of that ysar the Meritime Cammission
ennounsed that additional contracts for the construction of Liberty
hips were not contemlated and that the fuburse buil ding program

Y o , 34 e s m
called for the production of standard types. The original program

comprised 3,005 Liberty ships, of which 425 were "canzelled or suspended,!

-

aving a total of 2,580 EC2 vessels sctuslly delivered, o

1=

Liberty ships no doubt will continue o form the beckbone of

pending overations in the Facific just as they have in the Atlantic

3

o

area, They bear a variety of nemes honoring deceased persons of both
American and foreign birth, Some 101 of them, for exemple, are named
after distinguished women, including among others Juliz Werd Howe and
the glamorcus innie Oalley. As of 30 June 1944, cargo vessels in the
service of the Army were chiefly composed of Z02 Liberties, among which
were included the WILLIAM B. BORAH, the IGNACE FADEREWSKI, the PHILIF
H. SHERILAY and the CLARA BARTON. Although the Transportsiion Corus
has employed literally hundreds of Liberty ships, the Army--aside

_from six hospitel ships of the E0Z2 type——at present actuslly operates
only four HEC2 vessels as cargo shiys., Thess four ships arse the

ANDREY D, WHITE, the CHARLES P, STRINMITZ, the HOWALL COBB, end the

THOMAS CORWIN=-2ll operated on bareboat charter. A number of Libert
v

34
D4z
See Ibid,, 25 May 1944, news item sntitled "Liberty Shiy Progrem
Ending,"
35

Report No. 90, U, 8, Maritime Commission, 1 July 1945, OFf, Marine
Age, July 1945, w. 34,
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ships have been lost while engsged in direct support of amphibious
operations, but many more have besn torpedoed and sunk 2t sea, The
full story of the contribution of Liberty ships t¢ the current war

effort 1s, however, beydnd ths confines of this study.

Victory Ships

As the defects of the Liberty Ship became painfully sprerent
and as the shipping crisis sased so as to permit 2 change in the pro=
gram, the Maritime Commission Dbegan planning a shift in produciiosn
from the Liberty Tyre t9 2 finer and faster véseel, 8%ill cawable of
mass production. The new type chosen was the Victory ship which re—-
quires a longer time o tuild than the Liberty, but is fest enough
(16 to 17 knots) to ellow her to run alone under favorable conditions,

thus reducing the turnarsund, The Vietory ship (VC2 type) is equipped

with a tnrbo~refucticn gesr power ulant, The Victory is not an osver-

$

I-te

gll welded job but hes riveted plates in cerizin paris of the internsl

structurs.

The kegl of this first ship of this type--the UNITED VICTORY--
‘was leid in a WeSt‘COaSt yerd on 19 November 19432; the ship was launched
on 12 January 1944 and was delivered on 29 February of the same yezsr,
meking a totel building time of 102 days. As with the Libverty ship,

the speed of delivery has been progressively accelerated, The HIBRIRG

1~
(=0

din

G

VICTORY, launched on 10 June 12844 by the Oregon Shipbui Corpora~
$

o

<

tion, reaguired a total building time of 59 dsys—-sne day less than the

1t

n May 1942,

B0 days which Admirsl Land estimatesd for the Liberty ship

- 10 -



The first Vietory ship launched on the Test Coast hed its trisl
run at Beltimore, Maryland, early in October 1944, This wes the SS
FREDEZRICE VICTORY, which is 455 fset long, has a spezd of 15,5 knots,
and a gross innnazge of 7,607, Although designed urimerily for wer
use, the performance and aperating costs of the Vietory type arsused
some speculation ameng commercial operators who thought these ships
might be employed sucsessfully in competitive ocean traffie after
the war.56 The first group of Vietory ships was named for countries
of the United Hations, for exemple, CHINA VICTORY, 2nd the second

group wes nemed for 100 cities in the United States, of which Frederick,

Maryland, is =n sxample,

The s;eeé‘and other qualities of the Vicitory ships have mazde thenm
very serviceable for the Army. A4s of 3L March 1945 the Army had some
66 Victory ships, all of which were then being employed as cergoe car-

risrs, However, present plans call Ffor their utilization =s troop car-

rievs,in the eventuel redeplnayment of American forces following V-E Day.

Wartime Expansion of the Cargo Fleet

The expansion of the Army's carge fleet during the war years may
De traced chiefly to the zccelerated shipbuilding program of the Mari-
time Commission, The bulk of the shipping used by the Army has con-

sisted of the familiar Liberty tyre. The t rend has been generally

36

Cf. article in the Journal of Commerce and Commereisl of 22 May
1944, . 7.

Monthly Progress Report, Transportstisn, 00T, ASF, March 1945, p. 50,




upward, both with respect to the numbers and the total dealweight
tonnage of cargd vessels in the service of the Army,

It must be noted that the increzse in the flest was schieved
e the incidente of wartime lssses, In 1342
ce with the submarine wes a close one. During that desperats year
Axis undersea activily took a fearful toll of Allizd shipping; indeed,
throughout this peric;d more cargs ships were sent to the bottom of ths
ocean than were made availsble throvuzh new construction., 3By December
1942, however, new coenstruction exceeded shipping 1ssses by a substean-
tisl margin. The following tablegB shows wartime losses and gains
thru 27 December 1942 with resysct to cargo vessels {1600 gross tons

- -

and over) directly and indirvectly available to the United Hations,

CARGO VESSELS~--LOSSES AINS
_ Cargo Shivs Lost |Cargo Ships Built | Net Loss | Vet Gain
Manth . To. WT Ne, T To, Dyl ! ¥s, DWT
December 1941 32 252,000 | 16 124,000 16} 128,000 - -
Jemnary 1942 79 615.000 | 22 170,000 57 445 00 - -
February 63 495,00 L Séé 0001 19 Q,COU - -
March 72 0 372,000 | 60 S,Ou 121 ¢6,004 ~ -
April 110 799,700 | 39 409,500) 711 390,200 - -
Mey 130 370,100 | 85 883,500 | 48 - - 13,400
Tune 118 852,000 | 63 665,300 55] 186,200 -~ -
July 110 877,000 | 74 757,500 | 36| 119,500 - -
Aungust g8 81 7,20u 1 963,000 7 L= - 145,800
Sentember 1 813,000 | 8C 837,0001 1 - - 2?4 000
October 75 589,200 | 85 883,300 - - 10 29 ’L,lOO
November 140 1,149,800 1114 1,175,300 1 26 - - ‘3,5, 500
Degember 72 560,800 | 96 1,006,900 = - 24 446,100
TOT4L 1,180 9,082,800 {869 8,655,800

1“?ET LOSS s . . . > . @ ® L] ® » ® ® L] @ ® ® 8 [ ® [ 3 ml 5682000

s ASF, December 1942, v,

i
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In 1943, despite & new U-boal campaign, the Battle of the Aflan-
tic sssumed a more favorable aspect for the United Nations, Thanks
t6 the redoubled efforts of the United Stetes Tavy, in that year sink-
ings of American vessels became far less freguent, while at the seme
time shiy produstion forged shead. If not entirely shipued, the sub-
marine wesS at last definitely curbed 28 a menace o our cargo flest,
Duoring 1944 the advantage in the wer at sza contimed with the Uniied
ations, and there were monihs on end in which no Army carge vessel
was 1GS£ because of sutmarine activity.=” Marine casuslities, o De
sure, were not eliminated, for there are meny hazards inscident t6 war-
time eoperation. The significent nel result of the improvement in the

years 1942 through 1944 has been that Army freight

fodd

» DY and lavge,
has reechséd the combat theaters in adequate guantities for 211 wur-
poses,

The growth of the Amy's carzo fleet may be illustrated in veri-
cus ways, First of all it may Dbe interesting to compare the toisl

deadweight tonnsge of sarge ships under Army contrsl duoring the twenty
=) S £ o

months of World Wear I with similar figuws

m

for the first twenty months

@D

The emphasis is here wlaced upon the Atlantic ar:
anese¢ submarines have never Decime a major v
shipping in the Pacifie,



¢f the current conflict, As the following compilation shows; zs of

3L July 1943, after 20 months of war, the Army controlled 5,968,695
desdwelzght tons of shigring for cargs ;urpOSeS,éo
YORLD WAR T WORLD WaR II
Cargo Ships Cergo Ships
Month (Dwr) Month (o)
1

1 Apr 1917 15,270 1 {Dac 1941 503,732

2 | Mey 15,270 2l Jen 1942 719,653

3 Jun 48,000 3§ Feb 1,334,267

4 Jul 85,000 4 | Mayr 1,415,174

5 Aug 126,000 5| Apr ‘1,794,326

8 Sev 229,000 6§ Mey 2,018, 4056

7 Oct 297,000 7 {Jun 2,111,005

8 Hov 457,000 8 | Jul 2,763,688

9 Dee 543,000 9 | Aug 3,142,598
10 Jen 1918 620,000 10 { Sep z, 303,068
11 Feb 718,000 11 { 0=t 3,289,398
12 Mar 925,000 12 | Yov 2,982,681
13 Apr 1,086,000 13 t Dec 3,107,505
14 Mey 1 1,184,000 14 (Jan 1943 3,610,349
i5 Jun 1,350,000 15 1 Feb 3,973,076
18 Jul 1,485,000 16 | Max 3,967,800
17 Aug 1,633,000 17 | Apr 4,272,081
18 Sep 1 935,00@ 18 | Hay 5,314,758
19 Oc% , 310,000 1% 1Jun 5,763,457
20 Fov ?,753,QOU 26 | Jul 5,968,685

The number and the tonnaze of carge vessels in the service of $the
Army necessarily vary from monith to month 28 new requirements ariss,
speclisl missicons are sccomplished, and individusl shivs are lost or

mast be laid up for repeirs. The following compiletion begins with

l..l'

Mareh 1942 and so reflects the sitsady allocation of cargs vessels 6

i
L
prs
p-
‘*f
[¢1]
[

O ompara ta World Wer I-World War II, OCT, ASTF, July 1943,

* 23 ~



ot . 41 . .
the Army by the Var Shizping Administrztion, As will De seen,

iF

from March 1942 through December 1944 the Armyls cargo fleel in
genersl has been on the increese with respsct to numbers end ton-
nege, No comparison is here atbmsted with regerd to 1945, since
sarly in that year =z change wes made in the Dbesis of the counting

o8 in Army Servite,

of the sh

FUMBER ANL TUNTAGE
ne

of th
ARMTYS CARGO SHIZS

AS of End o, of Gross Deadweight Heasursment
of Month Ships Tonnage Tomeage Tonnage

March 1942 195 968,163 1,415,174 1,654,335
June 276 1,424,065 2,111,085 2,430, 745
September 40 2,265,223 3,303,068 3,744 700
Decamber 291 2,130,924 3,107,505 3,462,325
March 1943 444 2,670,127 3,967,800 4,355,807
June BL7 3,819,642 5,763,457 6,081,583
Septembar 8806 5,647,290. 8/, 17 8,471,776
Decenber 8L3 5,196,200 7,420,984 3,028,029
March 1944 984 8,562,336 9,728,100 10,651,500
June 1,284 8,801,424 12,473,700 13,678,600
S gptember 1,456 9,780,97L 14,088,900 15,566,500
Dezember 1,520 10,850,205 14,973,800 + 18,572,300

These figures are besad upon the summeries pulblis
and Progress Branch, Control Division, 00T, i
oord, Transmortation. For further details Sse
fie months %o which reference is hers made,

> issues for the speci-




The Flest Today

Vessels in Army service on 31 March 1945 tobtaled 1,464, of which
170 were troovshivs and 1,285 were zargs ships. The 1,285 cargs vesw
sels had z totel gross tonnage of 8,567,147, a total desdweight tonnage

=y

of 11,64080, and an average capacily per vessel of 10,495 mesSurement

3

tons.  The eprarent desressSs in number of the Armyls cargo shins is due

5.

10 a statisticel change made at the end of Febmary 1945, which re-
sulted in figures "not fully comparable! with thoss of the proceding

months. FPrincipal featurss of the new basis for couniing the vess

(4]

18
in Army service are!

1. Thes zlimination of ships working primerily for the
Wavy or for other agencies, whish were included, in ce

sases, in previous reporis when lnads of Army cargs or broows
were carried,

2., The zveilability of more Timely informatinn zéla~
tive to complete discharges in theaters of Gpe?ation,‘g

Fully two-thirds of the cargd vessels currvently in Army Service

jd

.

frat

iy

sve of the 02 Libverty type. The Army's cargo fleeb, as o Mareh

1945, may be classified as follows with respect 0 design and number, =3

Desizn Humber of Ships
BC2 830
Vietory &5
o1 40
¢z 43
C3 _ 8
Mise, ' 248
Total 1,285
43
Monthly Progzress Report, Transportation, 00T, ASF, 28 February
1945, p. 54,
43




USAT MBIGS

In Army service since 1922, the MEIGS wes sunk
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THE CONTIROL STATUS OF THE ARMY'S CARGO CARRIERS

Cargo ships in the service of the Army vary considerably as to
control status., Like the Army's troop ships, they may be owned oub-
right or simply held on & loan basis; or they may be operated on bare-
boat or sub-bareboat charter; or, as is more often the case, they may
be "allocated" vessels obtained from the Wer Shipping Administration.

On occasion, certain Army freight may not require the use of an en-

tire ship, in which instance either space charter or commercial book-
ing may suffice., Moreover, U. S. Navy vessels and foreign flag ves-
sels may be employed to carry Army cargo. In this chapter the principal
Types of control will be discussed, with emphasis upon ships allocated

to the Army by the War Shipping Administration.

Army-Owned Cargo Ships

The most complete Army control naturally obtains over the.freignters
owen outright by the War Department. Such fessels are manned, operated,
maintained and repaired by the Army. In Sepuember 1959 there were only
two cargo vesselé iq ;nis category, the MEIGS,l and the LUDINGION., By
7 December 1941, the number of Army-owned freighters had increased to
12 As of 1 April 1945, becuuse of.wartime losses, there are only L1

owned cargo ships in the service of the Army. Of these 1l vessels, two

The MEIGS, ex-WEST LEWARK, transferred to the Army in 1922 by the
Us 3. Shipping Board, served for many years as a freight ana animal
transport. The MEIGS was sunk by Japanese bombers in the harbor of
Darwin, Australia, on 19 Feoruary 1942,
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are small tenkers (the GEORGE F, DOWNEY end the T. W. DRENNER), while

one freighter (the ELI D, HOYLE) is inactive.

Vessels on Loan

Although some loans may have been arranged informally, there is
record of only two such transactions. The LIBERTY was transferred
by the Maritime Commission to the Army on a loan basis in December
1939. Manned and operated by the Army Transport Service, the LIBERTY
continued to serve the Army until she was torpedoed and sunk near the
island of Bali on 1l January 194z. In Novemper 194U at the request of
the Quartermaster Genéral the Maritime Commission made a temporary
loan of the S8 SILETZ to the War Department to transport certain ac-
cumulated military freight from New York to Puerto Rico.

After the creation of the war Shipping Administration in Febru-
ary 194z, cargo vessels could be obtained readily as allocations. As

a result there was no special need of resorting to loans.

Vessels on Bareboat or Sub=bareboat Charter

Throughout the war years the Army has depended consistently upon
a number of carge vessels held on bareboat or sub-bareboat charter.
Except for some emergency charbering in overseas areas, the Army has
obtained all such vessels through the War Shipping Administration ever
since the establisihment of this agency early in 194z, The main dif-
ference between the sub-bareboat ana the bareboat typesrof charter

lies in the fact that the latter (bareboat) covers vessels to which



USAT BARBARA OLSON

An inter-island transport based at Homolulu.






the “iar Shipping Administration holas title, whereas tne former (sub=
bareboat) applies to vessels not owned but chartered by that agency.

The control exercised by the Army over bareboat and sub-bare-
boat chartered vessels 1s exactly the same. Both Lypes are manned,
operated, maintaiﬁed and repaired by the Army for use on Army missions.
They are assigned to specific Army ports or theaters, and they perform
the same functions as do thne owned cargo traunsports. At present (April
1945) there are approximately 3v such ships (Army transports ana inter-
island vessels) principally engaged in carrying cargo for the Army.

Ls examples of cargo carriers in the bareboat and sub-bareboat
status may be noted several inter-island transports assigned to Pacifie
areas, such as the ALAMO, the BARBARA OLSCON, and the LAKE FRANCES,
Based at the Seattle Port of Embarkation are a number of vessels op=
erated on charters of this type for the Alaskan run, notebly the ALEN-
CO¥, the DELARCF, and the MORLEN., The cargo ships held on bareboat
or sub-bareboat charter vary in size from approximately 1,000 to 6,000

gross tons, and practically all of them sail in the Pacific.

Time and Voyage Charters

Although some cargo vessels--particularly in 194l--were engaged
by the Army on time and voyage charters, such charters at present
(April 1945) have largely fallen into disuse. From its creation the
War Shipping Administration was provided with funds to charter vessels
Afor Army use, thus obviating the need of direet caartering by the‘Army

except where absolutely necessary. However, begimning in 1942 the
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War Department has regularly requested and received certain additional
funds te cover emergency chartering of vessels for Army use in over-

seas Theaters.

Allocated Vessels

From iiarch 194z to date by far the largest nﬁmber of cargo ves=-
sels in Army service has been furnished in the form of allocations
from the War Shipping Administration. Such ships ure usually made
avallable for a stipulated period, generally for tie outbouna voyage
only, but at present for the inbouna voyage also, proviaed there are
1,000 tons or more of Army cargo aboard. They are managed, operated,
and mamed by commercial steamship lines ascting as agents of the War
Shipping Administration. All costs of operating, maintaining, and re-
pairing allocated vessels are borne by that agency.z

The present system of vessel allocations appears to have developed
gradually. Its begimmings may be traced to the United States Maritime
Commission, the parent organization of the present War Shipping Admin-
istration. In 1941 the rudiments of the vessel allocation system of
today were already present. On 1 October 194l the Maritime Commission.
nad a fleet of 113 vessels under its control, all of which were then

operated by American steamship companies on essential trade routes.

2
See par. 6, War Department Memorandum Noe. bb~44, 29 September 1944
entitled "Iransactions between iar Department anu War Shipping Ad-
ministratione”



In addition, the Maritime Commission then owned a number of véssels
which were chartered to the War und Navy Department.s Moreover,
through its Division of Fmergency Shipping, created 8 February 1941,
the Commission sought to establish a reservoir of "spot" ships to

meet emergency demands for ocean tomnage. Furthermore, the Maritime
Commission had to deciue among the avéiiable ships as to exactly which
ones should be turned over to tahe Army or to the Navy or to commercial
operators. Lastly, it shoula be noted that under the Act of 1956 +he
Haritime Commission was charged primarily with the constructvion rather

than the operation of ships for the American merchant marine.

The Strategic Shipping Board

The Japanese attack on Pearl Harbor brought into sharp focus the
serious shortage of ships for vital wartime neeas. Henceforth it be-
came increasingiy clear that the shipping problem would have to be
met by concerted action of the Army, the Navy, and the Maritime Come
mission. The first step in that direction was the establishment of
the Strategic Shipping Board,

Created by letter of the President dated 8 December 1941, the
Strategic Shipping Board included among its members Gemeral Marshall,
Admiral Stark, Aamiral Land, and Hr. Harry L. Hopkins. Actually,

Colonel (now Major Gen.) C. P. Gross, then Chief of the Transportation

Cf. Report of the United States Maritime Commission for the Period
Ended October 2b, 1941, p. 38. Significantly enough, on this same
page a number of Maritime Commission vessels are described as haye
ing been "allocated."
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Branch, (=4, appears to have been the key War Department representa-
tive. Lvidently, the Board was created to pass upon the most import-
ant shipping matters and to make appropriate recommendations thereon
to the Presiaent.

In his letter the President stated that he was "concerned with
the necessity of securing the most effective use of the Merchant Marine
to carry out the war effort and maintain the flow of military and
civilian shipments."” The Board, he declared, "shoulu establish poli-
cies for and plan the allocation of merchant shipping to meet mili=-
tary and civilianvrequirements, ana coorainate those activivies of
the War and Nevy Departments ana the Maritime Commission™. Actual
operations, however, were to “remain in the hanas of existing organiza-
tions.” TFurthermore the Board was directed to comsult with representa-
tives of the Office of Lend-Lease Administration ana of other agencies
of the Government “responsible for procuring or plaming the procure=
ment, production, import ana export of defense articles and materisls.”

At the initial meeting of the Strategic Shipping Boara on 23 De-
cember 1941, General George C. Marshall proposed the foll&wing'for
adoption:

"RESOLUTION V ~-= RESOLVED: That the control and opera=-

tion of shipping to meet all Army overseas needs, other than

for combat loaded troops prepared to rorce lanaings, be

charged to the Army with the direct and trull assistunce of

the Haritime Commission within the allocation approved by

the Board; and that Navy retain control over routings, es-

corts and the use of radio of all Unived Stute shipping

and be charged with the provision of shipping and its op=
eration for all amphibious operations."



Admiral Stark did not oppose the resolution, but stated that he
thought it should be given further study before auoption.4 Avuilable
records fail to indicate fully the role of the Board, but it appears
to have performed a useful funcvion at a crivicul time. EFarly in 1942
the Strategic Shipping Bourd, though never formally sbolished, was
supplanted by the Wer Shipping Administration and apparently ceased
to function. O
Althougn the evidence is incompleve, it appears that the Nuvy
very soon exhibited a vTendency to independent action with respect
to snipping.6 Furthermore, although the coorainavion of snipping re-
quirements had been ussigned to the Strategic Shipping Bourd, under
date of 17 December 1941 the Navy reguested that it be made "the
clearing house for Army shipping requirements whnere charter of ships
through the ¥aritime Commission is necessary™ -- a proposal to which

General lMarshall would not agree except for maval auxialiary vessels.’

See G-4 File 34244, Memorandum of 23 December 1941, by Col. C. Pe
Grosse In the main, this resolution foreshacowed the subsequent
developments with respect to shipping.

According to Mr. H. I. Horse, Assistant to the war Shipping admin-
istrator, as stated in an interview of 48 &4pril 1945, the Board

"died & natural death.” Cf. the letter of 9 March 194z in which .
General Somervell informed admiral Land that the war Department con-
sidered the Executive Order which established the War Shipping Ad-
ministration to be an abrogation of the President's letter appointing
the Strategic Shipping Board. See C=4 File 28717=so.

Cf. Memorendum of 26 December 1941, to the Chier of Stafi from Col.
C.Ps Gross as War Department Representative, Stravegic Shipping Board.

See HMemorandum of 24 December 1941 from Generzul Marshall to Admiral
Stark.
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Available records do not inuicate what steps, if any, were taken by

the Board in these matterse

Continued Control by the Maritime Commission

Throughout 1941, asiae from occasional purchases, the Army'ts
fleet of cargo vessels was expanded chiefly by means of chartering

ocean tonnage as needed.8

The cnartering was done mainly througn or
with the approval of the Maritime Commission. When America entered

the war, that agency was dominant in the procurement of vessels. In
fact, as of January 1942_tne #ar Department frankly recognized tnat

the "allocation ot shipping” was "of necessity centralized in the Mari-

. s es ¢ T 9
time Commission in Washington."

When early in January 19«2 it was
alleged that Lt. Cols Thomas J. Weed at the Seattle Port of Embarka-
tion had seized two combination freight and passenger vessels (the
S8 BARaNOF anda the S8 COLUMBIA), Colonel Frank S. Ross of the Transe-
portation Branch, G~4, at Washington, D. C., telephoned to the port
commander and bluntly requested that such acticn be stopped at once.
Said Colonel Ross: ™de can't go out ana grab ofi boats until we

clear them toru the Yaritime Commlss1on.“ Tne Commission, he added,

had obtained “all the boats we've needed so far,” and he wanted
F ]

8
On 4 December 1941 the Daily Activity Report of the Water Transport
Branch, OQMG, noted that as of that date there were Lz7 vessels op=~
erating under various forms of cnarter (including space, time and
voyage) for the Army Transport Service.

9

See Memorandum of 27 January 194z from tne Deputy Chief of Staft to
the Uncer Secretary of war. G-4 File 33889,
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therefore "to play ball with tnem. "0

During January 194z the Maritime Commission continued to serve
as the source of emergency shipping for the Army. In that month
Admiral Emory S. Land, Chairmen of the Maritime Commission, was }e-
quested to furnisn 2V freignters urgently required as an "allocation
of shipping" for the reintorcement of the American troops in the Far
East.ll The request was made by the Secretary of War through the
President, who was then in conference at Washington, D C., with the
British Prime Minister, Mr. Winston Churchille. Similarly, on x4 Jan=
uary 1942 the Assistant Chief ot 3taff, G-«, Brig. General Brehon
Somervell, requested that Admirzl Land acquire three seatrains "by
charter without delay for Army uses"

By 6 February 1942 the Maritime Commission had begun using the
term “"assigned” with respect to vessels operated under its control,
On that date in respounse to a letter of.Bl January requesting certain
vessels for Army use, Mr. Ralph Keating, Assistant Director, MYivison
of Emergency Shipping, described the "terms and conditions" uﬁder
which certain named vessels would be furnisned.to the War Depuartment.
The SS ELMA, for example, which was on time charter to the Commission,
would make space available for the War Departments The SS ROBERT GRAY

(a Liberty ship) was described as "Commission owned, assigned for use

10
See report of telephone conversation of 8 January 194Z. One week
later, Col. C. H. Kells of' the Water Transport Branch, OWMG, made &
formal request for approval of the chartering of these two ships by
letter to the Division of Emergency Shipping, U. S, Haritime “om-
mission, Weshington, D. C., attention: Mr. Dudley Donald. -

11

Cf. G=4 File 33983,
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of War Department,” whereas other vessels, such as the SS ALCOA POLARIS
were said to be "not available, assigned to other employment." Last
in the list was the SS COLDBRGOKIZ which was noted as "voyage charter,
assigned to War Department one voyage." The letter closed with tAis
stetement; "It is understood that vessels which are time chartered by
the HMaritime Commission will be assigned to the War Department withe

out actually sub=-chertering to the War Department.”

Competition for Shipping within tne iar Department

During 1941 the shipping problem of the Army was further compli=-
cated by competition within the war Department for availeble ocean
tonnage. In this respect the Corps of Engineers, in particular, chal-
lenged vhe centralized control of the Quartermaster General over Army
transportation~-no doubt because of tne urgency of transporting per=-
sonnel, mabterials and equipment for its construction projects in over=-
seas areas. However, the Assistant Chief or Staff, G-4, did not ap=
pro#e the sepsrate control of transportation desiréd by the Chief of
Engineers.13

Despite this reb&ff; the Corps of Engineers, and nobably in Hawaii,
continued to act independently evén after American entry into the war,
Accordingly, in & sharply worded memorandum of 8 February 1942 to the

Chief of Engineers, the assistunt Chief of Staff, G~4, Major CGeneral

iz
On 8 June 194 the SS CULDBROOK became a total loss by struanding
at Middleton Island.

13 For details see G=4 File 32834,
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Brehon Somervell, laic down a stern policy on the entire subjecte.
"Shipping," he declered, "has become so critically limited that com=

petition for it within the War Department must cease.”

All ship space,
he directed, was to be obtained solely through the Quartermaster Gen=
eral, and prioritiés for overseas shipments were to be applied by

the Assistant Chief of Staft, G-4, in accordance with the approved

. 4
recommendations of the overseas commanders.l

Creation of the War Shipping Administration

By February 1942 the situation was ripe for the establislment of
a new organization to cope with the shipping crisis, leaving to the
Maritime Commission the tesk of vessel comstructicne.  This new agency
was the War Shipping Administration, wnich was established within the
Office for Emergency Management on 7 February 194z, by Executive Or-
der 90b4. To the Aaministrator or the agency were transferred the
functions, duties, and.powers of the United States Maritime Commission
with respect to the operation, purchase, chnarter, insurance, repair,
maintenance and requisition of vessels. To the War Shipping Adminis-
tration was also transferred part of the persomnel of the Maritime
Commission, together with certain records and public property deemed
necessary for operational purposes.

Late in 1941 the proposal wus advanced by Admiral Turner of the

Navy Department that there be "created a Hinistry of Shipping" evidently

14
See G-4 File 29717-~10U,



modeled upon the British Ministry of War Transport. In a memorandum
of 1 January 194z for Admiral Stark, General George C. Marshall coun-
tered with the proposal that a “Central Sﬁipping Administration” be
created with the Chairman of <the Mafitime Commission as Administrator,
and with a Board of Directors to include, in adaition to the Chairman,
the Chief of the Waval Transportation Service, the Assistant Chief of
Staff for Supply of the War Department, and ir. Y, H, Herrison ot the
Office of Production Management. Admiral Land aﬁu Mr.rﬂarry L. Hop-
kins, said Generul karshall, had approvea informully the creationrof
such an organization, and Genreral Harshall suggesved, tnerefore, that
the Army, Navy and Marivime Commission preéare the final draft of an
Executive Order for submission to the President. On 15 January 1942

a copy of the proposed Executive Order for the establishment of a
Centrel Shipping Administration was sent to the White House, together
with a joint letter from the Secretaries oi War and Navy. The pro=-
posed Executive Oraer was bésed on a araft prepared by the Army,
which had been reworded so as to give the administrator more complete
control.

Commenting on the proposed order the Secretary of the Havy, Mr.
Frank Knox, expreséed the belief "that the appointment of an Admins-
trator of Shipping with broaa powefs at an early date is essential in
order to prevent confusion and delay in tne proper use of our shipping
resources.'” On %8 January 1942 Brig. General Brehon Somervell, as-
sistant Chier of Staft, G-, reporved to the Secretary of war thal

the Bureau of the Budget had received several drafts of the proposed
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Executive Order which was then being redrafted so as 1o set up a
"Wor Shipping Administration giving greater power to the Adminis-
trator."® Bvidently tnis was the draft which finally emerged on
7 February 1942 as Executive Order 9054,

Particularly significant for the expunsion of tne Army's cargo
fleet was Section 4 of Executive Order v0b4, wnicn provided that, "Ves-
sels under wne control of the War Shipping Aaministration shall con-
stitute a pool ©o be allocated by the Aaministrator for use by btne
Army, Navy, other Federal departments ana agencies, ana the govern=
ments of the Unived Nations. In allocating the use ot such vessels,
vhe Administrator shall comply with stracvegic militafy requiréments."
With the establishment of this new agency to make the necessary alloca-
tions, the Army at last haa at its aisposal a reservolr of shipping
with which to meet tThe growing cargo requirements of the overseas

theaterse.

The Navy Atvtempts to Alver the Situation

The War Shipping Administration haa hardly been establishea when
the Navy Department (Admirel S. A. Taffinder) sought to bring up the
entire question of the operation by the Navy of the Army Transpord
Service, and more particularly, the proper liaison agency;with the War
Shipping Administration. ﬁriefly, Admiral Tarfincer wantea to revive
tne provisions of the so-called “Joint Army ana Favy Basic War Plan--

Rainbow Wo. 5," which (par. bU) proviaed waat in vime or war the Navy

15
8ee G~4 File 338ls=-1.
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should men and operate the Army Transport Service. Furthermore, he
stated that the Nuvy "should be the only liaison agency with the war
Shipping Administration,” and concluded by recommending that the aate

of 1 May 1942 be set as the time ror the HNavy to begin operating the

ships of the Army Transport Service. 16

To bthis memoranaum the Army Cnief of Starf, Generul George C.
Marshell, made a spirited rejoinder, evidently prepared for his signa-
ture by Colonel C. P, Grosse. This reply was sent to Admiral Stark
under date of 27 February 194Z. Brietly, atter stating nhis inubility
to concur in the recommendations of Admiral Taifinder, General Mur-
shall made the following comment:

“This matter was cisposed of by Executive Order No.
9054, February 7, 1942, forming the War Shipping Adamins-
tration. The action to create & War Shipping Administrator
originated with the Navy and the provisions or the Execu=
tive Order were mutually arrived at after much discussion
between representatives of the Army and Nauvye. This order
provides for the control by the Army of its own ‘trans-
ports, for the allocation of vessels by the War Shipping
Administrator to the Army for its use, anc for close liai-
son with the War Department through vhe Assistunt Cnief of
Staff, G-, with reference to tThe movement of military per-
sommel and supplies., Thus it definitely ebrogates the provi=-
sions of the Joint Acvion to whieh Admiral Taffinder refers.

"The solution of'f'ered by the Executive Oraer is most
satisfactory to the Army. It is believed that the creation
of the Maritime Commission snd now of tThe war Shipping Ad-
ministration promises a much better use ot our snipping in
time of war than has ever obtained in the pust. It is there-
fore felt that this question is settlede™

16
See Memorandum of 23 February 1942 from the Director of Naval
Trensportation Service to the Chief of Naval Operatvions, Navy
File Op-39=-G-ml, Serial 07649, BSECRET

17

For details see G-4 File 29717=El.



