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Interview #1

Originally I came from New England, from Melrose, Massachusetts, which is a suburb of 
Boston.  I grew up and went to public school in Melrose although I spent my summers in Rockport, Massachusetts.  I was very much involved in sailing and yacht racing during my high school years.  Basically my family was a farming family that came from New Hampshire, with the exception of one of my great-grandfathers who had sailed around the world in a sailing vessel in the early 1850’s.  He later became president of South Boston Savings Bank and maintained an interest in the sea and ships all of his life that kind of filtered down to me.   


By 1941 of course the war was starting, and it was pretty obvious that if I was going to get an education it would have to be from one of the services.  I left high school and went to a prep school in New London, Connecticut, which no longer exists.  It was called Admiral Billard Academy, and it was run by a retired Coast Guard officer who had lost a leg in the service.  His primary purpose in running this school was to assist young men in getting into the academy; it was absolutely nothing but a cram school.  In those days the academy entrance exam was a four hour exam in math, a four hour exam in English, and a personal interview.  So my last year and a half of high school was pretty much English and math and nothing else.  I did take the exams for the academy in February, 1943.  In those days you didn’t hear about the results for many months; so in May, since I was going to graduate from high school in June, I went ahead and joined the Navy V-12 program and was assigned to Tufts College.  Right at the last minute, late in June, I received a notice that I had been accepted by the Coast Guard, and the Navy agreed to release me.  So on July 15, I went to New London and reported to the academy.


At that point the academy was on a wartime footing.  They had built on the same site a very large reserve officer training school which at that time was being run by the gentlemen who ran Billard Academy.  He had been called back to active duty and was running this reserve training command.  The academy classes had been increased in size to 150 initially in each class, which was more than twice what they had been prior to that.  They had already shifted to the three-year program, and I wound up graduating in the last class that went through the wartime three-year program.  Vice Admiral Pine was the superintendent for the entire time I was there.


   As I look back on it now, I think people would view the academic program with alarm and amazement.  It was very narrow.  There was no choice on the part of the students regarding their curriculum with one exception; in the first year you could choose French or Spanish as a foreign language.  It was very heavily oriented toward engineering, mathematics and professional subjects such as navigation, gunnery, and so on.  It did give a college degree, but I’ll bet that the credentials were very marginal because there were none of the humanities.  In the light of later experiences I feel that it did have three very basic weaknesses which I feel still exist at the academy to this day.  One is that they did not teach the day-to-day routine administration of a government agency which was what you were in when you graduated.  They did not teach the practical aspects of leadership, and they don’t to this day; they don’t put these kids in situations where they have to be leaders and have to react to a situation to learn how to handle men and so forth.  And surprisingly enough, they didn’t cover seamanship to any great extent.  This may surprise the uniformed considering the Coast Guard’s reputation.  But that didn’t bother me because I already knew basic seamanship; I knew piloting and I was able to get along without much formal instruction.  In those days there was reluctance to allow those kids to get their hands on things.


They had quite a fleet of training ships at the academy in those days.  The best one perhaps was the DANMARK, a Danish training vessel which is still used in Demark today.  She had been caught in Jacksonville, Florida, when the Germans invaded Denmark, and the master, with the approval I assume of the Danish ambassador, took her to New London.  So she was used by the Coast Guard throughout the war.  The second one, which was even more famous in a sense, was the ATLANTIC.  She was the big three-masted schooner that was built in 1905 and had won the Kaiser’s Cup; to this day she holds the record for the fastest passage under sail across the Atlantic.  There was a collection of smaller yachts that had been given to the academy.  Some of them are still in use today as private yachts; they have long since been disposed of by the Coast Guard.  The PETREL was one; she is now a charter boat in New York harbor.  Then they had a collection of star boats that they used for racing.  This was lovely for me because I knew star boats and loved to sail them, but I was one of the very few people who knew anything about them.


[Professionally, is the sailing ship better for training in seamanship than the type of cutter that most Coast Guardmen will be assigned to in their career?]

Yes.  I think there is one very distinct advantage.  With the sailing ship you must learn to work with and understand the wind and the sea; you can’t force them against the elements but with a power ship you can.  I think people that understand the basic fundamentals of the sailing ship have a much better appreciation for the environment they are going to have to work in, how to handle a ship, and how to make it do things you want in adverse conditions.  I’m very strongly in favor of sail training.


[So this is the rationale behind sail training?]


Right.  Unfortunately, it’s no longer possible to devote the time to it that you should.  Today we actually have graduates of the academy who have never been to sea even on a training ship.  Those that get to sea may spend a couple or three weeks or at most a month.  In that length of time you learn hardly anything.


[They don’t have regular cruises such as the Naval Academy has?]


They do but they don’t have enough ships to teach all of them.


To get back to 1943, ’44 and ’45, they did have the ships.  In the wintertime they were used by the reserve officer candidate school, and in the summertime they were used by the academy.  We did have some rather extensive trips on them.  Again because I had already had the basics, I was able to take a tremendous advantage of this and I learned an awful lot.  I’m sure that many of my classmates were hopelessly lost even when they left those ships.  As the war progressed they began to get some additional ships for brief periods for training purposes.  One of them was a DE on which we did make a couple of trips; one was a converted ferryboat which had been converted to a helicopter carrier, and we made a couple of trips on her.  That was the GOVERNOR COBB.  The DE was the MENGES DE-320.  One summer we went to the Great Lakes and made a cruise on the icebreaker MACKINAW.  Of course, at that point in time she was a brand new ship, one of the biggest icebreakers that had ever been built.  She was a unique ship because being in the Great Lakes she has a very shallow draft for an icebreaker.


  People always ask questions about discipline at the academy.  The program of discipline basically consisted of the upper classmen controlling the junior cadets.  In effect it was much stronger than it is today.  At times it bordered on hazing, but I think the majority of the people who were involved in it recognized early in the game the basic fact that you have to learn to take orders before you can give them.  If you accepted that, you could understand the need for most of what was going on, and you could learn to cope with it.  There were only one or two cadets in my class that dropped out because of the disciplinary problem, although about a third of the class dropped out because of academic problems.  We graduated just over a hundred cadets, and that was the biggest graduating class they had ever had.

I graduated in June, 1946; by this time the war was over, and the services were in the process of major retrenchment.  The Coast Guard was dropping from slightly under two hundred thousand personnel to just under thirty thousand.  All of the reservists were being sent home as soon as possible.  When I first left New London, I went to Seattle and I joined for a very brief period the Coast Guard cutter HAIDA.  Actually I was on her only for transportation to Alaska, but she was a very interesting ship.  She had been built in 1921 and was one of four sister ships, HAIDA, MODOC, MOHAVE and TAMPA.  They were the first turbo-electric ships that had been built in this country.  I can remember even to this day her main motor which I swear was twenty feet in diameter.  It was a wide open motor; when the thing was stopped you could actually walk inside the armature; it was that big.  I imagine she must have had two thousand horsepower.  Nowadays you think of a motor that may be five or six feet in diameter and is completely enclosed with sealed bearings and everything else.  She was single screw.  One of her sisters had a unique experience in the North Atlantic in May, 1941.  She came up one morning with two very large ships, one on either side of her, firing at each other, the HOOD and the BISMARK.  She was in the middle of that.  They were nice ships but they were all scrapped very shortly after the war.  I rode her to Ketchikan.  

Another interesting comparison between what happened then and what happens now, there was no question on the part of the commanding officer because I was an academy graduate that I was qualified underway OD.  He had me stand one watch with someone else on the bridge simply to learn where the installed equipment was and how it functioned.  From then on I was the OD, and this was on a ship going up through the inland passageway to Alaska.  Of course nowadays it is entirely different.  Even a man who is an academy graduate spends months on a ship before he’s certified to be an OD.


After we got to Ketchikan I reported to the 17th District and was assigned to the CLOVER.  The CLOVER was a buoy tender.  All buoy tenders are named after flora and fauna.  She was WAGL-292, and at that time had her home port in Dutch Harbor.  Her primary mission was all of the missions of the Coast Guard and many of the missions of the other agencies of the federal government in the Aleutian Islands and the Bering Sea because with the war being over, everybody else had left and there was nothing else out in those islands but the Coast Guard, with one exception, the naval base at Adak.  She was a 180-foot, single screw, diesel-electric modified icebreaker.  She was one of thirty-nine that had been built in the Great Lakes during the war.  Dutch Harbor consisted of nothing but a very small naval communications station.  I don’t think there were more than fifteen men there.


