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The estimated cost of the Indian Mercantile Marine Com-
L2 (f‘ wmiltee, including the cost of printing the Report and the Fvidence

is as follows :—

] Rs. A. D,
Salary of Members and Staff ... 83,337 0 0
Travelling (including Daily allowance) 37,674 0 0
Printing ¥y ... 10,300 0 0
Clontingencies T - '%6,08900

Total ... 137,40000
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CHAPTER L
Introductory.

In pursuance of a Resolution moved by Sir P. S. Sivaswami
Appoiatment, compo- Iyer in the Indian Legislative Assembly and
sition and terms of refer- adopted by that body on the 12th January
enco of the Committee. 1999, the Government of Indis on the 3rd

February 1923 announced the appointment of this Committee to
consider and report what measures can usefully be taken to f}]rther
the objects advocated by that Resolution. The composition of

.the Committee is as follows :—
, - President. '
Captain E. J. Headlam, C.M.G., D.8.0., A-D.-C.; R.IM.,
Director, Royal Indian 'Marine .
L  Members. ' o
. ... The Hopourable Sir Arthur H. Froom, Kt., J.P., Partner,
Messrs. Mackinnon Mackenzie and Co., Litd., Bombay.
The Honeurable Mr. Laiubhai Samaldas, C.LE.
Jadu Nath Roy, Esq., Bengal National Chamber of Com-
i<t merce.
Sir John Biles, X.C.I1.E., LL.D., D.8Sec., Consulting Naval
Architect to the India Office.
Diwan Bahadur Tiruvenkata Rangachariar, M.L.A.

me , Secretary.

Mt. J. H. Green. :

»The following are the terms of reference to the Committee :—
o consider what measures can usefully be taken :— '

(1) for the liberal recruitment of Indians as Deck or Execu-
tive Officers and Engineers in the Royal Indian
Marine ; ..

(2) for the establishment of a Nautical College in Indian
waters for the purpose of training Executive Officers
and Engineers of ships;

{8) for ensuring the entertainment of Indian apprentices for

training as such officers and engineers in the ships

owned by shipping firms that enjoy any subsidy or
other benefits from Government on any account and
for the creation of an adequate number of State
.. gcholarships for providing instruction in the Nautical
,.,‘,_‘§‘7Colleges and Training ships in England pending the
formation :of a Nantical College m India ;

ot
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(4) for the encouragement of shipbuilding and of the growth:

» of an Indian Mercantile Marine by a system of”

Lounties, subsidies and such other measures as have
been adopted in Japan;

(5) for the acquisition of training ships by gift from the
Imperial Government or otherwise ; and

(6) for the construction of the necessary dockyards and
engineering workshops in one or more ports.

2. The Committee assembled at Delhi on the 12th February
' 1923 and proceeded immediately with the-
Procedure and tour.
was finally issued on the 3rd March 1923. The Questionnaire, which
is reproduced in Appendix A to this Report, was forwarded to local
Governments and also to various Associations and individuals,
who were invited either directly by the Committee or through
local Governments, to forward their replies in writing. At the
same time the fullest publicity was given to the Questionnaire
of which nearly 3,000 copies were sent all over the country
and @ general notification was slso issued requesting any
Associations or individuals not so invited to «epresent their
views. After issuing their Questionnaire at Delhi, the Com-
mittee decided to disperse and to reassemble at Bombay on
the 3rd April in the hope that the Bombay witnesses at least would
have been in a position to submit their written statements before
that date, enabling the Committee to proceed at all events with the
oral examination of witnesses in the Bombay Presidency and Sind.
However, when the Committee assembled at Bombay on the 3rd

April, only 16 written replies from the whole of India had been-

received ; while representations had heen sent in from certain
important public bodies asking to he given more time for the
consideration and preparation of their replies. In these circum.-
stances, the Committee decided to postpone the oral examination
of witnesses and issued a press communiqué informing all con-
cerned that the date for the submission of written replies to the
Questionnaire had heen extended up to the 1st September 1923,
The Committee stayed in Bombay for 9 days and during that
period usefully employed their time in paying a round of visits to
certain  dockyards and marine engineering workshops.  The
Dockvards visited were the Roval Tndian Marine Dockvard. the
Mazagon Doc'z belonging to the P. and 0. and British Tndia Steam

Navigation Company, and the Workshops of. Messrs. Alcock

Ashdown and Compsny. The Committee also paid a viei

Navigation School at Novha, Hog Island. rgai ained by the
. Mohamed Ynsuf, Kt. The Committee held t
- Bombay on the 12th April 1923 and then fi
deciding to meet again about the middle of th

heir last meeting at
nally dispersed -after

work of preparing their Questionnaire which -

ntained hy Sir-

e following November

3

for the purpose of prosecuting their enquiries further. At a
meeting held at Simla on the 24th July the following tour pro-
gramme was provisionally decided upon, subject to such changes
as might be found necessary from time to time :—

November 19th . . . . Reassemble at Bombay.
Decomber %(t)l";xh to} . . Halt at Bombay.
" 7th . . . . Departure Bombay by sea.
, gth . . . . Arrival Karachi.
,: 10th to 12th . . . Halt at Karachi.
13th . . . . Departure Karachi.
: 17th . . . . Arrival Calcutta.
» 18th to 31st . . . Halt at Calcatta,
Jannary Ist . . . . Departare Calcntta by sea,
" 4th . . . . Arrival Rangoon.
» 6th to 10th . . . Halt at Rangoon. .
»s 11th . . . . Departure Rangoon by sea.
" 14th . . . . Arrival Madras,
" 15th te 21st . . . Halt at Madras.
" 21st . . . . Disperse at Madras,
First week of February . . . Reassemble at Delhi to write the
report,

This tour programme was strictly adhered to. Owing to his
appointment as a member of the Indian Bar Committee, Diwan
Bahadur T. Rangachariar was unable to sit with the Committee at
Karachi or Madras and the Hon’'ble Mr. Lalubhai Samaldas was
prevented, owing to the exigencies of business, from accompany-
ing the Committee to Rangoon.

3. When we reassembled at Bombay on the 19th November,
we found that in response to our invitation,
we had received a great volume of written
evidence from all shades of opinion connected with the
shipping and shipbuilding indusn:y in India. Written state-
ments were received from 128 witnesses and orup of these 72
. were orally examined. lists of these

, *Appendix B. witnesses are attached.” We wish to
express our indcbtedness to all who, at the exp‘ense.of time and
labour, furnished us with written statements of thqlr views and
' to those who also gave oral evidence before

rments us. Our thanks are due to the managers
Ackmowledgment and officials of the various dockyards and
marine engineering workshops visited by us for their 1:ea.dy courtesy
in showing us round their establishments. We also wish to express
our thanks to those local Governments and Government officials

B2

The Evidence.
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who made arrangements for our office accommodation at the ports
which we visited.
4. Calcutta being the chief centre of interest from the ship-
Visits to dockyards and bmldu;g ppmt of view, we took the oppor-
engineering workshops. tunity during our stay there of visiting the
following dockyards and engineering work-
shops :
1. The Hooghly Docking and Engineering Company’s work-
shops at Sulkea.

2. The B. I. 8. N. Company’s Dockyard at Sulkea.
Messys. Burn and Company’s workshops at Howrah.

4. Messrs. John Xing and Company’'s workshops at
Howrah.

w

. The River Steam Navightion Company’s workshops at
Garden Reach.
. Dockyard at Garden Reach belonging to the India

. General Steam Navigation and Railway Company,
ILtd.

[e2]

At Rangoon we had the advantage of being shown round the
port by the Port Commissioners and of visiting the workshops of
the Irrawady Flotilla Company at Dalle.

5. When the Committee met at Bombay on the 4th April 1923,
T ] we had decided that it would be of great
togf]t of Sir Jobn Biles  advantage to us if we could make ourselves
pan. personally acquainted with the system of
bounties, subsidies and such other measures as have been adopted
in Japan for the encouragement of shipbuilding and the growth of a
Japanese Mercantile Marine. A reference was accordingly msde

to the Government of India putting forward the following alterna-
tive suggestions :—

(a) that the whole Committee should be allowed to visit
Japan some time in August;

(b) that failing (a) Sir John Biles should be permitted to
visit Japan en route to India to rejoin the Committee
in November.

The Government of India were unable to agree to the whole
Committee visiting Japan but obtained the sanction of the Secre-
tary of State to alternative (b). Sir John Biles arrived at
Yokohama on the 23rd September 1923 to find that the principal
cities which he had to visit had practically been wiped out by the
most appalling earthquake ever known in human history.
Naturally this® stupendous disaster, which affected the whole
Japanese nation, greatly hampered Sir John Biles’ work in Japan

5

1 i i i d with, he has been
te of the difficulties he had to conten , b ‘
E)u;)llteut]oSIEI)Jla,(IE(eOewa,ilaable to the Committee an amount of m.forn‘laf:lotn
which has been of great value to us. His account of hl: visi hio
Japan is attached as an Appendix* to this
*Appendix C. Report. We should like, to talﬁ, this
ity i i to those gentlemen,
: tv of expressing our indebtedness ) ‘
;pﬁ):;:uﬁ;l fmz Igegtionedgin his Reporht as h:}\imi ren(;,ersg (1;;21
i , and to request that our anks ma con-
::lyiaéblt?o 3:3?2131&1;)0; the Government of India through the British

* Embassy in Tokio.

24, we Inet again
.o Madras on the 2lst January 1924, et
at %el{xjie aglinghe 5th February for the purpose of considering our
minendations. ' o
reco’i We wish to place on record our high appre(_:latl‘on of the
; ¢ the Secre- gervices of the Secretary. of this ‘(,ommlttee.
tm&;remces of e Our labours have been grea/olydhbghtteﬁlec11<I bi
. ility di H. Green and by the xee
| and ability displayed by Mr. J.
:ll::erzezz i‘:1 the WoZk he has shown tl}roughout. . He prepa,red mtolri;:
valuable notes and obtained m;llch tlmporta,;\totlri‘fm:;g?;lceon the
:octs which came under the terms O .
ig:é?gezs and ability to anticipate our requl.rs:mentzslzzeillze:}rllen;;:tf
 He has been of the greatest assistance . : :
g:fr;l:?(?n of our Report, and we were most fortunate in having his
gervices placed at our disposal by Government.



CHAPTER Il

Training of Indian Executive Officers and Engineers
for the Mercantile Marine.

Exgourive Orricers.

8. We cannot do better than reproduce here the followi
0t d tha : _ ing ex-
;;::ﬁ.) ‘fgﬁr{; t;'t; e:g;l?—g’l:]sll Public Schools’ Year Book with which we
In considering the Merchant Service as s career for boys
it must at once be stated that the scholastic and tech-
nical requirements of the profession are such as to
render imperative preliminary training if a youth
aspres to command. The enormous growth in the
size of modern steamers, the great advance made in
marine science generally, the application of modern
vention to all that appertains to life afloat, which
has,. o some extent, displuced manual labour,’cal] for
zl\, wide range of knowledge which can only be assimi-
tﬁil;ggie\:h:fn :é %oy: 18 at an early age and has oppor-
bty udying denied to one going direct to
We propose to deal first with the i ini
_ 2 question of the
gzee &J:;:z;gl:e (}r deck officers and subsequently with tlfgmtl::ilgiﬁ ;
of eng eers. Mn our opinion no scheme for the ultimate forma.tioﬁ
O omeian | er;:‘antlle_x Marine would be complete unless it also
D s hoth or the training and future employment of the officers
oty o n;? ti),}xln the officers of the Mercantile Marine are drawn
e from & e middle clagses:. We are of opinion that i(t; »
e ({ o 3 xlaom'evc{hat similar method of recruitmentl sh ullg
created. %(‘heremis x;ﬁg;fyaﬁtﬁg;oug{hly igicient o of T I8 tg be
orenec _ ing slong the shore i
gt mmnly 2 B e 3
Snéih India and we have bee(;l ttz)i(l()cf)in ?:mg M O P
cers and Ago 3 . I. M. Officers, Port

ents of Shipping ¢ i
thoroughly efficient and reliablegsaﬂgrl&:pm‘l;vﬁz 822&:}10 i}ézy m“?}lfe
son why

the so
ns of these men should not be encouraged to aspire to become

i : d th
sary education, especially as we understand tlg; gg;szs?)ftlggeneo:rs;
I

already sufficiently edu

] \ ntl; cated to enter the 1 i

::gl’egs P;;fe:sx_ons. There. are no fa,cilitlf;:zgwi’nH;g((lll'ca1 and othex
18t in Great Britain, enabling suitably Jguﬁﬁtf;eﬁgg’

b
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-who may be desirous of becoming officers in the Mercantile Mariue,

to obtain the necessary sea experience and nautical training and
education. In our examination of witnesses, we made a point of
endeavouring to find out if any congiderable number of the youths

_of this country were likely to be desjrous of following the sea In

the capacity of officers in the event of the necessary training facili-
ties being provided for them. Certain witnesses, who frequently
come in contact with the sea-faring community, have told us that
they are not aware of a single instance of an Indian lad of good
family and education offering himself as an apprentice to the sea

‘and that in view of the fact that Indians of the better classes

appeared to lack the instinct or spirit of tife sea, which is more or
less inborn in British lads, 1t appeared to them doubtful if a suffi-
cient number of suitable Indian candidates would be forticoming to

make it worth while to embark on any large scheme of training.
‘Some of these witnesses feared that, even if Indians started their

apprenticeship, they would not stick to the sea after they find out

that it is a life having many hardships and few amenities. Many

witnesses on the other hand have assured us that there will be no

‘dearth of suitable Indian candidates coming forward for training

if the necessary facilities are provided and.that the reason why they
have not come forward in the past is that they have hitherto been

.given little or no encouragement to take to a sea-faring life; and

that even if they served their apprenticeship there was practically
no prospect of their obtaining employment after completing their
training. We consider that there isa good deal of force in this argu-
ment as we have ascertained in the course of our enquiries that,
with one or two exceptions, steamship companies in India were not

_anxious to take Indian apprentices on board their steamers. The

result has been that the' few Indian lads, who have actually applied
to be taken to sea as apprentices, were not accepted. We have also
been told by other witnesses that one serious obstacle to the training
of Indians for a sea life is on account of caste prejudices and the diffi-
culties which must arise in the confined space available for accom-
modation in ships, especially cargo ships, if it is considered neces-

gary to provide separate living and messing arrangements for appren-

tices belonging to different sects or communities. We have been
assured by Indian witnesses, however, that these caste prejudices
are rapidly disappearing. In any case we consider it necessary to
make it clear from the start that, before any scheme of training
for Indians can be made a success, apprentices of all classes must be
prepared to live, study and play together on board ship in the
interests of that camaraderie and esprit de corps which is so essen-

‘tial to the creation of an efficient mercantile marine. We are not
‘disposed to attach any weight to the other objection mentioned,

viz., that the hardships of a sea life are likely to deter Indian candi-

-dates from coming forward and in any case We do not think that
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there is any justification for coming to a conclusion of this kind
until Indians have been given a fair trial. We are of opinion,
therefore, that there is good ground for believing that, provided
adequate facilities for their education and training are supplied,
a fair number of educated Indians of good character will offer them-
selves as apprentices to the sea with a view to their ultimately
becoming officers in the Mercantile Marine.

9. In our terms of reference we were asked to consider the

o . Question of the creation of an adequate num-
inf‘;‘;‘%ﬁf{;ﬂ?"‘ﬂ(&r“‘é: ber of State scholarships  for  providing
quired. . Instruction to Indians in the Naautical

Colleges and training ships in England,
pending the formation of a Nautical College in India. We may
say at once that in our opinion it should not be necessary to send
Indian lads to England to undergo their nautical training. Para.

105 of the Report of Lord Lytton’s Committee on Indian students'

states that of the training establishments in England only H, M.’s
schoolship ““ Worcester ** is prepared to admit a limited number
of Indian candidates subject to certain conditions. Apart from
this we consider that there are grave disadvantages in sending
Indian boys several thousands of miles away from their homes to
the rigorous climate of the United Kingdom at the somewhat
tender age of 15 or 16 years at which it would be necessary
for them to commence their teaining for a sea-life. We observe
that Lord Lytton’s Committee sympathised with the desire of
Indians to render themselves eligible for appointment to the Royal
Indian Marine and oonside'reil‘tha,t' the best way to provide for the

Desirability of estab-- [€quired training of Tndian students would
lishing a  Nautical be for Government to establish a Nautical
Traimng ship in Indian  Training ship in Indian waters with the
waters, necessary staff of instructors, etc., although
they realised that this plan would involve heavy expense. We
are In entire agreement with this view and consider that, if it is
necessary for the Royal Indian Marine, it is even more necessary,
it Indians are to qualify for the Mercantile Marine,

g X Y that the neces-
sary training facilities for them should be provided in their own
country.