Requests for the Allocation or Requisition of Ships

The Navy'erartment did not become the sole cnunnel of liaison
‘between the War Shipping Administration and the Army. Instead, mem-
bers of the armed services soon éaopteavtne practice of meeting regu-
larly with representatives of the War Shipping Administration. Since
Admiral Land, the “4dministrator of the new agency, was also Chairman
of the Martime Commission, available correspondence of February and
Meren 1942 frequently refers to the Maritime Commission where obvious—
ly the War Shipping Administration is intenced.

One of the earlier meetings was held on 18 February 194z in thne
office of Mr. B. B. Jennings who was cﬁarged with the handling of
tankers. (It may be recélled thav the German submarines early in 194z
began to attack ana sink tankers, resulving aimost immediately in a
serious situation.) Mr. Jennings stated that he was seexing some ar=
rangement whereby representatives of the Army ana the Navy would meet
with him regularly and place before his office the exact needs of both
branches of the armed services, so that tonnage could be assigned with~

18
out duplication. In general, what he sought was to provide a clear-
ing house for the tanker requirements of the irmy and the Navy. CThis
meeting was e forerumner of what was to become = regular practice(
taroughout the summer of 1942,
Up to 1 March 1942 there uppears to have been no established sys-

tem of handling requests from the Navy Department ana the War Department

18
See Hemorandum of 18 February 194z, from Oceun Truffic Section to
Chief, Water Trunsport Branch, OQMG.



for the allocation or the:requisition of ships by the war Shipping
Administration. As far as the Army was concerned, estimates of
shipping requirements had been givgn successively to the Maritime
Commission since September 1941, but through no fault of the Commis-
sion or the Army it had been "impossible to coordinate the two, 1lece,

. : 219
requirements and tonmage,"

On 3 March 1942, however, Admiral E. S. Lena, as War Shipping
Administrator, sent identical letters to the Secretary of Navy and
the Secretary of War regarding the requests for the allocavion or
requisitions of ships. During the past year or more, said Admiral
Lana, requests haa emanated not only from the Secretary of War and
the Secretary of Navy but alsc from various sub-divisions of their
departments. Admiral Land was not inclined to question the validity
of such requests, but his office required some assurance that the re-
quests had the sanction of superior authority. He therefore recom=
mended that requests for snips be forwarded to the War ®hipping Ad-
ministration "through the channels set up by the President, i. €., through
the Strategic.Shipping Board or tnrough the Secretaries of war and
Navy."

Under date of 9 Harch 194z Major General Brehon Somervell, Com=
mending Generul, Services of Supply, replied to Aumiral land, express=-
ing a desire to maxe every effort possibpie in order to lighien the

burden on the War Shipping Administration. General Somervell stated:

19 B
See Memorandum oi 3 March 1942 from Capt. A. G, Syran to “ol. C. H,
Kells, waver Transport Branch, OQMG.



"It must be recognized, however, that the pressure
of business forbids the routing or the many request for
shipping through the Secretary of War or the Chief of
Staft's It is felt that the Executive Order creating
your off'ice of wWar Shipping Admin s trator was designed
in part to accomplish that purpose. It provides for di-~
rect liaison with your office tunrough the Assistant Chief
of Staff for Transportation anda Supply who now becomes
the Commanaing General, Services o “uppPlyeeeses

"Orders have been issued by the dar Department di=
recting that all requests for snipping be made tnrough
but one agency, the Transportacion Divisione. Ir. Keat-
ing has been asked to ignore all requests coming from
other offices of the Waur Department anu has indicated
that he is doing so."

The Allocation of United Statves Shipping for the Year 1942

In his letter of 9 March 1942, cited above, General Somervell
noted that a study had been initviated to provide a basis for the al-
location of cargo shipping for the yeay 1942 that would meet btne
needs of Detfense Aid, the 4rmy, the Navy, the War Prouuction Board,
and other Federal agencies so as to permit advance plunning tor ef-
ficient use by all concerned. This, said General Somervell, was be-
lieved to meet the essential purpose that Admiral Land had in mind
of ' common approach to the problem of allocation."

The projected allocation of cargo shipping to which Geueral
Somérvell referred was delivered ©To Mr. Harry-L. Hopkins by Colonel
M. Bo Stokes, dJr., on 24 February 1942. Included in the calculations
were ships slready in service, plus "those necessary to carry oub:

(a) the Defense aia Program; (b) a military eftort of 590,000 acai-

20
See AG Pile 561
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tional troops overseas.” It wes realized that, unless certain ships
were obtained, the proposed distribution of cargo vessels might
have an adverse efrect on freight service to South American and to
South Africa. The charts supporting the proposed allocation were
prepared "on the basis of the completion during the calendar year
1942 of 477 dry cargo ships of over 5,000 ton capacity" by the liari-
time Commission.

The completed study, it appears, was next discussed by lr. Hop-
kins with representatvives of the War Shipping Administration, the
Wer Production Board, the Army, the Navy, and the Munitions Assigne-
ments Board, and the concensus was that it represented "a close ap-
proach to the maximum that can be done to sustein the war effort,”
It was therefore recommended by General Somergell that thé stady on
the allocation of United States shipping for the year 1942 be sub- .
mitted to the Joint Chiefs of Staff for "their action and rscommenda-

21
tion to the War Shipping Administrstor.”

Initial Agreemeuts on Allocated Ships

In the spring of 194Z a number of significant arrangements were
made between the War Department ana the Wgr Shipping Administration
with respect to allccated vessels. A4s of 18 March 1942 Mr. bLewis T,
Douglas, Deputy Administrator, Yar Shipping Administration, bresenﬁed

a plan wihich was approved by General Somervell on the same days The

21
General Somervell's recommendation, dated 26 February 1942, was
prepared by Cole. C. P, Gross. For furtner debails see G-4 File
29717-116,
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purpose was to "prevent congestion on the rails and at the terminals,
end to obtain the most effective use of our transportation systenm

for vitel war purposes.”

Briefly, under this plan the War Shipping _
Adninistration was to oBtain the overall shipping requirements, to
estimate the sgpply of shipping available, and in accordance with
established priorities to allocate United States controlled snips and
shipping space to satisfy these requirements. Furthermore, by

means of the Combined Shipping Adjustment Board, the War Shiépingv
Administration was to coordinate such allocations with the available
ships and shipping space under control of the British and other
Allied nations.22 With regard to cargo vessels the plan of Mr,

- Douglas contemplated that cargo shipped to am Army base woulu be
loaded by the War Department.

During May of the same yeur there was séme correspondence be-
tween Colonel C. H. Kells, Executive Officer, water Division, OCT,
and ir. D, F. Ebu;ihan, Director of Fiscal Affairs, War Shipping Ad-
ministratio%, washington, D. C., relutive to a proposed agreement in
writing concerning the acquisition of title and the use of vessels
required by the war Department. As a model Colonel Kells utilized
e similar agreement reached between the War Shipping Administration

and the Havy Department. Briefly, the agreement proposed by Colonel

22
The Combined Shipping Adjustment Board, set up on <6 January 1942
by the United States and Great Britain, has sections in London and
Tashingbone The Board, which is still in existence, seeks to co=
ordinate British anc American shipping resources in the common war
effort.
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Kells provided for purchaseband requisition oif all vessels by the
Wer Shipping Auministration except in case of emergency overseas
where the War Department might find it necessary to acquire vessels
directly on its own account. The proposed agreement also provided
for the acquisition of vessels for vhe War Department under bareboat
charter and for the allocation of commercial vessels to the War De=
partment either for "a definite or indefinivte period.” The latter
provision was to be specially important with regard to cargo vessels
since most sniés allocated by the war shipping Aaministration to the

Army iyall within this category.

The Basic Agreement of June 194z

In June 1942 a basic agreement was finally reached between lr.
tion, and Lt. Gen. Brehon Somervell, Communding General, Services of
Supply. This agreement, dated lo June 1942, provided "a firm basis -
for unqualified mutual aid.” Of its 18 paragraphs, only a few apply
directly to cargo shipse. According to paragraph o, all freighters
assigned to the Army were to be loaded by the Army Transport Service.
Paragraeph 6 directed "the closest possible liaison” between the Army
Trensport Service and the Wer Shipping Administration, "so that cargo
can be interchanged by mutuel consent between vessels to secure close
stowage ana full and down loadings.” Paragraph 9 proviaed that as-
signments of vessels, except for troopships, shoula be ‘“on a voyage
to voyage besis only, but made as far in advance as is practicable;”

while paragraph lU stated that all as:igned vessels except troopships
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ﬁere to revert to the wWar Shipping Administratcion upon the comple=
tion of discharge of army cargo, and that this homeward employment
éhould be determined and controlied by the war shipping Acministra-
tion. However, tne trnester commander in emergencies might retain
temporarily such vessels in so fer as was required by military neces=
sity. (This proviso covering tnester retentions later was to result
in considerable, dirficulty for the Army as will be shown in Chapter
Ve) In general, the provisions of this basic agreement have been

o

carried out by both the Army and tne wWer Shipping Acministration.

The Situation in 1vak

During the calendar year 1943 there appear wo have been no very
sifnificant changes in the relationship between tne War Shipping Ad-
ministration ana the Army with regard to allocuted vessels. Puring
February of that year an understanaing was reached by representatives
of the War Department, tne dar Shipping Administration, and tné Bureau
of the Budget with reference to certain riscal arrangements concern=
ing the operation, maintenance und fepair ol' mercinant vessels used
by the Army. Among snips covered by this understanding were the Var
Shipping Administration vessels operated by its agents or general
agents and allocatved for use by theirmy. It was agreed that all

costs or maintuining and operating the vessels in this category were

23 :
See the comparative analysis on ppe. LU-15 of Hr, C, C, Wardlow's
monograph entitled Operating Relationships of tas Ofifice of the
Chief of Transportation, Army Service Fo.ces, with Civilian Governe
ment Agencies in Kegara to Transportation, January 1945.
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to be borne by"tne'War shipping Administration.<® This arrangement
has remained unchanged to the present.

As to actual procedure in 1945, it appears tnat in most cases,
except for emergencies, the Water Division, OCT, at Wasnington, D. C,
made a formal request of the Wwar Shipping Aaminisvtration for the num~
ber of freignters needed for specific convoys.Z5 In general, the practice
was to call for freighters {entire ships), with the understanaing that
each freighter would have approximately the sume cupeity as a Liberty
ship, since that was tThe most common type furnished by tne war Shipping
Administration. where less than a snip load was needed, ths Army called
upon the "ar Shipping Administration for space, but in turn oftered to
that. agency any space which it might have avallable in ships under Army

c:on"cz:‘cl.d€>

Developments in 1944

In February 1944 a proposal was mace that a central committee
be set up on the West Coast to exercise "inuepencent control over al-

locations of ships, repairs, and othner matters of interest to tne war

24
See letter of 1o February 1940 from L. ¥. Douglas, Deputy Adminis=-
traetor, War Shipping Administration, to Lt. Uen. Brehon B. Somer-
vell, Services of Supply, Washington, D. C.

25 Such requests were mumbers; c¢f. Request ¥o. 46-49, dated 24 March

1945, the originsl of which was delivered to the War Shipping Ad-
ministration by Major (now Col.) A, G. Syran of tne Ocesan Traffic
Brunch, Water Division, OCT. See OCT File SPTOW 545.U2 T. The
practice of numbering these requests, wnich was begun by Col. Syran,
has been convinued., The current series sturted with 45«1,

26
See letter of 19 February ly4o from Major General W. D. Styer, Chief

of stair, army Service Forces, to Mr. Lewis Douglas, Deputy Auminis-
trator, Vlar Shipping Adminstration, Washington, L, ¢c..
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Department, Navy Department, and War Shipping Aamlnlstrution." Al-
though the proposal appeured To be sound, if adoptea it would have
amounted to decentralizing the activities of the Wur Department, the
Navy and the War Shipping Administration. In a aetaileu appraisal
of the proposal, Lt. Col, 4, G, Syrun pointed out that The icea was
not new but was simply a “"rejuvenation of the system employed b& the
West Yoast up until June of 1940." During the perioa June 194<¢ to
June 1940, he wrote, the major activities of tae #ar Department were
focused on vhe Fast COastiwith The result that the War “nipping Ad-
ministration concentrated avallable'snipplng in that area. “uring this
seme periou, aluhough the general policy was determined in
Washington, D. C., actual operation or the vessels on tne #est Coust
was acgomplished in that area. when, however, shipping became more
plentiiul, cargo began to move tarough the West Coast ports in larger
quanitities, and it was found, said Lv. Uole. Syrun, that the West Uoast
Committeels estimaﬁes of cargo as well as of shipping varied consider=-
ably from the estimates of the War Deparument. The variance, in fact,
was 50 great that a combined effort wus made by the War Department,
the Navy Department ana the #ar Shipping Aaministration to centralize
activities in Wasnington; D. Y., ana to go beyonu & more svatement of
policye.

The centralization in Washingbton took almos © six months to come
plete, Colonel “yran stated. Aé a result of thig chunge it was pos=-
sible To take advantage of surplus shipping oﬁ vhne Bust Coast auring

October 1lYso tnrough January Lv44, znd by the movement or cargo oui oI
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East Coast ports for Pacific destinations to relieve the shortage

of ships on the West Coaste The creation of an inaepenaent West
Coast committee, declared Colonel Syran, "would at one stroke des~
troy flexibility of shipping.” Furtheriore, the West Coast was
familiar with only a portion of the entire cargo movement pictures
By reference to actual figures for January 1944 Colonel Syran demon-
strated that the West Coast ports were as much as 3u per cent in
error in their estimates of shipping requirements, as compared with
some ten per cent for estimates prepared by the Ofrice of the Chief
of Transportation at Weshington, D. €. He did, however, deem it ad-
visable that local committees be created at each of the ports of em~
barkation to coordinate activities with the central group in Washing-

tone.

Present Allocation Procedure

The present procedure for the allocation of carge ships involves
primarily two headquarters divisions of the Office of the Chier of
Transportation, namely, vhe Planning Division and the Water Division.
The Plénning Division, OCT, estimates the Army's requirements for
troop and cargo Lift for the next six months. These requirements,
together with those of the Navy, and the War Shipping Administration
estimates of shipping needed for lena-lease and civilian purposes,
are coordinated in the Joint Miiivary Transportation Committes, The
decisions of the latter serve as a general guide to the War Shipping

Administration in the allocatvion of shipping under its control,



After the long range plans for the ubilization of shipping have
been made, it becomes the task of the Water Division, OCT, to obtain
allocavions of specific War Shipping Administration vessels. With
respect to cargo ships, the Water Division prepares a forecast for
the following six to eight weeks, showing where ana in what quantity
cargo must be lifteds. These forecasts, which are reviewed twice a
month, enable the War Shipping Administration to clariiy its plans
fér the deployment of ships. Final arrangements for the allocation
of specific ships to load specific cargoes are worked out in semi-
weekly meetings between representatives of the Water Division and the

27
War Shipping Administration and by direct Telephone camunications.

Navy Vessels

Despite some competition for avall?ble shipping, in the years

 1941-45 the War and Havy Departments frequently nave cooperated in
providing water transportétion for their respective needs., Thus, in
December 1941 the Water Transport Branch, Transportation Division,

OQMG, supplied a "verbal estimete” to the Naval Transporvation Ser=

vice, of the space available curing that month on Army transports in

the Pacific after the current Army requirements had been met.ZB Similarly,

the Navy on occasion has furuished snipping space to the Army.

a7 The above is based substantially upon ppe. Lb=16 of ilr, C.C, Wardlow's
monograph of January 1945, entitled Operating Relationships of the
Office of the Chief of Transportation, Army Service Forces, with
Civilian Government Agencies in Regard to Transportation.

28 See Daily Activity Report, water Transport Branch, OQMG, 3 December

1941
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Suech reciprocal arrangements extended to both cargo and persomnel
shipmentse On 6 February 194< by memorandum to Admiral S. A. Taf-
finder, Director of the Naval Transportation Service, Major General
Brehon Somervell, Assistant Chief of Staft, G-4, made the following
requests:
When space is available in Navy shipping for the

transport of Army materials and personnel, whether mili-

tary or civilian, it is requestea that it be placed at

the disposal of only one agency of the Wur Department,

the Transportation Branen of the Oftice of the Assistunt

Chief of Staff, G-4, for allocation in uccoraance with

.established priorities. Appropriatve orders will be is-

sued to Var Department agenices (see letter enclosed)
who have herevofore approached the Navy independentlye

29
Cooperation tvhat extended to the Army ana the Navy as well as

to the War Shipping Administration was encouraged by the Presicent.
In & White House nmemoranaum of 19 November 1942, signed with the ing-
tials "F.D.R.," directed to the Secretary of War, the Secretary of
the Navy, and the ¥War Shipping Administration, President Roosevelt
expressed concern at reports that some ships on the West Coast had
sailed with short cargoes. The President was also "worried zbout in-
stances where the Army ana Nuvy supply agencies are not in completve

cooperation,”

and with respect to the small Caribbesn bases occupied
Jointly by the Army and Navy ne wanted to know "if the supply snips
going to vhese places carry Army ana Navy supplies or whether each

service carries out a separate supply service." "In otvher woras,”

he concluded, "the wnole purpose of tihls memorandum is to have a

29
G-4 File 29717-1E50
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re-check made on whether each ship, no matter whether it is run by
Army, Navy, or wer Shipping Administration is used 100% in the most
efficient way."

Under dute of 24 November 194z the Secretary of War sent a reas-
suring reply to the President. In thiswply it was uamitved that
some ships on the Pacific Coast haﬁ sailed light=--principally because
of much "ballon' cargo in the form or assembled vehicles and aircraft,
The Army and Navy supply agencies were cooperating, notably in joint
operations for the supply oif the Caribbean bases and in the exchange
of various types of cargo. Specifically, the Secretary of Wur noted
that, "although botn the army, the Navy, and the WSA are operating
ships to this area, there is very little auplication of effort or
overlapping service."

On the whole, the reciprocal relationship between the Army and
the Navy with respect to cargo veséels has proved nelprul and satis-
factory to both services. From time to vime, however, there have been
differences. In the spring of 1944, for example, tne Cnief of the
Wafer Division, OCI, at Washington, D. C., compluined fo the far Ship-
ping Administration that when there was a shortage of vessels on the
West Coast, the Navy received all the snips it required, whereas the
Army sustained a shortage. Col. R. M, Hicks, Chief oif the Wuter Divi-
sion concluded with these pertinent remark:

It is imperative tnat ships be allocauied by ihe War

Shipping Administration to the two services in propeortion

to bhelr requirements whenever it appears that taz War
Shipping Administration is unablie to meet the tull require=-
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ments of the services. Yhe allocation of ships on a pro-
portionate basis does not, of course, intverfere with the
local exchange of ships between the Army ana Havy to meet
local sitvustions. The proportionate allocaiion of snips
is in accord with the views expressed by the Joint Cniefs
of Staff. It is therefore desirea that immediate suveps
be taken to insure the allocation of vessels to the Army
and Navy on e proportional basise

On tﬁa other hana it muy be noted that in certain conferences of
represeﬁtatlves o' the armed services with tne War Shipping Admin-
istravion, Navy officers also complained of’having been sllghted.SI
The control of Navy vesseis in the service of the Army rests
primarily with vhe Navy, although the Army generally coes tne loac-
ing.. As a rule these vessels full into two groups, tne une consisting of
ships owned by the Navy, ana the other made up of vessels
chartered by the Yavy or allocated to it by the War Shipping Adminis—
tration. ZExcept for the allocated WSA vessels, these ships wre manmed,
operated, mainvained ana repaired by tne Navy. Not including the
"General® type of troop tramsports, Navy vessels (pussenger ana cargo)
used by the Army form a comparatively small percenbage or the total
;umber of ships so employed. 4as or 5u June 19zz there were 30 Navy

vessels in &rmy service, On 30 June 1943 the number was practically

30 ,
See File 56%,5, Letter of © Marcn 1944, from Chier, Water Division,
OCT, to War Shipping Administration.

31
See Minutes of Conference of 29 June 1942, at whicnh Capt. Alexand-
der of the Navy and Mr. Ralph Keating of whe war Shipping Adming=-
tration "engaged in a heated discussion" because of the former's
contention that the Army had recelvea more fust ships in the Paci-
tfic than had wvne Navy,
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2
unchenged--nemely si=-but by o0 Juns 1944 it had risen to 46.3

British Vessels

Although their most significant contribution has been in the
form of troopsnipsss the British have supplied some cargo space for
the United States Army, as well as occasionally an entire cargo
ship--the latter being furnished at present chiefly to meet require-
ments of eivilian supply in re-occupied areas of the Buropean thea-
ters. The British have supplied both reefer space and desk space and
on occasion nave exchanged certain types of cargo (notably British
steel for "balloon" cargo) to mutual advantaege, with the army and
with the War Shipping Administration. Conmtrol of Britisa snips and

space rests with the British Ministry of War Transport.

Other Foreign Flag Vessels

During the spring of 1941 it becanme necessary to consider em=-
ploying vessels of foreign registry for the shnipment o Army supplies,
despite Section I of the Act of April 28, 19u4, which restricted the
transportation of Army supplies to vessels of or belonging to the

United States. Through the efforts of Colonel T.H, Dillon, Chier

52 Figures obtained from date supplied by tne Water Division, 0OCT,

53 In January 194z Lord Beaverbrook evidently mude an offer of snip-

ping to uae United States Army in « "whistlingly impressive inter-
view" with General 2. B. Somervell and Colonel C. P. Gross. The
offer was predominantly one of troopships sucn as tne QUERNY MARY
but some cargo ships were included. See undated list of available
vessels labeled in General Somervell's handwriting as a "Histori-
cal Document."



of the Transportatlon Division, OWMG, and after consultetion with
the Judge Advocabe Gengral it‘waS'decided on 1O May 1941 by the
Transportation Branch, G=4, that the authority to utilize foreign
flag vessels had been celegated to the Yar Depurtment by the Presi-
dent, but that special suthorization was reguired in each case. Lur-
ing the périod June 1941 to March 1942 a number of authorizations of
this kind were granted to the Water Transport Brancn, OQMG, mainly
for shipments on Norweglan vessels to the Atlantic bases. 1In general,
such reguests were made on the ground that prémpt delivery could be
 insured only if vessels of foreign registry were employed.éé

After the creation of Tne War Shipping Adminisvration, 1ts fa-
cilities were generally utilized to obtuin space on foreign flag ves=

5315,35

or en entire vessel if need be, since that ugency had access
to shipping of all the United Nations through the Combined Shipping
Adjustment Board. The Army at present has a number of passenger and
cargo vessels of foreign registry‘that were acquired in this way, such

as the freignter, ROSEBANK, a former Canadian vessel obtained on sub-

bareboat charter from the War Shipping Administration.

Commercial Bookings and Space Charters

Commercial bookings and space charters serve to supplement the

regular cargo carriers in Army service by providing transportation

34
For further details see G=4 File 29367-102.

35 At present (May 194b) some commercial shipments are being made di=-

rectly. on certain small foreign flag vessels operating in the Carlb-
beane.



for less than shipload lots. ©Space charters were frequently utilized
by the Army, particularly in 1941 and notably in the Alsskan service.
With the advent of the war Shipping Auministration ana the system
of snhip allocations described ubove, the executing of space charter
by the Army fell inbo disuse and at present is of no significance.
Commercial bookings, however, have not ceased in spite of wure
time hindrances to the operation of commerciul vessels. Since early
in 1942 the War Shipping Administration has been tne principal agency
through which commercial space has been obtained. Actual booking of
gommercial cargo is accomplished at the respective Army ports of em-
barkation. At present (April 1945) commercial shipments appear likely
to increase, since the cessation of hostilities in certain areas doubt-
less will be followed by the resumption of commercial traffic. Hew
York naturally is the port from which sull most commercial vessels.
In this comnection it may be noted that during the twelve months
ending Sl Determber 1944, 22.3 per cent of all the =rmy curgo at the
New York Port of Embarkation was louded on 1,778 commercial vessels

o y . s L 6
in space obtained by the Water Division of that 1nstailatlon.5

36
Progress and Activities, Control ana Planning Division, New York
Port of Zmbarkation,. December 1944, p. lde
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SPECTAL TYPES OF CARGO VESSHLS

HModern mechanized warfare requires a variety of cargo that is
often bulky ana hard to carry in the uverage freignter. The Army,
Therefore, has had to utilize certuin special types of cargo ships,
whereby such diverse ivems as armored tanks and assorted motorized
equipment, assembled or crated aireralt, ammunitioﬁ, locomotives,
railway cars, tugs, rescue craft, petroleun products, and even the
lowly mule may be delivered to the overseas thesaters. ‘he vessels
so eumployed usually have been altered for tne purpose at hand, and
only rarely have they been comstructed specirically Ffor wartime ser-

vice.

Vessels of the Seatrain Type

As early as the spring of 1941 the Office of the Wuartermaster
General became intverested in obtaining a vessel thatv éould be used
for the movement of all types of motor vehicles, heavy guns, and heavy
equipment that as rule had to be carried largely on the deck of the
average freighter. For this purpose the Office of the Guartermaster
General (Col. T, H, Dillon) sought vo purchase the car ferry HENRY M,
FLAGLER in April 1941, This vessel, it wus believed, wauld be "ideal
for hanaling tanks of any size" as well as shipments of alrplanes with
the wings removed. Accoraing to a penciled note signed by Colonel
Frank S. Ross of' tme Transportaiion Branch, G-, Colonel Dillion thought

that the HENRY M. FLAGLER (gross tonnage 2,699) coula “operate anywhere,"



but the "front office™ wes “skeptical"l Despite a favorable recom-
mendation to the Assistunt Chief of Staff, G=4, this vessel was not
acquired by the Army but instead was purchnased by the Navy on 48
July 1941, During the summer of 1941 the Office of the fuartermaster
General again sought, but evicentlywithout succéss, to acguire "some
vessels of the single deck, sea train type.“z

Strictly speaking, the HENRY M. FLAGLER was only a car ferry
and not a seatrain. The seatrain originated with Mr, Gransm M. Brusn,
who conceived the idea of u special cargo vessel which coula carry
loaded freight cars between ports in the United States, such as New
Orleans, and Caribbean ports such as Navana, Cuba. +‘he rirst vessel
of this type-=-completed in England in 1lyZ8=-=was the SEATRLIW NEW
ORLEANS (7,650 gross tons)s The initial venture proved very success=
ful, and subsequently in 19%o Mr. Brush built the SEATHAIN HAVANA‘and
the SEATRAIN WEW YORK., Labter, in 1940, he added the SEATRAIN NEW
JERSEY ana the SFATRAIN TEXAS,

As early as 1952 Mr. Brush wrote to Colonel W, C. Jones of the
Quartermaster Corps ana supplied certain infurmation which the latver
had requested éoncerning the two new seatruin vessels which were vhen

nearing completion. In his letter dabed 23 August 1943, Mr. Brush

See QM File 571.2 T-W/M (Army Trunsports). Memorasndum of 4 April
1941 from Col. T. He Dillon to the Assistant Chief ot Staff, G-4.

See letter, dated 8 July iv«l, from Lt. Col, C. H., Kells to lir.
He He Robson, Maritime Commission, washington, ¥, C.



stressed the possible employment of these vessels "in national
emergency by the Army or the Navy." Should this prove necessary,

he noted that the vessels coula readily be diséharged and loaded
with the ordimary 1l00-ton salvage ilesting crane generaully avail-
able in all large ports of the world, as well as by means of hammer-
head craneé locavted av various ship ana repair yardse. Furthermore,
Mr. Brush stated that “the heignt between the two lower decks is
1b'6", thus permitting carriage of armored trains, heavy artillery
and the like." Horeover, the two outer rows of stanchions haa been
designed to be readily removable so that tne vessel could carry as-
sembled folded-wing aireraft of the Boeing or Corsair types. “Not
only," added Mr. Brusn, "has the ship been designed wo eliminute

the boxing and handling oi aircraft, but the top aecx has been de-
signed to permit easy conversion to a type or uircraft transport,
wnich would permit sucn planes to Ily on anu off the upper déck."
Lastly, he declared that the seatrains woula carry any locomotive
that had ever been exported from tne United States for commercial or
war purposes. A seatrain, he said, coula vransport 8z locomotives
on a single voyage, Furtncrmore, the vessel was well adapted tothe
transportation of asseﬁblea automobiles or Trucks.

Mr. Brush was, indeed, prophetic in his statements ol 1oz, Iur
when we entered the war, practicully every advantage which he had
claimed was coniirmed. Apparerntly no immediate development followed
his letter of 45 August 1l9oZ to Colomel w, C, Jones. However, quring

the summer of 1941 tne Navy Deparument acquired the SEATRAIN NEw YORK
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on 25 June 1941 and the SEATRAIN HAVANA on 2 July lv«l. These
vessels were then redesignated as, respectively, the KITTY HAWK and
the HAMMONDSPORT, Both were obtained on barebout charter tarough
the Maritime Commission, and both are still in the serviece of the
Navy.

After 7 December 1941 the VWar Depaurtment again became interested
in the seatra.ins.3 This revival of interest sprung from a aesire to
employ seatrains to move aircraft to Hawaii ana Australia. In tnis
connecvion, on lo December 194l, Aamir«l H. R. Stark wold General Y, D,
Eisennower that the Navy might be able to maxke available wo tne ﬁrﬁy
the two seatrains (the KITTY HAWK ana tne HAMMONDSPORT) tnen unaer
Navy conwurols Both these vessels were aue o arrive at Sun Diego,
California, early in January 1942.% oOn 24 dJunuary orf tihe same year
the HAXMMONDSPORT anc the KITTY HAWK were described as "now being used

5 These two seatrains, however, were only Temporarily

by the Army."
in Army service,
Under date of X7 January l9y4z Mr. Grahsm M. Brush wrobe o Mr.

Robert A. Lovett, Assistant Secretary of War for Air, concerning the

3 .
See memorandum of 8 January lv4z, from Col. C. H. Kells to tus
Us S. Maritime Commission, requesting THE procurement ol rour sea=-
trains for Army use. QU File 561l.1 T-@~C {Army Vessels).

4 Cfe the two memoranda of L7 December lvazl from Colomel C. F. Gross,
Chief, Transportation Branch, G-, to Colonel F. 5. Ross, subject,
THovements to Copper ana K.

b

G-4 File 2v717-26. Letter ot z¢ Junuary 194< from Brig. General
Brenon Somervell, Assistant Cnief of Stufr, G-z, to Aamiral Hmory
S, Land, Chairmuan, U. S. Maritime Commission.



three seatrains still held by Mr. Brush's Seatrain Lines, Inc. The
State Department, said lir. Brush, had "put considerable pressure on
the Haritime Commission not to transfer eny more of our ships from
their present trade routes.” The State Department, he added, "was
obviously concerned about the withdrawal of the remaining Seatrain
ships from the Cuban trade because we have been and are now the
largest commercial carrier in that traae, transporting muny thou-
sands of tons of commodities whiech would be most difficult for the
ordinary type of vessel To handle, particularly in these times, as
well as a considerable tommage of certain strategic commodities that
probably could find no other means of transportation." Mr. Brush,
however, was reluctant to offer any definite suggestlions since his
own interests were involved,

Meanwhile, on 24 January 194z Admiral Land, Chairman of the
Maritime Commission, was requested by Gensral Somervell to acquire
for Army use the three remaining seatrains in commercial service.
General Somervelil believed that Mr. Brush was willing to turn all
three seatrains over to the Govermment, stipulating only vhat they
be chartered rather tnan purchased. No conversion was planned other
than to provide certain cranes for unloaacing, since it was pelieved
that these vessels “as constructed” wouid be "ideal for the transpor-
tation of crated planes, tanks, motor trucks and heavy bulk loads.”
On 2 February 1942 Admiral Land replied that the Maritime Commission
was "baking steps to arrange for the acquisition, for Army use, of

the vessels SEATRAIN TEXAS, SEATRAIN NEy JERSLEY and SHATRAIN Wiw ORLEANS,.M
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In his request of 24 January 1942 Gemeral Somervell had stressed

the Army's need of' cargo vessels designed to ship the planes, wtanks,
and large vtrucks required overseas by our airmen snd armored forces.
BEvidently some thought was given to utilizing these vessels as tank
carriers, for on b Feﬁruary 1942, My, Paul C. Grening reported to
Colonel C, H, Kells of the Water Transport Branch, that an examina-
tion of the seatrains indicaved that they could carry 238b banks, esch
weighing 15% tons. Suitable lifting gear with a capacity of 60 tons

should, he believed, he installed on each vessel.