We spent a lot of our time down in Adak which was the one installation which was maintained by the Department of Defense.  It was a large naval base and an Army outpost; of course, in those days it was Army Air Corps and not the Air Force.  They did have some ship-repair capability.  At that point the Coast Guard had a couple of light stations in Unimak Pass, and we had the first generation of the LORAN A stations in Alaska.  These were the stations that had been thrown in during the war on a hurry-up basis.  There was one on St. Matthew Island in the Bering Sea, one on St. Paul Island in the Bering Sea.  In the Aleutian chain there was one on Umnak, one on Amchitka, and one at Attu.  We had the responsibility of providing logistics to these stations.  The aids to navigation--that is the buoys and the unattended lights that had been put in during the war--had all been left, and we were running around taking care of some two hundred odd buoys in ports and bays that had been completely abandoned.  We were the only ones that went there because nobody would make a decision to take them out.  So we tended a large number of aids in Massacre Bay and Attu and Amchitka and all of the islands on up the chain.

[Was the rationale the possibility that they might need them again?]


No.  I think that the real rationale was that everybody forgot it in the massive turmoil that went on for a couple of years and that nobody ever did anything about.  So we were out there running around like crazy trying to take care of those aids, knowing that we were the only ones that used them, and if they weren’t there we wouldn’t have to use them.  We did provide search and rescue.  Search and rescue cases were rather infrequent, but when they did occur they were rather serious.  Usually they involved the loss of a vessel.  


There was the beginning of the return of the American fishing industry to the Bristol Bay area, and we occasionally had to help those people out by removing sick seamen and so on.  The C.A. THAYER, which is now a museum piece in San Francisco I believe, was a big three-masted schooner that was still active and so was the SOPHIE CHRISTENSON.  They were operating in Bristol Bay.  Along with a new development somebody had brought a Boston Fish Company steel beam trawler and taken her into Bristol Bay.  The king crab fishing industry was just starting in 1947 and 1948 with this one ship and was highly successful.  Of course now it’s a big industry.

There were natives on St. Paul; they had been removed during the war and then were brought back to take care of the sealing industry that was going on there.  There was a small native village on St. Lawrence Island and one on little Diomede Island up in the straits at the northern end of the Bering Sea.  Periodically we would have to go in and take medical supplies and things like that to those people.  The ship did get back to Seattle about every other year; they would bring it down to Seattle for two or three months for an overhaul and then send it back up again.  


[Were you able to operate in the Aleutians year round?]

Yes.  Of course the ice comes down in the wintertime, and it generally comes as far south as St. Paul in a bad year.  But St. Paul is three hundred miles up the Bering Sea from the Aleutian Islands.  In the spring it would start to thaw and move out, and by July or the first of August you could go all the way around Alaska, all the way to the Canadian coast.


[Were there any problems with icebergs?]


There are no icebergs in the Pacific.  Icebergs are a peculiarity of the calving of the glaciers in Greenland.  Those icebergs that are calved off the glaciers in Alaska are all up inside of the inland passageways and up in the fiords, and they never get out to sea.

At Dutch Harbor I did meet one very interesting gentleman with whom I maintained contact through the rest of his life.  He was a Royal Canadian Mounted Police inspector.  His name was Henry Larson.  He was the man who had taken the Canadian police boat ST. ROCHE, a 110-foot wooden hull schooner, through the Northwest Passage to Halifax and then the following year brought her back the other way to Victoria.  He was quite a seaman and a navigator and an Arctic explorer; he had spent his entire life in the police force in the Arctic.  I think he told me that he joined in 1928.  He continued on with the ST. ROCHE for several years after I met him.  He has since passed away, but the ST. ROCHE is a national historic shrine in Vancouver, British Columbia.  But she was quite a little vessel and was manned with an eight-man crew.  In the first trip bound east I think they got caught for two winters; they were frozen in.  Coming back they hit it just right and came through in eighty-three days in one summer.  Of course, this is the Northwest Passage that three Coast Guard cutters went through in the 1950’s in one summer.  Then in later years they tried to put the big tanker, the MANHATTAN, through.  The MANHATTAN was entirely capable of navigating, but it just wasn’t economically feasible to lug oil that distance by that means.  It was much cheaper to put a pipeline in. 


I left the CLOVER in September, 1948; I had been on her a little over two years.  I came back to Boston, and I was assigned to the HUMBOLDT.  The HUMBOLDT was one of the eighteen, geared diesel small seaplane tenders that the Coast Guard acquired from the Navy.  They had gotten three of them in 1946 and the other fifteen in the fall of 1948 and were in the process of commissioning them.  They were being converted for use as weather patrol ships.  The weather patrol program that started at the beginning of World War II to help the planes that were being flown to England had been cut back drastically at the end of the war, and then was reestablished when it was realized that commercial aviation was going to begin flying the Atlantic.  The maximum extent of the program occurred during the Korean War when we were providing for commercial aviation across the Atlantic and both commercial and military aviation across the Pacific.  We had a total of forty-eight cutters involved in that weather patrol program.  The HUMBOLDT was brought from mothballs to the Coast Guard yard in Curtis Bay for overhaul and re-commission with some modification.  I was to be the first lieutenant so I was sent to the Navy Damage Control Firefighting Scholl at the naval shipyard in Philadelphia and then to the Army Biological, Chemical, Radiological Warfare School in Edgewood Arsenal in Maryland.  I actually joined the ship in the yard in March.  She was commissioned then and we took her up to Boston in June.


I stayed on her for a year, and we made five weather patrols in that year.  It was very routine and humdrum duty.  Wherever you lived if you could make the personal acquaintance of a pilot from one of the airlines that flew back and forth, you could maintain contact with your family and send messages back and forth every time he flew over the ship.  Our navigation was infinitely poorer than the aircraft’s navigation because we would be out, say at Station Alpha, which was up in the Denmark Straits between Iceland and Greenland.  You could be up there for two weeks at a time and never get a sight, and there was no electronics navigation.  He would be passing over, having just left Reykjavik an hour before, so who knew the better position?  As far as being an assistant in navigation, I don’t think that program was ever much.  But as far as providing meteorological data until the development of the meteorological satellites, it was an extremely important part of weather forecasting on a world-wide basis.  In search and rescue it did have its advantages, and of course, there were several cases of aircraft that got in trouble that knew they couldn’t make land but did get to one of those ships so that all or a portion of the people on the planes were saved.  They also frequently got involved in assisting large merchant ships.  Few people realize that even in this day and age on a world-wide basis, we lose between one and two hundred large merchant ships a year at sea.  When I say large, in this day and age I mean up to two or three hundred thousand tons.  In the North Atlantic or North Pacific, particularly in the wintertime, two or three big ones get into serious trouble, and usually they sink.  You wind up picking up a few survivors.  When the satellites came along, they did away with the meteorological requirements.  When the jet aircraft came along, there was no longer a need for search and rescue as far as aircraft were concerned.  There has never been a jet aircraft go in the ocean yet.  They are just too reliable; once they get up and get the altitude, the possibility of anything happening to them is almost zero.  They do get into problems on landing and takeoff.  Of course, communications greatly improved so there was no need for any communications services, and the program finally folded about 1971.

[Exactly how large was the HUMBODLT in size?]


The HUMBODLT was 310 feet, just three thousand tons, and as I said, she was a geared diesel with four, two-thousand horsepower engines.  Having been built as a seaplane tender, she was intended to go into some relative protected bay or harbor, anchor, and tend a squadron of seaplanes.  These ships were not developed to go to sea in really severe weather, and as a result on the weather patrols, they took a serve beating.  Although every one of them survived, they had cracked plates every time they came home.

[Looking at it from the point of view of the personnel on board, how was morale considering the isolation with that type of duty in the North Atlantic?]

In those days we didn’t know much about morale; I don’t say that to be facetious, but it wasn’t thought of in that context.  First of all, the ships had been built to carry a crew of almost four hundred, including aviation personnel.  We ran them with only one hundred people so there was plenty of room.  But more importantly, because there were only a hundred, everybody was on watches at least eight hours a day.  Then you had all of your ship’s work to do.  So everybody was extremely busy.  It was not considered a good type of duty in the Coast Guard because it was boring.  It meant long periods of time away from home.  But as far as the individuals who were on it were concerned, it simply was another job; you accepted it.  Among the officers it was a little better because we could always look forward to getting transferred to something else, but there were an awful lot of enlisted personnel who literally could spend twenty years on that kind of duty.  A lot of them got driven out of the service because the service wasn’t attuned enough to the situation to realize that you could put a man on a job for two years, but then get him off of it and get him something else to do before he went up the wall.  In those days there were no personnel policies as such, no rotation policies.  Isolated duty was isolated duty; you stayed a year, two years, or three years, as long as they needed you and until they sent somebody out to replace you.  There were none of these rotation tours and nothing of this nature.


There were other ships used in that program besides the AVP’s.  At one time we had twelve DE’s that had been Coast Guard DE’s during World War II.  We got them back again and ran them as weather ships, and then we decommissioned them.  They were eventually re-commissioned in the Navy and used in Vietnam.  We had eighteen of our own Coast Guard cutters that we had built during the 1930’s and 1940’s that were used for weather patrol, and to this day there are still five of those ships in operation although they are over forty years old.  There are two of them right here in Norfolk.  I was on the HUMBOLDT for a year although I had been attached to her for almost two years, but the training and commissioning accounted for most of the other time.