10. An important point for consideration is whether the training
Traiuiig ship should ship shoulfl be in the form of a floating: estab-
bo in the. form b hshrr‘lfent like H. M.’s schoolships “Conway"”’
floating establishment, and. ““ Worcester *’ or a nautica) academy on
shore like the Nautical College, Pangbourne.

We have carefully weighed the merits of both schemes and have
come to the conclusion that the floating establishment is to be pre-
ferred, It seems to us that, if we are to create a spirit for the ses

9

‘ndi - in to imbibe the_sea-life the:
i young Indians, the sooner they begin _ ‘
Llét%::l;?ld the floating establishment will serve this purpose better
than o school or college on shore. . . .
Having expressed our preference for a floating establishment, ,
e it now remains to be considered whether it
Only one training “'lfilz will be necessary to provide one or more su(Izlrll
iﬁ- lﬁf:éugt:?}flldb mﬁlll establishments for the purpose in Vle'w.t'tu
craises aronnd the coust deciding upon the number of training mst itu-
of Indin und Borma. tions to be provided three considera 1t<1)ns.
should be borne in mind; firstly, that any scheme'wh;‘ch 18 ;n rr(;:
duced at present must largely gal‘ltake ott_ttlllltfi en:;t;geﬁzneaérsl Forpihe
til Indians have proved their apti :
:é:l'l ts::tnlldly that altbough Indian witnesses are sanguine that a-
larée number of the class of candidates requn(rled Zﬂl lt)ke1 fox;tﬁ:;réuﬁfé
i ; ‘hen the s ‘
bers who will actually come forward when |
tk;}el:;:m;é;ried is somewhat problematical; and thu‘d}}{, tiha{1 tl;g
number of boys who should be accepted for traming s (l))urs
at all events not be greatly i excess of the I;um ent
for whom it will be possible later gn ’}‘(i] find :'12111) og;m:he
i ining leted. e questi
after their training has been comp. The jon of the
1 ficers is dealt with In a later p
employment of tran}ed o ' e opinionthat
it is only necessary to state ¢
B e time 1o cc il the Indian shipping industry has been
for some time to come, until the India pping | ) o
1 mercantile marine ofiice
fully developed, the prospects of traimed n rine omee
\ini i i try will be somewha .
obtaining employment in this coun | : T lmitec:
i to consideration we have cc
After taking these three factors into tion e to
i it wi the beginning to provi :
he conclusion that it will be best in g
:l;: :raining of not more than 50.c§dets per anhum anfgdf:;tthzs
number we consider that one training hulk will beh su cier l;oys
which a small tender should be attached in which t eds?B g:m boye
c(am be taken for cruises around the coast of India and Bu
visit the principal ports. . ' .
12 lejle location of the floating establishment is a matter of
. reat importance. Several witnesses have
Tinining l~'hilp a:;d ltenl; gdvocated placing one of these estabhshment;
(llgeoln;t})l(\)\“ld be el at each of the big ports; othel;zsa }:)a;;;e i?lta:ﬁe
' ry. We have given reas
¢ least two are necessary. e
ﬂl":f-e?ﬁng paragraph why it does not appear to us to bte Iie;::ecisg;gfi oe
pxov’i‘de more than one training ship or hulk at presen - 1 choon g
Ehe sort where this training ship should be lpcated,'we B
n I*sabr to select a port where the boys v&.'lll gontx}nu?u Sil e 1n
“g}?ﬁb of 'tyhe blue sea, where communication with the s wore v;1 Jnean
real boat work, and where all kinds and classes of s}{np; c())rl (; rious
nationalities, who will be trading betweén ports tsse o
will frequently pass in the course_of their busmein close 10 tat
training ship. A further consideration to' be borne
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the port selected should possess large modern docks with up-to-date
machinery for the discharge and shipment of cargoes close at hand.
Thus a steady course of automatic instruction in and familiarity
with affairs nauatical will gradually be absorbed by the boys. Of
‘ll the ports in India, Bombay appears to us to possess all these
advantages in a peculiar degree and has the additional advantage
ot having a fairly equable climate. We consider Bombay, there-
fore, to be the most suitable in every way and we recommend that
it should be decided upon as the location of the training ship and
tender which we recominend should be provided for the present.

13. We suggest that the curriculum of training on the
_— ' trainine,  Uraining ship proposed should be similar to
Currieulam of truining, that ingvogui E)n fhe English training estab-
lishments, which is a sound general and mathematical education
in addition to one in the practice and art of navigation and
seamanship. A sound general education, apart from being
necessary for the profession of the sea, prevents a boy from falling
behind his contemporaries on shore, so that should he for any
reason give up the idea of a profession at sea, he will not ke placed
at a disadvantage when seeking enrployment in other walks of life.

In this connection we would like to quote the following exiracts
from the prospectuses issued by :—

(1) The Nautical College, Pangbourne, and

(2) The South Africa Training Ship * General Botha *’;
which illustrate the advantages of a combined curriculum, including

n vocational as well as a general education, for boys undergoing a
nantical training :—

(1) “'If a boy is physically sound and attracted by the sea,
the decision to send him to g training establishment
should be made early. Many parents hesitate to allow
their sons at the age of 13 or 14 to adopt the sea as
a profession, because the boy may change his mind
only to find that his qualifications have suffered from
4 too vocational education. This contingency has been
anticipated by the Committee of the Nautical College
by offering a carefully balanced curriculum which in-
cludes an adequate proportion of general school sub-
Jects to the standard of the School Leaving Certificate
as set by the Universities.

" It should be noted that much of the strictly nautical
training is of a nature valuable for any career. For
instance, there can be few methods of cultivating quick
observation, accurate memory, prompt and decisive

application of knowledge, which can surpass g course
in Signalling.

11

s ' hed until the
- inal decision need not be_ reac til the
Tlt,l;iltfill‘fsi(flr? Zf the preliminary t-r:;imlrﬁg a.nld i)rotwsgln telrs

. ay ec 0

' for the boy who may finaly e

f:;ﬁia.l oproféssiona.l life, while he has the a.dw_la.xatage
:’)f that broadened outlook Whl(‘.h.he ha.s a.cquxr?’ y

association with those whose destiny is the sea.

(%) Wi h and complete training in and know-

@ Wl(tlllougfa(llﬁiggil.;l?ge himself, he can never be in a pom;

: geto jmpose it upon. others. To a Commander .ol

?101;' entrusted with human life i_md great .ﬁna.ncm.

dt ?l;}r)lsibility discipline is a real tactor. i his stork,

! galf?' ct, it is’ as much a subject of his gduc?,txonal

:llla‘-i)ué as any ordinary subject of education is to a,l

sﬁore-going scholar pxeparing for & non-nautica
appointment.”’ N L

i iscipli aintained on board the training

il b’trm‘lj dlsc':llglt:(l? (;\lzlelis\t }}:())E;’ lllrfmt be imbued with the idea .tl'lat

:ﬁ;ps:;uiist;ﬁ :Eluous and ttryir'lg life involving great responsibilities

and is devoid of many of the comforts and amenities of a life on

shore. 'This idea must be cheerfully accepted by the boys if they

are to become efficient and capable sea officers.

X e two
'] [ traini the training ship should be for

L Tl}e period of tril‘?rlf %nl([ll thlee Board (%f Trade should be asked
Period of training Zo‘w,lg‘fr‘ee that these two years, prov1de§i th:

’ shall count as one year's se

) 21ns ualifying certificate, shall count
fiff: t’a,;) l;zd:ll;;: 1?1 theycage of the cadets trained in any one of the
English establishments. o
. f for India 1n
5 inion that the Secretary of State

15. We are of Opnggﬁncil might be asked to extend theI sg,_ms
Appointments to the  facilities to selected cadets from the India

Bengal Pilot Service. training ship to join the Bel}nlga.l ‘I"lé(ﬁ;na(;rw,c’e
as is at present extended to c’a’.dets from the vy,
“* Worcester ** and ‘‘ Pangbourne.

a candidate is finally accepted for
worve that before a candidate 1s y
16 We observe l’;‘he Training College, Pa}lgbguxne, he mus:
Qualifications foradmis- take the comuion examination for e?'tm}_l,ll(;
sion and age for joining: 4 ) lic schools or, if this is lmpﬁac (ica]"]e :
gpecial examination of similar stapdard to be set by ¢ le ane g l
i;.utll)xorities Tor the South Afrita Itrazmtrkllg S‘héﬁ’qtandard ol
» boy sixth st
” boy must have passed at least the s lard
eBdolfc}::tior’l al;)efoi?; he can be a‘dmltttei.l XK Cﬁmprle‘,lt‘:].till\lzi(:1 ;ngll]l:;emi)g
is id down for admission to the Kobe ing :
38 8;};?- laé(iim(}larly, for admission to the Indian Tramliﬁﬁt ii;:lll[;(,) 2;1;
.candidates should be required to sib for a.spe;nal (tax;a;g; r({ lon to be
.set by the authorities of the Training Ship of a standard s

\
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the Middle School or Junior Cambridge examination. This exani-
nation may be held at various centres to meet the convenience of
candidates in different parts of India. Before a candidate is allowed
tc sit for the written examination he should be required to produce
& recommendation from the head of the School or College in which
he has been educated, or from 3 magistrate or some well-known
person, and a certificate of physical fitness from the Civil Surgeon
of the district in which he resides. The age for joining should be
Lot younger than 15 and not older than 17 years. Finally, a »iva
voce test should be held on board the training ship to gauge, so far
as 1s possible, the aptitude and fitness of candidates for a sea-life.
The first 80 successful candidates in the written examination should
be allowed to appear for the viva voce test and of these the best 25
selected for admission. A knowledge of English is essential,
because the translation of the standard works on navigation and
seamanship into the various vernaculars which are spoken in India

would be too lengthy and expensive an operation even if it was
practicable.

17. The Training Ship will require an ample, sympathetic and
Staff of officers and in- highly specialised staff of officers and instruc-
structors for the training
ship. enterprise will largely rest with them, we
lay great: siress on the importance of exercising the greatest care
in their selection. In addition a small crew will be necessary for
sanitary and domestic duties, but the remainder of the ship’s duties
must be carried out by the cadets as in England.

The mental, physical and moral welfare of the cadets should
be the object of the greatest care and proper allowance made for

religious observances. Suitable arrangements must also be made
for games and recreation generally.

18. 'We suggest that the two years’ course in the Training ship
Two years’ course to be should be divided up mto four terms‘ Not
divided” up into fur mMOre than 25 pupils should be admitted at
terms, the beginning of each term, the total number
. of admissions during the year being limited

to 50. This will prevent there being too many pupils of one age
and standard undergoing training and subse(ihently passing out

of the school at precisely the same time. Tt will be advisable to

divide the number of admissiogs to be made in each term among

the various Provinces and States of the Tndian Empire. ©
19. It has been ‘

suggested to us by certain witnesses that
Facilities toinculcate o  PTIOALY nautical schools should be estab-
sea sense in Indian boys li5hed, so that bovs may be educated for the-
at an early age. sea from their earliest vears before going

into a training ship. Although this is not

tors, and, as the success or failure of this
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done in England, we are of opinion that to produce successfully

a sea service it is necessary to imbue the spirit of the sea into the
boys at as young an age as possible. As a 'sit'ep towards tl}ls end
we suggest that it would be advantageous if Provincial Govern-
ments should provide in the curriculum of all schools for a study
of the historv of the influence of the sea on war and comrnerce,
especially in its relation to the Empire in general and to India
in particular; or to institute pn'mary'naqtlcal schools as suggested
by the witnesses. An institution of this description started and
maintained by Sir Mohamed Yusuf, Kt., at Novha, Hog Island,
Tombay, is a good example of this kind of school. Another sugges-
tion which was put to us by one witness and'v.va‘rmly advocated
by others was that, in order to inculcate the spirit and love of the
sea in voung Indians, about 200 of them shoul.d be se}epted aqd
taken on @ world-wide cruise in a sea going training ship
when thev would have a chance of seeing other countries and

-experiencing other climatic and meteorological conditions. The

idea of this witness was that at the end of this cruige a fair per-
centage of the boys would be sufficiently imbued with the spirit
oi the sea to decide to follow a sea career. The proposal has its
advantages and would undoubtedly he most helpful and excellent for
the boys, but in our opinion it is much too costly an expedient
to be deserving of serious consideration,

20. We observe from paragraph 265 in Chapter VIL of the
Maint P Fighth Quinquennial Review of the Progress

alntenance o e Cyp I Ty ts « . . "
training ship by Govern- ! _lducation in India that professional
ment. colleges are, with few exceptions, Govern-
ment institutions. In the Chapter on- Admi-

‘nistration (paragraph 55) it is explained further that in view of the

kigh cost of constructing, equipping and staffing such institutions,
if the qualifications of the ex-students are to receive general
recognition, there ix every likelihood that professional educa-
tion will for many years to come remain almost entirely in

‘Government hands. The same interest and support should be

given by Government to the training of Indians for the position
af officers and engineers in the wmercantile marine, and as Naval
Architects and Engineers for shipbuilding works. We understand
that the position in regard to professional colleges in India at
present is that Government provides the building and pays for
its equipment and the cost of the instructional staff. For the rest
it is understood that students ave charged fees and in addition

‘are expected to pay for books and, if resident, for board and

lodging. The fees charged, however, bear a very small proportion
to the total cost of the whole institution. We strongly recom-
mend that the samme principle of Government support should he

applied to institutions which mav be established for the nautical
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training of Indian cadets and that, to begin with, the traming

hulk and tender proposed by us, as well as the instructional stafl’

required for ‘the same, should be provided at Government expense
and maintained by Government. We calculate on a roug};
e.stpnate that the cost of the training hulk with tender attached
together with the cost of the instructional staff, should not exceed
3% lakhs of rupees per annum. The fees to be charged to the
students should not in any case exceed those which are ordinari]\:
charged in other Government professional institutions. In the
case of thg latter, however, resident students usually payv for an({
make their own arrangements for food. On the ‘traiﬁing‘ ship

this arrangement will not be possible and it will, therefore, be-

necessary to provide the cadets with food free from th i
. " - e h
is umally done in the case of all nautical training establishsmg)nt‘,&sS
Thg cadets should be required to pay for books and uniforms.
which latter should be simple and inexpensive. i

21. In No. (5) of our terms of reference we have been asked
RL M. Troop ship to gor;qder the question of the acquisition
“Dufferin” suitable for Of training ships by gift from the Imperial
:;;xinversmnmto a training Government or otherwise. We have already
p;l l . recommended that only one training ship
p:f )te growded at present. It is understood that, in the

Interests of economy and owing to the re-organization ’

- 3 . . . ' Of th
%ndlan Mgrme‘,‘ it has been decided to dispose of the three Ig 1;0}17&1
Frqop shlps Dufferin "' ** Hardinge ”’ and * Nortﬁbl:ooi{ )
J}TPert opmlon'shovys that the ** Dufferin ** with certain alterations-
vgo:rfg could bebcalt‘rlqd out economically in the R. I. M. Dockyard.
iay, in about six months, would be eminently sgitable and

’ nentl
?[“rs ?epo(r:lmqnd that she should be retained for coners?cl)ifaill)llfo Bﬁl]d
S glrlx)lnb ship which we have suggested should be established (:
ombay. The teak téuﬂ{;. motor vessel ‘‘ Howard "’ built ?nl
Suitable sen guingten. < DI and now lying in the h

der for the Training ship. finished, might, when completed V%zbgggéllil;:

.. . be suitable as the sea-goj
training ship, if the cost is not prohibitivff €oing tender for the

22. Under the Board of Trade Regulations candidates who

Facilitios for further 50 0 it for a Second Mate’s Certificate
training as apprentices, ~ MUst produce evidence of four years’ service

. at . : R
in the training ship, therzggre, After having completed their time

A . which will on] S

s e e i i U e
. : ship as g i a
%&Jahﬁed to sit for their Board of p{‘);‘:dngcgirz%for: e o
ate. In England, where amp ~ cates as Second

L le facilitie ist
subsequent :service at sea is arranged for :iti’s:tb;oihteh; al::;l::sgé
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the boys or by the authorities of the training establishment when:
they are about to complete their preliminary training. But we
ascertained in the course of our enquiries that, with one or two ex-
ceptions, Steamship Companies in lndia were not willing to take
Indians as apprentices. We came to the conclusion, therefore, thas
it would be necessaty by negotiation with Steamship Companies
to make specific provision for the further training of Indian
appreutices to enable them to put in the qualifying sea service
required under Board of Trade Regulations. In a Circular letter
which we addressed to the Managing Agents of the Steamship
noted in the margin,* we enquired if they would be
* prepated to accept for training on board their

*1. The Buitish India  vessels a certain  number of Indians as
Etoe;‘;);ny Novigation 5 rentices from the Training Ship to be

9. The Asatic Steam established in Tndian waters, provided such
Navigation Company. apprentices have obtained a qualifymg leav-

£ '1:\]:” . S"ti.“di‘(‘: Ste“‘f’ ing certificate similar to the certificates issued
" ﬁtvﬁfm'ﬁ"m;?“"" * by such establishments in England and that
o the Board of Trade agree to the proposal

Companies

_that this training be counted as equivalent to one year’s sea time.