Projected Comstruction of Seatrains for Army Use

Meanwhile during Jdanuary 1942, serious consideration was given
by the Assistant Chief of Svaft, G=4, to the possible construetion
of 50 seatrains for Army use. Admiral H. L. Vickery of the Maritime
Commission at first was opposed to such comstruction, but on 28 Janu-
ary 1942 he invited Colonel C. P. Gross, tnen Cnief of the Trans?ortation
Branch, G-4, to meet with him and with two representatives (Messrse.
Haig and Pew) of the Sun Shipbuilaing and Dry Dock Company, the firm
which built all except the very first of the seatrains. As a result
of this conf'erence it developed that any serious change in the basiec
design would greatly delay construction; that the Sun Company was will=-
ing +to undertake sﬁch a contract, and for this purpose would comstruct
nine new ways at its Chester, Pemsylvania plant. The Maritime Com~
mission was to provide C3 engiﬁes and gears, and the required steel

plate. The seatrain type, it was note, would carry ("with iithlé



modification") crated planes, tanks, trucks and large ana heavy car-
go of any type. the top deck,'nowever, might bemace open to take

assembled planes if it were so desired. Delivery was To be made dur-
ing the period February 1943 to May ls4«. Accordingly, followiﬁg

General Somervell's r commendation, on 2 February 1942 General G. C.
Marshall requested the karitime Commission to “"initiate a program to
provide without deley fi:rty Sea Trains for militery operations over-
seas, the ownership and operation to remain with vhe Maritime Commis-

. 6
sion."”

The Shift to the C4 Type

During thespring of 194z there was a change of sentiment with
respect to the seatrain type of vessel. In a aetailed memorswdum of
2b April 1942, addressed to General Somervell, Me jor General C. P.
Gross compared tvhe Haritime Commission C4 type of vessel with tne pro-
jected seatrains., The C4 type, he noted, was faster than the sea-
train (17 as against 1lb knots); was safer; had greater stability; and
could be loaded with grester ease and speed than could The seatrain.
The.Cé type could hold 200 medium tanks in the nolds, whereas the
seatrain could accomodate only 148. General Gross concluded that
"only in carrying assembled pursuits aoes the Seatrain have an uavantage."
Evidently under the influence of General Gross's memoranaum,
Generul Somervell informed admiral Land that both Admiral H. L. Vickery

and General C. P. Gross were convinced that the C4 type wus a better

8
For detsils see G=4 File 29717-133,
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ship for the desired curpose than the seatrain. The (4 vessel,

said General “omervell, was not "a special ship,” but had general
application to the whole overseas tfansportation problem. " The Sun
Shipbuilding and Dry Dock Company could undertake the work on ap-
proximately tvhe same schedule as that previously set for the construc-
tion of the bu seatrains., General Somervell concluaed: "In view of
these advantages and the known desire of your office to meet the
Army's needs, the War Department requests that the proposed modifica=-
tion in the program to comstruct U C=4s rather than 50 Seatrains be

adopted end approves such changes."7

The Attitude of Mr. Brush

Mr. Brush appears not to have been anxious to turn over his re=-
meining seatrains to the War Department. During February of 194< he
conferred at Washington, D. C., with the officers of the Water Trans-
port Branch, Transportation Division, OQMG, and in the course of the
conversation requested that his vessels, if acquired, be chartered
rather than purchased. In any event, he wanted to retain vitlie, be-
cause of certain patented features tnat might be jeopardized when
the vessels were no longer of use to the Government. Furthermore, as
an alternative type, Mr. Brush suggested that the EC2 Liberty ship

might well be used for the transportation of tanks .S Bvidently some

7 See S08 File SP 56le4. The result of this switch was the awarding
of a countract to the Sun Shipbuilding ana Dry Dock Company for the
construction of fif%y 520" armored tank carriers of the (4-S-Bl
type. This contract subsequently was reduced to 20U vessels.

8

Memorandum of 7 February 194z from fort Section to Chief, Water Tans-
port Branch, OQMG.



attention was paid to this suggestion, for in & memoranaum of 9

April 194z addressed to Major General C. P. Gross, Colonel J. M.
Franklin discussed the capacity in tunks and planes of the EC2 type,
both "as is" and "altered.” He also noted the corresponding capa-

city of the SEATRAIN_TEXAS, and concluded with the comment that further

study was required.

The Army Acquires the SEATRAIN TEXAS

Despite the apparent reluctance of Mr. Brush to surrender his
ships, the Army acquired the SEATRAIN TEXAS by sub-bareboat charter
of 26 February 1942 from the War Shipping Administration. It was
then contemplated that the vessel would be available at Baitimore,
Maryland, on or about 5 March 1942 for the shipment of‘BZG airplanes
to Anstralia.g On 4 March 1942 Colonel C. H. Kells submitted an in-
spection report to the @uartermaster General following a visit to the
New York Port of HEmbarkation, where he examined the newly acquired
STATRATN TEXAS with respect’to a projected conversion, which was to
require from three weeks fo one month. This vessel, he noted, pre=-
sented as unusual problem with regard to adequate cargo-handling equip-
mentlo for Army service, since normally the SEATRAIN TEXAS was de-
pendent upon the permanent_loading facilities at the terminals of the

Seatrain Lines, Inc. Accoraing to Colonel Kells, because of the

See G~4 File 54861,

10 :
One 80-ton boom and two o0=ton booms were installed on the SEATRAIN

TEXAS. Originally this vessel had no self-contained loading or un-
loading equipment ana was dependent upon shore installations to re=-
move the loaded freight cars normally carried as cargoe
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"peculiar type of construction" of the seatrains, the proper placing
of armament and the installation of degaussing equipment constitued
M"an extensive job."

Evidently the Army sbill needed vessels of this special type,
for by letter of 20 Harcn 194z General Brehon Somervell requested
that Admiral E. S. Lend of the War Shipping Administrution make avail=
able the two remaining seatrains NEW JERSEY ana HEW ORLEANS for Army
use in transporting tanks ana other ermored vehicles. In reply, under
date of 20 April 1942, Admiral Land snowed some reluctance to comply
with the Army's wishes. In fact, "before withdrawing the two remain=
ing seatrains from commercial serﬁice and initiating conversion work
along the line of +that which had been accomplished with the SEATRAIN
TEXAS," he suggested pointedly that it would pve preferable to ascertain
whetler or not other vessels might be made available for the same pur-

pose and prove better suited therefor.

The Caribbean Shipping Crisis

During the summer of 1942 as a result of the acute shipping crisis»
in the Caribbean occasioned by the intense activity of Axis submarines,
the status of the two seatrains wnich were still in commercial ser-
vice becaﬁe especially significent. At an inter-departmental conrer-
ence of 4 June 1942 held vto comsider this problem und presided ovef
by the Under Secretary of‘State, lir. Sumner Welles, the Army (Col. W. H.
Vissering, Water Division; OCT) recommended that the SEATRAINS NEW

JERSEY and NEW ORLEANS be placed in o permanent shuttle service between
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the United States and Cuba in order to help relieve the critical food
situation in the Caribbean. At this conference, as in the past, the
State Department was evidently very much interested in retaining two
seatrains in commercial service in order to meet the needs of the

Caribbesn area.ll

The SEATRAINS NEwW ORLEANS and NEW JERSEY

Apparently in connection with the continued desire of the Army to
obtain one.or both of the remaining seatrains in commercial use,
on 1 July 1942 Mr. Greham ¥. Brush, Presiaent of the Seatrain Lines,
Inc., wrote to Colonel Robert H. Wylie, Operations Officer, OCf, ask=
ing him to review certvain facts before making any decision with re=
spect to obtaining the SEATRAIN NHw ORLEAWS for overseas service. This
vessel, together with the SEATRATN NEW JERSEY, gaa been requisitioned
for the duration, so that Seatrain Lines, Inc, had "no financial in-
terest” in the metter. Nevertheless, ir, Brush wanted to point out
that the SEATRATN NEW ORLEANS was neither safe nor suitable for the
work that the SEATRAIN TEXAS was performing. In support of this Viewa
point he cited a number of serious defects in the SEATRAIN EEW ORLEANS
which his compeny had tried unsuccessfully to correct.

During July 194; the Water Division, however, continued to be

interested in both the SEATRAIN NEW JERSEY and the SEATRAIN NEW ORLEANS

11
See OCT File SPTSM B34+8~DD. Memoranaum of b June 194z for Col.

R. Ho Wylie, Operations Officer, OCT. Cf. Col. Wylie's Memorand-
dum of 18 June 1942 to the Commanding General, New Orleans Port
of Embarkation, OCT File SPTSM 401-DD (Caribbean).
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SEATRAIN TEXAS

This vessel has accomplished many important

wartime missionse






@

for possible emergency use, requesting that the Army have "first
priority on these vessels."!4 The SEATRAIN NEY ORLEANS was never
acquired by the Army, but the SEATRAIN NEw JERSEY was obbtained on
‘sub~bareboat charter by the Navy tharough the War Shipping Administra=-
tion on 13 October 1942, Redesignated the LAKEHURST, the SEATRAIN

NEi JERSEY'® was later transferred to the Army on 22 August 1943,

The Exploits of the SEATRAIN TEXAS

Although the LAKEHURST has given good service, this vessel hag
never achieved the prominence attained by the SEATRAIN TEX4S. Thse
SEATRATIN TEXAS achieveda her initial fame in connection with the de-
feat of Rommel in the Egyptian Campaign. This wus a dramatic episode
in which no less a finished actor than Winstonm Churchill played a
prominent role, ¥%hile the Prime Minister was in the United ghates
conferring with President Roosevelt in June of 194z, he received the
depressing news of the fall or Tobruk aﬁu the surrender of its garri-
soﬁ ot 2b,000 men. 1]hea.‘t,. said Churchill, "indeed was a dark and bit-
ter hour for me.” As a result of this disastrous turn of events the
British lost much of their armored force. New tanks and new artillery

had to be rushed to Egypt lest the victorious Rommel drive on to the

12 :
See File SPTOW 571.22 (NEW JERSEY ana NEW ORLKANS), letter of
9 July 1942 from Col. C. H. Kells, #xecutive, Water Division,
OCT, to the war Shipping Adninistration, Washington, D, C.

13

Subsequently, after conversion at New York for this purpese, the
SEATRATN NEW JERSEY was employed in the North African operation.
See File 565.,2 "SEATRAIN NEwW JERSEY."
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Suez Canal. Evidently Prime Minister Chgrchill requested reinforce-
ments while he was still in Washington, De Ce

By dint of working day and night American factories produced
the needed equipment, and early in July lv4z a convoy wus ready to
sall with some 300 M4 tanks specially equipped for desert warfure;
some 1lUC 10b=-mm howitzers, self-propeliled; a supply of ammunition;
and spare parts for the mechanized equipment. The entire task was
accomplishea in the greatest haste and under extreme pressure. By
means of perioaiec location reports the progress of the tanks waus paced
from the factories to the ports.

The convoy sailed from New York on 13 July. Some 470 miles
south of Bermuda, on 16 July 1942, the convoy was intercepted by a
U-boat, ana the FAIRPORT, & new vessel, was torpedoed without warning,
sinking within f‘ifteen‘minutesol4 There was no loss of life aboard,
but all the mechanized equipment on the FAIRPORT went to the bottom,
including 84 tunks anda considerable ammunition.

Immediately upon receiving confirmation of the loss of the FAIRw
PORT, Colonel Robert H. Wylie, Operations Ofticer, Transportatidn Ser=-
vice, Washington,‘D. C., discussed the matter of the replacement of
the cargo with General LeRoy Lutes. It was recommended that The SEA=

RAIN TEXAS be used for this missibn, since this vessel was then in

port at New Yorke. with the approval of General “ytes and of General

14
The FATRPORT, built in April 1942, was 449 feet long overall, had
a speed of 17 knows, a deadweight tommage of 10,850, and was allo-
cated to the Army by the War Shipping Administration.
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Somervell the SEATRAIN TEXAS was aliso loaded wath a number of loco-
motives for the Persian Gulf, after having tuken a priority load to
replace the material lost on the FATRPORT. Colonel Ottzenn, Super-

- intendent of the Army Transport Service at New York wus advised of
the matter ana was asked to get advice from “%r, Gruhan Brush on hand-
ling locomovives on the seatrain. Although the suiling date had been
set for approximately <5 July, the SEATRAIN TEXAS aid not leave New
York until 29 July 1942,

The ensuing voyage has become almost a legend because of the
speed and dispatch with which it was accomplished. %he SEATRATN TEXAS
sailed unescorted through sub~int'ested wavers, across the Sotuh atlan=
tic and around the Cape of Gooa Hope. She overtook the convoy but
did not join it. #lthougn it is generally stated tnat the SEATRAIN
TEXAS made the trip entirely.witnout escorﬁ, excerpts from the log
of thé vessel snow that she proceeded via Capétown ana was escorted
for'approximately a day and a half by a small French corvette whnile
passing through the Mozambique Channel. Shortly before reaching the
Gulf of Aden, the officers aboard the SEATRAIN TEXAS sew the flash
and explosion of a torpedoed vessel approximately <0 miles aistant.

ihe SEATRAIN TEXAS arrived at Suez on 8 September LY4z, where
the tanks were unloaded in record time by use of the ship's gear.
Subsequently, at El Alamein vhe British turned back Rommel, but much
of the credit for the latter's defeat was given to the new equipment
deliivered by the SEATRAIN TEXAS and tne othsr vessels of the original

convoy, all of which r-ached Egypt in safety. The British were quick

- 70 =



to acknowledge their aspprediation. Under date of 7 November 194z
the late Field Marshal Sir John Dill of the British Joint Staff Mis-
sion in washingbon, D. C. sent the following note in longhand to
General Somervell:

"I hope you realize the important part you have

played in this battle in Egypt. I will never forget

what you did to get those M~4 tanks out inthe quick-

est possible time and complete.”

The SEATRAIN TEXAS has continued in the service of the Army,
performing a variety of missions. More recently, this vessel to-
gether with the LAKEHURST wus requested to move some o5U locomotvives
to the Buropean Theater of Uperations.ls Throughout the years 194Z-

4b, both seatrains have fully contirmed the opinion of their wartime

value held by their owner as long ago as 1952

Improvised Seatrains

\ Obviously the two seatrains in Army service are far from adequate
for the many special jobs that can be performed by such vessels. Con-
sequently, a number of improvised seatrains have been employed in the
overseas theaters. After the invasion of France in June 1944 there
was & temporary surplus of LSTs in both Englend and the United States,.
According to Major Ce. ¥N. Fuller, Executive Officer of the 500th Port
Battélion,'me Transportation Corps conceived the idea of converting

these LSTs into modified seatrains to transport freight cars from

15 :
Minutes of Operations Meeting, CCT, 27 November 1944,
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Englend to France.ls By December 1944 some Z0,000'box, gondolia, and
freight cars had been ferried across the Fnglish Channel by means of
these improvised seatrains,l? Similar improvised LSTs have been qsed
in the Mediterranean at two points, namely to transfer raillway cars from
Oran in North Africa to Marseiile in France and, secondly, from Bizerte
in North Africa to Reggio Calebria in Italy. The LST appears to have
been well adapted for this purpose and‘to have given good results.18
Car ferries have been used frequently to move railroad equipment
in the overseas theaters,l® Strictliy speaking, such vessels are
not te be compared wifh £he regular seatrains. The LSTs, however,
in one respect are éuperior to the seatrains. Bécause of their com-
paratively shallow draft they can tie.up readily at emergency land-

ing places and discharge their cargo over the ramp onto the beach.

Vehicle Ships

The current conflict has been mearked by large movements of vehicles

16 The employment of converted LSTs as car ferries in support of an
invasion of Europe had already been convemplated as early as July
1945+ See Memorandum of 29 July 194o from Yhief, Ycean Traffic
Branch, Water Division, OCT, to the Assistent Chief of Transporta=
tion for Operations. OCT File SPTOW 370.2 T.

17 For details see Positive Intelligence Bulletin, OCT, No. 17,

1 Harch 194:5, Pe 160

18 TFor aetails see Transportation “ews Letver, Office of the Chief of
Transportation, Mediterranean Theater of Operations, vol. I, no. 25,
5 March 1945, p.z; and No. 28, o6 liarch 1945, Pe Ze

19 .
These have included the vessels which in peacetime ferried "sleepers"”

between Dover ana Calais, Cf. A TWO-YE4kS' HISTORY OF THE 14th PORT,
25 February 1943 to 256 February 194b, pa 7. Certain oar Floats pre~

viously used at Hast Coast ports of the United States were dispatched
to the United Kingdom for similar service.
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resulting in what the Germans have sppropriately called "Blitzkrieg."
The emphasis on vehicles was evident in the United States Army even
before our entry into the present war. A considerable part of the
cargo, for exemple, that was sent toc the FPhilippines in the fall of
1941 consisted of motor vehicles. As of 1 January 194z in a memoran-
dum for the Motor Section of the Transportation Branch; G-&, Lt. Col.
F. 8. Ross stated that "the largest single item now being transported
by the Army Transport Service is motor vehicles."

In order to deliver overseas the ever~-increasing number of ve-
hicles, the Army has resorted to every possible device. TWherever
possivle, veﬁicles are loaded on the same ship witﬁ tne organization
to which they belong. Such loading is not always feasible, and for
this reason vehicles have been ioaded regularly on freighters both
below and above deck. Vehicles, however, always huve presented a
stowage problem. Being "balloon cargo," they take up considersble
space in proportion to their weight, end so require careful attention
to proper ballasting of the vessel,

trictly speaking, the Army has never had a vessel that could
properly be called a vehicle ship. On the other hund, many vessels
have been loaded almost solely with vehicles, and the tendency has’
been to refer to such craft as vehicle ships. Throughout 194z until
well into 1944 a steady stream of vehicles was sent first tothe
United Kingdom and then to North Africa and to italy and France in
supéort of expanding operations. <Lhe techniques developed in the

loading of this tremendous aggregation of vehicles are beyond the



province of this study. It may be of interest, however, to note
e number of craft which have carried so many vehicles that they
might well be termed vehicle ships.

Aside from the seatrains, which hive transported many armored
vehicles (particularly tanks and other large pieces of wheeled equip=-
mept} most vehicles shipped overseas have gone on ordinary cargo ships
and especially on Liberty vessels.

In preparation for the invasion of Normanay a number of so-cailéd
special vehicle ships were louded at certain Eust Coast ports, notabiy
at Boston and Philadelphia. These vessels were designated as SV
ships.?? They (eight, all told) were o be discharged at the port
of Btrenraer in southeastern Scotvland, and they were sent in compli=-
ance with a request from Major pgeneral Frank S. Ross, Chief of Transe
portation, S0S, European Theser of Cperations. Subsequent teletypes
and radiograms referred to these eight ships as Strunraer vessels,
~and for this reason they were known as SV vessels meaning Thereby
Stranraser vehicle vessels.21

In connection with the invasion of the Comtinent, a number of
fesséls were specially prepared for further operational use in the
European Theater, primarily for the delivery of vehicles from Hngland

to Frence. Approximately 14U Liberty ships were involved. These

20
Memorenaum of 25 May 1944 from Lt. Col. A. G. ™yrsn to Major J. F,
Gillen, Ocean Trafiic Branch, water Division, OCT.

21 Memorandum of 8 June 1944 from Lt. Col. &, G, Syren, Chief, Ocean

Treffic Branch, to Col, R. M. Hicks, Chief, Water Division, OCT,.
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vessels were to be allocated to the War Department beginning early
in March 1944, and they were to be specially ballasted with some
1,670 tons of dry sand pallast in the following manner:

No. 2 Hatch - 400 tons of dry sand {or up to the turn of the bilge)

NWo. 5 Hateh = 500 tons (or up to the turn of the bilge)

No. 4 Hatch = 600 tons (or up to the top of the shaft alley)

No. 5 Hatch = 470 tons (or up to the top of the shaft alley)

The Wear Shipping Administration was to attend to the bullasting, the
purpose of which was to provide a meximum floor space tor the vehicles
to be_transported, as well as weight for the vessel,

It is difticult to visualize the huge number of wehicles required
for the invasion of Normandy. In an address before the New York Herald
Tribune Forum, Lt. General Brehon Somervell, Commending Genersal, Army
Service Forces, disclosed that during the first 109 dsys of the inva-
sion the ®llies lamded more than half a million vehicles, at the almost
unbelieveble rate of four vehicles a minute day ana night.?z
During 1944 the vehicle requirements of the Army remained heavy in
all theaters. In the Furopeen Theater alone, as of November 1944 the
losses per month amounted to 800 tanks and 200 trucKs.a5

Historical reports compiled by the 1l4th Port, stautioned at Southamp-
ton, Englund, reveal many debails concerning the vehicle ships, or MIVs
(motor transport vessels), as they were frequéntly‘cailed. The largesb

single type of outloading done at this port auring the first few weeks

22 '
See the Hew York Herald Tribune, 17 October 1944

23
Cf, Immediate Release of 13 November 1944 by the Under Secretary of

i
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after D-Day involved such craft. Actually, these motor transport
vessels were Liberty ships which had been converted into vehicle
ferries, each of which was capable of carrying an average load of
12U vehicles. Four hatches of' each snip were loaded with vehicles,
while the fifth was utilized as quarters for the drivers and their
assistants.

From D-Day through &l January 1945, some 220,67b vehicles were
shipped from Southampton, of which no fewervchan 147,484 were shipped
on motor transport vessels. The first MTVs were loaded at the lath
Port on 7 June 1944, the day after D-Day, when speed and efficiency
mesnt everything for the success of the operation.24 On 22 March
1945 the motor transport vessel JOHN STEVENSON was loaded with 182
vehicles and 51 personnel. This was the last MTV loaded by the l4th
Port. During the period from June 1944 to March 1945 a record time
of three hours flat was established for loading an uTY 25

Although, for the most part, Libe-ty éhips served as vehicle
carriers, other vessels have also been utilized for this purpose,

In addivion to the so-called Coasters, use has been made of Navy

‘ vessels, particularly LSTs (Lanaing Ship, Tank) ana LCTs (Lanaing
Craft, Tenk). The LSTs could be largely “self-loaded™ and were there-
fore used to accomodate equipment of odd sizes and tanks of varying

weights. The LCTs, on the other hana, were open signle deck craft

24 See A TWO-YEARS! HISTORY of the i14th PORT, 20 February 1943 to

25 February 1945, pe <0e

25 gee Historical Report, 14th Port, March 1945, pp. 2-3.




that proved admirable for the transportation of vehicles,

Vehicle ships were used extensively for the invasion of Southerm
France. ZKnown as the Anvil operation, this pro ject was first plarned
early in 1944, was dropped in the spring of the same year, but was
revived in Jun 1944. Ultimately about 15U carge snips of the Lib-
erty type were involved, wnich were louced mainly at the New York
and Hempton Roads Ports of Hmbarkation. The original plan was to
use sanca as ballast, as had been done on ihe ships employed ifor the
Normandy invasion, but Colonel a. D. Wurwick, vhen Chief oi the Steve=
doring and Ship Facilities Branch, Water Division, OCT, at Washiﬁgton
D. C, did not approve, since‘he believed that cargo could be
used as ballaste

The vessels used in the Anvil operation were genmerally known as
"Platted” ships. The term "flatted”.is of British orign ana refers
to the placing of flooring over the>ballast so as to provide space
tor a maximum number of vehicles. The "ilatbea" cargo consisted of
some 6U0 measurement vons equally divided between subsistence and am-
munition, On the outbound voyuge from the United Stutes these ves-
sels were loaded in the space above the flooring with regular cargo,
which was removed upon arrival in the tneuter. The purpose oi tnis
arrangement was o substitute for ballust cargo that would form a
floating reserve wﬂicn could be used in case of emergency, since there

was some question as to the supply available in Southern France.

Ammunition Ships

Modern wer fare necessitates the expendaiture of almost incredible
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amounts»of ammunition, the storing and shipping of which entail many
bazards. Prior to American entry into the war the Assistunt Chief
of Staff, G-4, had already given some attention to thenecessity of
providing loading facilities at various points--preferably in iso-
lated areas in order to reduce the risk :i.mro;l.vecl.z6
In August 1941 by direction of theSecretary of War the Adjutant

General amnounced that the provisions of the prevelling Army regula-

tions (AR 30-1270) were to be waived to authorize the shipment of ex~

plosives and inflammables on any Army traﬁsport bouna for an overseas
department or base. It was proviaed, however, that only military per-
sonﬁel, male civilian employees of the war Department, ana other male
officers or employees of other govermmental departmenits were to be
trensported on such vessels, but all such persons were to travel at
their own rish when expiosives and inflammables were carried.27

With the outbreak of the war the need of ammunition ships was
definitvely brought to the fore. The Water Transport Brancn, OWG,
had long anticipated the need orf an aumunition carrier, and had there=-
fore procured the freighter, WEST ELCASCO, from the Haritime Commis~
sion late in 1940, Plans and specifications called for completion

of the required conversion about 1 July 1941.

The WEST ELCASCO was transferred to the lar Department on an

26 See Memorandum of Record of Z8 July 1lv4l by Mr. F. J, Haley con-
cerning a projected munitions landing facility near Baltimore,
Marylande

27 See AG File 5#1.2 and G-4 File 2091c=-5,
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"as is, where is" basis. Tae Marivime Cormission was to arrange for
the necessary changes aﬁd alteravions to adapt the vessel for <the
carriage of ammunition, but‘with the understanding that tné Hur De=
partment would furnish information to facilitate the features relat-
ing to ammunition stowage. Upon delivery of the completed vessel
the War Department was to reimburse the Haritime Commission for its
entire expenditmre incident to reconditioning, manning, equipping
and making the WEST ELCASCO ready for sea, including the cost of all
additional work acccmplished in connection with conversion into an
emmunition carrier.c®

The WEST ELCASCO, a cargo ship ‘of 5,766 gross tons, was bulit
in 1918 by the Seattle, Weashington, firm of Skimner and Eddy. She
was one of the "jest type"” vessels developea during Worla war I. when
acquired by The Army, the WEST ELCASCO was part of a fleet of énips
which hsd beeﬁ laid up at Hew Orleans for a number of years. For
Army service the vessel was renzmed the USAT HENRY GIBBINS. The con-
version was accomplished at New Orleuns, and formal delivery of the
completed vessel was made on lZ July 1941. |

The HENRY GIBBINS, ex~WEST ELCASCO, is notable as the only am-
mumition carrier specially prepared as such for Army service in the
current conflict. Every effbrt waé put forth to expedite compietion
of the conversion, and the snip was provided with several unusual

T

28 .
See lettver of 3 March 1941 from Admiral E. 8. Lanu, Chairmen,
United States Maritime Commission, to the Secretary of War. The
Secretary of War accepted Admiral Lana's terms and condlitions by
letter of iz March 1941,
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features, including elaborate fire-detecting ana exbinguishing equip-
ment., Thus, there was installied an open sprinkler system so arranged
that all exposed surfaces of each cargo space aboard could be drenched.
Appropriate advice was obtained on all essential points from the Navy
Department, the Chief of Ordnance of the war Depurtment, ana the
Bureau of arine Inspection ana Navigation of the Department of Com=
merce.

In additién to a general rehabilitation of the snip, tae follow-
ing speciual features were necessary: construction of several small
magazines for special explosives; sheathing or xll metal gircers,
pillars and the like in the various comparitments; insulation where
needed for protection against heat; ana steel hatch covers for protec~
tion against possible macnine gun fire from airplanes. Lastiy, addi=
tionul electric generator capacity had to be provided, tbgether with
adeguate armament and degaussing equipment.zg

Although deteils sre lacking, it appears that the HENRY GIBBIRS
was intended primarily to transport smmunition to Panama, & base which
became increasingly importent during the hecti¢ days of 1941, parti-~
cularly after the attack on Pearl Harbor., According to Lt. Colenel
C. Ho Kells of the Water Transport Branch, O0QMG, tiis vesselAcould
not be aésigned permanently to the New Orleans Port of Zmbarkution be-

cause "she may have to be used for other missions™ for which, he noted,

29
From date on the HENRY GIBBINS preserved in the working file of

the Maintenance and Repair Branch, Water Division, OCT.
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"she was originally fitted."so However, as of December 1541 and as
long as otﬁer special missions were not necessary, Lt. Colonel Kells
was willing to assign the vessel to this port.

The HENRY GIBBINS continued in service from New Orleans to the
Caribbean bases during the spring and summer of 184z, carrying ammuni-
tion outbound and general cargo inbound. On 11 June 194z, the vessel
left Panema for New Yrleans. Shé went aground off the coast of
Hicaragua on 15 June but was refloated, and continued on her voyuges
On 23 June wnile still en route to New Orleans with a cargo composed
chiefly of coffee, the HENRY GIBBINS was struck by two torpedoes and
sunk shortly thereafter. All hands were rescued and brought to a
Florida porte

Although a number of vessels have been called armmunition ships,
none in the service of the Army has been prepared specifically for
dangerous cargo such as was the HENRY GIBBINS. The average armuni-
tion ship of today is distinguished chiefly by being loaded predomi-
nantly with ammunition, for which some protechbion has been provided
by wooden sheathing within the holds and by careful loading. <o date,
the Army has been exceptionally fortunate with respect to its ammuni-
tion ships. It should be noted, however, that at Caven Point on 24
April 1843 the emmunition ship EL ESTERO caught fire and nad to be

towed into the harbor and sunk. Hore recently, on 9 April 1945 at

30
Letter of 22 December 1941 from L. Col. C. H. Kells to Superin-

tendent, Army Transport Service, New Orleuns Port of Embarkation.
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Bari, Italy, the CHARLES HENDERSON, an Army allocated cargo vessel
loaded with bombs, suddenly exploded, resulting in a heavy loss of
life and extensive damage to harbor facilitiese

Animal Transports.

Contrary to all expectations the present mechanized war has by
no meens eliminated animal trans'por'bs with which the Arkny has long
been familiar., During the War with Spain a number of ships were
equipped for the transportation of horses, by means of wooden stalls
built in the 'tween deck spaoes.l In addition, animals were carried
on the open deck, where a canvas covered shelter was provided for p.ro-
tection from the elements. On the ships of 1898 the animals usud ly
were placed above the troops, since it was considered "that if any
annoyance should arise by reason of carrying animals and men on the
same ship that the smell of animals would be less likely to effect
the men if they were carried above the troops tﬁan if the animals were
underneath the men." It was also believed that this a rrangement af-
forded an economy of space because animals could be stowen on open
decks that could not be used for the carriage of troops. It appears
that mainly horses were trahsported during the War with Spain? and
it may be recalled that the cévalry had an important role in thiswar.Sl

Animal transport also played an important part in the waging of

51 For details of the emimal transports used in the War with Spain
see Report of the Commission appointed by the President to Investi-
Ea¥e the Conduct of the War Department in the War with Spaim, vole I,
DPPe 499-500,
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World Wer I, Amorgthe vessels on the first convoy which left New
York for France in 1917 were several animal transports. These were
hastily converted cargo vessels for which ramps and stalls were built
by the Army Transport Service. Approximately 3,000 animals were ac-
comodated on the first oonvoy.52 The annual report of the Chief of
Transportation Service for 1919 shows that the Army as of thatdate
had shipped overseas 37, 605 horses and mules, and when hostilities
cegsed was shipping animals at the rate of 20,000 per month. As in
the Wear ﬁith.Spain, vessels had to be fitted speeially for this ser=-
vice, and the necessary arrangements made for the care and feeding
of the snmimals enroutes’®
At the close of World War I, except for domestic use, animal
tfansportation by_the Army was of minor significance., However, from
time to time animals were transported overseas, notably riding horses
for officers stationed at overseas bases., TFor this purpose during
the 1930's the two Army-owned freighters, the LUDINGTON and the MEIGS,
proved useful. The LUDINGION apparently was not used to any consider-
able extent for such service, but the transport MEIGS was refitted
specifically as an animal and cargo cgrrier with a normal capacity
of some 300 animals and 6,800 measurement tons of cargo,. The MEIGS
operated in the Pacific, principally between San Francisco, Hewaii

and Manila,

32 See Bemlict Crowell and Robert F, Wilson, The Road to Irance, vol.
11, (New Haven, 1921) p. 316.

Report of Chief of Tramsportation Service, 1919, p. 89,
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As already indicated, animals have proved necessary even in

the present hgihly mechanized warfare, During the North African
campaign some mules were employed. When our forces pushed on to

the island of Sicily it was found necessary to ubilize several thous=-
sand pack animels (mules, horses and donkeys) to carry on the came
paign in the rough terrain near‘Cefalu, Callanissetta, Catania, and

Messina.54

As our Armies progressed into Italy still further need
wa.s foundrof animal transport, because of the mountainous terrain
and the lack of roads or trails, which necessitated an increasing
use of pack trainse. As early as September 1943, Lt General Mark W,
Clark of the Fifth Army anticipated an increasing need of "more of
this type of tramsport." 35 As the Fifth Army conbinued its long trek
up the Italian peninsﬁla, more and more reliance had to be placed on
animal iransport.56 It appears,however, +that the animals then ubi-
lized in ﬁorth.Africa, in Sieily and In Italy proper were procured
locally rather then transported from the United States.

In the meantime, the séme sterling qualities of the mule which
had 1éng been known to the Army end had been reaffirmed in the dreary

Ibalian campaign, resulted in a decision %o use mules in the Pacifiec

theater, Mules, it was discovered, were excellent for combat since

34 For details see Report of the Operations of the Seventh Army in

the Sicilian Campaign, G4 Section, Appendix "H" to lransportation
Repors.