I went from her to a very interesting ship, the YAMACRAW.  This was in July, 1950.  The YAMACRAW was a cable layer, WARC-333.  She had been built by the Army as a mine layer.  She was 189 feet; she had Skinner uniflow engines, steam propulsion, twin screw, and was about a six or seven year old ship when I joined her.  For some forty or fifty years prior to that the United States government had had only one cable layer and that was the PEQUOT.  When the PEQUOT finally gave up the ghost at the end of the war, they took her dynamometer and her cable winch, which are the instruments that control the paying out of the cable, and put them on the YAMACRAW.  These machines were built back before 1900; they were really interesting.  Of the type of cable that we used primarily she could carry about forty miles.  The Coast Guard at that time had a tremendous amount of submarine cable.  It was all short length, and it was telephone and power cables to off-shore stations or across inlets.  For example, there was a telephone that ran all the way from Norfolk to Miami, down the beach.  Every place that it crossed one of these little inlets, there was a submarine cable.  Initially this was the YAMACRAW’s job; she went along and maintained and repaired these cables.  She worked all over the Great Lakes, all over the East Coast of the United States, and occasionally in the Gulf.  There were no submarine cables on the West Coast so she never went out there.  It was very interesting work; you got into all sorts of interesting places.  But it was extremely hard work, particularly when a cable would break because you would have to put a Wheatstone bridge on it and determine where the break was, then start dragging to pick up the ends, and if you could get hold of the end, splice it back together.

[Were you in and out of port a lot?]


She was gone constantly.


Her commanding officer was a very interesting gentleman.  His name was G.D. Stephanoff.  He was one of the few left over of the people who had come into the Coast Guard at the beginning of Prohibition.  Captain Stephanoff and his wife were both Russian.  He had been born and raised in Russia; he had a very excellent education.  I think he had gone to the Russian Naval Academy, and he had been a lieutenant in the Russian Navy.  At the time of the revolution he had a very interesting experience escaping from Russia with his family.  He came to this country and had to learn to speak English immediately and was very shortly taken into the Coast Guard.  In those days they took foreigners, predominately Scandinavians because of their seamanship abilities.  He worked his way up in the Coast Guard and eventually retired as a commander.  He was an outstanding seaman.  He really taught me things about ship handling that you don’t learn anywhere except standing at the elbow of an expert like that.  He was a very fine gentleman.  Both he and wife spoke absolutely perfect English with a very heavy accent, but they never made a mistake in grammar.  They had two very fine children who both became doctors.

I stayed on the YAMACRAW only a very short time.  Of course, July 25, 1950, was when the Korean War started.  The first thing that happened to me when I left the YAMACRAW was that I went into a program that in this day and age we would view as very unethical.  But Senator Joe McCarthy was holding forth with the United States Congress then, and it was the patriotic thing.  The Coast Guard developed a program of identifying all merchant seaman that the Coast Guard licensed--they do license all merchant seamen.  They would identify any of those people who at any time had been associated with the Communist Party.  This was a rather large number when you think back to the early 1930’s and the problems of the American Merchant Marine, particularly on the East Coast and when you were dealing with people like Harry Bridges.  There was an awful lot of Communist influence in the maritime unions, and there were a lot of those merchant seamen who did join the party.  I am sure plenty of them did it just to find out what it was all about.  So they came up with this bright idea.  I had a list that was top secret of all of these merchant seamen who had ever been members of the Communist Party.  I traveled around with the shipping commissioner who is the Coast Guard officer who signs crews on merchant ships.  He would make out the set of articles with all of the men’s names and their identification and then he would slip it to me.  I traveled in civilian clothes and carried a weapon.  I carried my list in my little briefcase, and nobody was supposed to know what I did.  Then I would match the names on his list with my list, and if there were any that were members of the Communist Party, he would simply refuse to sign them on the ship.  I think in this day and age we would view that somewhat differently than it was at that point in time.

[Where did you get that list?]


I understood that it initially came from the FBI, but many other governmental agencies who had also dealt with these people and knew something of their backgrounds also had input.  I’m sure some of the information came from the Bureau of Merchant Marine Inspection which by that time of course was part of the Coast Guard.  This job didn’t last but about three months.  They decided that perhaps it was not quite the way to do business, and they changed the rules a little, and I bowed out.


By that time two other things had happened in the Coast Guard as a result of the Korean War.  One, we were beginning to call back our reserve personnel in very limited numbers.  At the end of World War II the reservists had simply been sent home.  We weren’t going to need them again, and they were nice guys and had done good jobs, so we patted them on the back, gave them their paychecks, and sent them home.  People who stayed in the Coast Guard went through all of the programs of reductions back to permanent rank and so on.  Then in 1950 they started calling the reservists back, and they started to form an organized reserve in the Coast Guard.  But all of these people had retained their rank from World War II and were now all senior to the people that they had worked under all during the war.


[Their rank had not reverted?]


Why revert them?  They had done a good job; they sent him home and let him tell his wife that he’s a commander.  They never thought they would see him again.  Then he comes back as a commander and the guy who had been a captain over him was now a lieutenant.  It cause some serious problems in the Coast Guard.  It was a shortsighted thing that had reverberations for many years, and there were bad feelings about it.


At this time they did get the first appropriations to form organized reserve training units.  I was one of two people in Boston who started working to set up this organized reserve.  Of course now this is just a part of our national life with the National Guard, the Army Reserve, and all of these.  The nucleus of these first organized units were to be former reserve personnel.  We started out by accepting only people who had been in service in World War II.  They were oriented initially toward port security work as a result of the Magnison Act which came about because of the involvement in the Korean War.  We started out with three units, one in Boston, one in Portland, and one in Providence.  They had their ups and downs.  There were many mistakes made initially; many were corrected.  In later years working with the reservists in many capacities, I had no question in my mind but that it was the route to go, but starting anything like that always has its problems.


The second thing that happened in the Coast Guard was the decision to start rearming all of our smaller ships.  All of the armament had been ripped off in 1946.  We weren’t going to fight any more wars, so we gave it all back to the Navy.  Because of my assignment in the reserve administration, I was the one person on the First District staff in Boston who they felt could be spared on a day-to-day basis.  So whenever there was a problem on any of these small ships, I would be sent down to resolve them.  Basically their problems were that they were trying to re-outfit these ships with weapons that the people on the ships were not familiar with.  We didn’t have the money, so we could not afford to take them off and train them.  So they sent me to ASW school for eight weeks at Key West, Florida.  Whenever one of these ships would come in, I would go down for a month, and I would take over the ship and organize the whole thing on a wartime basis and give the crew their basic training.  It was a very interesting job.  I did about five or six of them over a period of about a year and a half. 


Of course, while I was doing this, the ship had to go on with her regular duties.  She wasn’t laid up.  If she was a search and rescue ship, why that’s what we did.  I spent time on the GENERAL GREENE.  She was a 125-footer.  She and LEGARE were both sister ships of the CYAHOGA which was just lost in the Chesapeake Bay.  They had been re-outfitted with sonar and mousetraps.  They had learned their lessons and did not put depth charges on them because they couldn’t get away from a depth charge fast enough to get out of the way particularly in rough weather.  I spent some time on a buoy tender called the WHITEHEATH.


Then eventually I went to the CACTUS.  I was a Ltjg at this time and to be in this position was living pretty high on the hog because I had my own ship, and in those days you were allowed to do pretty much what you wanted.  You had a ship, you had a crew, you had a mission to do, but other than that they left you alone.  When I was on the little buoy tender I had so many aids, and they had to be relieved every year, and it was up to me to figure out how to do them.  If I wanted to do them all at once, I could.


The search and rescue part on the little 125’s--they were viewed in those days considerably different than at the present time.  Those were thirty-three of them, and they had been built in 1926 as rumrunner chasers.  They had traveled all over the world.  They had taken part in the Greenland patrols.  They had been on Alaskan patrols in the Bering Sea.  They were excellent sea boats.  They were one of the finest little ships that the Coast Guard had ever built.  I went through some pretty bad weather with them on a couple of engagements.  You just couldn’t beat them for being able to survive at sea.  They wouldn’t go any place in bad weather, but at least they survived.


In later years people got pretty concerned about them, and they were pretty much restricted.  For instance, the CYAHOGA never left Chesapeake Bay for twenty years.  It is unfortunate to note that of the thirty-three ships, four of them or better than ten percent were lost very tragically at sea.  One was run down and sunk in the Ambrosia Channel back in the early 1930’s, and two of them were sunk out here off the Virginia capes during the war with a very high loss of life.  They were rolled over by a hurricane.  This was the same night that the Navy destroyer WADSWORTH sank and the lightship VINEYARD SOUND off the Nantucket sank.