We are glad to say that we have received a reply in the affirmative
from all the companies named. We have also recommended in
our scheme for Indianising the ownership of the Indian Mercantile
Marine that accepting such apprentices shall be obligatory. We
have, therefore, no fear that facilities will not be available for the
further training of the candidates who will pass out of the training
ship annually.
28. Having provided for the education and training of young
Prospects of employ- Indians for a sea life, it is necessary to con-
ment after completion of ~ sider what their prospects will be of obtain-
training. ing employment. In our letter to Shipping
Companies referred to above, therefore, we took the opportunity of
enquiring if they would be prepared to employ young Indians
as officers on board their ships, provided they prove efficient and
satisfactory as apprentices and successfully pass their Board of
Trade qualifying examinations as Mates and Mastgrs. To this
enquiry also we have received a reply in the afﬁx_ﬂmatwe. We are
also recommending in the scheme for Indianisation of the owner-
ship the compulsory employment of Indians as Officers. Employ-
ment is, therefore, assured so far as the coasting trade is concerned.

94. This is a matter which we think must be considered as
Assistance to Officers opportunities for study are much fewer and
to pass their Board of more difficult to obtain at sea than on:
Trade Examinations. <hore. TIn the United Kingdom at all the-
establishments where officers can, on pay

large ports there are : S office
d for the various examinations. These are..

ment of fees, be coache
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‘however, private establishments which are generally run reti

Mercantile Marine Officers. It is not lbikely tia,tmtl}l)ey llit:il;:i
Mercantile Marine will be large enough for some time to come to
make the establishment of such private schools in this country =z
_paying proposition. It will, therefore, be necessary for Govern-
ment to assist in this matter also and we consider that the simplest
.and most efficient form which Government assistance might take
would be to open a Nautical class in the large Governmen%
Colleges in the first class ports, and also in the Training 8hi at
Bombay, for the purpose of coaching officers for their Certiﬁcate?s t
-Competency as Mates and Masters. ¢

25. " Although it will not be many years before we have Indian
 Period . of service Officers, it will be a considerable number »f
iilece:;aryf tlc:_ become  years before we have Officers of sufficient ex-
Master of a ship. perience to become Masters of ships. Accord-
ing to the Bpard of Trade Regulations an Officer may pass for Mate
.and M‘as_t'e.r in a short period of time, but these are only qualifying
-examinations and years of practical experience are necessary befor:
.an Officer can be sufficiently qualified to be either Second or Chief
Officer or Mastt_ar of a Merchant ship. In establishing an Indiu,i;
Mercantile Marine, we must be most careful not to jeopardize the
-success of the whole scheme by making prowotions too quickly and
thus putting insufficiently experienced ‘people into the higher poéts
-on board ship. In the beginning we consider that it will be neces.
sary to ‘follov_v the Japanese principle of employing foreigners; or
non-Indians in the present case, except in the most janior pc;sts
gradually eliminating them and replacing them by Indians as
Ind}a,n Officers become competent. We consider that each (l)ur(x ;
Indian Officer should serve at least one vear as Fourth OﬁZer .83
years as Third, 3 years as Second and 5 years as Chief Oﬂﬁé;‘er
‘lfegqre }Safﬁcan be given command of a ship; in other words, no
.ﬁlg ;gnt - c:;‘mwnlltsaulfss than 11 years’ service should be considered

INGINEERS.

‘nggé SWe ha\lr:, been tolfl that a number of Indians, chiefly
P lare already serving as Engineers on ships and that on

e whole they make efficient engineers for the positions they
-occupy. They are, however, mostly occupying subordinate pos{-
tions, gn.d. do not as a rule rise to high positions of trust and
responsibility, chiefly we are told because they lack the educa-
tion required for the higher posts and also becanse no part ;)f
their training has been -spent, as in the case of engineers in
Great Britain, in large shipbuilding yards or workshops where
«engine construction work on a large scale is underfa.kgm But
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witnesses, who are entitled to speak with authority on the subject,
have told us that there is no reason why, given the proper selection
-and suitable training, Indisn youths should not be found entirely
suitable as engineer officers in the Mercantile Marine and in the
event of a shipbuilding industry being started in India they will
have those very facilities of instruction in marine engine con-
struction which are now Iacking.
27. A sufficiently practical training in Mechanical Engineering
can be obtained at any one of the large
Facilities for training workshops which we saw at Calcutta and
-available in Indis. Bombay and also at .Rangoon. There are
also three Govérnment Colleges of Engineering in India at present,
viz., those at Sibpur (Calcutta), Poona (Isombay) and Guindy
.(Madras), where we understand that students can obtain a thorouge
_grounding 1in Mechanical Engineering. 'L'he Principal of the
College of Engineering at Poona has told us that in his College
students after graduation are supposed to serve an apprentice-
ship of at least two years in shops and that these graduates should
have sufficient knowledge to become efticient Marine Engineers .f
their post-graduate apprenticeships were spent partly in ship-
building or repairing shops and partly at sea. In the Bengal
Engineering College at Sibpur all students are expected to undergo
practical training in workshops before obtaining their diplomas.
Alternatively, students can enter workshops, while at the same
time attending technical school, spending the final two years of
their apprenticeship at the Collece. ~ The Principal considers that
students trained under either of these methods would no doubt
have sufficient technical training, which would probably be of =
very much higher standard than in the case of the average Marine
Engineer. At all events it is significant that students who have
-completed their course in Mechanical and Flectrical Engineering
in the Sibpur College are allowed to count two-thirds of the time
spent there up*to a maximum limit of two vears in reduction of the
period of Artificer training required by the British Board of Trade
from candidates presenting themselves at the examination for certi-
ficates of competency as Marine Engineers. A good training in
Mechanical Engineering can also be obtained in the Victoria Jubilee
Technical Institute at Matunga (Bombay). None of these insti-
\tutions, however, specialise in Marine Engineering, but the Prin-
cipal of the last named Institute has told us that his Board would
be quite willing to extend the scope of their curriculum so as to
include Marine Engineering, provided Government is prepared to
defray the expense of supplying the marine engine equipment
required for practical work. We received a similar assurance from
the Principal of the D. J. Sind College at Karachi, where a new
.engineering wing has recently been opened. We sce no reason
o
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why similar facilities for a training in Marine Engineering shonld
not also be provided. at the Government Colleges of Kngineeriny
above mentioned, since the probability is that this could be
done without much additional cost. -

28. It is clear, therefore, that facilities can be provided in

India, both in colleges and workshops, to.
enable any Indians of good education, who
desire to go to sea as Engineer Officers, to
obtain ‘the requisite preliminary training. It will be necessary for
them, however, after their preliminary training has been com-
pleted, to serve a period as Engineers without certificates at sea.
We have no doubt that facilities for this purpose yill be provided
by the Steamship Companies who have already expressed their
willingness in regard to the Deck Officers and we have arranged for-
this in our recommendations regarding coastal licenses.

29. Like the Deck :Officers, however, Enginecr Officers will,
Vocilitios for further taft;a)r compleifmg their reql}lred sea time, negd
study before sitting tor O De specially coached before they appear for
Board of Trade Examina- their Board of Trade examinations. We
tions. suggest that arrangements for such further
study should be made by opening special classes for the purpose-
in the existing Government Colleges. ‘

30. Having successfully completed their training and passed

- their Board of Trade examinations, it will be

Provision for employ-  necessary for Engineer Officers to find
ment after completion of : .

fraining. employment. This can be found in exactly

the same manner as has been suggested in

Further experience at
sea.

pa.rag‘ra,ph. 23 in regard to Deck Officers. But we wish to make the-
same proviso in the case of Iingineer Officers, viz., that after merely-

passing the necessary qualifying examinations, engineers of in.
sufficient practical experience should not be given charge of th-
machinery of ships. It is necessary that ordinarily
trained in this country should serve at least
grades and five years as Second Engineers before they can be
allowed to serve as Chief Engineers of any sea-going ships. Given
the facilities for training which w | hould
Wwe see no reason why, in course of time. Indians should not

make as capable Engineer Officers in the Mercantile Marine s

those trained elsewhere.

: engineers-
81X years in the junior-

e propose should be provided,.
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CHAPTER IIL

,Deﬁelopment’ of an Indian Mercantile Marine,

- 81. Judging from the tenor of the debate which took placse
in the Legislative Assembly on the 12th January 1922, we assumed
at the outset of our enquiries that it was no part of our respon-
sibility to examine the necessity for an Indian Mercantile Marine
and that sll that we were required to do was to consider what
measures conld usefully be taken to this end under the six heads
mentioned in the Resolution, which was adopted by the ILegis-
lative Assembly and which forms our terms of reference.

~ 32. As 1egards the present condition of the shipping industry

L in India, we have been told by one witness

Prosent condition of  thot ot present less than 12 per cent. of the
gheln%}il;ppmg industry coastal trade and less than 2 per cent. of t'he
" ' international trade is carried in Indian
bottoms. Another witness has gone so far as to say that approxi-
mately 90 per cent. of India’s coastal tradq and 98 per cent. of her
export and import trade are served by ships which are owned by
non-Indian Companies. We have not been able to ascertain how
these figures have been arrived at and cannot, .tht.arefore, express
any opinion as to their accuracy, but we t_hmk it 1s gene_rally :«.zd-
mitted that the proportion of the trade on the coast which is carried
in ships owned by Indians is comparatively small, while the
number of Indians ships which take part in the overseas trade 1s
practically negligible. In any case we know for certain that with
the exception of one or two companies, which are owned and
menaged by Indians, and possess small fleets, there are no other
Indian Companies which possess up-to-date steam vessels capabl>
of competing in the sea-borne trade of India with the established

British shipping lines.

33. In our endeavour to find out what are the conditions .wh.ich
militate against the development of shipping

Conditions which mili- enterprises by the people of thls.co.untry, we
tate againstthe develop- were informed by a large majority of the
ment ‘if“hippi“g el“m', witnesses who appeared before us that the
gl:?:e:onny;r;.he people of ) cence of Indians from the shipping trade
N is due to the strong position occupied in

that trad> by the two or more existing British-owned lines which

¢ 2
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enables them successfully to stamp out competition by rate wars
the deferred rebate system and other methods. These witnesses’
point to the many attempts. which have been made by Indians in
recent years to cut into the coastal trade and urge that their failure
has been due not so much to trade slumps or other fortuifous circum-
stances but’ to the tawse above  mentioned. Other witnesses. on
the ot}}er hand, assert that the failure of new ventures on the ,art
<f Indians has been made due not to competition. from pthe
established lines but to inexperience in the shipping trade and mis-
managément on ths partof the promoteérs. "We find thit s Tegurds™
at Mﬁnemwh?ch“hﬂs‘bwplaunched n recent vears
the Directors admitted in their report that their failure was due t-c;
bad busihess THanagement. on the part of the (;f“ig'inaf promoters,
an averntie dou fiat In the remaining cases which have
 occurred fa_llure. wes in some degree .due to the same cause. At
the same time it is not difficult to see that the svstem of deferred
rebzltgs and rate wars must operate as an obstacle to the entrv of
new tomers. These two systems have, therefore, been strenuously
:rs@ﬂjed by practic_a}}y dll the Indian and a few Furopean witnesses
who appeared before: tis, and thev have strongly pressed for -their
removal 4s one of-the first steps to be taken to encourage the deve-
lopment of an Indian Mercantile Marine. We do not propose to
discugs the merits or demerits of these systems. We are suggest-
;rﬁg n cdﬂ?ut‘lon. ‘%\T’of. 4 of‘ r)'urﬁr:ecommehdmions in para. 43 ’tﬁa,t
vsuzrsgi s;lelile.s ;Ons‘ 8 xoqlq {be considered by -the“hc‘ensmg »’authm*ity

5o . i
/

_ 34. Recognizing that the whole subject deult with in our Ques-
tionnaire was a highly technical one, we decided to issue with it, for
thg benefit Q_f Fhose who desired to give evidence a—merﬁoi'"t'mél'uﬁi‘
briefly explaining the different forms of ‘State z,zvidfo'r' protection
afforded in other countries for the development of a national Mer-
cantile Marme. 'It was hoped that this memorandum would serve
33 a guide to withesses as to the particular lines on which their
views and suggestions. were required. Nofwithstanding our efforts
in fhlS. way to keep the enquiry on well defined lines we found that
m their written statements quite a number of Witﬁéssés had’ advo-
cated the application to India of the whole cutalogue of measures
-of State-ald and encouragement, which had been adopted in other
countries.” On oral examinatiop,. howeyer, we found that those
witnesses, who had given careful study to the subject recogniz«lad
the impracticability of ‘adopting all these measures si;r’mltaneousl
and ‘conﬁned,the}r advocacy to such wmeasures onlv which they~
considered essential to secure the object in view. We shill nov};
proceed to say what these measures are and what are 01( i

in regard to each. o views
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35. All witnesses were practically unanimous in advocating.

' " that the first step to be taken was to pro-

Facilities for the train- yide for the adequate training of Indians to-
ing of otficers and ehé’g' become officers and engineers in the Mer-
ifﬁ::.the fizt stepto be cantile  Marine.  We agree with this
' view and in Chapter 11 of this report

th the facilities which we consider should be:
provided in Indian waters for the nautical trui_ning of: Indi.zms who-
desire to follow o sea career. While appreciating the readiness ex-
pressed by the existing lines to, take Indian apprentices and to
employ them as officers ufter tl}ey have been iu.lly trained, we have
come to the conclusion, after careful considerution, that the success
of the scheme we are proposing for the training and future employ-
ment of Indian lads so trained should not be left to chance or the
good will of Shipping Companies. We are, therefore, providing
1 our recommendations for the coastal trade that before a license
‘3 granted to any company an undertaking must be given tl;at
apprentices will be taken to the extent of at least_two per ship,
subject to a maximumn of 60 for any one company, and that Indian
officers and engineers as thev bacome eligible will be’employed up:
t5> the extent of 50 per cent. of the total number of officers and
engineers employed. In this way it is hoped in course of time-to
bring about the complete Indianisation of the superior personnel
oi the coastal Mercantile Marine. The crews of these fleets are-
alreadv Indian, as we have previously stated, so that it does not
appear o be necessary for anything to be done at the present junc-

ture to Indianise thdcrews. ‘

have dealt fully wi

* 36.One section of the witnesses who appeared before us feel

View of certain witnesss that active assistance on the part of Gove}rn--
cs that no further assis- nent towards the creation of an Indian
tance beyond the provi- Alercantile Marine should stop at the
sion of training faclities  jrovision  of the training facilities and
'8 required. that the rest should be left to a gra-
dual process of development by ordinary commercial methods.
They point out that what Indian companies generally lack at pre-
sent are proper methods of organisation and management bv men
with practical experience in the shipping trade. This defect it is
urged will be partly removed by the scheme for the training of
Tndians in navigation and their employment as officers on ships and
partly bv such steps as it may be necessary to take to develop an
experienced staff for management. The Indian comvpanies which
will be formed in fature will thus not suffer from lack of experienced-
officers and managers and will, therefore, be in a strong position:
to face competition and establish themselves in the trade. The
witnesses, who take this view, refer to the case of-at :least one
Indian company which has fought its way into the Conference with-
out any State aid or encouragement and they see no reason why
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other Indian companies should not be equally successful, provided °

they have good financial backing, and are properly managed. These
witnesses are, theéTelore, averse t0~ aliy ~furthar- assistance being
given in the form of the reservation of ~the coastal trade to
Indian owned ships, because they feel that a policy of restriction or
exclusion will not ve to the advantage of the country as a whole.
They point out that there has been no complaint regarding either
the efé)c‘iency or adequacy of the services offered by existing ship-
ping lines and consider that it would be a mistake to substitute for
them an agency, the efficiency of which is problematical and in
any case has yet to be proved. They point to the action which
Yhas been taken in Australia to place restrictions on the coasting
trade with the result that freights have risen-to the detriment of
Australian trade, necessitating the appomtment of “a (‘ommittee,
which is sitting at present, to examine the coastal trading pro-
visions of the Australian Navigation Act. They are apprehensive
that the same result will follow in India if a policy of reservation
1s-decideéd upon. If reservation is to be introduced at all thev
suggest that it should be confined to the exclusion of foreign ships
ouly, but they strongly favour the policy of the open door as being

the most beneficial to the welfare of Tndia as a whole. This is one
side of the question.