%5 See Fifth Army History, Part II, 7 Qctober - 15 November 1943, pe 67.

% Cf. Ibide, Part ITI, 16 November 1943 - 16 Jenuary 1944, p. 68,
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they remained quiet under fire and could be worked even when slightly
wounded as by Shrapnele On occasion when the unit ran out of rations
the animals could be killed and eaten since mule steaks were said to
be palatable and nourishing. Finally, mules were largely immune to

37 On the other hand horses as a rule have not

tropical diseases.
been taken overseas with cavalry units. In addition %o shipping dif-
ficulties, horses accustomed to tropical climates would probably

get sick and be of little use, Accordingly, when horsss are needed

- the Army has resorted to local procurement.

The first important instances of shipment of animals during the
preseﬁt'war'was that made on the M/S TJINEGARA, a vessel of 9,227
gross ‘tons, of Dutch regiétry. This vessel was manned by Dubch offi-
cers and a Chinese crew but was allocated to the Army Transport Serw
vice by the War Shipping Administration, and delivered to the Army
Iransport Serv&oe‘at New Orleans on 27 April 1942 for conversion to
an animal transport for the movement of mules to Australia, Work #as
begun at once on the installation of stalls and the provision of feed-
ing and watering facilities,

Upon learning of the new mission of the vessel the original

Chinese crew staged & sit-down dtrike, refused +to sail and had o be

removed from the vessel. A new crew was then secured consisting of

See report No. 758, entitled "Mules in Burma Jungle Warfare,"
dated 19 December 1944, and based upon an interview with a mule
driver who had served in New Guinea and in Burma, See copy in
AGO Combat Analysis Files,
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Lascars, who were supplied by the agents of the vessel. In addi-
tion Yo iumstalling the required physical facilities for the quarter-
ing and meinténance of the animals enroute, the Army furnished a
Quartermasbter and a Veterinary Detachment to care for the animals.,
When the conversion was completed, 100 miles were loaded together
with miscellaneous cargo and on 1 June 1942 the TJINEGARA left New
Orleens. One week later the vessel arrived in the Cenal Zone, and
after loading 381 additional mules at Panama and obtaining suffi;
cient forége,'water and other cargo, she left Balboa on 15 Juns for
Noumea, New Caledonia. The vessel arrived safély at Houmea 6 July
1942 without losing a single aniral enroute, After the discharge
of cargo in New Caledonia the transport proceeded to Brisbane,
Australia where she loaded about 400 horses for return to New Cale-
donia. While enroute on 25 July 1942, at about 11:20 p.m., the
TJINZGARA was torpeoded and sunk.38 A1l hands were rescued but all
the horses were lost,

During 1943 the Army continued to transport mules to the Paci-
fie theaters. These animals were shipped principally from Hampton
Roads, Charleston and New Orleans. Calcutta served as the port of de=
barkation for India, Burma, and China. Some difficulty was éxpérienced
with regard to loading mules on the forwerd portion of the deck sinqe

they suffered from undue exposure to the weather, and since the stalls

38 See History, New Orleans Port of Embarkation, Book IV,
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were not of sufficiently rugged construction to withstand a North
Atlantic crossing during the fall and winter months, It was also

& problem to secure proper ventiletion for the animals loaded be-

low deck.gg

The need of mulses continued throughout the fall of 1943 and
into 1944, There were some losses, notably the Liberty ship JOSE
ANTONIO MAVARRO, which was sunk by enemy action in the Indian Ocean
on 3 December 1943, The animel transports consisted mostly of cone
verted Liberty ships and older cargzo vessels, . During the spring of
1944 = number of shiPS‘were surveyed with respect to possible use as
animal carriers. At New Orleans, for instance, among the vessels
considered at this time were the FLORIDAN, which it waz believed
could be converted readily into a mule carrier, and the KANSAN which
appeared suitable for the same purpose. The source of all these
vessels was the War Shipping Administration, ana they usually carried
some cargo such as cement and beer on the long passage to Indise

Conversion was handled by the War Shipping Administration, and
for Liberty Ships the process involved only some three weeks of labore
During June 1944 éeveral Liberty ships were n;minated for conversion
into muie carriers, notably the CYRUS W. FIELD, the HEWRY DEARBORY,
end the ZONA GALE, All these vessels were to have a capacity of 320

mules, and the conversion consisted mainly of adding stalls, hay racks,

% Memorandum for the Diary, entitled "Mules for Mountbatten," by
Col, W. H, Vissering, Chief, Ocean Traffic Branch, Water Divia
sion, OCT, dated 11 November 1943,
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MEXICAN -

Bound for the Pacific, this large mule ship sailed from the New

+ Orleans Port of Embarkation on 22 October 1944.



and watering facilities.40 The permanent military detachment on
such a vessel consisted of 10 officers and 80 enlisted men, Ulti-
mately the size of this detachment was cut to 5 officers and 55 en-
listed men.

As an example of a conversion of an old cargo vessel may be
mentioned the MEXICAN. This vessel was converted by the War Shipping
Administfation under the supervision of the Water Division at the
New Orleans Port of Embaerkation. Conversion was begun late in
Avgust and completed in October 1944, After laying out the approxi=-
mate space to be occupied by the animals in their respective decks
and holds, it was necessary to decide how the animals would be placed
in the respective sections. This proved a problem since the ship
was equipped witﬁ e degaussing system and the degaussing plant in
one instance was about three feet above the floor of the‘deck. Among
other things, watertight doors had to be constructed in several of
the bulkheads. Cross-over ramps were placed on ﬁhe shelter deck and
on thg main afterdeck, so as to permit the movement of animals from
one side of the vessel to the other, thus providing needed exercise
while enroube. On the MEXICAN Wefe placed a total of 695 stalls,
were placed as follows: main deck 184, upper 'tween deck 22, lower
"tween deck, 291,

The MEXICAN was provided with the best type scupper so far de-

40 Conversion cost totaled some $320,000 for each of these Liberty
ships, according to figures supplied by the War Shipping Admin-
istrations
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veloped, 5 inches wide with ball type valves and triple type straine
éfs built into each deck, Manure ports were not installed on this
ship, since they would have reduced materially the cargo carrying
capacity, and since it was considered more practical to remove re-
fuse, strew aﬁd hay up bthrough the hatches to be thrown overside than
to sacrifice cargo space for the convenience of having manure‘ports
below decke Since the distance between the decks on this vessel was
not so great as t hat between the decks of a Liberty ship, it was pos=
" sible to provide much shorter ramps. When completed the MEXICAN was
"essentially an excellent floating barn." This vessel was loadéd
with 644 animals in some four hours and fifteen minutes. Carrying
two Veterinary Compenies (Sep.) made up of colored personnel who
were placed aboard to hendle the mules, late in the afterncon of 22
October 1944 the MEXICAN slowly headed down the Mississippi on her
long voyage into the Pacific.41

Some animels also were transported from San Francisco and Los
Angeless At these ports the animals were generally staged for a
period following their arrival from the training center or remount
depot, during which they were prepared for ocean travél and exemined
to determine their physical condition for the long journey ahead,
One difficulty encountered at the ports was the scarcity of expereinced

qualified attendants, since the Army men of today are usually far

41 History, New Orleens Port of Embarkation, Book XX, "Conversion
of USS MEXICAN."
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better acquainted with vehicles then with mules. The loading of
the mules required expert handling and on ‘occasion the use of a mare
to lead the animels on to the ship.

During 1944 a considerable number of vessels were allocated by
the War Shipping Administration for use as mule carriers. On 30
October 1944, for instance, the War Shipping Administration announced
that 17 vessels had been all;ca'bed to the War Department for this pur-
pose, of which 13 were Liberty ships and the remaining four miscel-
laneous cargo vessels. The accomodations for the mules varied in
number from 320 regular stalls and 16 sick bay stalls to 699 stalls
with 32 for sick bay uses Quarters alsc were provided for from 88
to 125 enlisted men, On these ships the stalls were built athwart-
ship since experiments indicated that mules transported in this man-
nerdid not suffer from seasiclmess.éz

Early in 1945 a ‘neW program was set up totransport approximately
7,120 pack mules from the United States to Italy in order to meet the
requirements of the 10th Mountain Division, while an additional 500
animals per month were desired as feplacements. For this purpose
nine mule ships were withdrawn from the regular Burma-Indis run, of

which the first, the 58 WILLIAM J, PALVER, arrived in the theater

43
early in March 1945,

42 Marine A e, November 1944, p. 19.

43 See Transportation News Letter, Office of the Chief of Trenspor=-
tation, Mediterranesn Theater of Operstions, vol. I., No, 25, 5
March 1945, p. 4.

'
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Originally the purchase of mules from Portugal was considered
but was abandoned when it was learned that better animals could be
procured and transported from the United States at less than the
cost of Portugese mules. The Mediterrenean Theater, it may be
added; has had considerable éxperience in animal transport by water,
having moved many horses end mules from North Africa to Sicily and
Ttaly. The mule ship SAMUEL WALKER, for example, was fitted out by
the 8th Port in Naples so as to 1lift a capacity load of approximately
GCO mules from North Africa to Southern France. Prior to this con-
version the SAMUEL WALKER had arrived in the theater with a ship=-
ment ofvsome 300 enimals for the 10th YMountain Division. Naturslly,
fewer enimals can be accomodated on the leng voyage over the Atlan-
tic Ocean than can be carried on comparatively short trips across the
Méditerranean.44

Although the use of mules is only temporary, it is possible that
more of them maey be required in the Pacific area. At presént, how-
ever, the close of the Italian campaign has eliminated the need of
additional mules in that area, As of May 1945 mule shipments for
India, Burme and Chine had also ceased, and the mule ships were being
put to other uses. In passing it should be noted that the Transpor-
tation Corps has shipped overseas not only mules but also géats, pigeons,

and dogs. The dogs and pigeons travel in crates which can be placed

Tbide, vol. I, no. 28, 26 March 1945, p. 2.
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on deck or in the hold and do not therefore require special facili-
ties as do the mules. Lastly, in the fall of 1944 the Transporte-
tion Cofps arranged for‘the shipment of an Indian rhinoceros from
Calcutta to the United States aboard the mule carrier VIRGINIAN, but
the animal died enroute.

Aircraft Cargo Carriers

Although no other type of cargo has enjoyed a higher priority
during the present cmflict than aircraft, its shipment overseas has
presenﬁed meny problems. In general, two methods of delivery have
been employed. Bombers as a rule have been blown directly overseas
on various routes along which emergency landings could be made.
Generally speaking, hcwevefgvfighter'type plenes have been shipped
by water, either assembled (except for the removal Qf‘wing“tips and
propellers) or crated,

The shipment of airplenes both as deck cargo and in crated fomm
was contemplated by the Army Transport Service well in advance of
World War II. During the fiscal year 1931 the Army cargo transport
LUDINGION, ex-JAMES OTIS, was acquired by the Quartermaster General
to meet & special requirement, specifically "a hatch or hatches of
sufficient size %o permit the loading of cases containing parts of

airplanes.™® (The largest hatch on the Ludington is 48 by 24 feet

in sige, meking possible the loading of the largest single shipment

4 See Annual Report, Quartermaster General, 1931, pp. 53-54,
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yet offered as of 1951.) In this comnection, it may be noted that,
early in December 1941, this same vesselvwas carrying twenty P=40
pursuit planes %o the Philippines. The importance then attached to
the delivery of this cargo was so great that the LUDINGTON was allowed
to run the risk of an unescorted voyage from Canton Island.46

During the fall of 1941 the San Francisco Port of Embarkation
was busily engaged in shipping airplanes %o the Philippines. The
two Army-owned freighbers, the MEIGS and the LUDINGTON; were both
used for this purpose. ¥Yhen the news was received of the attack on
Pearl Harbor, frantic efforts were made to load aireraft on all
available ships in order to reinforce the American outposts in the
Pacific. The airplanes involved were principally P-39s and P-40s.
Of particular note was the so-called P=Special (the PRESIDENT POLK),
which sailed from San Francisco on the evening of 18 December 1941,
heavily loaded with emmumition, subsistence, and 59 airplanes, of
which 55 were P-40s and four were C-538.47 The steady flow of aire
eraft to the Pacific, was continued throughout the war years to the
. extent éermitted by available planes and shipping facilties and the
competing demands, of other theaterse

Barly in the present war the problem arose as to how the ship-

46 Subsequently, the LUDINGION was diverted, rebturning to Los Angeles

on 23 December 1541, where the 20 airplanes were discharged,

47 See recorded telephone message from San Francisco Port of Emberka-

tion to Transportetion Branch, G-4, at Washington, D, C,, 18 De-
cember 1941.
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gent of airplanes could be accelerated. At first practically all
planes were shipped crated, but the P-38 type had to be sent uncrated
because of its size and wing spread. One difficulty in crating and
loading of airplanes was that every ocean-going vessel constituted
an individual problem with respect to the size of the hatches, the
holds and the 'tween deck spaces. Nor did the size of the vessel
necesserily indicate the number of airplanes that could be accomo-
dated; Thus the PRESIDENT COOLIDGE was sble to carry between 25 and
30 crated P-40 pursuit planes, whereas the MORMACSUN, a smaller ves=-
sel, could carry some 67,

Lastly, no uniform system of crating airplaneé had been deweloped.
The boxes used for a single typevaried by as much as six'feet in
lengthe Accordingly, early in 1942 the Assistant Chief of Staff, G-4,
urged that the Chief of the Air Corps be directed to adopt every
practigable means so as to conserve spasce on transports, and that he
initiate action withoutdelay to insure that airplanes destined for
overséas shipment be crated so as to occupy the smallest possible
space, Finaily, it was requested that the loading of wings on their
sides be permitted even at the risk of rendering some airplanes inefw-
fective because of damage to a wing.48

General Brehon Somervell, Assistant Chief of Staff, G-4, contine

ued to demand that the Air Corps crate airplanes so as to economize

on ship space. On 18 January 1942 he requested that Colonel C, P,

“® See G-4 File 27277-113, Memorandum of 5 January 1942 from the As=
sistant Chief of Staff, G-4, for the Chief of Staff,

- 94 -



Gross, Chief of the ¥ransportation Branch, G-4, advise him as to what
action, if any, had been taken by the Air Corps. On the following
day Colonel A, L. Hamblen, Deputy Chief of the Transportation Branch,
reported that the Chief of the Army Air Forces was still working upon
this question bubt was unable to give much help at this time., ™"The
planes," he remarked,"were built to fly away and no one considered
thet any might be shipped by boat." Furthermore, it was claimed
that if the airplanes were disassembled any further, highly skilled
mechanics and special equipment would be needed forjzssembly.

In addition to attempting to improve the crating of airplanes,
a new type of transport was placed in service in order to carry aire-
planes overseas. On 25 January 1942 at a conference held in the 6f-
fice of Brig. Gemeral L. T, Gerow, then Chief of the War Pl ans Divi-
sion, at which General Carl Spaatz of the Army Air Forces also was
present, it was agreed that all B-26 airplanes destinéd for Australia
were to be shipped from the WéstVCoast to Honolulu and flown fr;m
that point to destination. Furthermore, the Transportation Branch,
G-4, was to ubilize the seatrain KITTY HAWK to move Bw26s to Hawsii
from the West Coast, although advantage was to be taken of any other
available space to transport planes to that area, The Army Air Forces
were to securé civilian technicians from certain airplanes manufacturers
in order to crate B-28s on the West Comst and to assemble them upon
arrival in Honolulu. The Transportation Branch, G-4, was to secure

49
water transportation for such technicians to Hawaii,

49
See G-4 File 33882



Similarly, during February 1942 the Assistant Chief of Stafe,
G-4, Major Gemeral Brehon Somervell, wrote to Admiral Land of the
Maritime Commission stating that the War Depaftment'was consider=~
ing the necessity for increased facilities for shipping airplanes,
particularly bombers of the B-26‘type and pursuit planes, from the
liest Coast to Australia. In furtherance of this project a number of
desirable freighters had been surveyed, and the names of several vese
sels were obtained which were considered "capable of carrying rea=-
sonably large numbers of bombers of the B-2é type" as well as "con-
siderably large numbers" of pursuit planes. Among the vessels bew
lieved capable of carrying from 20 to 25 planes of the B-28 type or
70 to 150 of the pursuit type were listed the MORMACSUN, the MOR- .
MACSTAR, the MORMACSEA, the ANDREA LUCKENBACH, the PENNANT and the
PERIDA, which were then under Army control; end four vessels under
Navy control, namely the HAWAITAN WERCHANT, the FAWAIIANW PLANTER
and two seatrains, the KITTY HAWK and the HA%MONDSPORT.SO Later in
the same month it was contemplated that the SEATRAIN TEXAS would be
available to load B-26 airplanes at Baltimore early in March 1942
for shipment to Australia.sl For the period from 7 December 1941 to
the close of February 1942, by dint of strenuous effort the Army had

52
succeeded in embarking for overseas destinations some 825 planes,

%0 See Gud File 29717-26.
5l See Go4 File 33861,
52

See G-4 File 33700.
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Ferry Routes

Airplanes flown overseas are dispatched along the so-called
ferry routes by the pilobts of the Air Transport Commend. Prior to
Americen entry into the war, work had begun on an air route bebween
Hawaii end Australia via certain Pacific islands such as Canton and
Christmaes. Construction was still in progress when the Japanese
attacked Pearl Harbor. Similarly, in 1941 bases were established
at Greenland and Iceland which later served as stops on an air ferry
route to the United Kingdom. Other routes traversed the continent
of Africa, and eventually almost all the United Nations not occupied
by the Axis were linked together by aire.

The accomplishments of the Air Iransport Command on the various
air ferry routes are beyond the scope of this study, but very con=
siderable numbers of airplanes were delivered in this manner.53 Howe
ever, it should be emphasized that all the air ferry routes placed a
heavy burden upon water transportation, since men and supplies had
to be mainbained at each base,

In 4pril 1942 a Worth Atlantic Ferry Route committee was organ-
izeds It was composed of representatives of the Plans Division,
Services of Supply; the Operations Division, War Department General

Staff; the Army Air Forces; the Chief of Engineers; and the Chief of

53 0of 1,014 airplanes projected for delivery to the British Isles as
of April 1942, by far the major portion (896 heavy bombers) wes to
be delivered by air, See Statistical Summary, Transportation Ser=
vice, SOS, vol. 2, 30 April 1942, P, 2, In 1943, 11,286 aircraft
ware moved by sea as compared with 9,386 moved by air, Similarly,
in 1944, more airplanes were moved by see than air. Cf, Monthly

Progress Report, Iransportation, OCT, ASF, 30 April 1944, p. 28;
31 December 1944, p. b2.
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Transportatione According to Colonel N, H. Vissering who served

on the Committee, its problem was to plan and coordinate the con-

struction of air bases in the Hudson Bay, Greenland and Iceland areas

so as to provide a route over which aircraft could be flown from the

United States to Great Britain., A number of such bases were actually

completed during the 1942 season.>+
The North Atlantic Ferry Route, in particuler, involved meny

hazardse. During July 1942 the Army Air Forces encountered consid-

erable difficulby in effecting delivery of aircraft between Iceland

and Scotland because of adverse weather, As a result large numbers

of pursuit planes were delayed in Iceland "for long periods of time,"

The Assistant Chief of the Air Staff, A-4,‘accordingly'requested that

the Commanding General of the Services of Supply (through Brigs

General Charles P, Gross) meke some arrangement to move airplanes

from Iceland to Scotland by vessels, Thewessel, however, would have

to be capable of carrying airplanes of the P-38, P-39, and p-40 types

fully assembled for flight. Furthermore, since it was impossible to k=

tell how long the wmsatisfactory weather conditions would continue,

a permanent vessel assignment was desired. In reply Brig. General

- Gross, Chief of Transportation Service, stated that no vessel was im-

mediately available for this purpose, and as an alternative measure

suggested that pursuit planes projected for shipment from the United

&
54

See Hemorandum of 16 February 1943 from Colonel N, H, Vissering,
Assistent, Water Division, to Chief, Administrative Division, OCT,
File SPIOW 334.8 T,

= 98 =



States during the next few months be boxed for shipment on regular
vessels,

In this connection, Lt. Colonel N. H, Vissering, Deputy Chief,
Movements Branch, Tramsportation Service, foresaw some of the dif-
ficulties to be expected when "The Army Air Forces start pushing
planes across the Northern Ferry Route." Colonel Vissering further
stated that he had informed the ARmy Air Forces that up %o 1,000
pursult planes per month could be transported to the United Kingdom
provided they were bozed for shipment from the United States. The
only ship that he knew of which could carry any large number of as=-
sembled pursuit planes was the SEATRAIN TEXAS, then scheduled for
enother missions, Only limited numbers of planes could be carried
on the decks of cargo vessels, and such action would require that
convoys for the United Kingdom stop at Iceland in order to load +the
55

accumulated airplanes.

Shipment of Assembled Airplanes as Deck Cargo

In the spring of 1942 considerable utilization was made of deck
space on both British and #mericen vessels for the shipment of aire
plenes. In this connection a study was made of the shipment of un-
cratédjgianes to the Philippines in 1836, which indicated that the

method then used was no better than the one of 1942, As a matter of fact,

many more planes were being shipped in considerably less time in 1942,

55 Por details see OCT File 452.1-DD (Iceland).

= 99 -



than in 1936, Ths Chief problem was to reduce the number of times
the planes were actually handled.56

A development in the sPriﬁg of 1942 was the forerunnder of an
operation of subsequent magnitude, the use of deck space on tankers
for the shipment of assembled aireraft., In April 1942 a number of
Douglas bombers were loaded on an American tanker in New York which
then proceeded to the Dutch ¥est Indies for a full cargo of oil.
The oil was discharged at Capetown, South Africa, and the vessel
then sailed to Abadan, where the planes were discharged, No skid
deck was required for this operatiom, and the damage to airplanes
proved almost negligible.57

During the summer and fall of 1942 many shipments of P-38 air=-
planes were made to the European Theater of Operations. Airplanes
were carried on both British and American tankers and freighters,
but there was some competition for deck space because of the nsces-
sity of moving landing boats and vehicles at.;bout the same time.
uenerally the planes were flown to Newark, New Jersey, for subse-
guent shipment as deck loads to the United Kingdom. Actusl space

was procured as a rule through joint efforts of the War Shipping Ad-

56 For details see OCT File 452,1 Phillippines, correspondence of

March 1942 relative to loading of airplanes at San Francisco.
5T See Memorandum of 25 boril 1942 from Col, J. M, Franklin, Chief
Water Division, OCT, to Major General C, P, Gross, Chief of Trans-
portatione It should be added that some shipment of aircraft
on deck arrived with considerable damage because of rough weather,
inadeguate lashing, or poor processinge
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ministration and the British Ministry of Wer Iransport. On occas-
sion the Army Air Forces secured deck space directly through thé War
Shipping Administration to the embarrassment of the Transportation
Corps, which during September 1942, for example, had beeﬁ able to
carry only six out of 38 planes offered for shipment to the Unit ed
KingdomeD8

During 1943, the problem of aircraft shipment beceme more critie
cal and more complex as, with increasing demans, the need for space
increased, In February 1943 the lack of adequate information upon
prospective availability of aircraft and delays in delivery to the
port resulted in failure to uwtilize space available at the New York
Port of Embarkastion., Despite demends by the Army Air Forces for the
unboxed shipment of P-39 and P-40 type aircraft, Colonel Vissering
wes unable at that time to foresee the possibiliby of their shipment
except in crates unless "special vessels" were constructed for this
sole purpose. 59

Creation of the Committee on Aircraft Transportation

A decision was made by the Joint Chiefs of Staff om 9 March 1943
to the effect that aircraft shipments would be accomplished, to the

greatest extent possible, in assembled condition, so as to expedite

58 See OCT File 370.5 Movement Wildflower. Memorandum of 23 Septem=-
ber 1942 from Lt. Col., N, H, Vissering, Deputy Chief, Movements Di-
vision, OCT, to Commanding General, New York Port of Embarkation,

59 See Memorandum of 18 February 1943 from Col, N, H, Vissering to

the Assistant Chief of Tramsportation for Operations, OCT File

SPTON 563.5 T,
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their availability for combat and to reduce theater reguirement

for technically trained personnel in assemblye To implement this
decision a Comnittee on Aircraft Transporbation was establisehd on
12 March 1943,%° Brigadier Gemeral (then Colonel) John ¥, Fremklin,
Chief of the Water Division, OCT, was designated as Steering Member
of the Committee,

At the first meeting of the Committee on 24 March 1943, Colonel
John H, Leavell, OCI, presided, while Major Curtis F, Bryan, OCT,
served as Acting Secretarys, Others on the committee were representa-
tives of the Army Air Forces, Naval Transportation Service, War Ship-
ping Administration and British Ministry of War Transport. At & meet-
ing held on 22 April 1943, Lt, Colonel (then Major) Curtis F. Bryan
was designated as Executive Secretary, and, subsequeantly, he became
the key figure in directing activities of the Committee, in maintaine
ing the necessary liaison, and in superviéing and coordinating the
shipment of aireraft overseas.

Procedures were established whereby current information was de-
veloped with respect to schedules for the delivery of aircraft, The
necessary liaison was maintained With the Navy, and all Army requésts
for use of the AGV and ACV type vessels of the Navy for the shipment

’

of Army aircraft were made through the Chief of TransPortation.61

80 On the Committee's program from March 1943 through May 1944 see
Monthly Progress Report, Iramsportation, OCT, ASF, 31 May 1944,
pPps 39-41, At present (May 1945) the Committee is inactive since
the program is well under waye.

61 See OCT File SPIOC 585.4-AA, llemorandum of 12 March 1943 from Brig,
Gen. R. H, Wylie, Assistent Chief of Iransportation, to Col, J. M.

Franklin,
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Plans were initiated to increase shipping facilities in order %o

meet rapidly expanding aircraft production. Except for considersble
assistance provided by the assignment of Navy carrier vessels for

this purpose,.the increased use of tanker decks, through thé construc- .
tion of special superstructures ("meccano decks") afforded the prin-
cipal means for the delivery of aireraft overseas., The use of mece
cano decks on tankers was steadily expanded until, as of 30 Jume 1944,
approximately 500 tankers were equipped for this purpose and up to

éST of -overseas fighter planes were delivered by this means,

Meenwhile, to meet the need for delivery of aireraft to destinaw
tions where tankers, cargo vessels and Navy carriers were lacking or
inadequate, it became apparent that other means would be necessarys
In February 1943 the Army also faced the problem of delivering fully
assembled fighter airplanes to overseas theaters on a regular monthly
schedule., To do this the Army.Air Forces asked the Navy for the use of
ACVs( that is, merchant ships converted to aircraft carriers),
According to advance information received by Colonel M, B, Stokes,
dr., Chief of the Plamming Division, OCT, The Tremsportatisn Corps
was to be "asked to move certain numbers of P-38s, P-40s and P-39s

fully assembled to various theaters in accordance with a regular

monthly schedule, beginning et once," The Navy had agreed to help
by the use of carriers at odd'times.r This task, said Colonel S+tokes,
would be "an increasing one" as the production of fighter planes was
stepped up.

The immediate problem wes to find other adequate spaces The

Chief of Iransportation, Major Generzl C, P, Gross, believed that
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"we should begin at once investigating all possible means, includ-
ing the possibility of asking for the assignmeanl of a portion of
the AOV production bo the Army for this purpose." In fact, the cone
struction of special vessels might prove necessary. To meet this
problem Colonel Stokes proceeded on the basic assumption that 25 per
cent of Army cargo sallings to overseas theaters could be utilized
for fully assembled airplanes as deck cargo. The average EC2 cargo
ship, he added, could carry, fully assembled, four P=38s, or four-
teen P-39s, or ten P-40s or seven P—47s.62
During the summer and fall of 1943 the Director of Operations,
OCT, Brige General Robert H., Wylie, and his assisbtant, Lt. Col, Richard
D, Meyer, took an active inbterest in aircraft shipments particularly
with respect to possibls utiiization of a number of Maritime Commisw-
sion cargo vessels (ZEC2-S-C2 type), originelly intended to serve as
armored tank carriers. In the furtherance of this interest and under
the direction of Lt, Colonel Curtis F. Bryan, plans were evolved by
- Lt, Colonel &, D, Warwick and MNr, Hubert Kempel, of the Water Divia=
sion, OCT, to provide for the alteration of a number of ZEC-2 cargo
vessels and for the development of loading procedures for on deck and
below deck carriage of aircraft, The vessels were modified by the

addition of removable stanchion565 devised to increase and facilitate

62 See Memorandum of 22 February 1943 from Col. M, B. Stokes, Jr., to Brig.

Gen. R. H, Wylie, Col, J. M, Franklin and Col. N. H, Vissering,

65 wur. Kempel suggested the removeble stanchions and obtained approval

for their use from the American Bureau of Shippinge
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stowage. Hydraulic jacks are employed in moving ‘the stanchions so as

to permit the necessary maneuvering of airplanes. With stowage completed,
these stanchions are replaced. Specially designed cradles

and detailed loading and discharge procedures also were evolved %o

afford maximum safety for planes and expeditious loading and dis=-
charge, By 30 June 1944, this type of transportation had been

found so completely satisfactory as to be termed by Army Air Force
Headqﬁarters "the best method yet'developed for the safe delivery

of assembled aircraft which camnot be delivered by the limited 1ift

' and as to secure

provided by auxiliary aircraft carrier vessels.'
approval by the Joint Chiefs of Staff of plans for the construction
of 18 additional vessels of +this type; bringing the total to 24,

During 1944 further steps were taken to increas the availe
able special aircraft cargo ships. As of 14 April 1944 in a2 re-
port on current and anticipated problems of the Army Service Forces,
Colonel Luke W, Finlay, Execubive, Transportation Corps, noted that
"except under special and temporary circumstances no backlogs of une
shippedaircraft have occurred.” ZEC-2 type freighters specially
altered as alrcraft cargo carriers had, he said, pfoved "highly
satisfactory" for the transportation of assembled aircraft énd had
been of "material assistance" where other Pacilities were lacking or
inadequate.

The 16 additiomal aircraft cargo ships projected in 1944 for
use in the Pacific were delivered in early 1945, These, however,

are the so-called ZEC=5 vessels (Maritime Commission type 7EC2=5-C5),
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The ZEC-5 type is chiefly distinguished by having larger hatches
than the 2EC=2 type; the former has a gross tonnage of 7,200 per
vessel as compared with 7,176 for the latter. Both types have the
same overall lemgth, 442 feet, and the same speed, 11 knots, These
aircraft cargo ships have proved exceedingly useful for the delivery
of assembled airplanes overseas, and no doubt will be equally‘help-
ful in the redeployment of aireraft from the Europesn Theater of
Operations to the Pacific,

Some 24 additionsl airoraft cargo ships (ZeC-5 type) at pre-
sent are under construction at the yards of the J, A, Jones Construce
tion Compeny, Inc,, of Panema City, Florida, and the New England Ship-
building Corporation of South Portland, Maine, the only two builders
of this special type. When the current construction program has
been completed, there will be a total of 48 ZEcnzxvessels and ZEC-5 vessels
available to the Army for aircraft transportation, All such vessels
are obtained as permanent allocations from the War Shipping Adminise
tration,

While in the past most airplanesshipped overseas have been
carried on tanker decks, ZEC-2 and ZEC-5 vessels carry increasingly
large numbers of aireraft both in‘the Atlantic and in the Pacific,
However, mention should also be made of three small ships in coastal

B
service for the Tramsportation Corps in the United Kingdom. These
are the so-called "flat top shuttle ships." They have a flat wooden
deck, built above the main deck, upon which grplanes are stowed,

These craft transport newly arrived airplanes to various processing
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points that may be as far distant as 100 miles from the port of de=
berkation, thus facilitating prompt unloading of vessels on the spot,
and meking unnecessary the movement of the airplanes by %ruck. These
aireraft shuttle ships, all operated on bareboat charter, are the

JULIUS H. BARNES, the GANANDOC, and the SORELDOG. 64

Navy Vessels Carrying Army Cargo

The requirements‘of amphibious operations have resulted in a
number of special types of cargo ships, somewhat loosely termed come
bat loaders, which are as a rule under Navy control but frequently

arry Army cargo. These vessels have one common characteristic,

namely thet of being loaded expressly for combat, so that the cargo
on board=-=-such as armored vehicles=w-can be utilized directly in
support of a landing on enémy territory. In the broad sense, such
combat vessels consist of two types. The first is comprised of cone
verted merchant shifs, which have been supplied with heavy armament,
with landing craft, and with sufficient ballast to offset the une
usually heavy topside load, The second fype, much more revolutionary
in design, consists of the numerous landing ships employed by the
arned services during the present ware

Cargo Attack Ships

The Navy at present has a considerable number of cargo attack

64 The SORELDOG was recently lost through enemy action, On these
aircraft shuttle ships compare the remarks of Col, R, M, Hicks,
Chief} Water Division, OCT, in the processed proceedings of the
Port and Zone Conference at Chicago, Illinois, 6~9 July 1944, p. 7.
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ships (AKA type) which have been employed in joint operations by the
United States Army, the Navy, and the Marine Corps. Frequently the
AXA is simply a Wartimé-conversion of & vessel of the Maritime Come
mission 02 type. Among such ships used both by the Army end the Navy
may be mentioned the ACHERNAR (AKA 53), the TYRRELL (AKA 80), and the
WYAWDOT (AKA 92). The cargo attack ship is designed to deliver cargo
for direct support of beaéhhead operations, The cargo carried is so
selected and so stowed as to meet anticipated needs with a minimum of
lost time. Thus, a typical AKA might carry such essentials as ame
munition, water, vehicles, and medical supplies.