That combination of duties with the Reserve Administration and taking care of these small ships lasted until I went to the buoy tender CACTUS.  She was a 180-footer and a sister ship of the CLOVER.  I spent two six-month tours on her.  Being a buoy tender in New England, the CACTUS basically worked summers.  So I spent two summers on her as the exec, and I spent the winters back on the GENERAL GREENE, one of 125’s as the CO chasing fishing boats out on Georges Bank.  We would go out about once a week anywhere from 150 to 250 miles to pick up a fisherman and in three days tow him in.  They had three of those little ships doing that at that time.  Of course the fishing fleet was in very poor condition at that time.  Hardly any vessels had been built since the 1930’s, and they had not been well maintained.  There were an awful lot of breakdowns and an awful lot of losses in the fishing fleet too--sinkings, fires, collisions and things of that nature.  The GENERAL GREENE was stationed on Gloucester, and since I had spent many summers in Rockport, that was my hometown.  So that was real good.


[At that point the Coast Guard did not regulate vessels?]


There was no regulation of vessels at all; it was strictly search and rescue.  The CACTUS tended buoys; she was a straight-out buoy tender.  She provided logistics support to lightships and off-shore lighthouses from the New Hampshire border to the backside of Cape Cod.  As I remember, we had about forty-foot wooden hull boats that could work in much more restricted waters.  They would work the small buoys up in the bays and rivers.  One place we had to go almost thirty miles up the river with those boats working buoys and tending lights as we went.  It was a very hard job.  Of course, you can’t do that type of work at night, but during the summer she would run from four in the morning until nine or ten o’clock at night, then anchor some place and begin again the next day.


[Was there any problem with vandalism of the lights or buoys?]


The problem was beginning at that time.  I saw what to me was an absolute heartbreaker on Minots Ledge Light.  Minots Ledge, perhaps in conjunction with Eddystone, was recognized as the most outstanding piece of lighthouse construction the world had ever seen.  It has a solid stone tower built in the open sea on a ledge that was three feet below water.  This was done in the 1850’s and that tower stands there to this day.  But it had a second class, classical lens in it that was a beautiful piece of glass.  We got a report that the thing was out so we went down there.  We had to sit around for a couple of days waiting for the weather before we could get on it.  Vandals had gotten into that tower and taken some tools that we had left there and just run up and down and smashed every piece of glass in that lens.  That whole lantern gallery was two feet deep in broken glass.


[There was no one on regular duty at the lighthouse then?]


The light had been converted to automatic operation in 1947, but for almost a hundred years it had been a manned lighthouse.  That was one of my first experiences with vandalism, and it has gotten worse every year.  When I was in New York two years ago, we had cases of Coast Guard personnel working on lights being shot at.


To get back to the CACTUS, she was a straight-out buoy tender.  The CACTUS was eventually lost at Grays Harbor on the Washington coast.  In the early 1970’s she was transferred from Boston to Washington.  She had been out there a year or so when she got caught working a buoy where I don’t think she should have been and got carried on to the stone jetty.  It put a hole in her and sank her.


After I left the CACTUS, I went to the MATAGORDA.  She was another AVP; she was the sister ship of the HUMBOLDT.  I spent two and a half years on her.  I joined her in January, 1954.  We made four, thirty-five day weather patrols between New Year’s Day and the first of June.  We then got orders to go to Honolulu, which I looked forward to a great deal.  We had almost a complete personnel change because in those days there were many people in the Coast Guard, even among the senior officers, who would say, “I joined the Coast Guard to serve here, and if you transfer me, I’m quitting.”  I was the exec, and the commanding officer and I were the only two people who had taken her to sea in the North Atlantic who were on her the day she left to go to Hawaii.  We went through the Panama Canal and stopped briefly in San Francisco and then went on to Honolulu.  During our voyage to Honolulu the IROQUPIS, which was another weather patrol ship, was wrecked on Midway Island.  So when we got to Honolulu we were told that we had seventy-two hours to take on fuel and supplies and go out and replace the IROQUOIS.  So we did that and went on out to Japan and eventually got back to Honolulu in the middle of December.


On the West Coast they ran the weather patrols a little differently than they did on the East Coast.  On the East Coast it was a straight thirty-five day trip--a week out, three weeks on station and one week back.  In the Pacific at that time they had two stations; one was November, which was halfway between Honolulu and the West Coast, and it was covered by ships that came from San Francisco, Los Angeles, and Seattle.  They ran the thirty-five day routine.  The other station was Victor which was located halfway between Midway Island and Tokyo in the western Pacific, and it was covered by the four ships in Honolulu.  We would run a week to station, three weeks on station, three days into Yokosuka, Japan and stay there two weeks, three days back to station, three weeks on a station and a week back to Honolulu.  That was a total trip of seventy-five days.


[Were these stations on an island or in the middle of the ocean?]


This was a ten mile square; it was a fixed square at a given geographical location.  The total station was actually 110 miles, and each ten-mile square on the grid had a code letter.  The ship transmitted a radio beacon signal continuously which broadcast that code letter.  Of course, unless a storm drove you off you tried to stay in the center grid which was Oboe Sugar.  The lettering was worked out so actually it was on station so then any aviator here in the OS would associate it in his mind with “the ship is on station.”  Probably you spent 95% of your time in that center grid, but if a bad storm came along you might get driven off in which case you simply changed the disc in your radio beacon coder to tell the aircraft where you actually were located.  Here again we had the same problem in navigation; many more times the aircraft knew more about where we were than we did.  There was no search and rescue; the cases were so infrequent that I don’t recall in the two years that I was on the MATAGORDA in Honolulu that we had a search and rescue case.


However, the ship did go through a conversion process at that time, updating the sonar equipment, the ordnance systems, and so on.  This was supposedly to make her compatible with a DE in terms or armament and ASW capabilities.  They brought an awful lot of expensive equipment aboard her; but as so frequently happens, they did not provide a continuing program to train people to use it or to maintain it.  And as the years went by, the equipment just went to the devil and eventually had to be removed from the ship because it was not functioning, and nobody knew how to repair it.  This has been a frequently recurring problem in the Coast Guard.


[Is this the fault of the high command of the Coast Guard or simply the lack of funds to train personnel?]


Well, I think it’s a buck-passing routine.  The Coast Guard us a military service; that was determined by the Act of 1915 which combined the Revenue Cutter Service and the Life Saving Service and formed the Coast Guard.  The Coast Guard performs as part of the Navy during wartime and as part of the Department of Transportation in peacetime.  Our military readiness duties are in support of the U.S. Navy, so you get one set of buck-passing in that the Coast Guard says to the Navy, “You pay for it; you give us what you want us to have; you train our people and so on.”  The Navy says, “We would rather put our guns on our own ships.”  My reaction to it is that if the top management of the Coast Guard budget should pay for it.  I will agree that we should certainly be restricted to be allowed to spend money only on those things that are completely compatible and supported by Navy systems.  We’re not going out and design our own guns or have our own ammunition.  This would be ridiculous.  But if we honestly believe that we are a military service, then our ships should be equipped with military weapons, and it should be a part of our financial program, and we should be the ones to justify it to Congress.  The Navy doesn’t stand up and justify the Air Force budget, and there is a hell of a lot that the Air Force does for the United States Navy.  I think it’s just poor management on the part of the Coast Guard.  I watched the Coast Guard build a fifteen million dollar ship that has the potential for being the finest ASW ship the world has ever seen.  She is equipped with a main battery that carries a stamped date of 1942.  That is because of the situation.  The Navy says, “Well, that is the Coast Guard; give them a couple of old guns out of storage some place.”


I stayed on the MATAGORDA for two and a half years and I left her in July, 1956.  In July, 1956, I went to the Coast Guard Base, Sand Island, Honolulu, as executive officer.  This base had as its primary function the support of the buoy tenders that provided the aids to navigation services to places like Okinawa, Japan, throughout the trust territories, all of the Hawaiian Islands, down through Samoa.  We also had the responsibility for the logistics support of the LORAN A System.  It had now expanded to the point where there are twenty-six stations in the Pacific.  We provided complete support.  


They developed a program that worked beautifully with a base at Sand Island maintain all of the equipment for all of these stations, including the electronics equipment, the engine generators, the switchboards, and everything.  We had steel containers that these things could be packed in and hermetically sealed; the containers would be a vacuum.  These containers were also designed so they would float.  We would completely overhaul an engine, rebuild the generator, completely rebuild the engine, test it all out, and when it was all checked out, put it into this container and seal it.  Any ship, or any aircraft for that matter, would carry this container to one of these isolated stations.  If the beach didn’t permit you to drive in with a landing craft, you just threw the damned thing over the side and towed it in.  When it got there you opened the container, you took the engine generator out, you hooked up a fuel line and five electrical leads, and you had power.  They got fantastic hours on those systems.  Most of our engines were International Harvester, and we had the International Harvester people out and showed them what we were doing.  They said that we were building a better engine than they were; our quality control was much superior to what went on in the factory.  I think it was the system that made it possible to maintain those stations under those horrible conditions that they existed under throughout those years.  If we hadn’t been able to do it this way, I don’t think it could have been done.