37. The other side of the question has been presented to us by
. 7 another section of witnesses who have given
Other witnesses unable  evidence. Their view js that if, as they

to agree that training  understand, the object ® this enquiry is to
facilities are enough and :

press for the rescrvation bring an Indian  Mercantile Marine juid

of the coastal trade for being'wi_thin a reasonable period of time,
ships owned and managed  then it is not enough merely to provide for
by Indians. ' y

the training and the Indianisation of the per-
sonnel of the fleet and that in addition it is
hecessary- to provide for the Indianisation of the ownership and
management of the ships at the same time. In other words, they
feel that it is not sufficient for Government to assist Indians only
to man ships and that in addition thev should be given facilities
to own and manage them '

: ] and that the two things should progress
side by side. They point «

N ut that it is practically impossible under
present conditions for Indian compinies to gain a footing in the

trade and do not consider that this view is controverted by the fact
that one Indian company has succeeded in fighting its wayv into the
Conference. That company, as they ohserve, was only successful
after a protracted struggle involving heavy losses which other com.
panies with limited resources at their disposal cannot afford to face.
It was alleged that the present British shipping lines to a certain
extent neglect the small ports on the coast and at Madris we were
told of an instance in which ehipping company and a railwav
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) o e de
: - he itered into a contract with a view to atu'actmg tra °
tglgpl?;:}tiiﬁ&: lport. It was urged that such combma.tlxlqnls aris I‘)‘fss
judicial to the development of the small I,)ﬁns to w 11;1: dll’a o s
claimed, that more attenttion “il]tl llifc:epa% 1‘1;:«, veI;t:tl:rihat an SUp.
i companies come into existence. Lhey 8t

.Egtlin 18 I;-auken to protect Indian shlppmg n th(; coagglmt(:ﬁge
plenty of Indian investors will be .forthcom.mg to pud upt . thesz
requifed to start Indian companies. It is pointed out by these
witnesses that the coasting trade_ s the dom.estlc preserve o ot
people of this country and that 1t 18 only right ?md pfmIt)erd ?ﬁ
Indian enterprises in this trade should be especially th(?s -elrlcin n
preference to companies run by non-Indians. With 1'st }zlut o
view, they consider that action should be taken to sequré i a}‘l ‘

coasting trade of India is gradually reserved for ships which are

W ¢ i ' by the people of this
ned and managed and ultimately manned b;
:(c):)‘imtry. They are averse to the policy of the open door as one

. which is not conducive to the growth of indigenous shipping enter-

i do not apprehend that a policy of reservation will
gzlsfisllgvl&lrgdﬂll);ythe advergep results described in the preceding para-
.graph. In any case they consider that in the interests of the
Tndian Mercantile Marme the risk, if any, musft be fgced as 1t_ ]}as
heen faced hy every country in the world, including a Brlt.lsh
Dominion, which has deliberately adopted the policy of reserving
its coasting trade for its own peop!e in order to encourage the
growth of a national Mercantile Marine.

L4
38. These are the two sides to the question as they have beep
View of the Committee presented to us by witnesses and we admit

" that something more is  that there is a good deal of force in the

“fq,“i”egfb‘;{;’;‘lﬁnth"hgﬁ‘;' arguments urged on both sides. It must be
vision of & -

Lies stated that so far as the ports seryed are
concerned there is no great fault to be found with the_eﬂimflr_lcx or
the regularity of the services offered by the existing s 1plplng
lines and that the question of a replacement of non-Indian lines
Iy Indian concerns does not arise so far as these grounds are con-
cerned. But we have been directed to examine what measur.e]as
can usefully be taken for the development of an Indian Me{fc?nt}l e
Marine, and we cannot agree that the provision of ’.cra-xnl}ﬁr: ham i-
ties alone exhausts all the necessary avenues of action which can
usefully be taken in the direction indicated.

39. In other countries, which have desired to develop a natlﬁpsﬁ
Reservation of the Mercantile Marine, one direction 11r11 Wb 1cn
-consting trade. action has been taken‘ to this end a:. eli ;
to reserve the coasting trade for the subjects of the particula

countrv concerned. Under the provisions of the Indian Coasting !

‘Trade Act V of 1850 the coasting trade of India i‘s OPe;‘mt“’niE
comers and it is the unanimous opinion of all witnesses w ave

a
]

!
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appeared before us that this Act should now be repealed wi compantes in order that they may be considered eligible to trade-
Exclusion of forsieners.  V1EW t0 the exclusion of foreiclr)xeaef with a. on the coast. It is necessary here to examine the possibility of
= coastal trade. It is understo d?hers rom Fhe s Jud excluding British ships from the Indian

was suggested before the war when forei o &t'thlsvactmn, ; Ioss.lb}lf}fy h-f’f_e"ﬁ ud- - asting trade. As already stated the policy of
Indian coastal trade threatened to : gn participation in the the Blitxi:lim: D oanting British Dominions or Possessions in regard
With the outbreak of War, howe‘,er‘0 fassqme serious proportions. srade. ‘ T 45 their own coasting trades is determined by
and the proposal was dropped appméntolrextg)n competition declined their local interests.  This is borne out bv Section 736 of the
sidered advantageous to impose restricti y because 1t was not con- Merchant Shippino: Act, 1894, which confers power upou the
a time when India sorely needed coaqtli(:):,s (}"? the coastal trade at Legislature of a British Possession, by any Act or Ordinance, to
glad to receive allied or neutral sh’ip}l)inlh'S ]ips and was only too. reculate its coasting trade, provided that, in such Act or Ordinance,
Jreturn of peace the position has change§ ;Ind ler ports.  With the all British ships (including the ships of anv other British Posses-
there is now a yast amount of surplus t : 1; i understood that sion) shall be treated in exactly the same inanner as ships of the
ports for which employment (:amnort) be ?(I)ll?r?(%e \wing at British British Possession in which it is made. We find that the Common-
¢ wealth of Australia has taken advantage of

The present is,

therefore, an opportune 1 e .

("inif_h_lﬁ-t-?’—de Ofp l; 00untr;] ?g lig(tartdidreo‘-’e“ the question. T..I.T.Q Au‘tgfi%’; to t,:}‘:,"‘e t;::, the provisions of this Section of the Mer-

trad€ 1n which foreign flags cannos enea .umversa,l‘]y as & domestic consting  trade for chant Shipping Act to introduce a law

tﬁé:}'f-may be edmitted as an act of rh(.ge as O.f nght.b“t to which Australian shipowners. which bas had the effect of conferring on

policy of British Dominions or Poqfe:;e' I.t is admitted that the - Australian shipowners a monopoly in the Australian coasting trade.
JSessions 1n regard to their own 'his has been done, not by excluding non-Australian ships in so

coasting .
g trades must be determined by their local interests ¢ ol . ) i
’ rests and we many words, but by providing the Australian Navigation Act

are o pl & a1 -
3 I'Ielc'a‘,ltlle IVI&IJ.II@ lt 18 l[e('eqqa,ry t() (-10 l 3 I(l”}]] [8) A 1 O CO l l) ans o l cen < to tl( on

%country to ships belonging to the subjects of faft-mg trade of this lian coast, which are only granted to vessels engaged in such trade

*may be necessary to provide that an e\:'l to orelgn nations. Tt under certain conditions. The conditions attached to the grant

favour of those foreign States Wl‘lir'h ‘ecrf,p 1on should be made in of a licenge fo: the Australian coasting trade apply to all British
11'\6&8pe§t of the I.ndian' coasting tdee (v;‘(];:,ysi’;{. treaty rights in ships alike, hut the nature of tho=e conditions is such that they
hgrc antsShipping Act, 1894), but we cé)nQid ton 786(¢) of the- have the practical effect of wutomatically shutting out all except
ships should under any circumstances enj - o .t-hat. no foreign : Australian owned vessels from the Australian coasting trade. It
those accorded to British ships. Wel havlo" superior privileges to . is clear, therefore, that if it is decided to take similar action in
mine from navigstion statistics the exte i n?t begn able to deter- respect of tha Indian coasting: trade in the interests of Indian
in the coasting trade of British India bn of foreign participation shipowners, there is mothing in the British Merchant Shipping
18 t'hat. 1t 1s very small and that in an c‘: tl'] e general impression Tiaw, which would prevent action of this kind being taken, proﬁ
to justify the apprehension that its diuZ 5 18 1s not large enough vided the conditions enforced are applicable to British and Indiang
tfo- injure the commerce of the counfrppe%n(’e is likely seriously ships alike. It is believed to be true that a Committee has been
fore, that action should now be taken :o e recommend, there- appointed to inquire into and report upon the effect of the opera-
ing Trade Act V of 1850, subject to the repeal the Indian Coast- . tion of the Australian Navigation Act upon the trade, industry and
mentioned above. exception which we have- development of that country and that the coastal trading provi-

sions of the Act will form the subject of special enquiry by this

40. It has 3
3 alread Committee. Although, as before stated, one witness with recent

Exclusion of forcign. Y been explained that a large number of wit
era from the Indian ?Cf“‘f“ s do 'not. consider that the exclusion l;. . Australian experience has said that the Act has been prejudicial
‘ﬁ;’:;;fﬂl trade not eufi- [OT€IZN shipping alone goes far enou h 2 to trads interests, there is no information whatever at present as
~ens encourage the growth of an Indi;mg MerOA to what conclusions this Committee has reached. Until the

that what is required is action to reserve the Australion Committee’s Report is published it is impossible to hase
any conclusions on the experience alleged to have been gained in

cantile Marine and
Proposal to  reserve

{ the constal trado for  Coosting trade more or less exclusively for .

 Indian Shipping Com- s'ahlppn?‘q companies, the controlling i:tg’ref(t);:z Australia of the policy of coastal reservation. At the same time g

pa:;)es. in whlcb are predominantly Indian ?[n it must be pointed out that the svstem of reserving the coastal 5»‘
other words, the object of these witnesses is to compel e;(iqtinw trade has been adopted by other countries and is still continued hy \

British Stearship lines to gradually Indianise the character of their- them. It doss not follow, even if the Australian system has not *



been successful, that the system we

trade

41. We 4o not consider that it is possible to

Recommendation that Whether the reservation of
the Indianb coasting
trade should be reserve redominantly Indian in character. is likelv
for ships the cwaership p nantly Ind aracter, 1s likely

and
terests

vredominantly Indian.
be based
jndgmeat as te the abilit
as successfully and efficientl
have been given an opportunit

more
have

time back they possessed liftle or no practical kno
perience and we see no reason why, given a fav
they should not prove equally successful in
The Honourable Member for
Assembly on behalf of the G
part of the reople for their own Mercantile Marin
natural desire. Recognising this natural
that this should be met within a reason
not in the distant futures This being so,
that the provision of facilities for the tra

%

i form of the ¢

§ ships

B R S ey

Proposal to introduce  (0minantly Indian. This should be done hy
P system of licepses in  the introducti

respect

ermits as has been done in Australia, ex-
.coastal trade. <

the grant of a license or permit in T
conditions imposed in Australia.
be announced now that with effe
Government, the privilege td eungage or to
ing trade of Indip will be regnlated by
conditions of which are indicated in the p
42. The summary of evidence goes to
Definition of an jdesl

Indian
Marine.

-engineers alone is not sufficient to me

«case and that some further steps are re
S in view.
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propose for the Indian coastal
will not be a success. :

say at this stage
\ : the Indian coast-
Ihg trade for shipping companies, which are

controlling  in- 1O be beneficial for lndia or not, for the
in which are fuuple reason that there are no data at pre-
sent on which a satisfactory conclusion can

In any case, it seems unfair to pronounce any adverse
y of Indians to run shipping companies

y as the present concerns until they

y of owning and managing ships under
favourable conditions than those prevailing to-day. Indians

proved successful in other technical trades in which g short

wledge or ex-
ourable opportunity,
the shipping trade.
ommerce stated in the T.egislative
overnment that this desire on the
e was a very
désire we are of opinion
able period of time and
1t is our considered opinion
ining of Indian officers and
et the requirements of the

) quired to achieve the object
These further steps we recommend should be in the

ventual reservation of the Indian coasting trade for

the ownership and controlling interests in which are pre-

System of Ticenses ‘or
of the Indian ‘

o, CEPE that the condifions™to he” attadhad To
ndia will be different to the
We recommend that it should
ct from a date, to be fixed by
take part in the coast-
a system of licenses, the
aragraphs which follow. . °

show that an ideal Tndian
Mercantile Marine mav be briefly described

Mercantile as f()“()\\’g —

{a) Ships to be registered in India.
by Officers and crews to he Tndianc.

LY
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i : " jol ock companies (publie
‘he ships to be owned by jomt stoc ‘ .
e rlhzrsplri}va‘te‘) registered in India with rupee capital, Wllt)-ll
a majority of Indians on the.Dlrectora:te or to be
owned and managed by individual Indans.

(d) The majority of the shares in the companies to be held
by Indians. . I

(¢) The management of the compaies to be predominantly
in the hands of Indians. . )

(f) The ships shall be built in Indian shipyards bf}lollglng to
companies constituted in a similar manner.

As an ideal to be worked up to eventua.ll}{ we accept fehe ab({)\i
-cdeﬁ‘nistion but for the present we dohnot cons@eif :::a}t) rl(:vilgec?g: n
f tical realisation in full. What we wish '
gfnrpzz;stal trading regulations is that after ta ‘nmti eths% i;wor;e:}s)}il;};

“ j ¢ -ontrolling interests in t g

ition of an Indian  and mntroumg in . ;
.(,wgggﬂgﬁg’;,,ow’f;e‘f ship for which licenses are required shall be p{'e_a‘
for the purpose of the g, inantly Tndian and we think that tnl.s
-coastal - trading regris- qualification should be held to have been ful-
tions.

filled if a ship conforms to the following conditions :—

a) That it is registered in India, o .
((bi That it is owned and managed by an m.dn 1.(1711:,&13) 1;1%113;

’ or by a joint stock company (public or ptnl\a ) whie
is registered in India VYlth rupee ca.Ifl a(,1 ,a wh o
majority of Indians on its Directorate an jorit)

of its shares held by Indians, and . _—

» (¢) That the management of such company 1s predominantly
in the hands of Indians.