The Lending Ship, Taenk

The LST (Landing Ship, Tenk) is a flat bottom ocean-going land-
ing ship capable of carryingcargo and troops overseas and of dis-
charging them over a ramp onto a beach. The average LST has an over=
all length of 328 feet, a normal speed of about 10 knots, and can
carry some 186 troops and ten heavy (50 ton) tanks.es This craft is
said to have been conceived by Admiral E., L. Cochran of the United
States Navy, and production was first begun in the United States in
2,66

the spring and early summer of 194

An importent feature of the LST is the comparatively light draft,

65 For further details see ONI 226 Allied Landing Craft and Ships,
e publication of the Division of Haval Intelligence, issue of
7 April 1944,

86

See Journal of the Western Society of Engineers, Chicago, Ille,
Margh 1945, p. 28,
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enabling the vessel to land waberproofed tanks or wehicles over a

low ramp on & 1/50 beach slope. The Army has employed a number of
LSTs, principally to discharge vehicles ashore. These ships have
proved very versatile, and their poséibilities have been widely recoge
nized by the Army. As early as January 1943 Colonel N. H, Vissering
of the Office of the Chief of Transportation at Washingbon, C. D,,
called atiention to the meny uses that might be made of the LST in
bthe Southwest Pacific.67

Reefer Ships and Refrigerator Space

Since 1941 the Army has experienced considerable difficulty in
obtaining adequate refrigerator space for the shipment of perishébles
to overseas bases, In asense this problem begen with the acquisition
of the so-called Atlantic bases, but actually was present for many
years prior to 1940, since refrigerated supplies had to be sent *o
Puerto Rico, Pansma, Alaske, Hawaii, and the Philippines. During the
épring‘of 1941 the Iransportation Division, OQMG, and the Tfansportation
Branch, G-4, gave serious considerétion to this problem, since
it was realized that’the establishment of Atlantic bases would‘“entail
the shipment of material quantities of subsistence supplies in refri-
geration space.” 68

This need might be met in various weys. Refrigerated space could

87 See OCT file SPTOW 565,2 T, Memorandum of 4 January 1943 from

Colonel N. H. Vissering for the Chief of Transportation,

68 ' |
See G-4 File 32753, Memorandum of 13 May 1941 from Lt, Col. Frank

Se Ross, Transportation Branch, Ge4, to the Guartermaster General,
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be obtained on commercial vessels, but the cost was rather high, So-
called reefer ships might be acquired but the Army had none at this
time. As an emergency measure porteble refrigerated boxes were proe
cured, and such boxes evidently were authorized for ships on the

Aleskan run as early as the spring of 1941.69

Lastly, refrigerator
compartments were installed in the 'tween deck spaces of Arﬁy trans-
portso7o

A number of portable refrigerator boxes were obtained during the
summér of 1941 for the Army transports. For this purpose the
Quertermaster General chose & mechanical refrigerated type which was
already standard with the Navy and the Marine Corps. Several of these
boxes were found to give excellent service in the new Caribbean bases,
where they were plated on loan to small garrisons until permanent re=-
frigerated storage space could be prévided.7l

During the fall of 1941 the Army Transport Service continued in
urgent need of refrigerated space for Alaska and Honolulu, Accord-
ingly, to meet this demsnd Lt. Col, C. H, Kells of the Water Trans-
port Branch, OQUMG, requested thét the JACK and the KING be mede availe

able at once to the Army Transport Serviee, one for the Alasken run

69 See Gol. D, C. Cordimer's "Digest of Activities," Transportation
Division, OQMG, dated 29 March 1941,

"0 For details see Memarandum of 16 November 1942 (W-17) from Col.

C. Ho Kells to Mr. C. C. Wardlow,

"L 0f, letter of 22 August 1941 from Lt. Col Kells to Col. Hohn .

M¥ellom, Superintendent, Army Transport Service, San Francisco

Port of Embarkations
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and the other for the Hawiian run. ® As already noted, both ves-
sels ultimately were procured for the Army, In January 1942 the
Water Transport Branch (Mr. G. A. Anthony) inspected the SS GOVERNOR
COBB with a view to service as a refrigerator ship atb Panama.75 The
scarcity of reefer space was acute throughout the remainder of 1942,

The Situation in 1943

During 1943 the demand for refrigerated space increased, 4s in
1942, joint arrangements by the Army and the Navy were effected in
order to supply certain bése#. Thus the Army suppliel perishables
on the south aﬁd‘west coasts of Greenland, while the Navy delivered
refrigerated products to the east coast of this island.74 During 1943
as in the preceding year the War Shipping Administration uﬁon request
furnished reefer space to the Army, The Water Division, OCT, informed
the War Shipping Administration of the quantity of reefer cargo to
be shipped, end that agency in turn made aveilable either reefer space

or refrigerator ships.75

"2 See QM File 571,22 T-WaC "JACK." Memorandum of 20 October 1941 from
Lt. Col, C, H, Xells to the Maritime Commission, Washington, D. C,
" See QU File 335.7 T-W-¥ "LAFAYETTE." Memorsndum of 31 January 1942
from Mr. G. A. Anthony to the Quartermaster Gemeral. This vessel
was rejected for purchase as a refrigerator ship by the Army,.
74
See OCT File SPIGH 673 T. MNemorandum of 9 March 1943 from the As=
sistant Chief of Transportation to the Commanding General, Boston
Port of Embarkatione

75
Cfe OCT Pile SPTOW 545,02 T, Memorandum of 24 March 1943 from

Deputy Chief, Water Division, OCT, to War Shipping Administration.
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Wherever possible, additional refrigersted space was installed
in Army vessels. The CITY OF FORT WORTH, for instance, which was
assigned to the Pecific in the spring of 1943, provided reefer space
for New Guinea., By letter of 29 March 1943 to Colonel Franklin, Chief,

"Water Division, OCT, Brig. General Thomas B, Wilson, Chief of Trans-
portation, U. S, Army Forces in the Far Bast, wrote appreciatively
of the refrigeration installed on this vessel, which he termed "an
answer to one of owr serious problems." Said General Wison, "Any
more ships in this class and fype that you can pass along to ﬁe will
be like manna from heaven, so please keep ﬁé in mind even though we
are 10,000 miles away," 76

Refrigeration Problems of 1944

In 1944 there was still a shortage of refrigerator shiEs, al-
though a number of such vessels had been procured by the War Shipping
Administration. In the spring of 1944 the Cnief of Transportetion,
European Thester of Operations, requested that several small re-
frigerated vessels be assigned to him for local use, However, the
only Army vessels of this type then aveilable were being used to sup=
ply the North African Theater and could not be released until replace=
ments were obtained., In addition,; the Commanding General of the
United States Army Forées in the China-Burma-India Theater had re-

quested refrigerated space since his reguirements were not being filled

7 See OCT File 565.,2 ™MCITY OF FORT WORTH." This vessel was the first
of the so-called Lekers dispatched to this area for inter-island
Serviceo. '
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completely under reverse British lend~lease,

In a memorandum of 4 March 1944 for Brige General John M,
Franklin, Assistant Chief of Transportation, the Chief of the Water
Division, Colonel R, M. Hicks, declared that since November 1943 the
nesd of additional refrigerated vessels had become apparént to the
Army and had repeatedly been brought to the attention of the War Ship-
ping Administrations Mr. Ralph Keating of that agency had stabed
that several fast freighbters would be converted into reefers but no
such action took place, Both Mr. Keating and Colonel Hicks evidently
realized that a "eritical situation" might arise in the fall of 1944,
Summarizing, Colonel Hicks describe& the reefer situation in March
1944 as follows: All reefer requirements of the United Kingdem‘wére
not being met promptly. All small reefers were then being used for
the llediterranean, A request for refrigerated cargo direct from the
United States to India was imminent. Consequently, he believed that
the need of addibional reefer ships was critical and that prompt ac-
tion should be taken by the War Shipping Administration, Furthermore,
the reefer space that the Army was then receiving from the War Ship-
ping Administration for the United Kingdom was prineipally om British
vessels, Since the British themsslves were short of such space, they
were"not always able to give the Army its full quota on time. 77

The procurement of adequate refrigerated space continued‘criti-

cal dﬁring 1944, although =1l available resources appear to have been

7 OCT File SPTOW 56345 Te Memorandum of 4 March 1944 from Chief,
Water Division, OCT, to Brig Gen. J. M, Frankline
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tapped. Among these resources were the so-called "full refrigerated
vessels" allocated to the Army by the War Shipping Administration,
Buring May 1944 for example, the War Shipping Administration assigned
the refrigerated vessel LIGHINING "to take & full load of Army car-
go to the United Kingdom." Furthermore, the War Shipping Administra-
tion agreed to nominate specific refrigerated vessels, presumably "at
least one full ship per month" for Army cargo. Such vessels were to
supplement the reefer space already available to the Army.78

The China-Burmen-India Theater also presented a serious problem
with respect to perishables, and nobtably those to be obtainsd on re-
verse lend-lease from the British. Through the International Divi-
sion, OCT, L&, Colonel A, G. Syran, Chief of the Ocean ETraffic Branch,
Water Division, OCT, attempted to develop a possible plan of having
the British make available both refrigerated vessels and meat on re-
verse lend-lease for shipment from Australia direct to Calcutta, India,
This action was taken, said Lt. Coloumel 2. G. Syran, because of the
"great scarcity of refrigerated vessels™ on both coasts of the United
States and the Army's inability to supply reefers for direct movement
therefrom to Calcutta.7g

During the surmer of 1944 the Water Division (Lt. Col. Syran)

again called attention to the need of refrigerated vessels in order

to meet additional requirements of the overseas theaters. As in the

L See OCT File SPTOW 565,2 T New Yorke. First Indorsement of 10 lay

1944 from Chief, Ocean Traffic Branch, Water Division, OCT, to
Commending General, New York Port of Embarkation,

79 Memorsndum bf 14 July 1944 from Chief, Ccean Traffic Branch, Water
Division, 0CT, to Plaming Division, ASP,
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past, the Transportation Corps had "consistently asked" the War
Shipping Administration to put into effect a program of convert-
ing available ships into reefers and of building additional reefers,
but with no results. Consequently under date of 20 July 1944 Lt,
Colonel Syran recommended that this entire matter "be presented to
the Refrigerated Vessel Sub-committee of the Joint Military Transe
portation Committee for immediate action followed by a demand upon
the WSA to proceed promptly with a comprehensive and realistic pro-
grem to supply the required number of refrigerated vessels."80
Throughout 1944 L%, Colonel Syran repeatedly stressed the need
of reefer ships. Late in that‘year the critical situation with ree
spect to reefer space led at length to the nomination of five small
cargo vessels of the Maritime Commission Cl-M-AV1 type for comversion
into refrigerator ships for inter-island service in the Pacifice.
Originally these vessels were namedvafter holders of the Congressionsl
Hedal of Honor, but when selected for service as reefers they were re=-
named. the ELMER J. BURR, for instance, became the CROWN REEFER,
and the RODGER W. YOUNG was renamed the BOALINE REEFER, (All the
vessels covered by this program include the word "reefer" as a com-
bining form in the new name.) As of 14 May 1945, two of these con~

versions had been completed,

80 Hemorandum of 20 July 1944 from Lt, Col, Syran to Chief, Water
y

Division, OCT.
8l Weekly Ship Conversion Report, Maintenance and Repeir Brench, Water
Division, OCT, 14 Mey 1945, p. 7.
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the special attention given to the needs of the Pacific theaters in
the current fiscal year, Three 176-foot steel supply vessels have
been converted into refrigerator ships to be operated by the Trans=
portation Corps.  Also for the use of the Transportation Corps in
the Pacific, five 210-foot steel harges and three 285-foot concrete
barges have been converted into refrigerated barges. The three 265~
foot refrigerated barges, each costing approximately $1,120,000, are ‘
equipped with an overhead monorail conveyor system which can load,
discharge, or shift cargo in two-ton drafts to or from any hold,
These barges also have facilities for the manufacture of both ice and
ice cream.82 Despite continued efforts to provide relief, the shortage
of refrigerated space is still serious.
Tankers

The problem of supplying the huge quantities of pétroleum pro-
ducts required in the prosecution of the present war is a tremendous
one, which has been accentuated by the growing reliance of the Army
on gasoline for its airplanes and vehicles, All these petroleum pro-
ducts have had to be transported in one wey or another from the source
to the theater of operations, Iransportation has been accomplished
to a considerable degree by'water, but the vessels so employed have
been B r the most pert under the jurisdiction of the HNavy Department
and the War Shipping Administration rather than of the United States

Army,

82  synuel Report, Water Division, OCT, Fiscal Yeer 1945, pe 10.
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Barly in 1941 the Maritime Commission began construction of
some 72 teankers at the Sun Shipbuilding and Dry Dock Company, the
first of which was bo be delivered early in 1942, These vessels
were to be approximately 500 feet long, with a gross tonnage of
10,750, 2 speed of 14.5 knots, and adequate armement. During 1941
the importance of tankers was recognized by the Army, although it
was not until the fall of that year that the first tanker was ac-
quired for Army use. This was the GEORGE F, DOINEY, ex-LAKE MIRAFLORES,
a small tanker of 2,702 gros§ tons which was purcheed on 12 Septem-~
ber 1941 through the Maritime Commission. An additional tanker,
the T. W, DRENKEN, was obtained by the Army on 11 December 1541, but
this was also & small vessel of only 1,737 gross tons, Although some
effort was made in January 1942 to procure the mobor vessel ARTHUR
HOYT SCOTIT for conversion to a light draft tanker, this ship was
never obtained by the Army. This vessel was then wanted in order
%o meet the need of supplying gasoline for the Army Air Forces at
the Carribean 'bases..83

The control of tankers became a particular problem of the Maria
time Commission early in 1942, That agency was especially concerned
about this type of equipment since it had become "extremely scarce"
and since both the Army and the Navy were seeking tankers. At a
meeting of 18 February 1942 in the office of Mr., B. B. Jennings, who

was in charge of tankers for the Maritime Commission, arrangements

83 Seé QM File 561,1 (ARTHUR HOYT SCOTT). Memorandum of 22 January
1942 from Cols C. He Kells to the Strategic Shipping Board.
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were made whereby that agency was to become a clearing house for the
tenker requirements of both the Army and the Navy.a4

With the establishment of the War Shipping Administration early
in February 1942 the functions of the Maritime Commission with respect
to tankers were transferred to a Director of Tenker Operations in the
War Shipping Administrations Essentially, tankers wnder this arrange-
ment constitubted 2 pool from which were met all military requirements,
During the spring of 1942 the principal problem was to provide petro-
leum products, and especially 100 octane aviation fuel, for Australia
and for the island bases in the South Pacific.85 The problem during
1942 was further complicated by the intensive U~boat campaign along
the Atlantic Coast and in the Caribbean, resulting in a heavy loss of
tankers. Tge submarine spread death and destruction all the way from
Newfoundland to the West Indies. Not only were the vessels lost but
also a considerable number of the personnel aboard, since tankers
generally burned or exploded when struck by a torpedo.

Developments during 1943

-buring 1943 the menace of the submarine was somewhat curbed,
Tankers, to be sure, were lost, but not at the seme appalling rate
as in the preceding year, prineipally because of more effective cone

voying and increased air coverage, Also during 1943 the Army for the

8¢ See QN File 337 T-WOT (Maritime Commission).

85 See G-4 File 33799/
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first timé develdped the only type of tanker which it was. to use
extensively during this war, This is the sowcalled Y-type, which
strictly speaking is not a tanker but simply a tank barge. The

Pirst small tanker of this type was the Y-1, built by the Odenbach
Shipbuilding Corporatién at Rochester, ¥ew York, This vessel was
accepted on 1 April 1943, proceeded under its own pbwer to the Hew
York Port of Embarketion, and then was assigned to the base at Trini-
dad, The Y-1 is still in operation,

The Y~tankers were designed to tranmsport fuel oil, including
100 octane gasoline, for distfibution from large tankers, and they
were intended primerily for harbor use; They can carry a light deek
load of freight or a smell number of troops but are not oceem-going
¥essels, Originally the Y-tenkers (Design 294-AB) were built in two
lengths, approximately 162 feet and 182 feet. Only the lgrge size
is being produced at present, the overall length of which is 182 feet,
six inches.

The Y-tenker hes a speed when loaded of 9 knots, has & gross
tonnage of 639.72, and will carry approximately 280,000 gellons of
gasoline on a tonnage basis. These vessels are powered with twin
diesel engines of various available makes. They carry armement, and
they provide sccomodetions for a crew of 23 officers and men, include
ing a gun crew of six. At present the construction progrem is teper-
ing off, but it appears that all told some 167 of these vessels will

be completed.

The first two Y-tankers were used in the Caribbean area., Sub-
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seguently a number of these vessels have been forwarded to obther
theaters. General MacArthur, for example, had some 16 assigned to
the Soﬁthwest Pacific as of September 1943. 4s a rule, these ves=-
sels when completed have proceeded under their own power from the
building yards to an Army port of embarkation, where additional work
frequently has had to be done before the tanker could be dispatehed
overseas, The tanker Y.1l2, for insbtance, after acceptance at Roches-
ter, New ibrk, wes scheduled Yo proceed down the inland water way via
the Mississippi River to the New Orleans Port of Embarketion, where
it wes to be given a short shakedown cruise before final dispatch
to Hawaii by way of the Los Angeles Port of EmbarkationeSo
Assigrnments of these tankers were made in the first instance by
the Water Division (Harbor Boat Branch), where the basic records were
kept on eaéh ship, after‘which the assignments wWere approved, through
channels, by the Army Service Forces. In addition, the necessary
clearances were secured from the Operation Division, Wer Department
General Staff, in cases involving fhe assigﬁﬁent of vessels oubside
the continental limits of the United States.®’
It is interesting to note that these vessels for a time carried
high octane aviation gasoline %rom refineries as, for example, at

Port Arthur, Texss, for delivery to points in Florida such as Tampa,

8  See OCT File SPTOW 565.4 H-O Hawaii. 2nd Indorsement of 17 Sepbem-

ber 1943, Chief, Water Division, OCT, to Stock Control Division, ASF,

Memorandum of 10 September 1943 from Harbor Boat Branch Vater Divi-
sion, OCT, to Major C. F. Bryan.
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for the use of the Army Air Forces.S8 These cross-Gulf shipments
were frequent dnring 1943 and continued‘until earlyiin 1944, They
served a dual purpose, in that gasoline was delivered and any obvi-
ous defects in the vessel weré disclosed, As a rule these vessels
carried some 5,500 barrels of aviation gaégline.

The production of Y-tenkers was carried on during 1944 at the
completion rate of approximately seven per monthe After accepbance,
a shake down cruise, and any mecessary repairs, each vessel was ulbi-
mately assigned'to an overseas theater. Few reports are available
as to the condition of these vessels when they arrived overseas, It
should be noted, hcﬁever, that they were not intended for such long
ocean voyages as were entailed in moving from, say, the New Orleans
" Port of Embarkation to Brisbane, Australia. For one thing, these -
tenkers had practicelly no freeboard amidship. As a result, during
very rough weather, it was almost necessary to rig hp a breeches buoy
in order %o travel safely from the after to the forward part of the
vessel,

A former Master of the Y-5 when interviewed by the Director of
Intelligence at the New Orleans Port of Embarkation on 5 January 1944
supplied the following inforﬁation. The Master, Captain Samuel J,
Smith, stated that he left New Orleans on 18 August 1943 and arrifed

in Brisbane, Australia, on 9 November 1943, The vessel traveled umw-

88 File 56944 Tankers. Memorandum of 5 October 1943 from the Army-
Navy Petroleum Board to Lt. Col, Otto L. Totman, Water Division,

oCT,
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escorted all the way and no enemy ships or aireraft were sighted.
The decks of the Y-5, he said, were "constantly swash and on one
occasion we were mistaken for a submerine.” The Master further come
plained of comsiderable difficulty with the crew,

The Y-tankers comprise an importent part of the United States
Army fleet of small vessels in Australian waters. As coastal tankers
they have proved of value in the transporting of gasoline from large
ocean-going . tankers to shore instellations and for short hauls from
port to port, since several of the Australian bases are more readily
accessible by water then by reil or highway. While enroute from the
United States the Y~tankers often suffered extensive damage because
of adverse weather, The Y-10, for exesmple, arrived in Australia on
1 April 1944 and was leid up immediately for extensive repeirs which
required about 11 weeks to complete, For the most part, the civilians
manning these tankers were described as "éntirely inexperienced
and inefficient" personnel who were unabie to accomplish repairs nor=
mally handled by the crew.s9

Y-Tankers for the Buropean Theater

During the spring of 1944 a considerable number of Yetankers
were assigned to the European Theater of Operations. A few of these
were of the 162-foot type, but the majority were 182-foot tankerse

As a result of this development the cross-Gulf shipment of aviation

89
History, Tanker Operations Section, Southwest Pacific Area (Bris-

bane), March-dume 1944, p. 20 et. seq., in files of Historical Unit,
Executive Office, OCT,
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gasoline via Y-tankers was discontinued early in 1944, and tankers
were sent directly to the European Theater of Operations with their
loads.

Tankers to be used in sﬁpport of the invesion of Normendy were
cleared chiefly through the Charleston Port of Emberketion, The most
of these were the large 182-foot size, since by May 1944 there were
no more léz-foot tankers available. Usually ‘the tankers were de-
livered from the builder's yards along the Atlantic, as for instance,
at the Lsncaster Iron beks, Perryville, Maryland, and forwarded to
Charleston, South Carolina, under their own pcwer.go During the spring
of 1944 a considersble number of Y-tankers sailed to ths EuroPean_
Theater of Operations via the Charleston Port of Embarkation, Iore
recently, some of these vessels have been used in the Mediterraneen,

‘Where as of March 1945, 10 of them were to be turned over to the War
Shipping Administration for opera‘bion.g1

41though the Y-tanker construction program is now nearing come
pletion it may be anticipated that many such vessels will be ubtilized
in inter-island serviee for operations in the Pacific. Although they
require considerable maintenance and give satisfaction chiefly for

inshore work, at present they com@rise by far the major porbion of

the only btanker fleet under Army control.

%0 File SPTOW 560, Memorandum of 17 May 1944 from Executive, Water

Pivision, OCT, to Commanding General, New York Port of Embarketion.

%1 See Transporbation News Letter, OCT, NTOUSA, vole. I, No., 22, 10

February 1945, pe. 2; and vol. I, No. 27, 19 March 1945, p. 4.
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As of May 1945 the Transportation Corps still had under its
Jurisdiction the two tankers procured in 1941, the GEORGE F. DOWHNEY
and the T, W, DRENNEN. A third tanker was acquired in 1942, the
ZEPHYR (ex-CHARLIE WATSON), a bareboat chartered vessel currently

assigned to the Southwest Pacific,
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Iv
OPERATIONAL ASPRECTS

In peacetime a carge ship of the Army Transport Service was
painted black, eand aside from the usual abttention to maintenance
and repair, presented no spscial problems. But after September 1939
it became necessary to consider certain chenges in order to meet pos-
sible wartime requirements. Such changes actually were initiated
in 1940, when the Army Transport Service first recognized the need
of equipping its vessels with armement, degaussing, and special de=-
vices for traveling in convoy. Farthermore, most of the old vesselé
obtained by the Army in 1940 and 1941 haed been laid up for some time,
so that considersble rehsbilitation and repair were recguired in order
to satisfy the ssefety reguirements of the Bureau of Merine Inspec-

1.
tion and Navigstion.

Conversions and Repeairs

Except for the wartime features slready mentioned, the chief al=
teration made in freighters acquired by the Zrmy was in the cargo
hendling gear. Booms had to be replaced and wirches repéired. The
gear of the average commercial vessel was quite inadegquats to 1lift
such heavy combat equipment as landing boats, tanks, and large guns.

However, other alterations were necessary in many instances.

1 See letter of 20 July 1940 from the GQuartermaster General to Admiral

B. S. Lend, Director, Shipbuilding Division, Advisory Commission to
the Council of National Defense, QM File 571,4 T-% (Army Transports).
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The work done on the three ships of the "Poker Fleet," which
were acquired in 1941, will illustrate the changes required. The
¥, G, ZALINSKI, ex~ACE, was converted from coesl to oil bufning; new
booms were installed; adequate crew quarters were provided; refri-
goration spsce was prepared; the vessel was.painted gray for wartime
service snd the name oblitersted.? The sister ships of the ¥. G.
ZALINSKI, namely, the EKING and the JACK, were furnished with similar
equipment, inecluding armement and degaussing.3 ’

Drydocking and general rehabilitastion sometimes were found
necessary. On occasion the rehabilitation involved such major items
as overhauling the main engines; retubing end repair of boilers; re=-
bricking furneces; renewal of casings and upbekes; renewal of hull
plating and deck plating; cleaning and repairing of fuel oil tanks;
overhaul of auxiliery pumps, refrigerating machinery, electrical ma=-
chinery and equipment, as well as proper attention to navigational
apparatus, including direction finders, fathometers and gyro compass
equipmeht, Sigce a freighter in Amy service carried a Transporta- »
tion Agent, or Quartermaster Agent, as he was originally called,
office spéce hed to be provided for his use, bogether with appro-

priate furniture, a safe, and a storeroom.

2 Cf. teletypes of 2 and 17 Cetober 1941 from the Quartermester
General to Commanding General, New York Port of Bmbarkastion., QM
File 574 “Zalinski"™ T-W/u,

3

See teletype of ¢ December 1941 from the Quartermester General to
Commending General, New York FPort of Embarketion. 5M¥ File 574,

Army Transports, T-i/H,
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The costs of conversion ran high, snd they mounted as emergency
~conditions developed. Frocuently it was difficult to tell at the
outset how much money would be needed to place an old vessel in good
operating condition, since only after the conversion had begun, could
the exact nature and extent of the necessary work be‘determined. A
good exeample of this was the case of the TAKU, on which progressively
larger amounts of work were done during 1942 and 1943,4%

The SEATRAIN TEXAS, which was completed in 1940 and was there-
fore comparatively new when acquired by the Army under bareboat char-
ter,5 required considerasble alteration because of the specislized
service for which she was intended., This vessel was subjected to an
extensive rearrangement of the hull interior, which cost $122,312.30.
New deck houseé and & number of other changes were made, which re-
sulted in an additional expenditure 6f $174,731.87. Considerable
expenditure was made for equipment, including $136,693.62 for eddi-
tional new heavy 1ift equipment an§ $126,209.77 for the addition of
new or larger deck winches. HMajor overhauling or rehabilitation ac-

counted for $111,022.70, and drydocking and hull repairs cost $305,780.685,

¢ cf. teletype of 24 June 1943 from Seattle Port of Fmbarkastion to
the Water Division, OCT, stating that further work was required
"to place TAKU in satisfactory condition for continuous Alaskan
service., lack of maintenence while privately operated and age of
vessel necessitate rehabilitation not previously anticipated.”

. The bareboat charter carried the usual provision that this vessel
be restored to its original condition when returned to the owner.
Such restoration, of course, would entail additional expense %o
the Army.
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The total cost of the conversion proper smounted to $1,111,294.56.6

Broadlj speaking, major repairs of Army owned or chartered
freighters are accomplished after authorization by and under the
genersl supervision of the Water Division, 0C?, which operates through
the Army ports of embarkation. At the large Army ports there are
merine repeir shops which accomplish as much of the work as is with-
in their capebilities. Other repairs are contracted for with the
concerns normally engaged‘in ship repair work.

Since the majority of the cargo vessels in the service of the
Army are allocated ships, owned or controlled by the War Shipping
Administration, that agency at an early date began to take over all
conversion and repair work on such vessels, selecting the facilities
and using its own funds. During the summer of 1942, by agreemeﬁt
between the War Shipping Administration and the War Department, it
was definitely stipulated that the primary conversion and all repair
work on WSA vessels allocated to the Army were to be performed by
the Wer Shipping Administration et its own expense. In additionm,
the full resPonéibiiity for this conversion was to rest with the War
Shipping Adpinistration both with regard t§ the proper performance |
of the work end the safety of the veésel. .The sole responsibility
assumed by the War Departument with respect to the conversion of such

allocated vessels was "to furnish recommendations and proposed altera-

Expenditures with respect to the SEATRAIN TEXAS cover the emounts
expended to March 1844 and were compiled as of that date by the
Water Division, OCT, in response to a request by the War Shipping
Administretion, i
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tion plens or arrsngement plens that will assist the War Shipping
Administration to accomplish the work on the vessel to meet the
requirements of the War Department."7 The War Shipping Adminis-
tration hes continued to bear the responsibility for all costs of
the first conversion or alteration of any vessel made in accordance
with an Army request, However, all conversioﬁs or alterations sub=-
sequept to the first conversion ér alteration are st the expense of
the Army.s

During the summer of 1941 a new office was ereated by the Navy
Department and the U. S. Maritime Commission, to better deal with
the growing ship repair and alteration problems which resulted from
the congestion of the yards, This was the 0ffice of Coordinator
for Ship Repair and Conversion, extablished at New York City with
‘Mr. John E, Otterson as the initisal ineu;nben'b. The Army also co=
operated with this new office, the primary function of whiéh wes to
allocete the availsble facilities for repairs and to prevent conges~-
tion within the various yards.

Normally the ship's crew is responsible for the meintenance of

the vessel, its engines and 21l machinery within the limit set by

7 See lst Indorsement of 18 July 1942 from Colonel D. C. Watkins,
Water Division, OCT, to Superintendent, Army Transport Service, Few
Orleans Port of Embarketion, File SFTOW 545,02 i New Orleans,

See letter of 15 February 1943 from Lewis W. Douglas, Depuby Adw
ministrator, War Shipping Admiristrartion, to Lt. Gen. B. B. Somer-
vell, Services of Supply, War Department, Washington, D.C., con-
firming understending reached by Wer Shipping Administration, War
Department and Bureau of the Budget.
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available tools and spare pafts end the ability of the cerew. As
relatively inexperienced crews have had to be placed on the Army's
vessels, the emount of work done by such personnel has propgrtion—
etely decreased, and consequently'many normal repairs, together with
repairs in the higher echelons, have been performed at private ship
yards,

On 7 June 1943 an Army War Ship Repair Contract Agency was es-
tablished at New York City ss a Class IV installation under the con=
trol of the Chief of Transportation. ‘This agency was created to ne-
gotiste and execute all Master Ship Hgpeir Contracts for the altera-
tion and repair of vessels for the Army.g The master contract re-
presented the culmination of extended negotiations, beginning eafly
in 1943, by the War Department, the Navy Department, and the War
Shipping ﬁdm;vlstratlon'w1th the representatives of all the major
ship repair companies, in order to arrive at a uniform basis for Shlp
repair work,

The normal peacetime procedure of the Army has been to accomp-
lish ship repair jobs at fixed fee contrects following competitive
bidding. After the outbreak of the war the repair yerds were swamped
with work and true competitive bidding disappeared. Furthermore, the
preparatioﬁs of plans and specifications as a basis for bidding re-

quired considerable time. A new method of contracting had to be

° See War Department Hemorandum No. S55-15-43, 7 June 1943,
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devised that would permit the repair work to start without delsy,

and yet be acceptable to the Compﬁroller General of the United States
who is the final authority on the expenditure of public funds. Since
the War Department, Navy Depertment and War Shipping Administration
faced much the same problem, they joined forces to workrout the solu-
vione Sallent features of the master contract included the mainte-
nence of adequate records by the contractoer subject to Government
scrutiny; reguler inspectidns of the repair work perfprmea; submis-
sicn of periodic reports of operations; and provisiﬁn for negotiation
and adjustment of prices, together with the right of recapture of any
profits deemed excessive.

The procedure followed in effecting ship repairs under the master
contract has been made as practical as possible. Army vessels return-
ing from oversees are boarded and surveyed by qualified technical
personnel who determine the repairs to be effected. Assignment of
the work is made by mesns of job orders issued by the Contracting
{fficer ﬁhrough his representative at the various Army installations
throughout the United States. Availeble ship repair facilities, how-
ever are obtained through the Coordinator for Ship Repair and Con-
version. Frequently the necessary work is done alongside the dock
while loading and refueling are in progress. For work performed et
& contractor's plant, vigorous cost control supervision is exercised
by Army inspectors; who are supplemented as the need arises by pools

PO ; 10
of eivilian inspechors.