[Will you comment more on the condition?]


There was complete isolation and minimal technical training for the personnel assigned.  These stations would have a crew of less than twenty people.  If something serious went wrong, and if they could, they didn’t have the tools to do it.  The humidity in the South Pacific is always tremendously high, and in the Aleutian Islands there is the tremendous cold with blowing sand and all sorts of things like this.  In those days remember we weren’t dealing in nice concrete buildings with central air conditioning systems; we were trying to do this in Quonset huts.  I think it was really amazing that they could keep those stations on the air.  Most of them ran better than 98% of the time on the air and operating properly.


Then about this time the Coast Guard began to get involved in the LORAN C.  The LORAN bit was a Coast Guard development.  Coast Guard officers at MIT had figured this system out back in the early 1940’s.  It developed tremendously during World War II on an international basis.  I guess at the height of the A system there were close to a hundred stations on a worldwide basis.  They existed all over the world, all through Europe, across the North Atlantic, all through the Pacific, Japan, and the Philippines.


Beginning in the mid-1950’s we began with the LORAN C program.  Basically the LORAN C is much lower frequency of transmission.  It is much higher powered and an infinitely more accurate system.  LORAN A offered at a maximum range of seven hundred miles in accuracy, plus or minus 1%.  LORAN C at 2,500 miles offered the same accuracy, but at shorter distances; for example, in New York Harbor you get and accuracy of plus or minus twenty-five feet.  The LORAN C is accurate enough to permit by the use of LORAN C and a radio altimeter, the electronically controlled landing of an aircraft completely blind.  With LORAN C you can do what a GCA cannot do.  LORAN C is taking over the LORAN business.  At this point in time it is pretty much complete.  The LORAN C also has one other very interesting facet about it; it is the most accurate timing mechanism the world has ever seen.  Because these transmitters are so high powered and so low frequency, they can be synchronized or locked together around the world which gives you an absolute time on a worldwide basis that is on the border on a hundredth of a billionth of a second or something like that.  LORAN C was just starting in the mid-1950’s.  The first operational chain was put in the Mediterranean because of the problems in the Mediterranean at that point.  We put it in in support of the Navy.  It has expanded since then to cover all of the North Atlantic, the Central Pacific, parts of the Western Pacific, but there is none in the southern hemisphere I believe.


In 1958 I had been promoted to lieutenant commander, and I was transferred to the Aids to Navigation Division at Coast Guard headquarters.  By this time I was involved in one of the things that made the Coast Guard more attractive to me than any of the other services.  That is the fact that it is small, and by the time you’ve been around ten or twelve years, you know every other officer in the Coast Guard.  So when you get transferred you are going someplace to work for somebody because he asked for you.  I went back to Washington to work for Captain Sprow.  This was the third time I had worked for him.  I started out in charge of the so-called Planning Branch in the Aids to Navigation Division.  This was a one-man operation, and I was responsible for getting the funds for the operation of the aids to navigation systems from the Congress and then controlling and distributing these funds to do the job that had to be done.  It involved the maintenance and expansion of the conventional aid system like the lighthouses and buoys.  Also at this point it began to involve the expansion of the LORAN C system.  I had to learn about the dealings with the Congress and the formulation of budgets and handling monies within the framework of the federal government and so on. 

 I also got involved in one of the site surveys for the LORAN C system.  It was decided then to put a LORAN C system as a barrier completely across the North Pole to the mid-Pacific to permit the navigation of surveillance aircraft on a barrier type patrol.  I was involved in the site survey for the stations that were to be put in Alaska because I had spent some time up there and I knew a lot of people up there.  So when that came up Captain Sprow called me in one afternoon and said, “Would you like to go back and see your friends in Alaska?”  I said, “Sure I’d love to.”  He said, “You’re on a plane in two hours.”


In those days when the LORAN C projects came up, they were first of all top secret, and they all had to be finished day before yesterday.  We had taken the concepts that we learned in Honolulu in the earlier years and progressed to a package concept, in other words complete modules of equipment for power plants and so on.  We had graduated to more sophisticated buildings; we had graduated to the idea that every station had to be air supportable.  If it didn’t have a runway, we were going to build a runway so aircraft could go in and out.  The tower on the LORAN C system is a minimum height of 650 feet, although some of them are 1,300 feet.  Of course, this is quite an engineering project if you are in an isolated area.  Any survey of that nature is based on the basic electronic geography of the system; in other words, A station must be within so many miles of a certain location, and you try to match this with the existing topography.


We came out with one station in Alaska to be on St. Paul Island where we already had our A station.  There was a runway there so that was not too difficult.  Of course, St. Paul does have a population of six or seven hundred natives in the village in connection with the seal industry.

The second station was most ideally located at Attu which had been completely abandoned for many years, but there was a very large building that the Navy had built in 1946 as an aerological office and communication center.  We also had a LORAN A station on Attu, and it became very logical to simply relocate our A station and combine it and build a new C station and put them both in this already existing building.  The runway was already there, but we had to do a lot of repair work on it.


The third one went on Sitkinak Island which is a small island just south of Kodiak.  There was a gravel runway but nothing else.  But the runway was the big expense so we made out fairly well.  We built that station right beside the runway.

The fourth one was the most difficult; it was at a place called Port Clarence, north of Nome on the Alaska coast.  It was a little sand spit that stuck out into the ocean, and on it we had to put a 1300 foot tower.  Of course, we were up above the Arctic Circle here so there were a lot of problems of holding that thing down in the permafrost and so on, but they finally got it in.


[Just the logistics of getting the equipment and so on in there for the construction was quite a problem, wasn’t it?]

Oh, but now this is quite different.  In prior construction projects that had been involved in--one was the building of the LORAN A station at Attu--we had used 180-foot buoy tenders and how much can she carry, a few hundred tons at the most running back and forth.  Your manpower was the ship’s force, and you hoped you had a seaman who had built farmhouses some place and knew how to drive a nail.  But when we got into these LORAN C programs, these were Department of Defense requirements, and they were paying the bill.  Everything was put together in packages, and a whole ship was provided to load this thing and to carry it out.  There were all kinds of support and big construction contracts.  I would say that this type of construction was much more complex and much bigger and had much better support, and therefore in the long-run easier to do.


So I did get to see a few of my old friends in Alaska.  Father Baranoff was still alive in St. Paul; he was the Russian Orthodox priest.  He had come across from Russia in the 1800’s and had been the priest there for decades.  He was a fascinating man, but he has long since passed away.

In the summer of 1960 I was moved from the planning branch of Aids to Navigation to the so-called hydrographic branch; this was in the same office but a different job.  At that point in time all aids to navigation were maintained by the Coast Guard.  They were established and maintained in accordance with authority directly from headquarters.  Since there were about forty thousand aids, this was one hell of a job, because every time there was a need to move a buoy or change a characteristic of a light or anything like that, it had to be referred to headquarters and reviewed and approved.  There were several interesting developments going on at this time.  The development of the offshore oil wells in the Gulf of Mexico was just beginning.  By 1960 they had built offshore structures in water as deep as sixty to eighty feet, whereas now I think they are in over six hundred feet.  Of course, the first problem as far as the Coast Guard was concerned was the fact that these structures were obstructing navigation, and we got into major problems in providing suitable lighting, fog signals, and so on, on the structures.  There were so many of them--thousands of them--that it had to be done on a mass basis.  In other words we had to block out entire areas of the coastline and say, “Anything in this area will be marked in such and such a way.”  But again every single one of these applications had to come all the way to headquarters and be reviewed, and we were running thousands of them a year.  There was a constant back and forth between the Coast Guard and the industry.  The industry naturally wanted to keep its costs down and provide as little as possible.  The Coast Guard insisted on what it felt was reasonable for protection of the mariner with backup systems, auxiliary power systems, multiple installations and so on.  It was finally decided that through these oil fields we would establish sea lanes or fairways that the ships could travel through in which no structures would be permitted so that when the master of a vessel traveled a certain course, he wouldn’t get closer than two miles to a structure as opposed to having to try to weave his way through miles of these structures.

The LORAN C program was continuing, and I was in on parts of the development of that.  Another thing that was beginning to take place was the expansion of the recreational boating business throughout the country and its demands on the Coast Guard for services, the biggest of which was aids to navigation.  Of course the demands were much greater than the federal budget could ever contemplate.  So we had to develop and did develop, through these years a system which is now known as the State Aids to Navigation System which is different from the lateral system that the Coast Guard provides on its own aids.  But again every one of those little floats or buoys that was put out had to be approved by headquarters.  They have since done away with this and delegated this authority down to lower levels, but it had about reached the breaking point at that time.