1t is not possible ut present to provide that tlllge ofﬁce;‘st fmnl]l;l f;le;:a i
:should be completely Indian, because 1t w1.ll.ta e so:ll)ner e urcer
:L\llr training scheme to produce the requ1s1tg m.m er of Tndn
o 1d engineers, but in our goastal trading }efgjl ations wwhich
O‘ﬁlllcer's ?;OViSiOTl has been made for the compulsory Inc 1ar}111s€1 o1
l(t') t(l)l\(‘e })ersonnel. Nor is it possible at present to prfv(l;le tb:c aﬁse
..thi " alpplving for licenses shall have been bmlt in In (1)?1,) canse
ho%hipbuﬁlding yards capable of COHSthﬁmtg'Ong:;qge ofgtime it
vessels exist 1n thits' C(l))l;nt:g at:i‘g tj:;(:hh'?]f:set (?esil;erata Ito the condi-

0| ) nd practicable : .
‘:\iclxllisbgffglllle lié)ense, which we propose should be laid down.

rtain date to
s nnounced that on and from a certall

43. 1t should be abe specified by Government no ship §ho;1}11d
(‘onditions which sh:mltl be entitled to engage or take pa}\-lrt h;ﬂ haz
b;s lu;t,gv;cslelid tf(r: t}fy{;‘]&;rﬂ::l{ coasting trade of India unless stt;]c ]SiceI])] ki
rl“‘];“‘”“" const. first obtained a license from the
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authority appointed for th. j -
authority . ¢ purpose, subject to the following con-
condzttt(ignl.}—léiicenges or permits shall after the introduc
tior ’ot} u_a)l.w_ensmg system be issued to an shi-
'tliné‘,,ti:?ali‘rltls}llfFl}ag, provided that it ig pro)\lred tg‘
he satistaction of the licensing authorit at such
slulp, not being more than 25 ygearﬂ oldl}{a;l]bdt uen
gularly engaged on the coasting trade duringen trli;-

preceding twelve months and
) / : that the Joint
i(éox;‘xpanvy (public or private) or individua) b]y v%ﬁ(())cnk
| Ind?‘tgwaj;)i)(leg]er's :Lfn undertaking in writing to t'lkel
¢ ntices for training subject to a minj ‘
' . Ining & min
;)}ﬁa?l %eor ship, no line being compelled to tnl\felz:l:);:
than JOin%p%);'eq;mc‘es all-told. _Provided fllrtllér thatl
such Jo em;)l(())\(; qlsa(i?épgnly ?F mdgidual owner under-
' 3 ed Indian officers and engi
as they become eligibl 0 of ot lent
g gible, up to the extent of at les
:?1 prfzr cent. of the total number of ofﬁcer; 1(;::(;»
Bhg}e ce:l;) _%mpIOyed. These licenses shall continue
haq] ol oz}mrd of deg Regulations until thé ship-
tioh Jeac ? th 1e age of 25 years, provided the condi-
| et forth above are being complied with.
Condztztggd,?..—A'Il ships hegrea.fter seeking to enter the ¢
trade can only obtain licenses on their complying with

such itions as m: i
conditions as may be laid down by Government

for Indian Shipping , ) .
owners of all qp1}c) g concerns; provided also that the-

h ships are likewi i
. o Rewlse required to give
igg ;;r(li(ilsrtatlﬁug onlthe lines indicated ig ]ggﬂdti(t)iogxiull
e em i i |
e g ployment of Indian apprentices and

gradual Indianisati .
R ndianisation :
engineers. of their officers and

Conditi —The licensi i
1 tt(i)(r)LnS.t Thg licensing authority may be given discre
1] ' 1 - .
exc(gptior‘:'aaiwe 3',“‘01' any of these conditions during
excepti periods of stress such as trade boom
| l . ’ 5 b
ﬂyingetiv e\sg,.te_atlc., and to issue permits to any qhip, :
flying the ritish Flag to cover such periods as 1}
ay consider requisite. T

Condition 4.—The licensing authority may also be vestea

with power to take s
uch steps, wi '
wiih . Ps, with the a ,
ab(lae(rtcc))vzznrlner!t of India, as may be considé)g:{“:sllvif
al with deferred rebates, rate wars or'anA\-'

t] " C ‘ ® 4 - b

onstal
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Condition 5.—DProvision should be made that, where by
treaty made before the 13th May 1869, Her late
- Majesty Queen Victoria agreed to grant to any ships of
a foreign State such rights or privileges 1In respect of
the coasting trade of British lndia, those rights and
privileges shall be enjoyed by those ships for so long as
Her Majesty agreed or His Majesty the King may
hereafter agree to grant them. This, however, should
be subject to the proviso that no foreign ships should
under any circumstances enjoy superior privileges to

: those accorded to British ships.

" Column 6.—TFor the purpose of these regulations “‘Coasting

' trade '’ may be deemed to mean trade exclusively
carried on between any port or ports in British India
and any port or ports or place on the Continent of
India (including Burma).

- ‘hese, broadly speaking, are the conditions which in our opinion
should be imposed under the licensing system which we recommend
should be introduced on the coasting trade of India.

44. Tt has occurred to us that it would facilitate the growth of

Progosal o purcha an Indian Mercantile Marine if, in combina-
‘purchase 3 . 1 ol (N

one.of the existing British tion with the licensing system which has been

lines opurating on the proposed above, arrangements could be made

const. for the Government of India, by means of a

loan, to purchase one of the existing British lines opetating oun the

.coast ‘as a going concern and appoint Directors to control it, a

majority of whom should be Indians. The present management
shonld be retained until such time as there are sufficient Indians
available with the necessary experience to undertaké complete
management. The ownership of the vessels in this line should be
transferred by sale from time to time to approved Indian owners
with a view to the above concern ultimately being placed in the
hands of Indian companies. Such an arrangement would furnish
an immediate opportunity for Indians to extend the Indian Mercan-
tile Marine with a ready made fleet of proved efficiency and as the
existing management would be retained it would have a definite
o8mmercial value offering a fairly safe return for the capital invested
in its purchase. The possession of such a fleet of ships of the
approved . type would provide also immediate opportunities for the
training of Ivdlian apprentices and the employment of Indian
officers, as well as opportunities for the training of Indians in the
business management of shipping concerns by European shipping
experts. We have not counded any of the existing British owned
lines as to whether thev would be willing to cell out but we think
it is not unlikely, under the changed conditions which, if approved

———
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by Government, the reservation of the coastal trade.on the lines
indicated will bring about, that one or more of these companies.
might be willing to consider the matter if g suitable offer is made to.
them: In our opinion this proposition is a feasible one, provided it
is combined with the licensing system which we have recommended, .

and we commend it as worthy of serious consideration by the
Government of India. - ‘ :

45. In their evidence quite a large number of witnesses have

' recommended that, in addition to the reser-

 Other forms of State yop0 of the coastal trade for Indian ship-
aid not recommended. .

bing companies, such companies should
be given navigation bounties,

guarantee of interest on capital
which have been given in other

cheap Government loans, State
and other forms of financia

forms of State aid. We recommend, however, that at some

future date, as soon as a sufficient number of trained Indian officers:
and engineers are available and Indian

efficient in managing and running coasta
ot granting navigation bounties to purely T
in respect of overseas trade to

I steamers, the question
ndian shipping companies

other countries should be favourably
considered.

46. A question may be raised whether the recommendations we

_ have made in respect of the ownership of
Questmn‘whether Y- vessels to be licensed for the Coast

commendatious made in a it it]

respect of the cwnershipof ~ 3F€ consistent wit

- vessels to be licensed fur  British Merchant Shipping Aet of 1894 which
the coastal trade are con-

Cistont g gy aTe con- Iimj’gs the power of the Legislature of .
sions of Section 7.%6 ®) Brlt]sh_ Posses‘smn In the matter of the
of the Merchant Ship-  Tregulation of its coasting trade by the con-
ping Act, 1894, dition that all British ship

ships of any other British
be treated in exactly the same manner as e shi
Possession concerned. 1In requiring predominant Indian ownef®
ship for British ships as in the case of Indian ships, we do nos
think that the principle of that section ig violated. This require-
ment applies to both classes of ships and in stipulatng for a pre.
dominant Indian share in the management and
of British ships operating in the Indi

Possession) shall
ps of the British

of that section. But if it

should be ‘so considered by the T.aw Officers of the Crown, wa

would strongly recommend that sect;

also-

e grant of any other-

shipowners have proved -

al trade
! section 736 (b) of ths-

s (including the -

controlling interests -
an coasting trade, there is.
certainly no evasion of the provisions

on 738 (b) of the British-
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* this is not agreal
v\et should be amended. It tll'15 13 -HC:, ~°tem,
R in addition to the licensing bysl

‘ G Tes amely, employ-
: o the other conditions we have sllgg‘?"tid;‘};?em gf’ bounties
imposing t1e apprentices and Indian officers, Mercantile Marine.
ment of Indian ?e)(li) to to develop the Indian N elc; S M indinn
sor ' : ,
should ‘bet'resoshm‘l d be given to all Indian g}i};i only  to such
The boun ;e'sr and Mail contracts should l‘)e old viage of Govern-
m%nagedd“);-leference should be given for t“? :c or i?l the overseas
shups S -I~ in such ships whether on the (0‘}1{ rity for the purpose
ment bt'oleb ta:blisllment of a competent abu'(dmfl r developing the
trade. 'Lnhe es | shipping trade and for I
\ -ulating the -coastal shipping hes is highly essential in
of regulating th ine in all its branches 1s hig : the
: antile Marine n jons in this matter. Ii th
Indian Mercan o dations in thi .
, T recommel ] bv us the
ry out our I . . - snogested by us,
order to car served in the manner sugg . o
ade van be reserve ‘hich a system of bounules
constal trade h expense which & sy : b
v will be saved muc . Jdiould, therefore, be
country will - volv Tvery effort should, t} Lans
sidies would mvolve. oction of the Merchant
and subsidies v dment of the section ;

. the amendn ) . it atands in the way »
wade o sec;lre ferred to above if really it stands in y
Shipping Act re endations.
carrying out our recomti pted principle that, so far 8%

) o T an acce g o
47. Tt has always l\lfiee!]tir'jle Services are concerned, the COL;;'EQ
arl . s1bl2
idi N ost should follow as far as pos

Mail subsidies. of the p ‘e the Mmaxinum £conomy
1 rse of trade. Consequently to secure | existence have been
e 1,011‘1 in mails, steamer services already ;E t mail subsidies are
in Carrying ose. We understand that ma 1 sneed of

utilized for the purpose. d on the regularity and speed
fixed by negotiation or tender baie e o combined with the

. er f M our

nd that the num . x rate. In ou
pe ;e;‘;f?eez the determining factor ;11 ?)Ml:ag itshoqound and we
spee . inciol unciated abov ’ he
‘i broad principle en ; 1t should the
o o '2:12011 to agvocate any radical change;on]:‘ not be adopt-
Y 1 kstem we have adv‘oca-ted; for any re‘ea« mai‘l contracts, in
hcensmg-lsly be necessary to enter in all fuhn(le) 4 by India, a
1 (Y nod L35 T a9 \ ’
ed,_ it Xl whole amount of the subsx.d§ is toh. eq powne d by such
whlclll t-’i to the effect that all suitable ?[ g)i.an apprentilc s, in
saput 1'0“ must take on board a number of n'onqlv recommended
Compgmeﬁ ¢ith the limitations we have previously
accoraance V

he licensing system. ' e
e PRV we have dealt with the Indmm}?atlo OF the
48. Tn Chapter Roval Indian Marine. The s('h.exlne“'e  the
ant ini jans which ave
. sotion of the nantical traming Olf Irt](ei;a?; e Snian
Pﬂlor;d;;;lliii;’oa‘e eI 'C'tlgp( ualifications to enter
Departments under local  Jog onc thg requisi }?n lifetions to evter
Governments and Port any service for whic experience
Trast vl is required and Wet ;ecortx;l DR oors
ing a f employment for i ocers
finding avenues o 3 Jor these oo an

o?’f v:?‘l{ir()ftminin«g has been completed shoul

after the g

Merchant Shippihg .
io then we recommend that,
My

A S i o e
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Ancreasing number of them, as they become available In services
-such as the Bengal ‘and other Pilot services, the Marine De art-
ments under Ioc?;l Governments and in vesselg belongin, topth
Port Trusts, until these services also are practically Indifnised °
49. We may add that some witnesses both at Calcutta and
Difficulties of Indian Ral‘lgoon‘sough_t to bring to our notice certain
compsnies in regard to  Perious difficulties alieged to be felt by Indian

internal river traffic and Companies in the matter of internal ri
‘trade connected with it.  traffic and trade connected with it. We lfY el:
that we could not deal with these questioixs

as they were outside the gc
Committee, scope of the terms of reference to this

CHAPTER 1V.

Measures for the Encouragement of Self-propelled
. Shipbuilding in India.

5. Only three witnesses who claimed to be shipbuilders came
Prewnt condition of  forward to give evidence on shipbuilding.
Shipbuilding industry in+ These were non-Indians of Calcutta engaged
India. in small vards in which no ship of more
than 200 tons had been built. Two Indian witnesses claimed to
be shipbuilders but bevond recommending that subsidies should be
given by the Government their evidence was not of much assist-
ance. The non-Indian witnesses helieved that it would be a long
time hefore Indians could compete in shipbuilding with Englist

shiphuilders.

51. We have, therefore, been compelled to form a judgment
, . front our own observations of the shipvards
Shipyards visited. which we visited, a hst of which is given

helow :~—
Boubay.—Royal Indian Marine Dockyard.

Mazagon Dock belonging to the P. and O. and British India
Steam XNavigation (‘ompanies.

rd
Workshops of Messrs. Alcock Ashdown and Company.

Caleulta, - The Hooghly Docking and Engineering Company’s
workshops at Sulkea. .

The British India Steam Navigation Company’s workshops
at Sulkea.

Messrs. Burn and Company’s workshops at Howrah.

Messrs. John King and Company’s workshops at Howran
and Sulkea.

The River Steam Navigation Company’s workshops at
Giarden Reach.

Dockyard at Garden Reach belonging to the India General
Steamn Navigation and Railway Company, Ltd.

Rangoon.—The shipbuilding yard and workshops of the
Trrawady Flotilla Company at Dalle.

Micro Filimed on
{
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52. The largest steel hull built in India ié the s.s. * Bahdra *’ of
600 tons by Messrs. Burn and Company of

Experience of  ship- C
building in  India 1s alcutta. ~ The machinery for this vessel
limited. was built out of India. In all Messrs. Burh

e o and Compsany have built 9 ships of a
i(if ij (; Sdt’(:ni 8;9:8 whlch are of sufficient importance flc)) be inchtl?lter:{
shipbui}l’de;'s \:%lb er of 100 tox}s. gross and over. All the othevr
o aors v ose ‘yaltds we visited have built 13 ships totalling
111’11nber ‘of Sgh.os;s afs given in TLloyd's register for 1922-93. Th:‘-
e eaurqIps of 100 tons gross and over built in the world in
pe tor y Qé. Prevmus to the war is 16,975 and their total oross

ge 1s 28,331,448. 'Thus it will be seen that the experli-en(l';-

of shipbuilding in India i v T t
chips. 8 dia is very limited as to quantity and size of

58. i i

After careful co3151derat10n, we are of opinion that Calcutta.
f Calentta,bost position would be' the best position for shipbuilding
or ship-building,  * a-xi; the;lre is more experience of it there than

‘ elsewhere, and it is near the

o , $ coa 3

52%?u21n§ districts and theg steel works of Tatanagar. Ifl ir(])i':\t'zefl

nd coal from outside India for shipbuilﬁing pu’rposes blc

admitted free of duty, Bomb
ree of , ay and some other § in ti
compete with Calcutta as shipbuilding centres. ports may in tine

54. Competition with non-Indian shipbuilders is at present only
Competition with nou- practicable for small vessels. The; cos;m )f
I;;clz;n gupbm;de:rs only b}‘mgmg out such vessels to India ié a S ﬁ9
practicable  for small  ciently large percentage of the pricelto ((‘)]\tll

vessels.
o the difference i Hdine
Indian-built and non-Tndinn blli]tcihlil]l)s.ﬂ]e building cost etween

55. If an entirely self-c¢ I iti
v selt-conta : ig i
Protection nece £ it would ‘lf[l)l}e))gd!%(.;}nd}ltlon " desired jor Tudia.
Loves ssary for Ud appear to be as necessary {
shipbuilders for the pur- to build ships in India as it is f(l)I)j '};;)ldli):nahtlﬁ
h L/ . s ()

po e Of cwahng & S()“" oW1 qll]pq. \)hll)()“l ers Il VGV l\/
8 1 ¢

) ¢ want ;

tile Marine, o n;tt(I) 1()11_1'y m the cheapest market, which

granted to shipown N ab present, but if protection is
p ers to enable them to create an Indian Mercru;ti](.\

Marine, it would see
s m to b : R R
protection to creats thoir indu;i;ammble for shipbuilders to have

56. Th .
e methods proposed by witnesses to protect the ship-

Methods proposed to building industr .

. .y e bl b are RomeWh t .‘ .
protect the shipbuild WSITY at similar to
industry. P ing  those for shlpplng —

1. Loans by Government.
9
2. Bounty of 35 per cent. of the cost of the ship.

vthe loss to the Indian Mercantile Marine. F
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3. Guaranteed dividends of the shipbuiid:: — compsny by
the Government.
4. Shipyards to be laid out and run by Government and sold
by them by tender as going concerns. .
One, any or all of these methods have been suggested by more or
less responsible witnesses.
No. 1 is of no use by itself. Sufficient and remunerative work
. to emplov the capital continuously and
Cheap loans. successfully must be found and as at present
it is not likely to be got from outside India, it must be obtained
within from Indian shipowners and the (Government of India,
Provincial GGovernments and Port Trusts. [f the above conditions
can be guaranteed, cheap loans might be given to a shipbuilding
company up to the extent of one-third of the total paid up capital.