10 The above is extracted from data compiled for the ennual report

of the Transportation Corps, Fiscal Year 1944.
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During 1944 and 1845 a number of administrative changes were
made with respect to conversion and repair work. n 30 September
1944, the Army Var Ship Repair Contract Agency was placed under the
jurisdiction of the Water Divisione O 1 January 1945, the Ship
Conversion Unit which had been set up at ¥ew York City in Januvary
1944 %o supervise the drawing of plans, collection of necessary ma=-
terial, and the inspection of progress of work in connection with
conversion of ships, was made a section of the lfainbtenance and Repsir
Branch, Water Division, (CT. Finally, as of 1 April 1945 the {ffice
of the Chief of Transportetion issued a pamphlet (No.34), the purpose
of which was to "establish a uniform basis upon which repairs and al-
terations to vessels will be performed at all ports of embarkaticn.”

Tfansportation Corps Pamphlet Ho.34 defined normal and voyage
repairs as distinguished from conversiéns, alterations, amd major
repairse The required authority and the proper procedure were duly
set forth. Within stipuleted financiel limitetions, normel or
véyage repairs were to be accomplished by the ports of embarksastion
without prior recourse to, or approval from the ffice of the Chief
of Tramsportation. For other repairsror‘alterations, prior approval
of the Chisf of Transportation had to be obtained. 4 weekly report
by the ports of embarkation, covering transports undergoing repair
end/or conversion was contirued. The procedure covered by this
pamphlet was to apply equally to vessels being repaired by the Gov=
ernment-owned marine repair shops and at commercial shipyeards.

During the fisecal year 1945 all conversion projscts and practi=-
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cally all mejor repairs releting to Army vessels were carried out
under the so-called "Fasber Contracts™ of the Army ¥War Ship Repair
Contract Agencye. However, by TC Circular No. 160-5, Supplement
Hoel7, dated 3 April 1545, the Chief of Transportation granted prior
approval for Ehe use of lump sum contracts for ship repairs in all
cases where the instellation charged with the accomplishment of the
repairs was of the opinion that this method would prove more econ=
omicale A%t present writing it is anticipated that most formal con-
tracts to be negotiated in the fubure for the repair of Army vessels
will contain lump sunm agreements, after competitive bids have been

secured on the completed specifica’cions.l1

Harine Repair Shops

As early as Gctober 194Z the Transportetion Corps requested that
the War Shipping Administration make available two vessels to be used
"gs mobile marine repalir shipse" The draft of these vessels was not
to exceed 20 feet when fully loaded so that they would be able to
enter oﬁt-of—the-way portse. The speed of these vessels was to be be-
tween 12 and 13 knots.lz— Evidently nothing came of this reguest,
but as the operations of ﬁﬁe‘ﬁrmy became more widsespread in the Paci-
fic, and local repaif facilities proved wholly inadeguate, s program

was initiated early in 1944, calling for six specislly equipped

11
Cf. Armmual Report, Water Division, (LT, Fiscal Year 1945, Section

I1I, pp. 11=-12.

12 gee letter 27 Cotober 1542 from Col. D. C. Watkins to Yr Ralph
Keating, War Shipring Administratione OCT File SPTOV 545402 (T
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vessels of this type. Except for the JAVES B HOWUSTW,ex-KVICHAK,
the vessels to be converted for this purpose were sll of the familiar
Lake.type, and the alterations were accomplished in West Coast yards.
The six marine repair ships presently in service are ﬁaﬁned by
the Coast Guard, but a ceivilian shop crew numbering 38 on the JAUES
B; HOUST (W was supplied by the Transportation Corps. In accordance
with AGO letter of 8 April 1944, Army Harine Repair Ship Companles
801 - 865, inclusive were ordered activated on 10 April 1944 at
Camp John T Knight, California, by the Commanding General, San
Fréncisco Port of Embarkation. These are mobile troop units intended
for overseas service with the marine repeir ships.lS

Manning of Cargo Ships in Army Service

Even before our entry into World War:II, privete American ship
operators were experiencing manning problems. DBecause of the he-
zards involved, it became necessary to increase seamen's wages in
order to sail ships on the perilous kurmensk route, which for a long
time afforded almost the only means of access to Europeaanuséia,
However, there was apparently no Serious difficulty at that time in
obtaiﬁing cerews for the vessels that were owned or held-under bare-
boat cherter by the Armye. The absence of actusl warfare, plus the

- relatively secure btenure obteinable on such ships, made for compara-

13
See Annual Report, Water Division, (CT, Fiscal Year 1544, Sec.

III, Par 1. This type .of vessel had been anticipated by Caphe.

Pe Co Crening in a memorendum of 7 May 1¢4l, in which he urged

equipping a vessel of this type in order to repair dameged ships
~and Lo serve as s salvage vessel.
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tively steble crews.

The Bonus Problem

After the attack on Pearl Harbor, a different situation pre=-
vailed. The Cffice of the Quartermaster General attempted to aveid
giving any warbtime bénus or extra remuneration to the crews of
Army transports. Under date of 12 December 1941 Colocnel C. He Kells,
Chief of the Water Transpért Branch, Transportation Division, &G,
prepared a memorandum for the signature of the Guartermaster General,
to the Assistant Chief of Steff, G-4, recommending that the Secretary
of War promulgate a statement of policy similar to one that was said
to have been established on 1 July 1918 by General George ¥ (oethals,
then Assistant Chief of Staff and Director of Purchase, Storage and
Traffice

The statement of policy which Colonel Zells drafted was to the
effect that on and after 8 December 1541 "no bonus or extra psy will
be made to crews of Army btransports, either owned or gnder any form
¢f charter." It was noted that the principle ﬁnderlyihg,the theory
of the bonus was “essentially wrong." A comparison was drawn between
the crews and the soldiers who were taking risks without thought of
additional gain. Seaman, it was indicated, would not bte so lacking
in patriobism as to insist upon preferential treatments. Although it
was conceded that commercial opersztors interested only in profits
might find it necessary to offer tonuses tc seamen traveling in com=
bat zones, the point was made that none need be given to officers
and seaman on transports, when no bonus was received by soldiers
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engaged in combat who were subjeet to at‘least as great if not gresater
d&nger.14
Although full details are, lacking, it appears that this matter
was duly considered in the Office of the Secretary of War, where on
27 January 1942 approval was given for payment of a wartime bonus
to the crews of Army vessels. Apparently this decision was influenced,
in part at least, by difficulty aboard the 3§ ANC, where & consid-
erable number of the.crew of the Engine Department had left on ac~-
count of the low wages. The remainder upon duty on %this vessel wefe
ey personnel, but they slso wére about to leave unless they received
"a bonus. The Superintendent of the Army Transport Service &t San
Francisco, Colénel Je He iellom, had called Lt. Col. Rs He ¥Wylie of
the Transportation Brénch, G=4, at Vashington, by long-distance tele-
phone in order to get action, declaring that if he had to wait any
lenger "it will be just too bad."t®
¥eanwhile, on 18 December 141 certain representatives of em-
ployers and employees in shipping industry entered into & written
agreement to submit their labor problems to the Yaritime Var Emer~
gency Board. Composed of three members appointed by the President,

this Zoard was intended "to afford a procedure for settling questions

relating to wer risk compensation.” In i%ts Decision Hoe 2, dated

1% 5ee GH File 248.4 T-F-C (Army Vessels).

15 ¢f. wemorandum for Diary, Trensportation Branch, G=4, under dste
of 27 January 1942.
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10 Januvary 1942, which dealt with wage rates, the Board devised a
scale based upon the hazards invloved. Voyages were divided into

six different classifications, and payments to employees on such
voyages were provided for in stated percentages of the regular monthly
peye In addition, a port bonus in flat sﬁms was to be paid employees

on vessels calling at ports in certain designated areas.

War Risk Insurance

In the meantime,lconsiderable difficulty aprears to have arisen
at San Frencisco with respect to obtaining and retaining crews for
ships. Among other things seaman demanded some assurances thet their
dependents would be protected in the event of disaster, and the unions
already had secured an agreement with the commercisl cperators to

16 At the close of December 1941 the sit=

provide war risk insurance.
uation at this port was so serious that the Fort Commander recom-
mended that immediate steps be taken to militarize the crews of all
ships used as Army transports. Although this propssal evidently was
weighed by Colonel C. P. Gross, Chief, Trensportation Eranch, G-4,
and by Colonel Te. He Dillon, Chief, Transportation Division, GG,

as of 2 Januery 1942 no further action was considered necessary, and

no such militarization took place.17 As of the same date Colonel

18 ¢p, teletype of 27 December 1941 from Superintendent, Army Trans-
port Service, San Francisco Port of Embarkation, to the Quarter-
master General, VWeshington, De Co

17

See G=4 File 25717-45. (f. 28717-61.
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Ce H. Kells of the Water Transport Branch and his assistant, Major
De Ce Watkins, arrenged with the Meritime Commission to provide in-
surance coverage for seamen upon transports sailing from San
Francisco.18 Similar insurance was also provided early in 1942

for civilian crews on all Arpy transporise.

The Hamming of Cargo Ships in 1842

During the spring of 1942 some concern was expressed with regard
to the problem of manning the new ships which were to be delivered
during that year. In e memorandum of 25 April 19842 for Brige. General
Te He Dillon, Colonel J. e Franklin discussed the personnsl requiref
ments for the 600 new ships expected in 1942 He noted that there
would be no difficulty with respect to ordinary seamen, since they
did not require any examinatione. Nor did he forsee any difficulty
with regard to messman and.wipers. The current training schedule,
he thought, would provide sufficient deck, engine and radio officers
and unlicensed personnsl to men the additional ships, particularly
in view of the fapt that sinkings for the past few months had averaged
almost one ship per day. {(iost of the seamen were rescued and returned
to service.) He thought that the unions were doing whatever they
could to meke sure that each ship was fully manned, but he also re-
marked that when seamen have received $1,200 in psy, bonus and

overtime for a four months voyage at sea, "they are anxious to

18 Ses memorandum of 2 January 1942 from Lt. P. De. McAllister to Li.

Col ¥We H. Schnackenberg.
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go back into denger zones unless.fhey have spent at least 2 good
pert of this money ashore." HNevertheless, he believed it would be
practically impossible to reduce the pay, bonus end overtime of
seamen except irn conjunction with & gemeral labor policy.

© During 1942 the problem of manning cergo ships fell‘in large
measure upon 2 new agency, the Wer Shipping Administretion, which
toock over the Moritime Conmissionts functions with respect to traine
ing and furnishing personnel for the vessels under its jurisdiction.
The Wer Shipping Administration gquickly set up a recrultment, traine
ing snd mexming progrem, but relied heavily upon the maritime unions
to supply personmnel for ships under its control. The War Depart-
ment called upon WSA for sid in menning its transports when neces=

Sarye

The Overtime Issue

In the fall of 1842 the labor problem on vessels in fdrmy service
eppears to heve aroused considerable concern in verious quarters.lg To
deal with this metter a meeting was called on 10 September 1942 in
the office of judge Robert P. Petterson, Under Secrebary of Wer, at
which were present Major General B. B« Somervell, Commending Genersal,
Services of Supply; Mr. Bdward F. MCGraay, then serving as Fxpert

Consultent to the Secretary of War for lsbor problems; lMr. James Fe

CFe. Memorsndum of 5 September 1942 from Col. John M}, Franklin to
Wajor Gene Ce Ps Gross, reporting on & conference with Capt. Edweard
Mecauley, who wes then Deputy Administrator (for labor relations,
marming, training end recruitment), Wer Shipping Administration.
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Mitchell, Director, Civilian Persommel Division, Services of Supply;
and Colonel John Me Franklin, then Chief of the Water Division, OCT.

General Somervell stated the point at issue by declaring that
wages on ships alréady were high and that it wes now the intention
" of the unions to force the Army transports fo pay overtime., Colonel
Franklin steted as his opinion that "the Army transports were es
well if not better ran thsn the everage commercial liner" and that
there wes "no trouble in gotting personnel," since the men liked
ships where the conbinuity ofvthe.employnent was greater., Judge
Petterson then asked wheter the Army Transport Service could con=
tirue to get men when the fleet wes increased, if no overtime were
paid. In reply Colonel Franklin stated that "nobody could properly
enswer thet question." Judge Patterson then seid that he wented the
matter settled at once rether then later under duress.

Colonel Frarklin declered thet, in his opinion, the woges al=
ready being peid on ships weree"vefy excessive." In some instences,
he added, a round voyege of 27 days, to the United Kingdom, netted
the coersest kind of lsbor $325 per month, plus overtime smounting
to about 10 per cent of the base wege, plus bouard and lodging worth
approximatelj'$56 per month, plus 2 $5,000 insurance policy. The
seemen, remerked Colonel Frenklin, "are mno longer unique in that we
heve troops in action in verious parts of the world." Furthermore,
he observed thst overtime on ships was subject to "dreadful sbuses,"
as in the case of the needless overhauling of a boom which wes done

simply to give the men overbime, MNr, MeGredy wes impressed by the
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"tremendo#s pey" received by sesmen, but nevertheless wes of the
opinion that the Wer Department would be criticized and thaet some

of its officials would be described as "stooges" for the steemship
owners if overtime were not conceded. Reporting on the conference
to the Chief of Transportation, in a memorandum deted 12 September
1942, Colonel Franklin concluded: "We got whipped on the overtime
but held the line elsewheres" As will be shown Eelcw, effective 1
November 1942 overtime payments were initiated for the crews of ves=

sels operated by the Transportation Corps.

labor Policy for War Department Vessels

Cn 31 October 1942 the War Department 2t long last issued 2
declaration of labor policy covering its vessels operated by the
4rmy Trensport Service. Briefly, the policy provided thet there
- must be no discriminetion by reason of race, color or creed; thet
employees should be free to joir or to refrain from joining employee
organizetions; thaet the crew of any vessel teken over by the Wer De=~
partment for operation should be given preference in employment there-
on; and thet the preveiling wages in the industry would be “obser?ed
on &ll vessels operated by the War Depertment, including emergency
and overtime wages, wer bonuses, fepatriation end 2llotment condi-
tions, effective November 1, 1942."

The statement of policy &lso stipulated that persons discharged

S

on suspicion of subversive activities Tould have an opportunity for

review of the charges. Similar provision wes mede with respect to
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discherge based on other forms of misconduct. 411 grievences were
to be-gdjusted and disputes settled "only upon termirstion of the
veyege in 2 continental po¥t in the United States." However, mass
meetings and the Tformation of committees ebosrd ship were to be por=
mitted, &s was also the submission of petitions or requésts through
proper channels. &ny grievance or dispubte not settled to the satige
faction of the employee might be taken up as & last resort through
the Chief of Transportatioh with the Secretery of War. Finelly, it
was declared that the Master wes to be in full cherge of the naviga=
tion and menasgement of the vessel and was to heve "full and sole
authority for mainbtaining discipline™ during the voyege.2C

This Wer Deprertment statement of labor policy included a pro=
vision for overtime compensaticn. Overtime payments were to begin
on 1 November 1942 end were to be made in accordance with "the locel
rreveiling practice® of the meritime industry.2l Rstes and condi=-
tiong for overtime bayments were based on representative union agree-
ments tempered by opereting experience. At present, recofds of over=
time pay due and paid are kept on each Army vessel, and the Ship's
Trensportation fLgent submits an itemized report of the overtime earned
on eech voyage. £s of imy 1945 oveftime falls into two mein 6ategories,

ship’s overtime end cergo overtime. Cargo overtime has been paid

20
See War Department Mermorsndum No. W620=4-42, 31 October 1942. Cf.
Wer Department Civilien Personnel Circulsr No. 80, dated 17 July
1944, entitled, "Policy Governing Merine Personnel Administration.”
21

See CCT Persommel Bulletin No. 10, 28 January 1943,
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notably in the Alaskan cormand, where in the sbsence of commercial

stevedores, members of the crew often must work the carge.

Current Manning Procedure

At present (Way 1945) there are two main types of cargo vessels
to e mammed for Army service. The fir;t type consists of vessels
ovmed by or operated under bareboaf or sub=bareboet cherter by the
Transportation Corps, Army Service Forcess The second type, which
is by far the more numerous, is composed of vessels owned or con-
trolled by the War Shippiﬁg Administration end allocated to the Army.

znning the vessels cf the War Shipping Administretion is e
subject beyond the provimce of this study. It wey be noted, however,
that the increasing pumber of mnew ships hes placed & tremendous bur=
den upon the WSL Recruitment end Memning Organization. Despite a
vigorous training progrem there hes been z continued deerth, through=
out the wertime years, of experienced officefs and seamen. During
1944 and 1945 the press and the redioc have often publicized the acute
shortage of merine personnels The need of men for Wer Shipping Ad-
‘ministration vessels has cbtained not only on the Atlantic but also
on the Pacific Coast, and the manning proeblem has been accentuated
by the increasing nﬁmbers of vessels required far large scale asssult

operetions such as the invesions of Normendy and the Philippines.22

22
For the situation on the West Coast see the article by Lawrence E.
“Davies in the New York Times, 25 June 1944,
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The manning problem remained acute throughout 1944 and is not likely
to improve in 1945, since meny seemen undoubtedly will seek more
permanemf work eshore in view of the cessation of hostilities in
Eufbpe. Nevertheless, although its interests are vitally sffected
by eny failure to men the WSA Fleet, the Wer Department has no di=
rect connection with this matter.

On the other hend, cargo vessels owned or éperated under barew-
boat or sub=berebost charter by the Transportation Corps pressnt 2
real difficulty. The procedure with respect to menning such vessels
is as follows; for each vessel within this category a memning scale
is established, whereby the size of the crew is determined with re=~
spsct to such faclors as the size, motive power and prospective use
‘of the ship. (Hs?e it mey be ncted that for verious reasons an Army
crew is generally much 1arger‘than thet employed on the ssme ship in
commercial practices) Action toward setting up & menning scale for
a given vessel originetes at the port of embarkation to which the ves-
sel is assigned. The originel request from the peort is transmitted
to the Office of the Chief of Transportation at Washington, where it
is reviewed in the Weter Division and inrthe Industrial Persomnel
Division,23 after which an suthorized manning scale is set up and
tronsmitted Lo the porte.

The freighter LCRLEN mey be cited as heving a typical menning

seale. As of 20 October 1942 it had the usual four operating depert=

23
The Water Division recommends 2nd the Industrial Personnel Divi=
sion suthorizes the menning scale.
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mentsAdministrative, Deck, Engine, and Stewsrd——headed respec-
tively, by the Ship's Transportation Agent, the laster, the Chief
Enginesr, end the Chief Stowerde?® The highest peid individual wes
tﬁe Mester, who then drew a total sslary of $6,026 per annum, as
compared with $5,495 for the Chief Engineer, $3,750 for the Ship's
Trénsportation Agent, and $3,114 for the Chief Steward. The entire
civilian crew numbered 36.

Cnce the manning scele has been esteblighed, it is the task of
the port to £ill the verious subthorized positions. Personhel for
the Army's cargo ships is obtained in a varisty of waysS——sometimes
with the assistance of the War Shipping Administration__;by use of
the so-called "hiring halls" meinteined by the maritime unions,iby
independent applicaticn from individuals seeking employment, and by
recruitments  ‘Certelnrports; notebly New Yerk, meintain & stendby
pool or reserve (Vessel Memning Cadre), from which crews can be fur=

nished as needed,

The Transportation Corps offers to all civilian employees on Army

transports all rights and privileges enjoyed by other civil service em~

ployees, although, strictly speeking, the positions aboard Army ves=

sels ere not subject to the Clagsificetion Act of 1923, as amended .20

24
As of ley 1945, & few additions had been made to the crew, ralsing
the total to 40 There was no change in the Engine Department.
However, there were added e Ship's Transportation Clerk; s pilot,
o boatswain, and a2 messmane Bagic saleries have remeined unchanged.
25

Wer Depertment &ivilien Personnel Circular No. 80, 17 July 1944,

pare 3. Civilian employees on Army transports sre eligible for

compensation for injury and retirement benefits as provided by
law, They also are granted sick end snnual lesve in accordance
with The prevailing regulestions for Federsl employess.
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- The 8hipt!s Transportation Agent
¢ g

The Ship's Transportation Agent, arcivilien, is the dhief ad-
ministrative employee aboard an &rmy cargo ship. He is responsible
for ali Wer Depertment supplies and property required aboard and
serves as a special disbursing agent. He lives literally surrounded
bj reports accounting for subsistence received aboard%the vessel
end the funds secured by him from the Fiscal Director, frmy Ser=-
vice Fo¥ces. Frequently he works alone, but on occasion, depending
on the size of the vessel, he has several assistants. On the M. G
ZALINSKI, for instance, as of August 1943 the Ship's Transportation
Agent was assisted by one clerks. &s of the same date, on the LAKE=
HURST, ex=SEATRAIN NEW JERSEY, the Ship's Transportation fAgent ﬁas

assisted by three clerks.

Nevy Gun Crews

Nevy gun crews, or Armed Guards.as they are frequently called,
vary in sizee. They have the task of standing guard at 21l hours of
the night and day to protect the vessel against enemy action. Armed
Guerds originelly hed many cleshes with civilian personnel on &rmy
freighterse The Armed Guard Officer on occasion was considered
upduly officious, and in turn he complained cf-the conduct of the
crew, the members the Armed Glards to cope with the enemy. The dis=-
parity between the modest paj of the Nevy gun crew aﬁd‘the war=inflated
wages of the seamen frequently led tp ill fesling. Iore recentily,
however, following clerification of the respsctive responsibilities
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of the Armed Guards and the civilian crews, plus cooperation in
defense of the ship, the bitter relations of the past have largely
disappeared. Armed Guards, of coﬁrse, ére stationed not only on
Army-cwned and chartered vessels but also on the ships allocated to

the Army by the War Shipping Administration.

Cargo Security Officers

Late in 1942 plans were develcoped by the Transporﬁétion Corps
to place so-called "Security Officgfs" aboard vessels allocated to
the War Depértment by the War Shipping Administration. The reason
underlying this action was the necessity of having aboard each vessel
on which the Army had loaded any counsiderable amount of cargoe a com-
missioned officer who wes responsible for the handling and delivery
of manifests %o the proper authority at the port of discharge and the
prevention of pilferage, breakage and mishandling of military sup-

1

o]
| 0

es and impedimenta aboards If troops were carried, the command-
ing officer was to assume such duties. Available casual officers

also could be utilized for this purpose. In the event that no such
personnel could be obbtained, a commissioned officer was %o be aésigned
toc the vessel to serve as "Security Officer."26

dctually, Cargo Security Officers (as they were .soon called) were

. . . . . _7 . .
desired primarily in order to prevent pilferage. Assigned %o various

26 (o, 1otber of 8 December 1942 from Col. John L. Franklin, Chief Water

Division, OCT, o ¥r. J. B« Cushing, Assistent Deputy Administrator,
War Shipping Administration. File SPTOW 210.321 T army Vessels.™

27 See teletype of 19 October 1942 from the Chief of Transportation to
the Port Commanderss '
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vessels during the spring of 18943, these officers were regarded by
the Chief of Transportation, Major General C. P. Gross, as super=-
cargoes to be organized on a permanenﬁ basis, bﬁt with full realiza-
tion that as such their life aboard ship would be “"rarely pleasant.®
Accordingly, General Gross requested that Mr. Lewis W. Douglas of
}the War Shipping Administration do all he could to promote coopera-
tion on the parl of the masters.

On 26 March 1943 Genersal Grosé informed ¥r. Douglas that the

" muceh of which

Arny was "suffering great losses due To pilferage,
occurred on board ship. A% a staff conference held on the same day
by General Gross, it was decided that the Army would place a super=-
cargo {officer) on each ship carrying Army cargo in any considerable
amount. This officer would not be a casual but would be under the
control of the Transportation Corps.

Under dateiof 1 May 1943, acting for the Chief of Iransportation,
Colonel T+ B. Hodson forwarded a detailed memorandum %o %he'Cpmmand-
ing General, Wew York Port of Embarkation, directing that a number
of officers be selected, trained and assigned to cargo vessels as
Cargo Security Officers. These officers were to familiarize them=-
selves with the locations of verious types of cargo; to learn the
code merkings and clear destination of cargo; to make frequent inspec-
tions of cargo and hatches enroute; and upon arrival overseas to re=
quest adequate guards to check all compartments for overlcoked cargo,

and %o deliver personally copies of the cargo manifest to the proper

port authority and to obtain a receipt therecf. They were also to



repert all irregularities and losses through pilferage and breakage.
As of June 1943 a considerable number of second lieutenants were
selected for assignment as Cargo Security Officers, of whom the
largest number were assigned to the New York Port of Embarkation.zs
Throughout 1948 Cargo Security Officers were assigned to cargo
vessels allocated o the Army by the War Shipping Administration.
These officers in turn were given many extra dutiese. Thus, when *troops
were carried, they had to serve as ‘transport commanders. Furthermore,
at all times they were utilized as roving intelligence officerss
Since they were invariably of comparatively low rark, second or first
lieutenants at best, they often complained of being overruled by of=~
ficers aboard who were of higher rarnk. Nor did they always find the
ship's master cooperative, while the crew were inclined to resent
thelr efforts to safeguard highly desirable items such as cigarettes,
candy, and liquor. In foreign ports Cargo Security Officers on oc=-
casion had to conbend with "Allies" ﬁho were none 00 cooperaﬁive.zg
In short, their job was no éinecure.
Much of the difficulty encountered initially by Cargo Security

Officers may be traced to the fact that their responsibilities at

28 ) . . s A
"For further details see correspondence of March-June 1943 in OCT
File 323.36, "Cargo Security Officers."’

29Cf. the pligh% of the Cargo Security Officer aboard the CHRISTOPHER

GADSDEN who complained of British inefficiency and failure bto check
cargo in Algeria except for whiskey and beer. His comment was that
"he British steal from the Americans, the Americans steal from the
British, and the French steal from anybody." The only code, he con=
cluded, "seems to be that you don't steal from your own outfit."
This Cargo Security Officer was in Algeria from 15 August o 3 Qc t=

ober 1943.
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Pirst ﬁere ill definede Subsequent clarification, labe in 1943
and especially during 1944, improved their situation to a consid-
. 30 * '

erable degree. Wot until December 1943 was the position of the
Cargo Security Officer formally recognized in an official War De=-
partment Circular. This directive stated that the mission of a Car-
go Security Officer was (a) to forestall mishandling and pilferage
of Army cargo ab ports and enroute; (b) %o report damage and pil=
ferage and to meke recommendabtions toward reducing such losses; and
(e) to deliver documents and special cargo entrusted to his care to
the proper authority overéeas, obbaining receipts ‘,bhez‘efor.51

The same circular prescribed othe? duties for tﬁe Cargo Security
Officer before sailing, during the voyage, and after arrival. Before
sailing he was expected To bg present during the loading operations
and o be familiar with the nature and stowage of the cargo, parti-
cularly special cargo such as currency, narcotics, cigarettes and
mails In company with the master or his representative he was %o
make & final inspection of the secufity of all hatches, manholes and
ventilators leading %o cargo spaces and of the adequacy of lashings
securing ‘the deck cargo. He was to obtain manifests, stowage plahs

and lists of special cargo for delivery to the master. ZEnroute, the

4

50 ¢f. the remarks in the processed proceedings of the Port Commanders’
Conference, New Orleans, January 1944, vol. I, p. 102 et. sege

31l

See War Department Circular No. 337, 28 December 1943, Sec. V.
Cf. War Department Circular Wo. 387, 27 September 1944, Sec. I.
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Cargo Security Officer was to make freguent inspections of all ac-

cessible cargo, partvicularly special cargo, and of the lashings and

hatches, with a view to detecting any irregularities. After arrival,
he was to inform the port commander of the presence aboard of special

cargo and cargo susceptible Lo pilferage, and of any other circum-

stances necessitalting the posting of guards. He was to deliver mani-

fests, stowage plans and lists of special cargo to the proper port

aunthority, obtaining receipts therefor; to be present during all un-

loading operations; to pay particular atbtention to the safeguarding

o

of special cargo, and to report any irregularities. Finally, he was

to prepare and forward appropriate reports bto the commander of the

home port with respect to his activities during the voyaszee.

i (3

T Ea)

hief of Trans-

()

In June 1544 a special inguiry was made by the

Ked
ie

porsation into the effectiveness of cargo security. The reports re-

ceived indicabed that, in general, the employment of Cargo Security Of=

]
.Jn

icers had produced good results, nobably in the reduction of pilfer-

during loading and enroute to the overssas theater. A% Seattle,

age d
for instance, the Commanding General reported that, on the Alaskan

run, meny Cargo Security Officers had gained valuable experience

which was of considerable service to the Army. 4% the New Orleans
Port of Embarkation the observabtion was made that tﬁe effectiveness of
Cargo Security Officers depended largely vpon the experience, training

3

and personality of the individuel, although it was felt that the mere

presence of such an officer during loading and unloading operations

. . 3
served to reduce pilferage and damage To cargoe

52 For further details see the originel replies of June 1944 in eCT
¥l "
File 323.368, "Cargo Security Officers.



care of troops aboard, had a comparatively quiet life, interrupied
only by routine inspections of»cargb and deck lashings. Once he
1egrned to get along with the master and crew, he might expect little
or no difficulty unless the vessel was abbacked by the enemy. But
upon arrival at the oversesas destination,'he often found himsslf
hard pressed to maintain adegquate vigilance over the unloading of
cargo. His problems were especially difficult at ports where local
labor was ubtilized, bub crew members and Army stevedores also were
susceptible to the lure of pilferings Night discharging, frequently
carried on with inadequate light, and sometimes interrupted by air
raids and blackouts, seriously handicapped his worke.

During 19244 as his sbatus became clearer and as jurisdictional
differsnces tended %to disappear, the lot of the Cargo Security Offi-
cer was perceptibly'improved. On 27 September 1944, by War Depart=-
ment Circular No. 387 (Sec. I) his assignment, duties and mission were
more fully defined. The priﬁéry responsibility for the security of
cargo still remained with the commander at the port of loading, with
the master of the vessel ﬁhile enroute, and with the commander of the
port of discharge. Cargo Securi%y Officers were to be assigned To
all vessels carrying Army cargce, except Navy vessels and those carry-
ing less than 1,000 measurement tons of Army cargo. MNission and duties
as stated in this circular remained substantially unchanged from what
had hitherto obbained. It was, however, made plain that Cargo Security

Officers desailed aboard Wer Shipping Administration vessels were nok
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to be construed as part of the ship's crew. Provision also was

made for furnishing the required personnel for this purpose on oute
bound, intra or inter-theater, and inbound voyages. Responsibility
was fixed for the assignment and training of Cargo Security Officers.
For voyages originating in the United States, assignment and train-

)

ing were the responsibility of the Chief of Transportabion.

In an effort to strengthen the position, by a recent change
sffective 12 May 1945, the dubies formsrly assigned to the Cargo
Security Officer were transferred to the Ship Transportation OFffi-
cer, who acts as a representative of the Chief of Transportation,

Army Service Forces, or of the commanding general of the theater Ifor

Ire

. . 83 . .. . .
intra-theater movenents. The mission, nobtably with respect to

forestalling mishandling and pilferage of Army cargo, and the dubies

et
o]

e Ship Transportation Officer are the same as those prescribed
for the Cargo Security?Officer. Responsibility for the selection
of and proper performance of dubties by each Ship Transporitation
Officef rests with the commﬁnder of the United States or overseas
port who assigned the Ship Transportation Officer for the voyasee
Training, however, is %o be as prescribed by the Chief of Transpor-

tation, Arny Service Forces.

The assigmment of a Ship Transportation Officer to a vessel does

4 .

not alter the primary responsibility of others concerned, particularly

the commander of the home port, the master of the vessel and the

58 See War Department Circular No. 141, 12 Hay 1945, Seces II.
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comnander of the port of discharge. Circular No. 141, designating
the Ship Iran5portatioh Officer, also mekes debtailed provision for
investigation of pilferage and for an appropriate report Go be pre-
pared in quadru?licate, Finally, it shoula be noted that a Ship
Transportation Officer is to be assigned %o each vessel which car-
ries wore than 1,000 &easuremenﬁ tons of Army cargo having any of
the following characteristics:

(1) Hazardous {ammunition, explosives, packaged gaso-

line, etc).
(2) Refrigerated (reefer).

(3) Critical (narcobics, medicinal spirits, currency,
optical goods, e%c)e »

(£) High priority.

(5) Basily pilferable (liquor, beer, Army exchange sup=~

plies, personal effects, quartermaster resale items)e
) Mail.
) Mixed general,
) Destined for more than one port of discharge.
Assignment -is optional (at the discretion of the commander of the port

of loading ) ==

(1) Vhen the cargo consists only of organizational equipment.

(2) TVhen the vessel is carrying a shipment of Army airplanes
or special cargo.

(3) When the vessel is a seatrain.