There were a couple of major projects going on in the country at that time that were very interesting to work on.  One was the opening up of the Missouri River to deep water navigation.  Of course, when you talk about deep water in rivers, you are talking about twelve feet.  The Missouri River had been open only part of the year until the Corps of Engineers went in and finally started cleaning it out, removing some of the snags from the sand bars and so on.  Eventually we were able to open up almost a thousand miles of that river.

[At that depth barges were about all that could use the river besides small pleasure craft.]


The river system is all barge traffic; there was deep water traffic to Baton Rouge, Louisiana.  Ocean going vessels go that far up, but from there on up it’s all barge traffic.  Of course, the way they run them with the barges tied together and a single tug towing, these vessels are much larger than anything that ever went into salt water.  Million-ton tows, two thousand feet long are common in the Mississippi River today.  But that was very interesting because I had never been involved in any of the work in the river system; plus it’s a different system than the conventional aids that we use on the coast--first of all because the rivers constantly move, the channel is moving.  There is a very detailed system of providing information to the mariner literally on a minute by minute basis.


[Was the opening of the Missouri done by the Coast Guard or by the Corps of Engineers?]

By the Corps of Engineers.  The Coast Guard provided the aids, but of course, we had to work very closely together to decide how they were doing it.


The other project that I found very interesting was the building of the St. Lawrence Seaway and the providing of aids for that.  Of course here we got into some very interesting legal questions because our statues--that is Title 14 of the U.S. Code--said that the Coast Guard would provide aids to navigation in the United States.  But you see, the seaway was an operation developed by a private corporation, the St. Lawrence Seaway Development Corporation.  So although it was chartered by the federal government, it was not a part of the federal government.  We had quite an exchange back and forth between the lawyers to get over this one point as to who was going to do the job.  The Seaway Corporation felt very badly that they wanted to do it.

[Isn’t part of the seaway in Canada?]

Yes.  That was the other complication; half is Canada and half is the United States.  This did get to be quite a legal hassle, and as I recall initially the Coast Guard was to provide the aids, and I think we did actually establish some up there.  But then things changed through the years, and I believe that today the Seaway is providing its own aids, which is the logical way of doing it.  Of course, we were constantly arguing around the precedent of the Panama Canal situation because in the Canal Zone, the Canal company provides the aids.  The Coast Guard in those days had only one lighthouse in the Canal Zone, on the western end, and everything else was run by the Canal company.  In the light of what has happened recently in the Panama Canal it is interesting to note that this was a case where the United States Government had reneged on its responsibilities for sixty years and let somebody else do its work.


In this period we did build a few major lighthouse structures, the only ones that had been built in this country since the 1930’s.  These were the seven Texas towers off of the East Coast that replaced lightships.  The first one was at the entrance to Buzzards Bay off the Massachusetts coast, the second at Narragansett Bay in Rhode Island.  Then we came down to the South and built at Savannah, Frying Pan, Diamond Shoals, Chesapeake, and the last one was at Ambrose in New York Harbor.  In the middle of this program we had the unfortunate collapse of the Air Force town south of Long Island in which twenty-nine lives were lost.  Of course, there was a great clamor about what was the Coast Guard doing building towers after the Air Force had had such a tragic experience in the same area.  You couldn’t convince the public that our philosophies of construction were entirely different.  The Air Force structures simply stood on the bottom whereas ours were driven in.  I remember in the case of the Buzzards tower, the legs of it were locked in solid stone two hundred feet below the mud line which was sixty feet below the surface.


[How much water are these towers usually built in?]

They vary.  The deepest one we built was in just under a hundred feet of water.  The type we used was a template type tower where you build a steel template that eventually forms a part of the base.  You carried the template out and set it on the bottom and then used its four corners as guides to drive your pilings to lock the thing to the bottom, and then you build your structure on top of that.  The Buzzards structure went out in four pieces, and when the template sat on the bottom, its top was just a few feet above the water.  After the piles were driven in and grouted and welded in place, the substructure went on top of that, and then in two sections the deck house went on top of that.  One of these towers has already been converted to automatic operation, I believe; there are no personnel on it.  Two of them we built as automatic structures initially, Savannah and Breton off Narragansett.  The other five were manned, but they are starting to take the crews off of them now.  But again this ties back to LORAN C.  If you blanket this area with LORAN C and it has the accuracy that it does, these things become rather unnecessary.


LORAN C during its development suffered for twenty years because the Coast Guard felt its responsibility was to develop the transmitter and generate the signal and the hell with worrying about the guy on the other end.  When a LORCAN C receiver cost $40,000, there weren’t very many in use.  When the Coast Guard finally woke up and got involved in the development of good, reliable, cheap receivers and the price tag came down to below $3,000, the use started to proliferate, and now most commercial aircraft carry LORAN C and probably 25% of the large commercial ships do also.


[Even with the light towers and the LORAN C and everything, you still have ships occasionally running ashore, don’t you?]


Yes, you do.  Let’s regress for a moment.  When I was in New York, we had a problem with the Delaware River entrance because in a year and a half, five large ships piled up in it.  I’m speaking of ships in excess of 100,000 tons.  They were all tankers, and everyone was very much concerned with the potential for pollution.  We did manage to get them all off without any pollution, although with some of them it was nip and tuck for a couple of days.  If a ship is hung up on a bar and a storm comes along, she could break her back very easily.  Again there was a great deal of comment that there must be something wrong with the aids to navigation.  We had people come up from Washington who tried to tell us that we were not doing our job because if the aids were functioning properly, we wouldn’t have had this problem.  Finally I took some of these people out and said, “Let’s go out and look at one of these ships.”  The one we went out to was a brand new ship, about a 150,000 ton tanker.  The total investment including her cargo was, I would say, thirty million dollars.  This man was navigating on a chart that had been printed in 1940.  He had no electronic navigation equipment on that ship that was functioning, although in that area at that time there was LORAN A, LORAN C, and radio beacon service.  He had been traveling in poor visibility for thirty-six hours since his last celestial fix, and he was making a landfall in an area that on the basis of his draft was threading a needle that was less than half a mile wide.  And you wonder why he went aground.  Was it the fault of the aids?  He never saw an aid; he never had a navigational fix for over thirty-six hours.

[Why would anyone do that with that kind of investment?]

That’s the sixty-four dollar question.  You go on most merchant ships--and I have been on the bridge of large merchant ships underway, including big American flag passenger vessels---and they don’t even put a navigational fix on a chart.  When you get to the sea buoy, you call a pilot and it is his responsibility from there on.  If the pilot doesn’t do his job, it is the pilot’s fault.  It is a very bad situation, but the real solution to this tanker problem is to put the pressure on the companies to start requiring their personnel to perform their jobs properly, to man those ships, to navigate them and operate them in a prudent and seaman-like way.  You have the one that ran into the Hopewell bridge in the James River; that is a prize example.  That ship was not properly manned.  A vessel of that size in restricted waters should have personnel in the steering engine room ready to shift control in case of a steering failure.  They had a failure.  There was nobody there, so she took out the bridge.


[Was the company required to pay for the damage to the bridge?]


Yes.  I don’t think you are going to exert this pressure through federal regulation because everybody resists federal regulation, and everybody screams and says that it costs more money.  I think the way you can exert pressure on these people is through two mechanisms--for U.S. Flag companies through the insurance companies.  The insurance companies have never gotten into the question of whether the vessel is properly operated or manned.  They have relied on the word of the Coast Guard.  If the Coast Guard certified her as being seaworthy and licensed the people aboard the vessel, the insurance company has to say, “All right, if you do not man a ship in this manner, if you do not navigate it in this manner, we won’t insure you.”  I think when it comes to the foreign flag vessels--and of course 95% of our traffic is now foreign flag--this is where the federal government can get in the act, because they can say to these foreigners, “If you don’t comply with the following procedures, you can’t come into an American port.”  Many of the problems with the American merchant marine today are the results of this same situation where the people who should exercise control--the ship owners, the insurance companies, the people who have the financial interest in it--are not doing their job.  They are relying on the federal government’s regulation doing it, and this just never works.  I don’t care what you say, it will not work.  You cannot federally regulate an industry that complex because, let’s face it, the people in the industry know a heck of a lot more about it than the people in the Coast Guard will ever know about it.  So how can we regulate it? 