No. 9. We failed to get the reasons for this form of bounty
] . either as to quality or quantity. We could
Construction bounties. ot no relinble information as to the probable
ships built in India and elsewhere and
could, therefore, form no idea as to whether 25 or any other per-
centage was necessary to enable Indian shipbuilders to sell ships
at the same price as shipbuilders of other countries. Any system
of bounty should only extend to making up the difference between
the minimum cost of production in India and abroad. We consider
that this system would be more equitable in all ways than a fixed per-
centage. In any event, this difference should not exceed 25 per
cent. of the price abroad. The determination of the difference
will not always be easy, but the difficulty could be overcome by the
establishment of a competent authority. If the fixed percentage
system were adopted, it is not easy to see how an industry can be
created or encouraged by allowing the seller to fix his own prices

regardless of others. .
No. 3 is open to the serious objection that it gives no incentive

to economic production.

difference in cost between

(inaranteed dividends

not recommended.
No. 4. By this method all the capital would bave to be found
C e detobe by the Government, probably a crore per ship-
Iﬂiﬁ“(’{;‘ﬁ;“;’,ﬁ“’:ﬂi ®o yard. The Government would have to find
Government not recom- work for the vard and show a profit on 1t
before the yard would be saleable. To con-

mended.
tinue to build for undetermined clients at prices in competition

with the rest of the world would not be profitable. If sold at a
profitable price, the increased cost of Indian-built ships above others
for an Indian Mercantile Marine would be either a handicap to

that marine or a drain on Government if Government made good
i or the purpose of

p 2
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developing an Indian Mercantile Marine the least costly way a
present is to purchase the ships out of India. “For the purpose of
fully developing a shipbuilding industry in India, the existence of

a4 large Indian Mercantile Marine must be assured and all ships of

that mercantile marine must ultimately be built in India as well a-
all vessels built for the Government of India, the Provincial (}o\'ern.-
ments and Port Trusts. In the latter connection it may be noted
that the total number of vessels built for the Government of India
and Port Trusts since 1910 is six, 100 ft. long and over, and JZ{
* Appendix D. dredgers.  We attach as an Appendix* o
‘ : this Report a  statement which gives the
details of all the vessels built for India from 1910 to March 1921.

.The reservation of the coasting trade to Indians on, say, 100
ships of 500,000 gross tons would necessitate the remewal of not
less than five and not more than ten ships per year, that is, five t'ox;
renewal and five for losses and obsolescence before being \\:()rn out
Assuming that they should all be built in India it would l?e nucessu‘r\:
to have shipbuilding facilities capable of turning out ten ships in
» year but commergially “efficient when producing only five. The
six Government and Port I'rust vessels and the 14 di‘edg‘erﬁ built
since 1910, seven before March 1921 and seven since, vave an
average, excluding the four years of the war, of, say, t\:o ‘Qlli])s
or dredgers per year. Hence the required shipbuilding facilities
‘per year would be a minimum of seven and a maximum of twelve.

Ko M p e L .
57. There are facilities in existence in Bombay and Caleutta for
Indian  shipowners repairs of ships, which have heen developed

should have their own ol »‘ . w i .
repair shops which could during the war, for which full employment

be developed later into cannot now be found.  Some of these facili-
efficient ~ shipbuilding  tles could be made use of for ship and engine
vards, building though no one establishment js fullv
equipped at present for completely building ships and engines of
the kind mentioned in the preceding paragraph. T

Auny scheme of an Indian Mercantile Marine hegun on the basis
of reserving the coustal trade would necessitate repair shops al both
Ca}cu@ta and Bombay. These shops might (¢) be owned by
slnp_pmg companies runuing the trade as the British India *Steam
I\av1gatlop Company do at present, or (b) these companies might
rely on privately owned repair shops to do their work. PDracticallv
all the repair yards are controlled by non-Indians. If it is desired
that the shipbuilding establishments of the future be run exclusively
by Indians it would be worth while for the Indian shipowners to
have their own repair shops and so plan or develop them that thev
should be capable of efficiently building their own ships and engines
‘The shipowner would pay what his ships cost him. If they cos%-
more than what he could buy them for elsewhere, his freights

-

[l

o

would have to be increased to make the same profit or he would
have fo recéive a bounty. This ix based on the assumption that
the shipowhers could agree sufficiently among themselves to have
a shipvard or shipyards common’ to all shipowners or that some of
the existing Tines were taken over by an Indian company or com-
panies together with their repair shops.

58. For some vears to come it would be necessary to obtain
" expert assistance from  non-Indians, who-
must be familiar with all the types of vessels
to be built in the proposed shipyard. This
expert assistance might come from a shipbuilding firm who might
be persuaded to assist an Indian firn or it might come from a firm
of consulting Naval Architects and Tingineers who had been entrust-
ed with the superintendence of the design and construction of ships.
and dredgers for the Government and vessels similar to those
required for the Royal Indian Marine and the coasting lines.
59. Having given our best consideration to the various points
' set forth above, we recomend that for the
present the most advantageous course to be
adopted iy to give construction bounties as
indicated in paragraph 6. 1f a shipbuilding yard is projected by
an Indisn Company, the Government may aid that enterprise by
(@) advancing a cheap loan to the extent of one-third of the paid
up capital of that Company and assistance in acquiring suitable
sites: (b) guarantecing the giving of all Government and Port
Trust work to this shipyard at & cost not unduly higher than the
cheapest price which can he secured abroad for u similar class of
work ; and (¢) legislating that, when such a suitable sbipbuilding
vard is completed and established, all ships seeking for a license on
the const should also be required to have been built in India. While
agreeing with our recommendations, our colleague. the Hon'ble
Mr. Lalubbai S8amaldas, would prefer the Government pioneering
this enterprise and establishing and maintaining a shipbuilding yard
at its own cost.
60. Shipbuilding, including engine construction, is a highly
Possibilitios of train- developed and complex industry and among
iz snitable Indian ship:  many things is dependent upon the training
building stafl'«. of shipbuilders. In Britain, even in the pre-
iron stage of shipbuilding, it had its sghool of_Na\'a-l Architecture
which provided for the scientific education of Naval Architects and
Facilities  in Great the technical education Qf the shlpbu%ldgng
Reitain for the scientifc  staff. When the era of jron ship-building’
cducation of Naval A~ commenced, it was the scientific Naval

EXYUI'L assistanee from
ahroad necesary at fiest.

Coniruction hountie:
recommended.

";‘,ﬁfﬁ,;‘{iﬂ,,ﬂ}‘“ff‘};f;'l, Architects of these schools who carried out
¢ ‘ ) - . . ..
pnilding stafl, this enormous change from wood to irom
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shipbuilding to a successful state and to one from which the present
state has developed. In the fifties of the last century, the only
schools of Naval Architecture were those associated with the Royal
Dockyards. ,Now, wherever there is a shipbuilding port, it has
its school, or schools, in which a full technical education can be
obtained, and there are three Universities in each of which a Chair
of Naval Architecture and Engineering is established, wherein a
full scientific education in the subject can be obtained. The effect
of this is that ship-designing is done by men of high scientific and
technical attainments and the shipyards are continuously recruiting
young men who are technically trained to take positions as drafts-
men, foremen and managers.

61. India has no such schools and if such a highly developed
Nocessity for the estab- %ndusyry as shipbuilding is to be established
lishment of a similar 1N this country, its start must be associated
«educational system in  with an educational system such as exists in
India. England. Japan and the United States are
instances of this method of development. In both countries men have
been sent to Britain to learn in schools and shipyards and have
afterwards become teachers and leaders in the industry.

62. During the time between beginning the laying out of a
Gradustes from Engi- shipyard and engine works and its being in
neering Colleges in India full swing trained Indian mechanical en-
should receive additional  gineers will have to be selected to receive a
conrsos in dN‘i*)V%] eA(;"l‘;l further training in shipbuilding, and marine
asistine in the building engineering, including both theoretical and
of shipyards and after- practical instruction. These could be select-
wards in building ships.  ed during the process of building the
works, so many each year. They would be drafted, for
a part of their time, into the building of the ship-
building works as it went on and would thus become
familiar with the plant and its construction before it began work.
The Engineering Colleges could provide all the necessary men.
These men would become draftsmen, foremen, assistant managers,
etc. A small special staff of instructors in Naval Architecture would
be necessary in one of the colleges, preferably Calcutta. The
special course of training in shipbuilding and engineering given
by the special staff should be similar to that in Glasgow University.
The number of specially trained students need not exceed 10 per
vear. If these are sufficiently trained they will train the rank and
file, and the industry will go on and grow natunrally, so far as person-
nel is concerned.
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CHAPTER V.

Royal Indian Marine.

63. Clause (1) of our terms of reference in_ntes us to.tsta.te;
what measures can usefully be'taken for the liberal rteclrui u&gnn
of Indians as Deck or Executive Officers in the Royal India
Marine. ' ‘

fi4. We are given to understand that the Royal Indian Marinc
) Service is about to be reorga_ms_ed mvto a

Re-organisation of the  pyrely combatant force or Indian Navy.
Royal I‘"\d,‘ “?Om}{)[;&ﬁi Until the constitution of such a reorgar:ll.sfehd
:tﬁt-‘;ea(nl-“?)iﬁax{l\luvy. service is deﬁnite_ly settled, it appears diifi-
cult for us to give any opinion as to the

.detailed methods to be adopted to Indianise the service.

65. We, however, take the opportunity of suggesting that the
Indianisation of this service, whether 1t re-
8 [ndianisation of Royal mains a Royal Indian Marine or becomes a
fndian Marine or Royal  Rgyal Indian Navy, is a matter of. import-
Indion Navy a matter of -0 0% 09 that the preliminary training shall
mportunee take place in the suggested Training sblp for
the Indian Mercantile Marine in special classes. This hln our
opinion is the most effective and economical course for the pre-
liminary training of such officers.

6. Tt is the almost unanimous desire of all .Indizfn Wltnesieis
that the creation of an Indian Navy capable

Re-organisation of the of defending the coasts, bharbours and com-
Royal Indian Marine merce of India should proceed hand in band
info an Indian N'}wy with the development of an Indian Mercan-
strengly rosomunendel tile Marine, and we strongly recc.)mmend.to
Tovernment that the re-organisation of the _Royal Indian Mal:lr;e
into such a service shall be undertaken with the least possible

delay. EDWARD HEADLAM,

President.
T. RANGACHARIAR.
J. H. BILES.
TLALUBHAT SAMALDAS.
*A. H. FROOM.
JADU NATH ROY.
J. H. GREEN, .
Secretary.
The 3rd March 1924.

* Subject to a minute of dissent,
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MINUTE OF DISSENT. restriction in the Coustal trade of India in the shape of reservation
for Indian owned ships or by any other means -yould surely result
i an  inefficient service accompanied as a corollary with high
ive occasioned by the absence of’

[ regret that 11

e 1ave been un: : - ) ' .

arrived at by my colleﬂn{le; ‘ll;n:glef t]o aglleq with the conclusions freights, due to a lack of mcent

. . o t ol * o v y‘ : " X N L.

tions in chupter 11T of this report orward in their recommenda- any fear of competition.

 Manv wi : Yoveral witnesses in their examination before us quoted the

tha': t‘;‘ﬁl." witpesses who appeared before us stated emphaticall British Mercantile Marine as an example of the beneficial effects

hat there were m this country large numbers of Indi phiatically to be obtained from legislative reservation and made reference to

;i;l;mdﬂeduc:ttlon and of the l'iglntmstmnp who were ((l)esirl(:u;a:)lf lfa(]]is of the old Navigation Act of 1651. It is well known, however, that

‘ i ollow- L B ~ .

tg' 1e‘ sea as a profession and who would cheerfully under . 0;‘ these Navigation liaws were repealed in 1854 and it cannot be con-

strict training necessary for them to become Officer Y undergo the tended that the British Mercantile Marine experienced anything
cers and Fngineers but the greatest benefit by the repeal of the Laws since the pros-

l e red (& ) g ) ) , ‘

perity of

Other wit :
nesses expr ir .
to the Commist ﬁessged their doubts as to this but it appeared ' . . : .
o nittee that 1t would be only fair to offer Tndian 1 l removal of the Act from the Statute Book. An interesting his-
't B ;)Ig)gltumty of training, such as is done in other coﬁntl-id'~l (ur; torical survev on flag discrimination was drawn up a short while.
at this could be the only real test as to whether the d S back by the Sea Transport Committee of the International Cham-
sea-going life is a real one. ' e the demand for a ber of Commerce with a view to assist the deliberations of the
: Second General Conference on (‘ommunications and Transit which

assembled at Geneva on the 15th November last under the auspices.

Chapter II of thi

: uis-report deals with a sch ' ini :

. s " i schieme for ti: Nl - ;

am In general agreément with the views of mv (.O”t;,d(l,nmg and T, of the League of Nations. T attach an extract from this survey

pressed therein. ' ARNES 18 ex- which 1 think will be found interesting : it will be seen that far
from flourishing under the Navigation Laws the British Mercantile

‘1 have referred to this’ ; X X e . oo
ot aini . _ e was i dangor , . . ostrictions
whole crux of our enqulilzl':v (rl::tsstt?: t(if .tlulnltl.)g usfm my opinion the iNl/][;f:x(l)]:(z]\l\).\la.tIllnn(ll.mgm of imminent decay dne to the 1est11ctxons
. A 1e creation, if found i sed by thent,
to do s0, of efficient : - Indi . nd practicable: ' :
’ and trustworthyv S o e - . . . . .
1 cannot. agree that chips owﬁedl‘ bl?ldl_xm]l. Officers and Fngineérs. Condition 1 of the l,{;;elyglnl,lg,L‘!iclwW-v}mﬁes- that those ships
Indians could rightly be described « ‘\l 1"‘ s and  managed by at present trading on the Toast and flying the British fag shall be |
cantile Marine so long as ed as belongiy to an Indian Mer- entitled to « license to continue their trade so long as they comply -V
b ong as they were officered in botl . . . . . .
: m both 1l with certain regulations as to carrying Indian apprentices and to

e Deck and
a certain percentage of Indian Officers and Engineers as

Engme-roo ar C Tye ,
mef)’ there;')o;'le,d(;l))&}:zn:i:;;:ell)f‘-Ot.h?.l’i than Indians. 1t appears to employing ]
for establishing a So-lcnlledy I‘rlll&{')llle(:\tr t(_) put forward any scheme they become competent. Taken by itself this condition might not
first test has been made of :lS(,;el'tzt‘illllil\Af \e:}l().nélltl,l.e- Marine unul the eppear fo be objectionuble, but
;)e l_)osslble tp man ships from the ]li,‘;l,)est t:rl-:l(;;ellt]nﬂtlﬁ‘,“ll(t)?}‘f t“ “.";I Condition 2 prevents the existing British-owned (‘ompanies
u::(%u_{;ls. en‘t.lrel_v. ‘ Indj’an Crews have :lh'::uly proved th\;fmg\'i; f‘r(nn‘ren(—\’\ving their (‘(}i!Stfll fleet as their ships rgach the age ']i.mit
(1t remains for Indian Officers and Engineers to do likewise and iu effect provides for the ultimate elimination of all British-
Coming to chapter 111, 1 wi . rewise. owned (as distinet from Indian-owned) shipping on the Coast of
put forward in/tlule repbrf"nrl}: I{I ﬁ'l"rll exammine the licensing scheme ( India. |
strongly against 'Grovemme‘nt ('on\u‘rl(,l state E}t the outset that T am That this \}'oul(l prove beneficial to the Coastal Trade (:f India
nection with trade or Mercun'ltile o tn} any sll’apela or form in con- or have anyvthing but a (]@l'-ﬂﬂlf:ﬂﬂ:ﬂl effect on the country’s trade
with shipping ; the licensing svsterr erprises and maore especially as 1 whole T*cannot conceive. Several witnesses admitted that any
g svstem recommmended at once means schenie to reserve the coustal trade exclusively for Indian-owned
ships might not confer any benefits upon shippers or prove of

(rov % :

po(;eer';;negig uC:nt;:l in 1isome form or other. T do not pro-

courage an Inl'mdel“; ether or no it is possible to en-

ing up of f{‘n\'(’-V[ ~-‘n(‘ps“‘v by protection but the holster-

sound T}n‘ v ercantile Marine by artifiial means isx un- :
. 1iere should he complete freedom on the seas: anv

advantage to the trade, but at the same time they pressed for the
ostablishment of an assisted Coastal Indian Mercantile Marine
in order to satisfy the aspiration of those demanding an
Indian Mereantile Marine. They added that India would giadly
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pay the price but what authority they had for making such a
statement was not produced. My opinion is that there are limita-
tions to any sentimental preference shippers may have for tonnage
and that the carriage of the trade should be left free at any rate to
all British-owned ships, with which I include Indian-owned, flying
the British flag.