Assignment will not be made when vessels are wholly loaded with bulk

commodities (lumber, grain, coal, etce)e.

Stores, Supplies, and Fuel

Stores (i.e. subsistence), supplies (%tools, brooms, rope, etc)e

and fuel present no special problem for the average cargo vessel in

5% Cf+ War Department Cireular Wo. 141, 12 liay 1945, Sec. II.
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Army service loading at a United States port. Subsistence stores

and supplies are delivered at shipside where they are checked and
receipted for by the storekeepers of the various departments of the
vessel to which they appertain, Usually stores are carried to the
full capacity of the vessel. The fuel supply may be replenished
enroute. Subsistence stores must be accounted for by the Shipts
Irensporbation Agent at the end of the‘voyage. 4% present the policy
of the Chief of Transporitation is that supplies issued for use on
Army vessels under his jurisdiction shall consist of standerd stocks

35

insofar as possible,

Convoying Problems

Convoys held important implications for cargo ships. In the
first place, the necessity of waiting for escorts inevitably brought
about considersble delay. Only in unusual cases was the Navy will-
ing to allow a vessel in the Atlantic to sail unescorted, and in any
eveﬁt, whether in the 4tlantic or Paecifie, no cargo ship could sail
until the proper clearance had been received from the Navy Department.

At New York, for exzample, after the required arrangements had
been made in Washington, L. C., by the Navy Department and the Var
Department, =nd after loazding had besn completed st the port of em=-
berkation, a conveoy conference was held et the Cffice of the Fort

Director, the loeal representative of the Navy. Generally scheduled

55 ‘
Cf. TC Cireulsrs No., 80-16, L dpril 1GLLi; No. 5-21, 6 December 19Lk;
and No. 150~29, 6 Jenuary 19L5.
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for the day before the departurs of the vessel, this conference was
sttended by the commanding officers of the United States Navy ves-
. sels participating and the masters of the merchant vessels to be
convoyed. At this meeting distribution was made of & complete list
of routing instructions, together with directions to be followed
'should eny vessel becﬁme detached Irom thé eonvoy. <Ther equired
codes were checked; the hour of departure was agreed upon; the
rendezvous &t sea was designated; =snd the formation of the convoey
snd of the escort vessels was prescribed. Upon reaching the point

of rendezvousﬂfhe convoy formed =nd was ready to proceed on its course
et the pre-arranged speed. ILssentially, the éetting up: of convoy
schedules has been snd still is the function of the Navy Department,
although escorts are furnished both by the United States Navy snd the
British Navy.56

Puring World War 1 considerable emphasis was placed upon speed

a8 a protective measure, end it was sald that fast vessels came end
went almost at will without suffering attack.aT; Nevertheless, it

is not certain that speed alone or convoy protection have proved
wholly effective during the current conflict, since there have been

some losses of comparsatively fast escorted vessels. Indeed, losses

36 .
On the meking up of convoys seée memorsndum of 13 September 1942
from the Assistant Port Director, Commender . 1. Worrell, to His-
torical Records Cfficer, New York Fort of Embarkabtion. Files of
Historical Unit, OCT.

51 Cf., Penediet Crowell end Robert ¥, Wilson, The Eoad to france,

vol. II (New Haven, 1921), Chapter XXXI, "The lechnigue of Gonvoying.”
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suf fered on convoys as compered ﬁith those on unconvbyed vessels
hardly provide & true picture, since convoying almost invsrisbly
tskes plece in combat areas while vessels frequentlyvsail uneséorted
in less dangeroﬁs wa,ters.38 |

There were many difficulties connected with convoying. For one
thing, unless all ships in the convoy could maintain the same speed,
one or more of them might become stregglers. Enemy submarines often
lurked sround the convoy, on the lookout for stragglers. 4fn im=-
pressive list of such victims could be compiled. Thus, the well-
¥nown imerican merchant vessel, CITY COF FLINT, was lost when it be-
came separated from a convoy near the Lzores on 25 January 19L3.

The United States Navy (Admiral E. J. King) expressed consider=-
able concern over the sinking of stfagglers, end during April 1943
Vrequested thet all incoming ships in convoy be inspected to determine
their materisl condition so as to correct any mechanical defects re-
sponsible for straggling., The British also were disturbed at such
losses, Ships that straggled or broke loose from the convoy were
likely %o be torpedoed and often they were sbandoned premeturely, al-
though there were instances in which the stricken vessel could have
been or actuslly was kept afloat.

Fo vessel aroused greater concern in the United States Navy than

28 Cf. the studies on Army cargo losses with and without convoy pro-
tection for the period 1 Uecember 1941 through 30 June 1943,
Monthly Progress Report, Tremsportstion, OCT, ASF, 30 June 193,
pp . 16‘17 .
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the merchant ship which smoked, making it a highly visible target

a2t sea. At the time when stragglers were singled out for attention,

the prevention of smoking wes also stressed by the Nevy Department.

In May 19,3 appropriate instructions in this regerd were sent by the

Ghief of Transportafion to the verious Army porbs of embarkation,

with the request thét necessery sction be taken to insure that ves-

sels salling therefrom were not in such condition as to endanger

the convoys.39
The mssters sboard the merchant vessels frequently were inex=-

perienced, and in the course of meking rapid meneuvers in order to

avoid reported enmemy submarines, collisions were numerous. In part,

such mishaﬁs could be traced to the hasty expansion of the merchant

marine, necessitating rapid promotion or up-grading of personnel.

In & memorandun éf 23 April 1943 for tﬁe Army Chief of Staff, Ceorge

C. Marshall, Admiral Ernest J. King noted that in the early convoys

to North Africa no fewer than nine vessels had been sunk or dameged

by collisions which could be attribubed largely %o inexperienced

masters. For this reason idmiral King believed that the convoys should

bte limited to about LO ships, including tenkers. He himself had set

2 minimum speed of ¥ knots for cargo convoys to Xorth Africa because

of the number of vessels involved and because of the dangerous sub-

marine infested areas through which they had to pass.

39

For deteils see OCT File OL5.L, whick related to the prevention
of straggling and smoking,
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Convoys proceeded of necessity without navigation lights., At
night the vessels were completely blacked out, snd for protection
they were usually arrsnged in a falirly close formation, so bthet any
sudden shift in position mighf.very'well result in colliéion. To
cite aﬁ example,ithe WORTHERN SWORD, = vessel operated under bare-
boat charter by the irmy, while traveling in convoy in Februwary 1943
collided with the FISHER AMES end some hours later sunk. (4lthough
81l passengers snd crew were saved, the vessel and the cargo aboard
were a total loss.) 4t the time of the collision ﬁoth ships were
darkeneé and there wés no moon, but visibility was said to be good.
Apperently the helmsmem of the NORTHERN SYORD lacked experience, and
in sn effort to avoid running into another vessel (the EXTAVIA) he
ceused his ship to strike the fESHER MBS, The Navy Bosrd, which in-
vestigated the incident, reported thaet "from all appearances the col-
lision was caused by inexperlence on the part of the helmsman furthered
by the close-up formation of the ccnvoy.”ho

ifter the spring of 1943 the situation with respect to convoy
protectioﬁ improved, although losses by no mesns were stopped. Thus,

& Boarding Re orthl of the Liberty ship SS ROGER NOCRE, dated 6 August
% ¥ g

Lo See letter of 5 June 1943 from Depuby Chief, Weter Division, CCT,
to Chief 2idjuster, Division of Wartime Insurance, War Shipping Ad-
ministretion, New York, New York. This communication, based upon
‘the officisl investigation of this casualty, if found in OCT File
SPTOW 231.8 O (NORTEERNW SWORD).

L1

4s a rule, at the Army ports of embarkation each cargo vessel arrive
ing from overseas is boarded by an intelligence officer who prepared
a Boarding Report to cover informetion glesned from the ship's offi-
cers and men.
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193, revealed that oubtbound the convoy consisted of 80 ships with
twelve escorts, while inbound there were L5 ships with sbout 12 ese-

corts. ™o ship was lost either way,"

end the escorts, it was be-
lieved, destroyed one submarine on the outward passage and two
"definitely” on the return voyage. During this period convoys %o
ﬁhe Mediterranean, of course, sailed via Gibralter. ZAccordingly,
outbound they wers designated as UGF or UGS convoys, the "F" stand-
ing for fast and the "8$" for slow convoys from the UnitedAStates,
while the "G" stood for Gibraltar. At Gibralter escorts were secured
for the Mediterranean. There was frequent complaint on the part of
officers on American vessels regarding the inadequecy of the protec-
tion afforded by the British, who were generzlly responsible for es-
corting convoys beyond Gibraltér. In addition %o submarines, the
convoys moving in +this ares had to contend with land-based airplanes.,
It should be noted that as shipping conditions improved, it be=-
came feésible to sail fasf freighters unescorted, Beginning in 194,
as Victory ships became evailable, and as the submsrine menace receded
fest cergo ships frequently traveled aslone across the itlantiec,
usuglly carrying high priority equipment. With the cessation of hos-
tilities in the European theaters, and as soon as the German sub-
marine commenders héve surrendered their craft, convoying may be ex=
;ected to cease in the Atlantic.

Froblem of Overseas Discharge

during the present war the Army has had to contend with two
serious fectors limiting overseas discharge. The first arises from

the £ act that Army cargo conbains meny heavy lifts--exceptionally
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heavy ibtems of cargo which may be in excess of the capacity of the

vessell's gear., Secondly, Army vessels must call at ports which are
either devastated by enemy aqtion and hence iacking in usable port“
faeilities,‘or ere so primitive with respecﬁ to equipment thaf the
ship's gearbmust be employed for‘diScharge.

Even before the United States‘entered the war it was necessary
to provide for heavy lifts. The establishment of the Atlantic beses
entailed the shipment of much bulky, heavy and unwieldy cargo which
was beyond the capacity of the tackle ﬁf the average cargo ship. The
insuguration of the lend-lease program in the sPring of 1941 salso
entailed the shipment of many heavy items, notably tanks and locomo=-
tives, which in many instances had to be discharged at ports whers

le

the shore facilities were incapable of handling such cargo. There
were two ways of meeting the problem--to strengthenvthe shipts gearl
and to send liftiﬁg equipment to the overseas port.

Since Liverty ships are in the gféat majority among the Army's
cargo vessels, the earliest efforts were directed toward increasing
their cargo handling capacity. The first Liberty ship had only a
thirty-ton boom at the No. 2 hatéh and a 15-ton boom et No. L. Sub-
sequently this arrangement wss changed to a fifty-ton boom at No. 2

snd & 30-ton boom at No. li, in sddition to the two five-ton booms at

each of the five hatches.

L2 Memorandum of 5 November 1S4l from Major Gen. J. ¥, Burns, Office
for Emergency Management, to Major Gen. K. C, Moore, Depuby Chief
of Staff, G-I, CFf. G=l; File 32697-18.

- 161 -



is early as 7 FNovember 1941 Lt. Colonel Frank . Ross, Trans-
portation Branch, G-l, called attention to the need of hesvier
booms on freighters, parhioﬁlarly thirty«ton booms, to handle medium
tanks for emphibian operations. It was his opinion thet the ship-
ment of heavy lifts, inciuding medium tanks, should be confined %o
vessels cerrying thirty-ton booms, unless adequate terminal facili-
ties were available at destinstion. In addition, with particular re-
gard to lend-lease shipments, he recommended that several cresnes of
either the dock or flosting type be procured in advance of the need.
Such crsmes, he thought, "unquestionaﬁly would prove an sce in the
hole if badly needed.™ >

In Julyk19h2 Coleonel C. H, Kells, Executive, Water Division,
CCT, preised thé performence of the Liberty ships, but requested
thet on 211 new vessels of this type "euards be fitted on winches to
keep cargo fells clear of gears.” This request, he said, originated
from an overseas bese. Colonel Kells also asked that additional sets
of cergo handling gear be provided at the after end of the No. 2
hatch, since this, it was believed, "would maferially speed up dis-
charge and 1oading."m* |

In Decembervof the same yesr Colonel D. C. Watkins, then Execu-

tive, Water Division, OCT, informed the War Shipping Administration

L3 Ifemorendum of 7 November 1941 from Lt. Col. Frank S. Ross, Trens-

portation Branech, G-l, for Col. Cheves.

I Tetter of 21 July 192 from Col, C. H. Kells to the United States
Haritime Commission, Washington, D. C., OCT File SPTOW 574 M Lib-
erty Ships.
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that reports recelived from overseas indicated that the jumbo booms
installéd at the No. 2 hatch on Liberty ships were too short %o
handle Army cargo. Colonel Watkins therefore recommended that Jjumbo
booms (30 ton capacity) of 61 feet in‘length, be provided on all
Liberty ships assigned to the Army, the object being to clear the
shipside with the 1lifts that would have to\be hendled. Colonel
Watkins also stated that an extension of 10 feet on the present
boom would not be a satisfactory solution, since "it is belisved that
the booms should be originally constructed of the length above ine-
diceted with 211 dimensions suitable for handling the full load on
the 61-foot designed length."lt5
In September 19, 2 number of Mikado type locomotives were re-
guired in assembled form in thé Jouthwest Pacific erea. It was as-
sumed that these locomotives Wouid have to be lozded and discharged
by meens of the ship's gear, since no floating cranes were known to
be aveilable at the destinstion. Eince these locomotives, assembled,
weighed approximately 80 tons, a boom of that capacity was required.
The Maintenance and Repair Brench of the Webter Division, OCT, accord-
ingly was requested to furnish data as to strengthening the pedestal
and installing an 80-ton boom in place of the 50-ton boom, on either

a Vietory or Liberty ship. In addition, the Stevedoring and Ship

L5 Yemorandum of 23 December 1942 from Col. D. C. Watkins %o the War
Shipping Administration. OCT File SPTOW 563.5 (4rmy Vessels).
Lpparently no 61-foot jumbo boom was obtained for Liberty ships.
The Vietory ship, however, has a 60-foot jumbo boom.
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¥acilities Brench of the Water Division, OCT, was consulted, where
it was learned thet from four %o six locomotifes of this type could
be carried on a Liberty or Victory ship, providing a boom of the
proper size could be installed.hb
4 more difficult problem was presented when a number of 86-foot
tugs were shipped in pairs on the after decks of Liberty ships. Be-
cause of the weight involved=--approximately 200 tons--the decks
had to be reinforced. The only svailable equipment in North Atlantie
ports to 1lift such a heavy load was the former battleship XEARSIRCGE,
which had been converted to & crane ship by the Navy Depertwent. 3By
means of the 250-ton revolving crane on the KEARSARGE, these tugs
were loaded safely at the New York Port of Embarkstion, and then
lashed snd blocked in cradles for the long overseas voysge to the
Buropeen.Theater of Operetions. vThese tugs could be unloaded only
et certain English ports which hed the necessary heavy 1lift equip-

L7

ment, since in this instance the ship's gear was quite inadequate.

L Hemorandum of 18 September 194}, from Chief, Ocean Traffic Branch,
to Chief, Maintenance and Repair Brench, Weter Division, OCT.

L From deta compiled for snnuel report of Water Division, OCT, Fiscal

Year 19LL. :

- 16l -



v

DEPLOYMENT AND UTILIZATION

The deployment of Army vessels naturally has varied with the
progress of the war, Just before and for a period following the
attack on Pearl Harbor, most of the cargo vessels in Army service
were oberéting in the Pacific, initially in the reinforcement of
the Philippines and subsequently in the supply of Hawail and Aus-
tralia, This concentration of cargo vessels in the Pacific con-
tinued, roughly speaking, until the summer of 1942, As of April
1942 the Army had 133 cargo ships in the Pacific (including Alaska)
as compared with only 54 in the Atlantic (including the Caribbean).
As of July 1942 the Army had 141 cargo ships in the Pacific, as
compared with 118 in the Atlantic.?

Our first great offensive operation, however, was to take place
in the Atlantic, Consequently, during the summer and fall of 1942
there was a marked build-up of the Army's cargo fleet in thoese waters,
preparatory to the invasion of North Africa, Thus, the Army's cargo
ships in the Atlantic area, which had totaled only 126 at the end
of June 1942, had mounted to 262 ships at the close of October 1942,
and the cargo capacity had increased from 1,051,303 measurement tons

to 2,431,518 measurement tons.3 During the same period, June-October

Statistical Summary, Transportation Service, S0S, vol, 1, April 15,
1942, p. 29, :

Tbid., vol, 7, July 15, 1942, p. 10,

3 Yonthly Progress Report, Transportation, OCT, ASF, November 1942, p. 12,
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1942, the number of Army controlled cargo ships in the Pacific
area averaged approximately 150 per month and never reached a car—-
go capacity of more than about 1,400,000 measurement tons.

During 1943 the major emphasis continued to be placed on the
Buropean Theater of Operations, as large numbers of cargo ships
were consistently required for the completion of the North African
campaign and the penetration into Sicily and Italy. 4s of 30 June
1943,. cargo ships in Army service in the Atlantic had a total dead=
weight tonnage of 4,260,067, as compared with 1,503,390 deadweight
tons for cargo ships in the Pacific area, This concentration of
shipping in the Atlantic area added up to the obvious fact that our
principal effort was still being concentrated in the Buropean Thea=
ter,

In the Atlantic, from the fall of 1943 to the early summer of
194}, the concentration of cargo ships was directed toward the in-
 vasion of France. As of 31 liay 1944, of a total of 1,281 cargo ves—
sels in Army service, 799 ships with a deadweight tonnage of 8,029,000
tons were operating in the Atlantic area, as compared with 482 ships
with a deadweight tonnage of 4,413,200 in the Pacific, Thus the
weight of our shipping resources was still predominately in the Atlantie,
where it was to remain until the Axis powers had been defeated.s

Although the Afmy's cargo ships in the Pacific area were fewer

in number and had less deadweight tonnage than the Army cargo fleet

b Ibid., November 1942, p. li.

5 Tbid., 31 May 1944, p. 18,
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in the Atlantic, it must be recalled that the Navy had a consider-
able concentration of combat and merchant ships throughout the
Pacific, It was the coordinated use of Army and Navy shipping, in
the period following the dark days of 1942, which made possible
the, progress in the long hard advance from island to island in the
vast reaches of the Pacific,

When General Douglas MacArthur left the Philippines he promised
to return, but this return did not take place until the invasion
of Leyte in October 1944. Preliminary to this invasion was a steady
increase in the number of cargo ships in Army service in the Paci-
fic, As of 30 September 1944 the Army had under its control in
this area 539 cargo vessels with a deadweight tonnage of L;.,857,800.6
Ag of 31 December 1944 the predominance of cargo ships was still
in the Atlantic, which then had 853 cargo shibs with a deadweight
tonnage of 8,656,700, as compared with 667 cargo ships with a dead-
weight tonnage of 6,322,100 in the Pacific. It will be noted, however,
that the disparity between the two areas was closing.7

In February 1945 a change was made in the basis of counting
vessels in Army service, utilizing new definitions and more timely
information but resulting in figures not wholly comparable with those

published for preceding months,® Nevertheless, the statisties of

6 Ibid., 30 September 1944, p. 12,
Tbid,, 31 December 1944, p. 66.

Ibid,, 28 February 1945, p. 54,
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vessels in Army service on 31 March 1945 still showed a slightly
larger number of cargo vessels in the Atlantic than in the Pacific,
Specifically, as of that date, there were 664 cargc ships employed
by the Army in the Atlantic area as compared with 621 in the Pacific
area.9

As a result of the total collapse of Nazi Gemmany in May 1945,
many Army cargo ships will be transferred to the Pacific area, but

only after having handled the heavy return traffic incident to rede-

ployment and demobilizatlion,

Early Studies of Vessel Activity

Tt is important to know not only where but also how cargo vessels
in Army service have been utilized, In this connection it may be help-
ful to bear in mind the normal cycle in the overseas shipment of Army
cargo, Such cargo is first assembled at the home port in the United
States and there loaded aboard ship, When the loading is done, the
vessel sails, After a shorter or lpnger period at sea, as the case
may be, the ship arrives at her destination, where the cargo is dis-
charged,” 4s a rule, the vessel then returns to the home port, thus
completing thevburnaround.

In the balance of this narrative,'following a short account of
certain studies of Army vessel activity made in 1942, attention will
be directed first to the vessel at the home port, with particular em-

phasis upon the utilization of cargo space for the outbound voyage.

9 Ibid., 31 March 1945, p. 50,
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Next will be discussed the turnaround cycle of cargo vessels in
Army service, Finally, consideration will be given to cerﬁain prob-
lenms involving the Army's cargo ships in the overseas theaters,
Although the Water Transport Branch, OQMG, had kept some statis—
tics on Army vessels, when the war came, the publication of such data
was largely dropped for security reasons., Not until the Transporta-
tion Service had been established under the Services of Supply in
Harch 1942 was publication resumed for certain statistical informa-
tion relating to the Army's transportation problem, Reference is

here made to the Statistical Summary published by the Transportation

Service, of which the first volume appeared on 15 April 1942,
Prepared by the Control and Reports Division, this publicatién-
included a study of the activity of all vessels under Army control,
Unfortunately the study covers all vessels, and does not differentiate
between cargo ships and troop transports. The.criterion_of activity,
however, is in measurement tons of cargo capacity. The initial study
covered the period from 6 February to 11 April 1942, in the Atlantic
and Pacific areas, It showed the number of measurement tons of ship-
ping in an inactive status because of, repairs, arming, or conversionj;
the number of measurement tons in United Siates ports loading or un-
loading; the number of measurement tons at sea, outbound or homebound;
and the number of tons in foreign ports, For the period covered, of
the total tonnage in the Atlantic area 2,68 per cent were in an in-
active status; 34.18 per cent were in United States ports; 43.73 per

cent were at sea and 19.41 per cent in foreign ports, For the Pacific
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area the figures did not vary greatly, except for time spent in United
States ports, in which case the ratio was about 6 per cent higher for
the Pacific than for the Atlantic,?

A similar study was made somewhat later in the same year for the
period from 1 March through 31 August 1942, By this time a larger
number of ships was employed on the long trans-Pacific runs, and it
was noted that because of the longer voyages in the Pacific area the
proportionate time at sea was greater than in the Atlantic area, Con-
versely, the vessels spent proportionately more time in Atlantic home
ports than in Pacific home ports, the ratio for the former beiné 25,8
as compared with 19,3 for the latter, Time spent in foreign ports was
practically the same in both areas, as was also the time inlactive
status, 1t

These studies of activity, although of value at the time, are not
very helpful today_because they do not indicate the number of ships
involved, do not differentiate between cargo and troop ships, and do
not show the number of days spent in the home ports, at sea, or in the
foreign ports. To some extent, however, they did serve their stated
purpose, which was to show "proportionate time in port versus time at

sea ..ll

10 See Statistical Summary, Transportation Service, S0S, vol, 1, April

15, 192+23 ppo 12"150

11 Ibid,, vol, 11, September 15, 1942, p. 12,
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Utilization of Cargo Capacities at United States Ports

Throughout the war, compilations have been made periodically
covering the troop and cargo capacities. of vessels under Army con=
trol, Beginning with the Statistical Summary of April 1942, these
compilations generally revealed the number of ships engaged, respec-
tively, in carrying troops and cargo, The area of operations was also
shown, together with deadweight tonnage and troop and cargo capacity,
These records, however, simply indicated what the Army's freighters
might contain, since not every vessel was loaded to full capacity.

In this connection, it must be remembered always that the load-
ing of the Army's cargo ships is affected appreciably by such varying
factors as available cargo at the port and the current requirements

£ the overseas theaters, The Army rarely cén pick and choose its own
cargo as does the average peacetime commercial operator, If the over—
seas theater commander requests a shipload of vehicles from the United
States, that is what he will get, provided the vehicles aré on hand,
even though they constitute "balloon® cargo and by no means facilitate
so-called full and down loading.

Accordingly, thére has been considerable variation among the
Army ports of embarkation with respect to the utilization of cargo
ships, This variation is both underétandable and inevitable when one
recalls the different types of cargo to be loaded, the variations in
the available types and quantities of cargo to be loaded, and the vary-
ing physical characteristics of the ships that are being loaded,

In August 194, the Control Division, OCT, issued a detailed study,
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Army Cargo Loading, which was based primarily on cargo analysis re-
ports submitted by the severalbﬁrmy ports of embarkation, Much of
what follows is based upon the material contained therein, References
in parenthesis are to specific pages, First of all (p.1) during
1943 there was a substantial difference between the reported capa-
cities of the vessds loaded and the tonnage actually loaded thereon,
the total unused ship capacity amounting to an equivalent of 521
Lsberty ships for all ports. As was to be expected at this time, fhe
New York Port of Embarkation accounted for épproximately LO per cent
of the unused bale cubic. As the port from which the heaviest cargo
shipments were made, much of which consisted of aircraft and veﬁicles
not conducive to economical stowage, this loss is hardly unusual.

Viewing the ports on a comparative basis for 1943 the same study
(p. 1) indicated that there was only a difference of 5 per cent be-
tween the standard set by the two highest-rarking ports (San Francisco
and New Orleans) and the percentage utilizstion at the three lowest-
ranking ports (Boston, Portland, and Prince Rupert). During 1943,
for instance, San Francisco.and New Orleans each used an average of
83 per cent of the bale cubic capacity below deck on vessels loaded
at those ports. Actually, as is recognized in the study, San Francisco
and New Orleans represent two different types of cargo and ship sizes,
San Francisco has had a good deal of>poor stowing cargo, while New
Orleans has loaded considerable subsistence that has stowed well.

As a whole, the average bale cubic cargo capacity of vessels

loaded by ﬁhe Army at the ports of embarkation has increased about
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25 per cent since December 1941 (p. 2)}. Attention should be directed
also to the fact that practically all the ports show a considerable
range with respecﬁ to ship capacities, Ships loading for the Alaskan
run, for instance, are generally small, while New York lms many large
vessels. Small vessels maturally present loading problems quite
different from those found on liberty vessels.12

Cargo loaded by the Army is mostly bulky material with a low
density, and consequently there is usually a larger percentage of
bale cubic capacity utilized than of deadweight capacity, As of
August 1944, for example, the Army loaded cargo having a volume equal
to about 90 per cent of the bale cubic capacity and between 70 and 75
per cent of the deadweight capacity. These estimates (pe 7) included
the deck loads, which averaged about 10 per cent of bale cubic capa=
city and I, per cent of deadweight capacity. Of bale cubic capacity
below beck, about 80 per cent was ubtilized, As of this same date
average bale cubic utilization had become fairly stable.

Comparisons (p. 8) between the ports, although to be accepted
with caution, appear to indicate that during August 1944 the West
Coast ports made a somewhat better showing than did the Bast Coast

ports, chiefly because of larger deck loads in the former as compared

with the latter area, Army Cargo Loading (pp. 8~9) includes a compari-

son of the average ubtilization at the various Army ports, Thus New

12 For detailed charts concerning the frequency distributicns of

deadweight and bale cubic capacity by ports, see Army Cargo Loading,
Pp. 4-5.
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York utilized 73 per cent of the available deadweight and 87 per cent of
the available bale cubic capacity below deck and on deck, whereas Los
Angeles utilized 78 per cent of the deadweight and 104 per cent of the
bale cubic capacity below deck and on deck, However, figures for New
York covered 1,797 vessels as compared with only 243 for los Angeles,
Acwally, at this time, New York was loading about one=third of all
Army vessels, and therefore its performance carried great weight in
determining the overall average for all Army ports,

Other comparisons might be drawn between the utilization of
vessels by the Army as compared with that by the War Shipping Admin-

istration or by the Russians as was done in Army Cargo Loading (p. 13).

Such comparisons, however, will be relegatedAto a separate study on
the hendling of Apmy cargo,

For April 1945 the percentage of available bale cubic capacity
utilized by the Army was 87 per cent. Deadweight utilization, on
the other hand, was 79 per cent, which represented the highest point
reached since June 1943, Except for Boston and Philadelphia, all
East Coast ports reported less utilization of bale cubic in April
than in March 1945, but on the Gulf and on the West Coast all ports
except San Francisco and Sgattle showed greater utilization, As of
April 1945, a comparison of the utilization of vessel capacity between
loadings on the East Coast and on the West Coast showed a better per-
centage use of bale cubic capacity below and on deck on the West
Coast, However, at this time the trend in utilization in each instance

had been gradually downward since the beginning of 1944, particularly
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on the East Coast, The decline on the East Coast could be traced
largely to special loadings to comply with the requests of the Euro~
pean Theater.13 Caution must always be exercised in comparing the
performance of the various ports with respect to utilization of car=-

go capacity because of the many variable factors involved,

The Turnaround Cvcle

A comparative study of the turnaround cycle of troop and cargo
vessels in A,.my service in World War I and World War II was published
in December 1942 by the Statistics and Progress Branch of the Control
Division, OCT.:U‘L It showed that in World War_I, during the period
from June to December 1917, the average turnaround for cargo vessels
between United States and French ports was 83 days. For 106 round
voyages between the United States and the United Kingdom during the
period February - October 1942 the average turnaround was 65 days.

The study.for World War II included only part of the cargo ships sail=
ing in Army service, since data for all such vessels were not available.
The reduction in turnaround time as between World War I and World War
II was in days spent in United States and overseas ports, The number
of days at sea was slightly greater in World War IT than in World

War I,

During 1943 several special studies were made of the turnaround

13 gee Monthly Progress Report, Transportation, OCT, ASF, 30 April

1945, Pe 47,

1k Comparative Data, World War I —— World War II, OCT, ASF, December
1942, pp. 8-11,
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of vessels in Army service., First, a record was compiled of all ships
which ended their r eturn voyages in the months of January and February
1943, The data covered the principal sea lanes then used by Apmy tfans-
ports, including the runs from New Y,rk to the United Kingdom and to
North Africa; from San Francisco to Hawaii and the Southwest Pacific;
from Boston to Iceland and Greenland; from New Orleans to the Carib-
bean and the Canal Zone; from Seattle to Alaska; and from Charleston
ﬁo the Red Sea and to India, Naturally the turharound varied in ac-
cordance with the distances, Thus (for January 1943) while the aver—
age turnaround time from New York to -the United Kingdom based on 12
round voyages was 52,2 days, the turnaround cycle from San Franciséo
(including Los Angeles and Portland, Oregon) to the Southwest Pacific
and back averaged 100,8 days, while for nine round voyages from.the
Charleston (S.C.) Port of Embarkation to the Red Sea and India the
turnaround averaged 174.7 days.l5

In July 1943 the turnaround cycle again was discussed in a volume
of comparative data for World War I and World War II, Employing ¥World
War II figures from the United States té foreign ports in all theaters
of operation, which were "weighted in proportion to the number of voy-
ages and the distance to each port,”" this study showed that for cargo
ships in Army service, the average turnaround cycle was 20 days for
World War I as compared with 68 days for World War II, Less time was
spent in port in the present than in the last war, presumably indicative

of greater efficiency in port operations. On the other hand, because

15 See Monthly Prpgress Revort, Transportation, OCT, ASF, 28 February
19103 s PD. 76-814-0
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of the distances of the overseas destinations from the home ports,
the time spent in outbound and inbound voyages in World War II is
greater than the comparable time for World War I. When this com-
pilation was published (July 1943), the average turnaround for cargo
ships was 7,700 miles.16

As of 31 October 1943 a new study was made of the turnaround
cycle of Army controlled cargo and troop carriers which ended their
voyages by returning to the United States during the period March
through October 1943. This turnaround cycle was computed from the
time of entry on berth for Amy service to the return of the vessel
to a United States port. For cargo ships, it was discovered that the
longest turnarounds involved the sailings from West Coast ports of
the United States to India, which required 161 days, and to the South
Pacific, which took 1l44.3 days. On the other hand, cargo ships from
East Coast ports to the African Gold Coast required 118.5 days, while
voyages to Greenland took 95.5 days. Included was a breakdown of
ship's time spent in Uniﬁed States waters, in the destination area,
and both outbound and inbound at sea, For the longest voyages--to
India--it may be noted that 63 days were spent outbound at sea and 86
days inbound at sea, whereas only 12 days, all told, were spent at the
loading port and at the destination port. For voyages to the African
Gold Coast considerable time, 4L days, was lost at the destination

ports~---probably because of inadequate terminal facilities---whereas at

16
See Comparative Data, World War I---World War II, July 1943, OCT,
ASF, p. 10. It should be noted that the World War I figures were
from the East Coast of the United States to France.
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sea 27 days were spent outbound and 35.2 days inbound.