I stayed in that job of building towers until the winter of 1963.  At that point I came to Norfolk to attend the Armed Forces Staff College.  This was a six-month course.  The staff college was created shortly after World War II by the Department of Defense to provide for integrated training of people from various military services.  It was a very sadly needed.  It had expanded through the years to include foreign students of most of our allies.  I remember Canadians, British, French, Norwegians, most of the NATO nations, had officers in those classes.  Civilian employees of federal agencies primarily from CIA and the State Department were also included because experience had taught they operated hand-in-hand with the military.  As a matter of fact, some of our instructors were from the State Department because the course covered not just pure military but the entire political-military situation.  I found it extremely fascinating; I enjoyed every minute of it.  The commandant of the college when I was there was an Army major general, and he was very generous.  He told us the first time we met with him that as long as we worked for him seven days a week, eighteen hours a day, we could do anything we wanted with the rest of our time.  It did give the student an opportunity to meet with a lot of people that he would bump into later on in life, and those associations were very valuable.  You learned a lot of whys and wherefores of how things had to be done the way they were in certain cases.  Of the courses that the services put out, I think it is one of the best.  Recently I know there has been some talk about doing away with it, but I think this would be a very serious mistake.  If nothing else I came away from that with a tremendously enhanced appreciation for the capability of the other services, including the foreigners.  They had their day in court.  They were allowed to stand up and say how it was where they came from.  This helped me many times in the years to come, even though I was not a part of the Department of Defense.  I do hope that the school continues because they did a terrific job.

That was a six-month course, so I left there in July, 1963, and went to the West Coast to Coos Bay, Oregon, which is a lumber town on the south coast of Oregon.  I was assigned to a sea-going tug, the MODOC.  Her primary function was search and rescue.  I spent two years on her, and the search and rescue function was actually nonexistent because you had a peculiar situation up there.  If anything goes wrong in that environment, it is over so quickly that there is nothing much you can do about it.  I think in the nine cases that I was involved with in two years, there was only one or two where I was able to accomplish anything.  By the time we would get there, there was nothing left to do; the vessel had sunk or the aircraft was gone.


[Why is that area unique?]


It is totally unforgiving; it is a rock bottom coast, and it makes the coast of Maine look like a sandbox.  All of the entrances are very restricted, and they were all very far apart.  The entire coastline from San Francisco to Seattle is over eight hundred miles, and a major vessel can enter only at Grays Harbor, the Columbia, Newport, Umpqua, Coos Bay, Coquille, and Humboldt Bay in California.  So if you can visualize between the Canadian border and Cape Hatteras there being only eight ports that a vessel can get into, you can see what the problem is.  These entrances were very narrow.  I was moored some twelve miles up a river.  I had to go twelve miles down the river with a three hundred foot wide channel to the entrance and then out between two rock jetties.


I did that the night of the tidal wave in Alaska.  This was in 1964, and the earthquake had occurred in Anchorage.  We had more than an hour’s notice before we got the first effects of it.  I was able to get my crew together and get underway.  The first surge of that tidal wave caught me going through a railroad bridge.  I just kept on going and poured the coal to her.  The second one caught me just as I was going out through the jetties.  It was quite a rise of water about fifteen or twenty feet, but not a wall of water or a wave.  I would say we rose fifteen feet in the period of a minute or a minute and a half.  So there was no violent effect to the ship at all.  Of course, all of the landmarks by which you navigated promptly disappeared, and this was a little disconcerting at the time.


The one effect that I do remember on that was long lasting was the surge that went into  all of these rivers and sucked out a hundred year’s accumulation of logs and timber and trees and so on from the shoreline and put it all back out to sea.  For months thereafter offshore thirty or forty miles was a raft of all of this timber, lumber, and dead trees floating out there; it was hundreds of miles long and several miles across.  In the early stages there would actually be animal life on it.  You could go out there, and there would actually be animal life on it.  You could go out there, and there would be rats and dogs and things on it.


[This would be a danger to small ships, wouldn’t it?]


Yes.  I never tried to push the ship through it in its early stage because it was too dense.  I was afraid of banging a propeller.  Eventually in the winter storms it began to break up and drifted back onto the beaches.  This ship was a diesel-electric sea-going tug, single screw.  For a single screw ship she was highly maneuverable.  She had a very high bow, which was an excellent feature in that part of the country because you didn’t have to worry when you were going out through those jetties.  When you went out through them there would be nothing but white water for three miles and twenty-or thirty-foot rolling seas coming in at you.  With that type of bow she managed that where no other ship could, although she had not been built for that; she had been built as a sea going tug by the Army.  She was an old army tug that we took out of a mothball fleet.


The other part of the job was the beginning of the arrival on the West Coast of the Russian fishing fleet.  In the two years that I was out there, they were just in the process of sending the so-called survey ships.  These vessels would arrive, usually not more than one, but sometimes two on the entire West Coast, and work for weeks out there.  They were doing all sorts of hydrographic surveys, and then they would be followed by fishing vessels that were actually doing sampling techniques.  You could watch them; they would make a drag, and they would pull up the net and flop the catch out on deck and look at it, and when they finished they would throw everything back in the ocean.  They didn’t keep any of the product.


[How close in were they coming?]


At that point they were working the fishing areas that the American fisherman worked.  The closest one was about forty miles offshore.  So there was no question of territorial rights at all.  Out job was to stay with them to observe them.  We did carry a Bureau of Commercial Fisheries agent with us, and we would put him aboard.  Of course they weren’t doing anything wrong, but we were just trying to find out what was going on.  Some of their ships were beautiful ships.


[You had no incidents of any kind?]


No.  I never had any problem.  We used to lay right close to them, six hours at a time, fifty feet away from them.  They would all wave and we would wave back; they would go on with their business, and I went on with my job of observing them.     

The American offshore fishing industry at that time was almost nonexistent.  Of course salmon fishing is inshore, and it was very active.  There was a whale fishery still in existence.  The last one in this country was a whaling station at Astoria, Oregon, and I think it closed the year I left.  They did bring in two or three whales a year.  There was still a Canadian whaling station up on Vancouver Island that I think is still active to this day.  There was not much recreational boating at that time in that area; what was there stayed in the rivers and most of them didn’t try it offshore at all.


[You didn’t have a situation like you have here with party boats going out?]


No.  At the entrance of every one of these rivers you had a Coast Guard station, and people who were in charge of those stations would keep track of the weather, and if it was not suitable, they would simply tell those people not to go out.  This was a highly illegal act.  The Coast Guard does not have the authority to do that, but these people would respect the fact that the man on the station knew his business, and if he said that you shouldn’t do it, you had better not because he was probably right.  So it worked 99% of the time.  When the boats were out there in any number, either sport or commercial salmon fisherman, the chief would send his boat out and be right there with them, and if a guy got in trouble, he was right there to pick him up.


[You mentioned the whaling station getting two or three whales a year; how could they stay in business with no more whales than that?]


Well, I think that was the reason they went out of business.  It was a part-time operation.  If somebody got a whale and brought it in, the people would come down out of the town and crank up this little operation and produce a little whale oil.  Of course the great value of a whale today is the carcass for dog food.  This is in the United States.  In Canada I believe they process some of the whale meat for human consumption.  The problem with the whale as I understand it is that the body temperature is very high, over a hundred degrees, and he has a tremendous insulating blanket around, his blubber.  So the minute he dies,, the heat is retained, and it starts to putrefy.  I have been told that whale that is just a few hours old is no longer suitable for human consumption.  But they processed them primarily for the meat for pet foods.  They would grind up the bone for bone meal and stuff like that.  

In the summer of 1965 I went back to Washington, D.C.  Because of my previous jobs in the Aids to Navigation Division, I went back to a newly created Office of Budget Control and Planning within the Office of Operations.


At this point in time all of the other federal agencies outside of the Department of Defense were being afflicted with all of the wonderful things that Mr. McNamara had done in the Department of Defense.  Mr. McNamara in his wisdom had instituted all sorts of cost-effectiveness routines and “in-depth studies,” and as a result of this the budget process became extremely cumbersome in terms of the fact that tremendous amounts of paper work had to be generated for every little thing.  There were justifications ad infinitum.  If you had not studied the thing four times, don’t even bother to consider it.  You had to have at least six studies to back you up on it.  I think an awful lot of it is one of the big problems with the federal government because I saw the transition from a system that was much simpler and much more basic.  It still had every single element that you have in the system today because of the one fact that we were constrained otherwise; nobody got all of the money they felt that they needed so therefore you had to go through all of the processes of figuring out what was the cheapest way, what was the most important thing to do with the limited money, or was there something else that was more important.  We still go through the same process but now we write forty books about it, whereas before we sat around and talked about it and figured these things out and put down the answer on paper.  It is interesting to note that Coast Guard headquarters has expanded from the time I first reported in 1958 when there were about a hundred officers to today when there are over eight hundred.  But the size of the Coast Guard has not increased significantly during this period of twenty years.  A very large portion of this is all of this foolishness of producing this tremendous blizzard of paper which nobody ever reads; nobody ever pays any attention to it.  Other federal agencies are much worse off than the Coast Guard does.  I know DOD better than any of the others.  But this was the job that I was moved in to start doing because of the fact that the Bureau of the Budget, which I think now is called OMB, was beginning to impose these requirements on all of the agencies.