... I am in thorough agreement with those witnesses who depre-
‘cated any recommendation which would uncompromisingly
‘squeeze out the efficient and well-proved service of the exist-
.ing Shipping Lines on the Coast in order to introduce some other
‘service the efficiency of which is at least problematical. I agree
iwith those witnesses who have claimed that the existing British
Companies on the coast have built up the coastal trade of India by
;perseverance, patience and the expenditure of enormous capital
over a long period of years and that to seek protective legislation in
prder to oust them now can only be regarded as an unreasonable
Eroposal, apart altogether from the detrimental effects which would
e experienced by the trade which they have fostered, encouraged
4nd brought into the prominent position which it holds to-day.

4 No one refutes the right of India, or of any ot the Dominions,
fto have a Mercantile Marine of their own but to seek to establish
hese by domestic legislation against the shipping of any other part
f the British Empire is much to be deprecated. In fact so much
importance is attached to the freedom of shipping within the
Empire that the British Merchant Shipping Act of 1894 provides
ibagainst such domestic legislation.

This Act is referred to in Chapter IIT of the report by my col-
leagues who in doing so appear to have some doubt as to whether
the licensing scheme recommended by them contravenes section
736 (b) of the Act and they therefore propose that if it is held that
the scheme would violate the Act, a system of bounties, etc., should
be adopted.

In my opinion the proposed licensing scheme, which would
compel a British-owned and British-managed ship to become an
Indian-owned and Indian managed ship, does contravene the Act,
in as much as the former vessel is obliged to lose its identity and
therefore it is not being treated in exactly the same manner as the
latter, which similarity of treatment is required by the Act.

Several witnesses quoted the Commonwealth of Australia and the
measures taken by that country to reserve its coastal trade. The
rules introduced by Australia, however, can be adopted by any
British Shipping Company should it think it worthwhile to do so
and in that way presumably the British Merchant Shipping Act
has been complied with. As mentioned in the report, however, the
benefits accruing to Australia by the action of her Legislature

appear to be extremely doubtful and a Committee ig enquiring into

* the whole matter at the present time.

.of many thousands of
employment—I1 am re
Crews.

.except as u possible

.ccuditions which would appear to be necessary a
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One withess who had been

in Australia irfformed us that the trade had suffered under the

imnposed restrictions. l
1 am rather surprised at Australia being held up as an e.xfamp xf

by 'se(véral witnesses to be follc&wed‘tl;lygncim,l i;eigldg &llzal.ltg;l ) 1};:. tg
] ippi i : v ustra

of the Shipping Lines who trade wi had thought B¢ to

;Wi ations it would have entaile
o ot regllllqndia‘ms who would have been thrown out of
ferring to Indian Deck and Engine-room

"The question of bounties to aid the development of_t:tm ilzd;zn
Mercantile Marine has not been discussed by the Commi eel o a e);
length and they have not been recommended by my co 28 8
\ alternative in the event of the ll'sgnstl}ng sBcrietilﬁ

i i acticable or in conformity wi he h
et S‘tlo'umiln prz(;?c L It was recognised by all witnesses that
e il outa heavy expense on the Government of

ies would entail a the '
]br(l)zllil;mg-id some witnesses further held the opinion that bounties

merely represented the di X
K 1 I 7 *
1 am in agreement with both these views.

™ — opose to discuss these three
Conditions 3, 5 & 6.—I1 do not propo B e to the

proposed licensing scheme.

Condition 4.—Neither will I discuss this condition in any detail

but will merely content myself with remarking that the suggestion

to empower a Licensing Authority in India to deal with Deferred

Rebates, etc., which have been widely discussed in most countries

throughout the world and have recently been the subject of an
o

.examination by an Imperial Shipping Committee in England com-

<pert to me to be investing one
ed of the greatest experts, seems : .
?ﬁiticu]ar bodg with powers which are not held by any authority

within the British FKpire.

I now come to the suggestion that the‘ Governmfertllt of 'Isrgi;a‘
chould, by means of u loan, arrange to purchase one ‘0 e e;cllla t(g)
British1 Tiines operating on tbe Coast as a {gouflg Eoncerrllmuld fo
appoint Directors to control it, the majority 9 ‘;]OI{;] ]s g be
Indians. 1t 1s not snggeste(‘l,' howg\'er. that the\he s 1(;11} e a h@se
pu]sorv sale of one of the Bratish Tines but t-hf; effect of the pm;;zI iné
cven if such were possible, would be to esﬁlb}lsh a State-owne fjcer-
which has been tried in many other countries usually as av a bor-
math of the War, and in no instance has the experiment Proxzeom-
success. With the examples before us I cannot suppor:hanyr;e o
inendation that the Government of India should adopt the proposal.

Phere is no réason to suppose that the Government of this country

P

e

flerence between efficiency and inefficiency. -
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would succeed in such a venture where others have failed. Govern-
ment should leave commercial enterprises severely alone and refrain
from competing in commercial pursuits. Should one of the existing
Shipping Companies on the Coast be willing to sell its concern there
does not appear to be anything to prevent any other party from
buying it in the ordinary way of business. 4

In chapter III of the report a reference is aptly made to the
study of shipbuilding in India as set forward in chapter IV. 1f a
shipbuilding industry can be profitably started in India I would
welcome it as I would any other industry which would afford em-
ployment to the people and assist in the prosperity of the country.

The whole.question of the practicability of shipbuilding in India
is a matter for: experts and the Committee has been fortunate in
having as one of them a notable expert in ship construction. 'The

expense to the country, however, of establishing shipbuilding is

another matter -and I am not in favour of Govermment embarking
on a costly and unremunerative scheme. The recommendations
coi the Committee in chapter IV will require the most careful consi-
deration from the financial aspect.

The principles enuncisted by my colleagues in the first part of
the paragraph in chapter III dealing with Mail Subsidies appear
to me to be.gound and I concur in them. 1 cannot agree, however.
that any extraneous conditions outside the business of carrying the

Mails should be inserted in a Mail Contract. It has always been -

held. by the British Governinent, as represented by the Postmaster
Genersl, that the terms of a Mail Contract should deal solely with
the satisfactory and economic carriage of Postal matter and any
attempt to'introduce irrelevant conditions has been strenuously

opposed. The Postmaster (feneral’s views are undoubtedly sound

at once any precedent was created allowing the insertion in a Mail
Contract of conditions not strictly applicable to the carriage of Mails
it would leave the door open for pressure to be brought to bear to
insert clauses bestowing benefits on outside parties to the detriment
of the most economical and efficient Mail service. 1 cannot agree,
therefore, with the recommendation that a stipulation should he
inserted. in any Mail Contract entered into by the Government of
India,*as to the composition of the personnel of the Crews of ships
carrying the Mails.

Reference has been made in the repoyg to the statement by some
witnesses that the attempts made from time to time by Indian
Companies to establish themselves in the Indian Coastal trade have
been frustrated by action taken by existing Companies to meet
their competition. Tt cannot, however, be argued that this is any-
thing but usual in the ordinary course of business or that one parti-
cular trade should bhe singled out for Government intervention..
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There is no question of the defensive action of the existing Com-
panics on the Coast being directed against Indian Companies qua
Indian.  Similar action is taken against any new comer, of whatever
nationality, seeking to cut into their established business.

The terius of reference to our (‘ommittee were ' to consider
what measures can usefully be taken for etc., etc.,”” The word
“usefully 7 Jormed the subject of considerable discussion among
the Committee and is dealt with by my colleagues in the opening
paragraph of Chapter TII. My interpretation of the word was that
the Connnitlee should consider whether India would benefit by the
establishment of an Indian Mercantile Marine by means of artificial
or extraneous aid. 'This view, however, was not shared by all my
colleagues, hence it was eonsidered by them necessary to put forward
some scheme which might have the effect of starting an Indian
Mercantile Marvine through some agency other than that of the
natural course of commercial enterprise. Having this object in
view the licensing scheme detailed in Chapter 1T, with which I am
not in agreement, was evolved. . :

To st up :—While T am in favour of affording suitable Indian

fnds an opportuntty of adopting. the profession of the sea as Officers
and Kngineers and concur generally with the recommendations put

forward in Chapter IT of this report, T cannot agree with the scheme -

submitted in Chapter TIT. My objections to the scheme have been
given in detail and T only wish now to reiterate my opinion that the
further estahlishment of an Indian Mercantile Marine—by which
is understood ships owned and managed by Indians—should be

left to be developed by those who have a real interest in the business
-of shipping. '

A. H. FROOM.
DrLur: » ‘

The 4th March 1924.
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Appendix to Minute of Dissent.

Liztract from a Historical Survey on Flag discrimination prepared

by the Sea Transport Committee of the International Chamber
of Commerce. :

Great Britain, in repealing the Navigation Laws, was looking
not only to develop her trade with other countries but to save from
imminent decay her Mercantile Marine. The Maritime Commerce
of the British had been sacrificed to the vicious principle of discrimi-
nation. A general sense of disquietude led to an examination by

the Government into the state of the British Mercantile Marine-

and reports from all quarters proved that its efficiency had greatly
declined ** so that British shipowners feared free trade because they

knew that successful competition on equal terms with foreign ships.

was impossible ’. Tt was suggested that this degradation was
largely due to the removal by the Navigation Laws of the incentive:
provided by free and open competition in the world’s markets.
The British Government had the courage to respond to this sugges-
tion by repealing the Navigation Laws. There were not wanting
supporters of the policy of restriction who predicted the final ruin
of British shipping from its repeal. Far from being rnined however
British shipping immediately- improved, and this improvement was
year by year increased until in 1875 the Secretary of the Board of
Trade was able to draw attention to the fact that British Merchant
Shipping had in the twenty years succeeding the repeal of the
Navigation Laws enjoyed its due proportion of the increase in the

trade of the world which followed on free trade and the use of
steam.

It is a widespread misconception that the British Mercantile
Marine attained its pre-eminence undes a policy of flag disczimina-
tion. There is a large volume of evidence to show that under the-
Navigation Taws British Shipping suffered and its growth was
hindered. Tt carried, it is true, most of the trade of the British
peoples throughout the world, but producers, consumers and ship-
owners were penalised. They were denied the benefit of obtaining
their transport at the cheapest price of the day as fixed in keen:

world competition. A policy of protection is opposed to cheapness

of service, and breeds inefficiency. Once the drastic step had been
taken of throwing open all the ports of the British Empire to the
shipping of the world, the British Mercantile Marine

a period of growth and prosperity which it had neve
before. ' ’

entered upon

r experienced
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APPENDIX A.

Instructions to persons invited to give evidf,nce before the
" Indian Mercantile Marine Committee.

,mmittee are stated in the
“ eference ”’ to the Committee 1 o
The * terms of ra’c’oaal.ched memorandum*. The ‘fonongnﬁi O?ut(ile
* Not reproduced. tions are designed to cover the vgholet ‘zhereforc
irv. so far as it can be outlined at this stage. It lsilngh:a questinné
:;lggézg(,l that each witness s;houl(fi nei:lessnrlly atxllls{:{v;ex(-3 af:egorical o e
i icularly requeste however, \ :
B It.'b o Ii):gr?(;:% eazh qu%stion which a witness may icilndtin?les%]; 1)};
shoulqlt. ;%o answer and that no attempt should be mf, eemoraﬁdum.
e 10t;'onna,ire as a whole in the form of a genera xln randum.
the ng: 1lsts wishes to give his views on any points re c;van.t o the
P n\‘:rhicl'l have not been included in the Q.uest_nonnaure,1 elmentary
gnqc‘tl)ﬁgénient that such points should b((e1 _dealiz3 v?th égn:a?ggp ementary
e »
; tement. Appendix |
} 8oo Tividenoo Vol Z?c;unt of the diffex}';ani';:1 folrms eOft Eif;a:.enﬁi%n?;{
Srote i i i the developmen t
i i rious countries for t ' .
pl‘oi;ectltfl)-rl1 gga?ll'linlg \Yv?lich, it is hoped, will serve as a uvscfullldg:‘iggeg_}
witnosses to the particular lines on which their views ad 1 sugges.
B s requi ed. The special attention of shipbuilding :lxln b%ect T
o e I:qu:';wﬁ to the separate list of questions on tte :Ee' o
nllx?p‘gl;lixllsilisg and engineering which forms an enclosure to
8
tionnaire.

s
9. The Committee is inviting directly or through L_c;;ci:ﬁl (iﬁ:iern;?;lrl}‘ecs
ic ciations and individuals to forward in v‘;rl lgd eir replies
various asso tionnaire. The Committee will also be gla e e
re e fQ ul?’.ls 11:1,1 ‘Associations or individuals not so invited, w 0 ey
g hest rge resgnt their views. Copies of the Questlonn?{e gon_be
wish Od 03 application to the Secretary, Indian Merc‘azx 1 fhe Larice
Q‘btamgtt Royal Indian Marine Dockyard, Bombay, ];n g il
oy lfe’M r};ne Department of the Governments of Bom a.yé Bengal
on ﬁa.%ris :nd the Secretary in the Commerce Departmen 1
an

Government of Burma.

i i i tions will greatly
eipt of written replies to the ques :

> Thetl?:rgo:l‘:co;pthe Committee. After perusal pf tl.le re}gll‘les 1;1‘1:
facilitafe Il select the witnesses for oral examination. Tlo

Commitéte%inv;vei for this it is requested that replies may be despatched
aéget uea. gecretary with the least possible delay.

QUESTIONNAIRE.

DEVELOPMENT OF SHIPPING INDUSTRIES.

1. What is your opinion regarding the present condition of thg
Shipping industry in India?

2. If you consig_er. the
inion, are the conditions m .
:ﬁndev’elopment of shipping enterprises by the

ituation unsatisfactory, what, in yonr
;:f(lilia at present which ;mlxt?.te against
people of this country?
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3. Can you suggest any measures to remove or mitigate oxisting
difficulties or disabilities, without having recourse to State aid, and
to encourage the people of this country to embark on shipping enter-
prises ! '

4. Are you of opinion that
promote the satisfactory devel
people of this country?

5. If you consider State aid necessary
- or methods do you advoeate 1

State aid is necessary or desirable to
opment of shipping industries by the

or desirable, what methed

6. Do you advocate any legislative measures for the purpose of
the satisfactory development of shipping industries by the people of
this country and, if s, what should the legislative ineasures he ?

7. Do you favour the grant of navi
by the people of this country and on
(a) between Indian ports (b) between T
between ports outside India ?

8. Would you, in the case of vessels owned by the people of t;hia

country and registered in India, restrict the grant of navigation hountics
to specified routeq and, if so, to what routes and stite your reasons for
selecting the particular routes you suggest !

9. Do you advocate any limits as to gross registered tonnage,
average speed at sen and age for the aforesaid vessels to be cligible
for a navigation bounty and, if so, what limits in each cage ?

10. If you are in favour of these bounties, what rates and limits
of bounty would you advocaté for the aforesaid vessels for a bounty
based on gross registered tonnage, minimum average speed at sea an i
minimum distance run over a stated period ?

11. Would you recommend any additional percentage of inoreasnd
bounty for extra speed over and above the minimum average speed
-at sea advocated by you and, if so, what percentage on vesscls engage:l
in trading as indicated in question No. 7 (a), (b) and (¢)?

12. Do you advocate that provision should be made for the gradual
reduction of the bounty after a specified term of years? If so, what
percentage of reduction would you suggest and after how many years
for vessels engaged in trading as indicated in question No. -

(a), (b) and (c) 7 '

13. Would you advocate that Navigation bounties should not he
paid to vessels built outside of India unless they have been on the

Indian register for a specified period of yvears and, if so, for what
period ?

14. Do you advocate that Navigation bounties should ceasc
ther after a specified period of years in respect of vesSels built
of India, and if so, after what period ?