For the period under review the largest number of cargo ships
(85) traveled to Mediterranean ports of North Africa. The vessels
for these destinations had an average turnaround of 75.3 days and
spent practically the same time-—about 20 days--outbound and inbound
at sea, whereas 12.6 days were spent at loading ports and 15.1 dajs
at destination ports. Because of the necessity of traveling in con-
voy the time spent for sailing and awaiting convoy amounted to 3.4
days in the destination area as compared with 0.8 in United States
waters, ’

- During this same period, for voyages to the United Kingdom (31
ships), the turnaround time was 63.7 days, of which 14.6 days were
spent at destination ports, probably because of delay in waiting berth
and in discharging. This figure of 1l4.6 days, incidentally, was
practically the same time as was spent outbound at sea, the latter
amounting to 15.5 days.l7

As of 31 May 194k, on the eve of the invasion of Normandy, the
turnaround time of cargo vessels in Army service to both coasts of
the United Kingdom, based on 1,412 sailings, averaged 69.4 days.
This time included 18.4 days spent in the destination area, as com-
pared with 22 days in United States waters. This study was based upon
the 15-month period, January 1943 through March 1944, and the tabula-

tion covered outbtound United States controlled dry cargo vessels

17 '
Yonthly Progress Report, Transportation, CCT, ASF, 31 October

1943, p. 18.
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(i.e., WSA, Ammy, and Navy controlled). All voyages were consldered
as having four legs.

This compilation, it should be noted, also illustrated the
greatly reduced round-voyage time to the Red Sea and Persian Gulf
ports by>the way of Suez as against the former route via South Africa.
This saving of time resulted from the fact that the United Nations
again had control of the Mediterranean. For the Persian Gulf by way
of South Africa the average turnaround time was 241.7 days, but by
way of the Mediterranean it was 157.2 days. India continued to re-
quire considerable turnaround time, the average for this period be-
ing 180.3 days, of which 60.4 days were spent outbound, 69..4 inbound,
30.8 in United States waters (possibly awaiting cargo), and 19.7 days
in the destination area, in unloading and awaiting arrangements for
the return trip. The same tabulation showed that for voyages to North
Russia the average turnaround time was 150.1 days, of which 32.9 days
were spent in the destination area, probably reflecting delays in
unloading, as compared wiﬁh approximately the same number of days
(38.6) spent on the inbound voyage.l |

As of 30 September 1944 two other turnaround studies were pub-
lished., First, a compilation was based upon the activity of 696 dry
cargo vessels in Army service which completed round voyages between
the United States and the United Kingdom within the period July 1943

through June 1944, Not included were many vessels which after being

- -

18
Ibid., 31 ¥ay 1944, pp. 1l4=15.
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discharged in British ports were retained. by the Army in European
waters for local operations or passed out of Army service and were
diverted to other assignments. The study indicated that the turn-
afound time between the United States and the United Kingdom averaged
75.9 days for the last half of 1943 as compared with 77.8 days for
the first half of 1944.

Second, and for the same period, a study was made of the turn-
around time of 343 dry cargo vessels in Army service between United
States ports and ports in the South and Séuthwest Pacific. The re-
sults showed an extreme range of complete turnaround time from 60 to
330 days. During the last half of 1943 the average complete turnaround
was 109.2 days, whereas the comparable figure for the first half of
1944 had increased to 134.5 days. Within the destination area, the
days spent in discharge or loading ports increased on the average from
33 days for the last half of 1943 to 43 days for the first half of
1944, There was a slight shortening of the long legs at sea, due prin-
cipally to shorter routes and an increased number 5f vesselé sailing
only to the nearer or more direct destinations.19

The latest available study of turnaround time of Army controlled
dry cargo vessels was published on 30 April l9h5; In it attention was
directed to the fact that turnaround time varies in accordance with
the distance traveled enrouté and the time required to work the ships

at their ports. For vessels completing the entire cycle of travel

19
Ibid., 30 September 1944, pp. 10-11.
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from a United States port to a theater and return in March 1945, it
took an average of 72 days per ship for a2 round trip to the Euro-
pean Theater and 123 days to either the Southwest Pacific or India,
(These times applied to ships which made the trip without any assign~-
ments for local operations in the theaters.) When ships receiving
such local assignments were includéd in the factors determining the
average travel time, the number of days to Europe increased one day,
while the time to the Southwest Pacific rose from 123 to 200 days.

It was further noted that because of the time involved in making a
complete round trip to any theater, a picture of a complete cycle
could not possibly be presented in any one month. At this time, for
voyages completed during March 1945, covering regular operations, 261
vessels to the European Theater had an average turnaround of 72 days,
as compared with 79 days (for 108 vessels) to the Mediterranean; 62
days (for 12 vessels) to the Central Pacific; 83 days (for 2 vessels)
to the South Pacific; and 123 days (for 11 vessels) to the Southwest

Pacific,

Cargo Discharge Overseas

The rate of discharge of Army controlled vessels in overseas
areas is of importance since any undue delay therein simply means that
the available cargo fleet is proportionately reduced. Early in 1943
the Office of the Chief of Transportation began grappling with the

problem of compiling adequate data from reports of the discharge per-

20
Ibid., 30 April 1945, p. 48.
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formance at overseas ports. In its original form the report used
was intended to bring out the comparative performance of overseas
ports in the discharge of cargo from vessels employed by the Army-
for the first half and the last half of each month. Included were
the theater and the port involved, the number of ships completing
discharge, the time spent in port and in discharge, the average dis-
charge per day per ship in measurement tons, and a final comparative
standing on a percentage basis with respect to improvement shown.
The object was to stimulate the competitive element in overseas dis-
qharge, since by reference to this compilation one could determine
how a given port, say, 4badan in the Middle East, compared with Liver-
pool in the European Theater of Operations, or with Noumea in the
South Pacific, so far as speed of cargo discharge was concerned,

In the fall of l9ﬁ3 this semi-monthly report of discharge per-
formance was rather aptly entitled "Relative Standing of Theaters,
Commands and Ports in Discharging Ships." In addition to furnishing
actual discharge figures, an attempt was made to interpret prevailing
conditions and to indicate causes of differences in discharge per-
formance, By November 1943 the report had been standardized. It was
then issued in a neat processed form, to which was appended a brief
but valuable interpretation of the data at hand. Thus, for the period
1-15 November 1943, frank recognition was made of "local and temporary
conditions” which resulted in a poor gross discharge performance,
while due praise was given to the port organizations at Milne Bay and

Oro Bay in the Southwest Pacific for "efficiency of net discharge
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operations under difficult conditions."

Detailed analysis of the differences in discharge performance
overseas is beyond the scope of this study, but since this subject
bears an important relationship to the utilization of the Army's cargo
fleet, it may not be amiss to discuss briefly certain further develop-
ments. There is some reason to believe that by the close of 1943 the
Office of the Chief of Transportation had stimulated competition
among overseas ports which had led to improved discharge performance.
Thus, for the period 1-15 December 1943, it was noted that the "average
net discharge figure for 1-15 December of 1,098 M.T. per day per ship"
was "the highest on record." With a rare touéh of humor it was inti-
mated "that a rumor had made the rounds that Christmas turkeys were
stowed at the bottom of every hold." At the same time the competitive
element was stressed, and readers were encouraged to forward "complete
details" of any p1an which was considered appropriate to encourage "com-
petition and esprit de corps.”

Beginning with the period 1-15 February 1944 the title of the
report on overseas discharge performance was changed to read "Utiliza-
tion of Vessels Employed by U. S, Army in the Supply of Theaters from
United States." The basis, however, continued to be comparative sta-
tistics on the performance of overseas ports in the discharge of ves-
sels loaded in the United States. During the same month reference was
made to 2 new cross-type cargo net which had been developed by the

Stevedoring and Ship Facilities Branch of the Water Division, CCT.
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This was a forerunner of many similar items which appeared in subse-
quent issues. Thus was accomplished a dual mission of circulating
comparative data on discharge performance overseas and of disseminat-
ing information of value to interested personnel of the. Transportation
Corps.

A change in the reporting system for overseas discharge perfor-
mance was necessitated in 1945 by the adoption of the comﬁined Army,
Navy and War Shipping Administration Ship Activity Reporting Procedure
(ACTREP), and the discontinuance of the previous reporting procedure
initiated early in 1943. Beginning with January 1945, the new form
was called "Monthly Vessel Utilization Summary" (short title: MOVUS).21
There can be no doubt that this reporting serves a useful purpose in
calling attention to all the factors which contribute to efficient
operation of the Army's cargo fleet. With the close of hostilities
in the Buropean Theater, further changes may have to be made, since
in conrnection with reaeployment certain ports in that area will become
outports of Army ports of embarkation in the United States with re-
spect to forwarding supplies and equipment to the Pacific, Heretofore,
it should be remembered, the record has been confined solely to ves-

sels loaded in the United States.

Ship Retentions in Overseas Theaters

Ships are retained in overseas theaters for several reasons.

21 .
For further details see the issue of January 1945, p. 1. MOVUS,
it should be added, is only one of several reports whereby the
Transportation Corps analyzes and summarizes the activity of the

vessels in its service.
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First of all, retentions may be classified as permanent or temporary.
Permanent retentions consist of vessels which form a part of the
regular operating fleet of the theaﬁer. Thus General Douglas Mac-
Afthur has long had assigned to him certain vessels which he employs
in local operations. Temporary retentions, on the other hand, consist
of a number of vessels which from time to time; by decision of the
Joint Military Transportation Committee, are authorized to be re-
tained in the theaters for specific purposes and periods, after which
they revert to their regular use. The latter type of retention, on
the whole, has been well controlled, and except for a few isolated
cases, has caused no undue concern.

A third type of retention is hardly a retention at all but
rather a delay. In other words, a ship may remain in the theater
for a comparatively long time while waiting berth or because of neces-
sary repairs or for any one of a number of other reasons. During 1942
and 1943, when facilities at many of the overseas bases were wholly
inadequate, there was considerable delay of this character. in this
connection certain well-known trouble spots developed. At Noumea,
New Caledonia, there was considerable delay, beginning late in 1942
and extending into 1943. On the other side of the world, in the Persian
Gulf area it was not uncommon for vessels to wait for weeks before
discharge was completed., Similar situations existed elsewhere at one
time or another. By and large these delays tended to disappear as
two factors served to relieve the congestion., In the.firét place, port

facilities were improved as rapidly as possible and in certain instances,
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as in the Persian Gulf area, Transportation Corps port compznies and
port battalions were put to work to expedite discharge. In the second
place, and particularly in the Pacific, a given base such as Noumea
eventually became a rear rather than a forward base, and with pressure
removed, port congestion soon eased.

At present, retention of a certain number of vessels each month
in the theaters is authorized by the Joint Military Transportation
Committee. The vehicle ships used for the invasion of Normandy (¥TVs)
and the flatted cargo ships employed in the invasion of Southern
France are examples of vessels which were loaded in the United States
with the definite understanding that they would be retained for opera-
tional use in the theaters. This same process of loading for opera-
tional use has been followed in the Pacific, resulting in certain
special terms applied to such vessels. Among the latter may be men-
tioned the so~called POEM or resupply ships (POEM standing for port
of embarkation maintenance), which were sent out from various United

States ports to the Southwest Pacific in December 1944.

Delays of Army Cargo Ships in Overseas Areas

In 1943 the Office of the Chief of Transportation began compil-
ing statistics on a weekly basis with respect to Army cargo vessels
which had been held in foreign ports for ten days or longer. Initiated
as of 2 January 1943, this weekly report at first covered only Army
ships. At present it is used in this manner. When it develops that

a given vessel has been in the theater for twenty days or longer, or
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has been held in the overseas port ten days or more, attention is
directed to the delay, and if necessary a radlogram is dispatched

to ascertain the cause thereof. This ten-day report undoubtedly
serves to bring to light undue delays affecting Army controlled ships
in overseas areas. The report devised for this purpose has been
gradually expanded in scope. Beginning in March 1945 it has been
prepared on a theater basis, so as to show all vessels in a given
Army area such as the Southwest Pacific, and to inelude all U. S,
controlled vessels, even if employed by the Navy or the War Shipping

Administration, when in that area.

ACTREP

A11 of the foregoing reporting systems in a sense served to con-
trol the utilization of the Army's cargo fleet, by pointing out de-
lays, by stimulating prompt and efficient discharge, and by indicat-
ing at once the existence of real or potential trouble spots. In
order to provide basic information permitting a closer supervision
and control of the employment of United States controlled shipping,
radiograms directing ACTREP cables were dispatched on 16 December
1944 by the Army and the Navy to théir respective areas, requiring
weekly reports on the activity of each United States controlled troop
and cargo vessel of 1,000 gross tons or more (except for tankers)
under the jurisdiction of the theater or area commander. These dis-
patches implemented a directive of the Joint Chiefs of Staff. The

advantage anticipated was that the same system which had been used
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to follow employment and utilization of the Army's vessels overseas

. might now be extended to cover all Navy and War Shipping Administra-
tion ships as well as Army and foreign flag ships assigned to local
theater operations, and that duplicating reports to the three agencies
could be eliminated.

ACTREP resulﬂed from a plan to produce an overall weekly acti-
vity report of all vessels (Army, Navy, WSA) in overseas theaters.

It was based upon a study made by the Joint Military Transportation
Committee, which disclosed a lack of complete information on the acti=-
vities of vessels retained in the theater, coupled with incomplete,
duplicating, and overlapping reports by the War Department, Navy and
War Shipping Administration, on their vessels. Accordingly, it was
believed that a weekly report should be obtained on the activity of
all vessels in overseas theaters.

The first ACTREP was to be submitted from the European Theater
of Operations on 2 January 1945, from the Southwest Pacific Area.on
3 January, from the Mediterranean Theater of Operations on 4 January,
from the Pacific Ocean Areas on 5 January and from all others on 6
January, and weekly thereafter. In the preliminary announcement of
ACTREP, detailed information was given as to the data required, to-
gether with samples of cables conveying certain information regard-
ing the fictitious vessels JOHN JONES and HENRY BUSSE,

Under date of 27 January 1945 the first revision to the Ship
Activity Report was distributed which set up & new code for certain

information to be reported. Thus SUDAM, meaning sunk or damaged,
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replaced the old code SUGAR KING, ESTAR, meaning estimated arrival
date, replaced the old code EASY DOG ABLE.

The primary purpose of Ehis new procedure was to improve the
utilization of ships. A secondary purpose was to reduce radio traf-
fic on the subject of ship locations and activity. The net result,
for the Army, of substituting ACTREP for previously directed reports
on Army employed ships, has been "a reduction in the timeliness of
information®” on such vessels but "much more complete coverage on the
activity of other United States controlled merchant ships than pre-

viously was available, 22

22

Cf, Annual Report, Water Division, OCT, Fiscal Year 1945, pp. 32-34.
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ACE, Army transpert, 7
ACHERNAR, 108
ACTREP, 184; discussed,187-189
AFEICAN DAWN, 13
AFRICAN SUN, 13
Air Transport Command, 97

Aircraft, transportation, 59,
92-107; crating, 94-95

kg

Aircraft carge ships (ZEC type),
104~106

ALAMOD, 28

ALCOA POINTER, 13
ALCCA POLZRIS, 35
ALENCON, 28

Allocated vessels, in Army ser-
vice, 29-30; WSA pool, 38; re-

quests for, 4O0-42; initial agree-

ments, 43-45; basic agreement
of June 1942, 45-46; in 1943,
46-47;5 in 1944, L47-49; present
procedure, 49-50.

AMERICAN STAR, chartered vessel,
6

Ammunition ships, 77-82
ANCON, Army transport, 136
Animal tfansports, 82-92
ANDREA LUCKENBACH, 96
ANDREW D. WHITE, 18

Anvil operation, 77

Armament, Army vessels, 125

-150=-

Armed Guards, see Navy gun crews

Army Air Forces, 95,97,98,99, 101,
102, 103, 120

Army cargo fleet, growth end composi-
tien, Chapter I; control status,
Chapter II; operational aspects,
Chapter IV; deployment and utili-
‘zation, Chapter V; after 7 Decem-
ber 1941, 8-9;: losses in 1942,
9-10; role of Liberty ships,16-18;
wartime expansion, 20-24; as of 31
March 1945, 25; conversions and re-
pairs, 125-133.

Army Cargo lLoading,pamphlet,172-174

Army Marine Repair Ship Companies,134
Army Transport Service,2,4,39,125

Army War Ship Repair Contract Agency,
130- 133

ARTHUR HOYT SCOTT, 117

Bale Cubic capacity,utilization by
Army, 172-175

"Balloon" cargo, 52,54,73, 171.

BARANOF, 33

BARBARA CLSON, 28

Bareboat and sub-bareboat charters,
27- 28

Bonus payments, on drmy vessels,

135~ 137

BOWLINE REEFER, ex-RODGER W. YCUNG,
115

British cargo vessels, in Army ser-
vice, 54
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British Ministry of War Trans-
port, 37, 101, 102

Brush, Graham M., 58-59, 60,61,
6L, 65, 67, 70

Bryan, Curtis F., Lt.Col., and

Committee on Aircraft Trans-
portation, 102

Bureau of Marine Inspection and
Navigation, 80

CAPE vessels: ANN, CORWIN, DIA-
MONG, HORN, MAY, 13

Car ferries, 57-58, 72

Cargo attack ships (AKA type),
197-108

Cargo discharge overseas, 181-184
Cargo security, effectiveness,151

Cargo Security Officers, 1L7-154;
miscellaneous duties, 149, 150;
improved status, 152; redesig-
nated Ship Transportation Offi-
cers, 153

Cargo ships, special types, Chap-
ter IIT; Cl, C2 and C3 types,
12-14; C4 type, 63-64

Caribbean shipping crisis, 66-67

Central Committee, proposed for
West Coast, 47-48

Central Shipping Administration,
proposed, 37

CHARLES HENDERSON, loss of, 82

CHARLES P. STEINMETZ, chartered
vessel, 18
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Charleston Port of Embarkation, and
Y-tankers, 123,

Chartered vessels, 7-8, 27-29, 33,144

China~-Burma-India Theater, refrigera-
ted space for, 112, 113, 114

CHINA VICTORY, 20
CHIRIKCF, chartered by Army, 2

Churchill, Winston, Prime Minister,
3k, 68

CITY CF FLINT, loss of, 157
CITY OF FORT WCRTH, supplies reefer
space for New Guinez, 112

Civilian employees, on Army trans-
ports, 145

CLARA BARTON, 18
COAST TRADER, 8
Cochran, E. L., Admiral, 108

COLDBROOK, 35

- Collisions, in convoy, 158- 159

COLUMBIA, 33

Combined Shipping Adjustment Board,
Li, 55

Commercial bookings, 55-56
Commercial shipments, of Army cargo,

1, 5; at New York Port of Embarka-
~tion, 56

Committee on Aircraft Transportation,
creation of, 101-102

Convoying problems, 155-160
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Convoys, UGF and UGS, 160

Coordinator for Ship Repair and
Conversion, 129, 131

CROWN REEFER, ex- ELMER J. BURR,
115

CYNTHIA OLSON, loss of, 8

CYRUS W. FIELD, animal trans-
port, 87

Daily Activity Report, Water
Transport Branch, OQMG, 7, 8

Deck cargo, assembled airplanes
as, 99-101

Degaussing, Army vessels, 125
DELAROF, 28

Delays of Army cargo ships, in
overseas areas, 185- 187

Deployment, of.ﬁrmy vessels,
165~ 168

Dill, Sir John, Field Marshal, 71
Dillon, T. H«, Colonel, Chief,
Transportation Division, OQMG,

Ly, 54-55, 57, 137

Diregtor of Tanker Operations,
War Shipping Administration, 118

Division of Emergency Shipping,
Maritime Commission, 30, 34

Dogs, 91~92
Douglas, Lewis W., Deputy Admin-

istrator, War Shipping Adminis-
tration, 43, 45, 148
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Eisenhower, Dwight D., General, 60
EL ESTERC, ammunition ship, 81

ELI D. HOYLE, ex~REDWOOD, Army trans-—
port, 6, 27

ELNA, 34

Engineers, Corps of, 5-6, 35-36, 97

ETOLIN, chartered by Army, 2

Buropean Theater of Operations, vehi-
cle requirements, 75; airplanes, 100;

Y-tankers, 122-123

EXTAVIA, 159

FAIRPORT, loss of, 69
Ferry routes, 96-99

Finlay, Luke W., Colonel, Executive,
OCT, quoted, 105

FISHER AMES, 159

Flat top shuttle ships, 106-107
"Flatted" cargo ships, 77, 186
FLORIDIAN, 87

FLYIN: CLOUD, 13

Foreign flag vessels, in Army ser-
vice, 54~ 55

Franklin, John M., Col., 102, 138, 140

FREDFRICK VICTORY, 20

GANANDOC, aircraft shuttle ship, 107
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GEORGE F. DOWNEY, ex-LAKE MIRA=-
FLORES, Army tanker, 6,27, 117,
124 ’
Gerow, L. T., Brig. General, 95
Goats, 91
Goethals, George W., General, 135
GOVERNOR COBB, 111 -

Grening, Paul C., reports on sea=-
trains, 62

Gross, C.P., Colonel, Chief,
Transportation Branch, G-4, 39,
62, 94=-95, 137; Major General,
Chief of Transportation, views
on aircraft transportation, 103-
104; complains of pilferage, 148

HALEAKALA, 6

HAMMONDSPORT, ex-SEATRAIN HAVANA,
60, 96

Harbor Boat Branch, Water Division,
OCT, and Y-tankers, 120

- HAWATTAN MERCHANT, 96
HAWATIAN PLANTER, 96

HENRY DEARBORN, animal transport,
87 :

HENRY GIBBINS, ex-WEST ELCASCO,
sketch of, 78- 81

HENRY M. FLAGLER, car ferry, 57-58
HIBBING VIGTORY, 19

Hicks, R.M., Colonel, Chief, Water
" Division, OCT, 52- 53, 113

HIGH FLYER, 13
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"Hiring Halls," 145

Hopkins, Harry L., 30, 37, 42, 43
Houlihan, D.F., Director of Fiscal
Affairs, War Shipping Administra-
tion, 44

HOWELL COBB, chartered vessel, 18

Iceland, 97, 98, 99
IGNACE PADEREWSKI, 18

Industrial Personnel Division, OCT,
authorizes manning scales, 144

Insurance, see War risk insurance
IRVIN L. HUNT, Army transport, 2

Italy, animal transportation, 84, 90

JACK, 110, 126; torpedoed, 7

JAMES B, HOUSTON, ex~KVICHAK, repair
ship, 134

Jemings, B.B., 40, 117
JOHN R. B. HANNAY, Army transport, 2
JOHN STEVENSON, 76

Joint Military Transportation Com-
mittee, 49, 185, 186, 188

Jones, W.C., Colonel, 58, 59
JOSE ANTONIO NAVARRO; loss of, 87

JULIUS H. BARNES, aircraft shuttle
ship, 107

Jumbo booms, on Liberty ships, 162~
163
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KANSAN, 87 sketch of, 14-~19; as vehicle car-
riers, T4=76; as mule carriers,
KEARSARGE, Navy crane ship, 164 | - 87-88, 90; as aircraft carriers,
104; cargo handling gear, 161-163;
Keating, Ralph, 34, 113 ' carry tugs, 164
Kells, C. H., Colonel, Chief, LIGHTNING, 13, 114
Wiater Transport Branch, OQMG,
views on Liberty ships, 16, Locomotives, carried by seatrains,
162; opposes wartime bonuses, 59,70,71; shipment of Mikado
135-136 | type, 163-164
Kempel, Hubert, and coaversion lovett, Robert A., Assistant Secre-
of aircraft cargo ships, 104 tary of War for Air, 60
KING, Army transport, 7, 110, LUDINGTON, Army transport, 1, 4, 9,

King, E. J., Admiral, 157, 158

KITTY HAWK, ex~SEATRAIN NZW YORK, M. G. ZALINSKI, ex~ACE, Army trans-
60, 95, 96 pOI‘t, 7, 126, lhé

Knox, Frank, Secretary of the MacArthur, Douglas, General, 120
Navy, 37 167, 185

Maintenance and Repair Branch,
Water Division, OCT, 163
Labor policy, for Army vessels,

141-142 MALAMA, apparently captured, 8
LAKE FRANCES, 28 Manning of cargo ships in Army ser-
vice, 134-135, 138-139; current
LAKEHURST, ex-SZATRAIN NEN JERSEY | procedure, 143-145

Manning scales, 144~145
Land, Buwory S., Admiral, Adminis-

trator, War Shipping Adminis- Marine repair ships, 133-~134

tration, 40, 41, 66
Marine repair shops, 128
Landing ship, tank, 71-72, 108
Maritime Commission, 1, 3, 4, 6, 29-30;

Leavell, John H., Colonel, 102 vessel construction program, 10-12;
control of shipping, 33-35; and
Lend-Lease Administration, 31 seatrains, 62—63, and tankers, 117-
: 118

LIBERTY, Army transport, 1, 3, 27
_ Maritime War BEmergency Board, 136-
Liberty ships, 11, 25, 64, 89; 137
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Marshall, George C., General, 30,
31, 158; proposes a central ship-
ping administration, 37

Master ship repair contracts,
130-133

MeGrady, Edward F., 139, 140
"Meccano!" decks, 103

MEIGS, Army transport, 1, 4, 9,
26, 83, 93

Mellom, J. H., Colonel, 136
MEXICAN, conversion of, 87-89
Meyer, Richard D., Lt Col., 104
Militarization of Army crews, 137

"Ministry of Shipping," proposed,
36-39

7 Mitchell, James P., Director,
Civilian Personnel Division,
808, 139-140

HORLEN, 28; manning scale, 14/~
145

MORMACSEA, 96

MORMACSTAR, 96

MORMACSUN, 94, 96

Motor transport vessels, 75-76

MOVUS, "Monthly Vessel Utiliza-
tion Summary,! 184

Mules, used by Army in Facific
area, 84~85; shipments cease

in 1945, 91

Naval Transportation Service, 50,
51, 102

¢

Navy, acquires various Army trans-—
ports, 43 independent action, 32;
seeks control of Army Transport
Service, 38-39; assists Army in
supply of perishables, 111; and
convoys, 155-156

Navy aircraft carriers, 102-103
Navy gun crews, 119, 146-147

Navy vessels, carry cargo for Army,
50"5[4»: 76‘77, 107"108

New Orleans Fort of Embarkation, 120,
121

New York Fort of Embarkation, 56,
172, 174

North Atlantic Ferry Route Committee,

97-98
NORTH PACIFIC, chartered vessel, 7

NORTHERN SWORD, collides with FISHER
AME3, 159

Odenbach Shipbuilding Corporation,
119

Otterson, John E., 129
Cttzenn, Hans, Colonel, 70

Overseas discharge, problem of,
160-164

Overtime, on Army vessels, 139-141,
142-143

Facific, aircraft shipments, 93
Panama, 80, 81

PATRICK HENRY, first Liberty ship,15-16
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Fatterson, Robert F., Under Secre~
tary of War, 139, 140

FENNANT, 96

PERIDA, 96

Petroleum products, wartime re-
quirements, 116, 118; cross-
Gulf shipments by Y—tankers,
120-121

PHILIP H. SHERIDAN, 18

Pigeons, 91-92

Pilferage, of Army cargo, 147-153

FPlanning DlVlSlon, OCT, work of,

L9
nPoker Fleet," 7, 126

Fortable refrigerator boxes, on
Army transports, 110

Portugal, proposed purchase of
mules in, 91

FRESIDENT COOLIDGE, 94
FRESIDENT FOLK, 93
P-Special, 93

Quartermaster General, requests
new Army transports, 1-2, 5-6;
controls all ship space, 36

Redeployment, Victory ships for, 20}

Reefer space, for Army, 7, 54,
109-116

Refrigerated barges, 116

Refrigerated Vessel Sub~Committee, 115

Refrigerator ships, 7, 109-116;
Cl-M~AV1 conversions, 115

Release system, 174

Ramovable stanchions on aircraft
cargo ships, 104-105

Repairs, Army vessels, 128-133
Resupply ships, 186

Retentions of vessels in Army serﬁice,
184~186

Reybold, E., Brig. General, 3
HOBERT E. FEARY, Liberty ship, 15
ROBRERT GRAY, 34~35

ROGER MOORE, experience in convoy,
159-160

Rommel, 68, 70

Roosevelt, Franklin
creates Strategic
30-31; encourages
shipping matters,

D., President,

Shipping Board,

cooperation in

51=-52

ROSEBANK, chartered vessel, 55

Ross, Frank S., Colonel, Transporta-
tion Branch, G-4, 33, 57, 162;
Major General, Chief of Transporta-
tion, ETO, T4

Rubber, 4

SANUEL WALKER, mule carrier, 91

SEATRAIN HAVANA, 58; acquired by Navy,
60
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Seatrain lines, Inc., 65, 67

SEATRAIN NEY JERSEY, 58, 61, 66
68

SEATRAIN NEW CRLEANS, 58, 61, 66,
68; considered unsuitable for
Army service, 67

SEATRAIN NBEW YORK, 58; acquired
by Navy, 59-60

SEATRAIN TEXAS, 58, 61, 66, 67;
exploits, 68-71, 99; acquired
by Army, 65; to carry airplanes,
96, 99; conversion costs, 127~
128

Seatrains, 34, 57-71; wartime ad-
vantages, 58-59; carry assembled
aireraft, 59; projected con-
struction for Army use, 62-6l;

improvised types for Army use,
71-72

Ship Conversion Unit, Water Divi-
sion, OCT, 132

Ship Transportation Gfficer, ses
Cargo Security Officers

Shipping, competition within War
Department, 34-36; allocation
for 1942, L2-43

Shipping losses, 21

Ship's Transportation Agent, work
of, 146

SICILIAN, chartered vessel, 6
Sicily, 8L

STLETZ, 27

Smith, Samuel J., Captain, 121-122

Somervell, Brehon, Commanding Gen-
eral Services of Supply, 41-42;

INDEX

Assistant Chief of Staff, G-4
Brig. General, 34, 37, 94, 137,
139

SORELDOC, 107

Spaatz, Carl, General, Army Air
‘Forces, 95

Space charters, 55-56
STAG HOUND, 13

Standardization of supplies, on
Army transports, 155

Stark, H. R., Admiral, 37, 39, 60

State Department, interest in sea-
trains, 61, 66-67

Statistical Summary, Transportation

Service, 169, 171

Stevedoring and Ship Facilities
Branch, Water Division, OCT, 163-164,
183 '

Stokes, M. B., Jr., Colonel, 42, 103

Stores, on cargo vessels in Army
service, 154-155

Stragglers, in convoys, 157
Stranraer vehicle vessels, 74

Strategic Shipping Board, work of,
30-33

Submarines, Axis, 9-10, 21, 22

Sun Shipbuilding and Dry Dock Company,
62, 63, 64, 117

Supplies, on cargo vessels in Army
service, 154~155

Syran, A. G., Lt. Col., quoted, 48-49;
stresses need of additional reefer
space, 114, 115
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T. W. DRENNEN, Army tanker, 27,
117, 124

Taffinder, S. A., Admiral, 38-39,
51

TAKU, Army transport, 127

Tankers, 116.-124; wartime losses,
40, 118; for aircraft shipments,
100, 103

Tanks, transportation of, 63, 64;
in Egyptian campaign, 69-71

THOMAS CORWIN, chartered vessel,
18

Time charters, 28

TJINEGARA, M/S, animal transport,
85-86

Training, Cargo Security Offi-
cers, 148~149

Transportation Agent, 126

Truman Committee, United States
Senate, 17

Tugs, as deck cargo, 164
Turnaround, 168, 175-181

TYRRELL, 108

UNITED VICTORY, first Victory
ship, 19

Utilization of cargo capacities
at United States ports, 171-175

Vehicle ships, 72-77

Vehicles, Army shipments, 73-77

Vessel activity, early studies,
168-170

Vessel Manning Cadre, 145
Victory ships, 11, 19-20, 160
Vickery, H. L., Admiral, 62, 63

VIRGINIAN, carries Indlan rhinoceros,
92

Vissering, N. H., Colonel, 66, 99, 101,
109

Voyage charters, 28

War risk insurance, 137-138

War Shipping Administration, 28, 32
90; allocates cargo ships to Army,
10; creation of, 36~38; basic agree-
ment with Army, 45-46; and foreign
flag vessels, 55; conversions for
animal transport, 87-89; furnishes
deck space for aircraft, 100-10L;
furnishes reefer space for Army,
111l; conversions and repairs, 128~
129; manning problem, 139, 143-1.44

Warwick, A. D., Lt. Colonel, 104

Water Division, 0CT, work of, 50;
and manning scales, 1L4

¥leed, Thomas J., Lt. Colonel, 33

Wells, Suaner, Undsr Secretary of
State, 66

WESTWARD HO, 14
WHITE SWALLOW, 13
WILL H. POINT, Army transport, 2

WILLIAM E. BORAH, 18

- 198 =



INDEX

WILLIAM J. PALMFR, mule ship, 90 Y-1, Army tanker, 119

WILLIAM R. GIBSON, Army transport, Y-5, Army tanker, 121-122
2 :

Y-tankers, 119-123
WYANDOT, 108

Wylie, Robert H., Colonel, Opera-
tions Officer, OCT, 67, 69;

Brig. General, Directer of Op- ZEPHYR, ex~CHARLIE WATSON, 124
erations, OCT, interested in
aircraft shipments, 104 ZONA GALE, animal transport, 87
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