We did come up with a few Mickey Mouse things that were interesting.  Because nobody would pay any attention to them, we, a group of the relatively junior officers at headquarters, advised the commandant that he had better face the fact that the ocean station program was a dead duck, that the handwriting was on the wall that there would be no need in the near future for any of this.  Of course, we went ahead and built the replacement ships to replace the ones that we had gotten from the Navy twenty years earlier in spite of this.  And now these ships have little or nothing to do.  We did succeed in making some major changes in the aids to navigation business because we had been spending for about twenty-five years large amounts of money to improve the aids themselves, to make them more reliable and to make them last longer between servicing--body paints that would stay on a buoy body for three or four years at a time, battery supplies that would last for two years instead of having to replace acetylene bottles every six months, and things of this nature.  We finally went to solid state circuitry for the flashing mechanisms.  Having nothing to do with that program was another program to continue to build bigger and better buoy tenders and more of them.  We finally said that it just did not make sense.  We went through and rattled the can and moved things around a little and in the process of about a year and a half laid up about 25% of the fleet of buoy tenders that were just completely unnecessary.  They damned well should have been because we had spent a fortune just trying to reduce their workload.  But again the right did not know what the left was doing, and the two had never gotten together. 


[It seems to be inherent in any type of government agency to try to expand the program, not cut it back.]


This is true, but my pitch has always been all of the time I was in the Coast Guard, I kept trying to get through the message to foresee these things.  That’s why those of us who got involved in the ocean station thing went to the commandant and said, “Look, we are not telling you that you cannot run ships anymore; what we are saying is that this is what is going to happen in the future.  Let’s plan for it; let’s find something else that is more important to the American public that we can do, and let’s build ships to do that because we all believe in one basic thing, that the Coast Guard can do a better job and a cheaper job  than any other government agency.  But let’s not hang on to a job that no longer means anything to the taxpayer.”  This was the message we could not get through.  People are resistant to change and they are unwilling to take a risk.  In the history of the federal government when has a federal agency stood up and said that a program which represents 25% of 30% of the total agency is no longer of value to the taxpayer and should be squashed?  They won’t do it.  But if you could put the head of that agency in the position of saying to the American public that there is another program that will be more important in five years than that one and that he wants to change, you have a whole different ballgame.  But this we could never get people to do.   We bought aircraft during this period which have never been flown by the Coast Guard because we bought too many.  People could not look ahead and realize that this was not what we were going to be doing five or ten years from now.


I stayed in that job about four and a half years, and many very good things were done.  We did begin to get into the oceanographic business to a little more extent than we had been.  Of course, of the federal agencies the Coast Guard had been in oceanography longer than any other one because we had been running the ice patrol.  Very few people realized that the ice patrol is not just going out there and looking for icebergs and warning ships; the ice patrol is a program to predict the movement and number of bergs based on oceanographic data.


In this period we also began to get involved in Vietnam.  My first involvement was in the spring of 1965.  The total Coast Guard involvement in Vietnam was first of all providing 82-foot patrol boats for the Markettime operation which was the anti-infiltration patrol along the coast of Vietnam and the providing of our large cutters to back up this patrol.  In a given patrol area you might have as many as four or six 82-footers backed up by one large cutter.  We had a program at that time with the Air Force of exchanging pilots.  This program goes on to this day.  We have so many Air Force pilots who fly Coast Guard aircraft and so many Coast Guard pilots who fly Air Force aircraft.  It is an excellent program that involves indoctrination and cross service utilization.  We have the same program with the Navy too.  We agreed at that time that the Coast Guard pilots who flew with the Air Force would fly the “Jolly Green Giants.” The rescue helicopters in Vietnam.  We worked with the State Department in providing Coast Guard personnel to control American flag merchant shipping in Vietnam.  We worked with the State Department to provide Coast Guard personnel to help develop the Vietnamese police organization.  Because of our port security experience we had experts in the handling of explosives and ammunition who therefore provided the supervision of the handling of all the ammunition that was brought into Vietnam through the ports of Cat Lo, Cam Ranh Bay, Qui Nhon and Danang.  The Vietnamese government’s aids to navigation system, which was the French system, had failed as a result of the war.  We went in initially and took that system over and operated it and eventually turned it over to them.  I think those were all of the activities we were involved in.  Each one was a separate requirement that came at a separate period of time when there would be a problem in the Department of Defense or the State Department.  The White House would come to us and say, “Can you do so and so?”  And we would do it.  So during this period from 1965 to 1970 these things kept cropping up.


Another interesting thing, we had the problem with the icebreakers.  At that point in time we had ten icebreakers, one of which operated in the Great Lakes; the rest operated on the Atlantic and Pacific coasts, operating in Greenland and Labrador in support of defense requirements to the air bases supported by our icebreakers and so on.  The same thing happened in the Pacific, in Alaska, in support of the DEW Line, also in the Antarctic in support of the National Science Foundation and the scientific programs that went on down there.  These ships were pretty well worn out and had to be replaced.  The question at that time was why not go nuclear, because the Russians had just finished the LENIN, the big Russian nuclear icebreaker which I understand even to this day is not a success although she’s a hell of an icebreaker when she’s underway.  But she has so damned many technical problems that she is seldom underway.  Initially there was a strong reaction to have the Coast Guard go nuclear.  Many people in the Coast Guard I think would like to have seen that, but when it finally came down to figuring it all out, the requirement for this much power exists in the life of an icebreaker something less than one percent of the time.  It was decided that it would be a heck of a lot easier to go with a diesel ship which would run on its diesel engines ninety-five percent of the time and then for that very brief period when she needs something else, give her some gas turbines.  These were the ships that we finally built.


[I imagine it costs much less to build them.]


Right.  We paid about sixty million apiece for them.  As I recall a nuclear icebreaker would have cost two to three times that.  We did make an unfortunate mistake; they put controllable pitch propellers on her.  I do not care who the engineer is; unless he has taken a ship into the ice and worked with it and seen the force of the ice, he will not appreciate the fact that there is no controllable pitch propeller that can be built in the world that will ever stand the force of ice.  As a result we have two, sixty million dollar ships in Seattle today that to my knowledge have never completed an operational mission.  One of them went to Antarctica last year and had to come home with her wheels broken off.  One of them went into the Arctic and had to be towed home.  But the real crunch now is that they opted for the gas turbine and used the CP propeller instead of reduction gear, and now they cannot change it unless you take the turbines out--in other words, replace the whole power plant.


We have had a lot of luck with gas turbines.  We had an 82-footer that we ran entirely off of gas turbines.  It was uneconomical on fuel but it ran well.  We then built a class of ships that ran with diesel engines at a thousand horsepower and two gas turbines for five hundred horsepower.  The turbine and the diesel would be clutched in at the same time to give high speed.  We then built a class of ships that has proven highly successful which has 3,500 horsepower diesels on each shaft and a separate 18,000 horsepower turbine.  But when you go to the turbine, you cut the diesel out and secure it, and of course then fuel economy really goes down the drain.  But you get thirty knots out of them, and these are three thousand ton ships.  As a result of our experience with turbines, the Navy finally decided to go with the turbines on the Spruance class destroyers, and they based that decision almost entirely on the work that we had done and the fact that we had proven it could be done.  But in the adaption of the turbine to the icebreaker, the engineers got off on the wrong track on that when they did not think through to the consequences.


 I left that job in December, 1969, and went to Vietnam.  I came back from Vietnam to headquarters just for six months.  This was by previous arrangements so I would not have to relocate my family, and I served very briefly in the office of the Inspector General.  They had had one for years, had done away with it for four or five years, and then decided to go back to it.  So I worked in there, getting that set up.  We never actually got around to doing too much until the very end; we just ran a couple of inspections.  It was a little too much in the formative stage to really have any useful output at that point in time.

I always felt that big problem in the Coast Guard was the lack of standardization.  You have fifty-three of these 82-foot patrol boats; everyone is run differently.  I felt that the real job that the inspector general type job could do was standardization so that the first class engineman on this boat in New York is doing the job the same way as the guy in Los Angeles.  And if somebody gets transferred, you can find a man who knows how to do the job.  I felt very strongly about this because of my Vietnam experience.  They never have gotten to any of the standardization, and I think it is one of the big weaknesses.  Everybody runs his own little show.  It has a lot of advantages in terms of encouraging initiative, but I think you can still let the guy run his own show as long as procedurally he does it in a predetermined manner.  He can decide when to put another engine on the line, but how to put it on the line is done by the book.  It is this type of approach that we have always lacked, and I think that we have suffered an awful lot.  Coast Guard aviation, as any aviation organization, has this standardization, and I think it should be applied to our surface ships too.


In the summer of 1971 I went to New York.  I was assigned as the chief of the Readiness Division for Commander Atlantic Area.  At that time it was known as Commander Eastern Area, but the title was later changed.  My responsibility was the operational training of all of the units in the Atlantic area, which is half of the world.