15, Would you advocate t
bounty must take on board a ¢
purposes of training ?

16. Would you exclu.de the employment of (a) non-British subjects
and (b) non-British Indian subjects on vessels receiving a, Navigation
bounty except when vacancies, which it is impossible to fill, occur at

a foreign port? If you advocate exclusion, would you reserve any
power to the Government to make exceptions 7 ‘

altoge-
outside

hat all vessels receiving a Navigaticn
ertain number of Indian apprentices fc:

iy

. Ald you’ advocate  cessati jzation bounties in

e T e i, charored or mcrfmfdlw;m;
isi f ndian Coasting ;

oottty Tl Fitn s e ol et o
iz:gg;;fél:(gel_)gg:ytﬁ; (fqgelépment of an Indian Mercantile Marine,
and"if ;?f’hx:vt.]mit; your opinion, would be the effect of any policy of
reseig&ion on the Indiwtl‘:oaszle:z:gii of the Indian cqastal t:rgu_le;,
wou?g. gf)uygz‘:lpﬁzort:ondieti;n that such ships should give facilities

ini i tices 1
for training Indian appren ' '
21, ‘What size and descriptipn of vessels, in your o

gini'on, are most
likely to bé required for an Indian Mercantile Marine

e  IPBUT : ' Oc TON.
Dwﬁmpm'r oF SHIPBUILDING AND MarINE ENGINE Oongrnucr

92, Do you consider that vessels required for the Indian Mercan-

t{le " Marine should be built' entirely in private shipyards, or 'do_you

k-
" recommend the establishment or “development of Governmont doc

ds for this purpose? . I ,
yard283 (;Nhé,t is your opinion regarding the grese:tt cqndi;?; ?of the
Shipb{xilding and Marine ]%ngine 'consf/ructxon'mdu ry in R i

94, If you consider the situation unsatxsfaci}‘,lqri, m:’il t:,t'e aga},’inst
opinio.n, are the conditior}sdin tIp,dm\].O a.tt }ge;::g}t;l :o;cthis litate o2
the development of such industries by this « vl
25. Can you suggest any measures to remove .:z 'lsnt!:il;?gd,e’;l&fili%
difficulties, or disabilities, withoat having reco\;{rse  Bate Bld,
enooux‘a.ge’the people of this country to embark on s d .
B O S I Cy s ary or desirable-to
, .you ;mm_.th;tsmte_mdmnqcess y hoatiod
.pro:gii:;& zgey:atisqfiagtory.deydopmntm Ahose induatries by the -peopl
of this country? . ) .
o 97, If you consider Sta.te" aid necessary or demablg? what metho
or method ou advucate o |
°r methlt;ds e advocate any legislative measqresbfortht:e é:)\{l,ll'gog?
f t%% sa.(:isg:cliory development .of -these'l,mgiustg;gsm g'u ureépbé le.
:bi country and, if so, what should the legislati ' iy het
| 529, Ar fou in favour of the grant of construction bo
e »
s built in Indian shipyards? ' ' _
.“"95,3.,;5 B‘:l.lty(l:l. ﬁ.dvoca)te that cozist{ucinfon b?l!:z;esi ,fh;‘;fg }))gin(i:g::
¥ i 1 only 80, . inior:,
fned &3 ve:l:eels &?},‘f@f&?ﬁ regis’tpr"ad_ tonnage of vex;sselx:1 sbm“:;i ;:
{}hg‘iﬂd;ﬁipy@rdl:‘, which can be considered eligible for a construc
ndian, 8
bowsty! r tion bounties, what rate
the grant of -constructio X .
per%})‘ﬁ'Igf'ﬁg'sﬁyé%‘ggttgred tonnage do you recommend should be givep
e mrovelling madhiners 3o s buile in Tndis, wonld you #dvo.

;tesgb :g;mgggieggdlg:ﬁcﬁmfo%e-power being paid to ’the','i_itoﬁellihg

oatbe:

machinery builder ¢ .
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33. In the case of vessels which are to receive shipbuilding bounties,
do you advocate that no materials made outsi i

used for the construction of the hull and propelling machinery or
would you advocate any exceptions such as:-Ij P 8 y

(i) Stem, stern post, rudder and rudder tiller, rudder post,
quadrant, g,nd rudder pintles. ‘

(ii) “A” brackets and triple screw shaft bearings.

(iii) All stanchions not less than 7 inch diameter.

(iv) All kinds of springs.

(v) Corrugated and plain or flanged boiler furnaces.

(vi) Rotor (wheel) spindle or shaft and blades for turbine:
engines.

(vii) Patented articles or articles of new

(viii) Windlasses, cargo winches, steerin
anchors and chains, wire ropes, h
pumps, cabin ports, electri
pumps, and ash ejectors.

(ix) Steel plates, angles, forgings and castings (iron or steel)

34, If you advocate any exceptions as su
recommend the grant of a,

design made abroad.

B engines and gear,
and bilge pumps, fire

uggested above, do you
Dy customs concessions, and, if 80, what?
35. What measures do

) you suggest to preven‘t.the abuse of .these
concessions ? ® .

" ENCOURAGEMENT OF THE CONSTEUCTION 0F WooDEN Surps. |

38. th:t is. your opinion regarding the present condition of the
Wooden Shipbuilding industry in India ?

37. If you consider the situation unsatisf
opinion, are the conditions in India at present
the further development of .such industry by the

actory, what, in your
which militate against:
people of this country ¢

38. Can you suggest any measures to remove or mitigate existing
difficulties or disabilities, V_lg;hout having recourse to State aid, and tf)
encourage the people of this country to further develop such industry :

39. Are you of opinion that State aid i8 necessary or desirabl
pron;otez the further development of this industry by t}I’w people: of ei:hti(;
country

40. Tf you consider State aid necessary or desirable, what
or methods do you advocate ? ’ method
41. Do you advocate any legislative measures for the ;
the further development of this j purpose ot

) industry by the people of this ¢
and, if so, what should the legislative me);surespbe% '# country

42. Are you in favour of the grant of constructj i
wooden ships built in Indian shipyards ? etion. bounties  to

43. Is _any difficulty experienced” in eff
Indian built wooden ships and, if so, what r
recommend ?

ecting the insurance of
emedial measures do you

¢ apparatus, steam and electric

.college on shore!
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.

OFFICERS POR THE INDIAN Mmcm13§a§1w.

. &y e, h OE
44. Do you consider that any considerable nu¥tber of the youths

i ) in the
this country are likely to be dnsirous of ?fonowxﬁ é.e sea
capacity of Officers in the Mercantile Marine e

45. If 80, should Government take any active stepigo

(a) their training,
t, and
O e o Sarthor lifying for Board of
iliti further study when. quahiyng f
© fac’.ll‘lrlgiie: c:&l;ﬁcates in the various grades, or would you leav
these to private enterprise in India?

ini irect to

48. Do you advise that cadets for tramu}llg sll(lio:lll(iyp;%%e::lg (:11; oy

, ini apprentices or should t ler prell

Pr?i‘:;:inmy franing fx%?x::v cpoltirse of instruction in a training ship or
a8 en . A

training establishment on shore ?

minar ining i {raining ship
Y in favour of preliminary training i a .ra 1
o If'zhOL ﬁze :11:) you advise that this should be parrlegstz%tlzisllv]]_
To dqsta.b 1cl 11;1 eso do you recommend that the tralning s:;p or
llnl:anltu’s}?guld be provided or supported by Governmen

48. If some cadets are also trai}rlledfillxl ]?ngla?oti, g‘:)c}):o; :&r;;lgero :,hd\: »
. ted to pay the full fees ch , :
th?ly ail}:/(;g}adt}}:aet eégsgrnment should ESSIIStbt})y estiz,:;?hérilvgc aygﬁite:']i]e ‘?s
phs i 7 If the latter, p
the purpose ! ,
:ggzlra(‘llizl;ptshefofrorm w!ilich these scholarships should take?

. . . 1d

49. Tf the training ship or establishment should be 11;1 I:]n(:ian’t es::;:cv

h “be one or more, and do you recommend that t! ertia]lv e

e f such institutions should be met wholly or pa olly by the
f::;g:fs f%es? 1If not wholly, by what means do you sugge

“maintenance charges should be met ?

50. Do you advocate the establishment of a training ship or nautical

. i heir preliminary train-
te that after undergoing t ! )
1. Do v advocz;.ng the boys should serve a perlo_(} O]SEI aa;}i)lrl):egr
g?gx‘;]t‘i?;\sttl:i,},r}‘ulengen . tice’ship in steamecrs of the Mercantile
n ing training ship?
in a sea-going training snip ' ' |
9. It the former, do you considelé -thatt Ehll;(:)‘;n?zl:o ;r(:v llllaktelg;l etig
b2. _ s Jyo ¢ no o
accept apprentices for training, and éan yc;u o ey measures o

e s atio] ' to doing so?! L ren-
principal Zkéﬁcf,ﬁz?:t?;gs and to encourage shipowners to accept app
overcome

tices 1 '

53. If the apprentice
apprenticeship, should Governm
it?

; i 1 their
red to pay a premium for
o vorr rgg:lpay the whole, or any portion of

.. . . . hip
1 sion of a sea-going training 8
endc;::id%:o‘?hat this should be supplied and

y ini h i ld

i 1 V' ]lh or are yOu .Of ()])l]ll()ll t at l‘. cou : Ile
ma}nt&}ned b . GO ernme 1 :

ll'l&lntalned en bll el.; or pa'l t1 ) l I 3 "‘

or Government stores? e 2
|

p ( ." t,a

54. If you recomn
for apprentices, do you

[12-%
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A5. Do vov e~nsider” that apprentices in a sea-
shouid be given free food, and any uniform or ¢lo
apprenticeskip |

56. Have youiany views ag to. the curriculum, of study during the
period of training as a cadet and as an ’

’ apprentice !
57. Do you consider that any s
Academi.es should be established for ¢

going training ship
thing allowance durirg

Certificate for Mates and Masters,
United Kingdom } o

58. If so, how many academies do yéu' consider are likely to be
required for the purpose and in which ports should they be situated ?
Could they be made self-supporting by fees or should they be provided
and thaintained wholly or partially by Government ?

on the lines that now obtain in the

ENGINEERS FOR THE INDIAN MERcANTILE MARINE.

. 59. Do you considér that any considerable number of the vouths uf
this country are likely to be desirous of following the sea in the oapa-
city of Engineers in the Mercantile Marine ?

80. If 8o, should Government take an
(a) their training,
(6) future employment, and

(c) facilities for further study when qualifying for Board of
Trade Certificates in the various grades or would you leave
these to private enterprise in Indig {

¥ active steps to provide for—

61. Will you please state your views in detail a8 to the nature of
the facilities which should be. supplied by Government ? .

62. Do you consider that the present Engineering and Shipbuilding
firms in India can give sufficient

practical training to a rentices to
enable them to become efficient Marine Engineers ? P

63. Are there_a,ny school.s; colleges or institutes in the pori:sl of
: ' A tained by appren-
tices to enable them to become efficient Marine Engineers, and if sc,
-are the numbers sufficient ?

RecrUITMENT OF Inprans as ExecuTive OFFICERS AND ENGINEERS
IN THE Ro¥aL INDIAN Maring, '

The Commissioned yahk_s- of the Royal Indian Marine both in the
Executive and Engineering branches are open to Indians provided they
have the necessary qualifications. These qualifications are :— -

Under the rules, as they stand at present, the limits of age for
Execntive Officers. appomniment to the junior ’execmz},ve rank of the

Royal Indian Marine, viz., Sub-Lleutena.nt, are 17
and 22 years. A Board of Trade

2 . Certificate (Second Mate) is not
obligatory, but in lien thereof a candi "

four years’ service at 3o8, or a. course in a training ship with subsequen;
service at sea amounting to four years in all Candidates must have
had sea service outside the Indian Ocean. Preference ig ordinaiily
given to candidates trained on His Majesty’s School Shipg Conway
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or orcesver or & € a.ng urne au lca.l CO ege. a canalaacs

W { te a[)p()]]ll;e on probatlon
h t a Board Of Trade CertiﬁCa y he 18 d
18 1vhou

m m i ing which period
i n for 18 months in the first mstfiia.n(;(; during

: ‘ a‘ . . . e

f:a ais ;S;Ll;?ed to qualify for promotion to

; > t.
nk of sub-lieutenan
i ppointed by the
didates are selected by a Selection Board appoln
The candidates ) - |
to for fade. ideri for obtain-
Secretary of State f India are now consxd_ermgfpropg}?:lsminmg o
The Government OR oval Indian Marine direct éoxlg the trainig ST
e candlda_,tei fo(li tg;efrorg the Mercantile Marine e ,
in future, instead of Ir { | |
ulleting their trainiog in 2% training esta.bllshment;.wl‘ruch
p The «Worcester” Ie 86 proseoy the onl)ccr;" and that only to a limited
. this coun
: ke youtha from, e of fourteen.
is prepared to ta s from. thit the ag . .
" ;r{heylv;;l(llliinh?\;arine being a small service the average
The Royal 4
in each year is only about four.

jder the present tablishmeat of a
64. Do yot:l c;::; other scheme, such as ﬁ};:i:: ir a combined
Yo I iy in India for the Royal Indian d proposed Indian Mer-
e sﬁ}p flgr the Royal Indian Marine and p
training ship

cantile Marine? Please state your views.

service s8
: are five years .
. . appointments a A firm or
The qualifications for t1})11::::;:’1’&cgpin a recognised Engineering

an ap :

Government Dockyard.

ock-
i i Government D

At present there are no Engineering ﬁr_ixgs. or

yards which can give the necessary training.

arrangement adeqdate or would

Engineer Officers.

Marine Engineering as

i ize 1 dertaken. .
no construction work of sufficient size 18 und

: ipbuilding industry is
It will be necessary, therefore, until a shi til)l('l)cky z;‘rd s largely

i i e v . .]
insti i i he Royal Indian Ma..rm yard 5o el
instibuted lnh Itl,l dl:n(filt.laiei foryComnnssl.ons in t(ggeleg};:i?:ain.
dfe :i?%g§atl %nd‘ian Marine must be trained in
o

. naer ese CIICIlmsba'nces, do you consider t. a'tl the overu
ellb shollld glve any fa.cﬂltles to en&ble smh&ble' C&ndldates to serve
pail

their apprentiqeship ?
) GENERAL.

. far as Maritime

d principle that so ost

It has always beeéle?yiczgcea?rt: c(I))ncerned, thlfl cf?};:;rzgul(‘):e E)}Eetrgde.

ssible ¢ b

" Postal Subventions. should follow as far as P:’mmy in carrying mails,

ly to secure the maXimum S9HO°N. o sor the purpose.

Consequzg:v)ilces already in existence have er based on the regularity
steamer

iafl tend . th the
< s d by negotiation or ¢ miles combined wi
Subsidies are fixe ices and the number o©
and speed of the serv I

: in fixing the rate. _
determining factor 1n ng the - s 85 to
speed hai; been th'z sept, the ‘above o have (}i(;u any other view
u. & ey ) 5
howegilesg ﬂyigﬂ contracts s--ho‘-ﬂd-fbe ?)"rrafllr:)g;ou consider it necesslf‘ l‘yho;
ne ! i it any, do you sider o vha
d 67'b}mft i‘ﬁ;ﬁﬁfgf (iixlflg?:i’l contrs’x_.cts in the future and wi
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. . . oLt oo . o in order.to
e Wit comidrations i say, do gun wish fo ure o order o
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69. Do you advocate eny methods of indirect aid to promote the
Indirect Aid. establishment of an Indian Mercantile Marine?
1f so, what are they?
70. If you have advocated direct or indirect State Aid or assist-
Finance. ance, what method or methods can you suggest
for the purpose of raising the funds required?
Will you give figures in support of your proposals, including the total
sum involved ?
For the pu:pose of questions Nos. 1 to 85 ¢ Veasels "’ should be deemed to mean “ golf-
propelled vessels ”’ unless where otherwise expressly atated.

‘¢ Aotual horse power ' should be deemel tv mesn ** indicated horse power ™ except in

the case of turbine engines. 1In the latter ease it shuunld be * ghaft hurse puwer *’ plue 10
ptr cent.

The words ‘‘ bounty '’ and ““ subsily ” have been used in the (}u(‘ﬂtio’nﬂﬂ.il’e with a
striot regard to the 'iteral meaning of those te:ms. 'hus * bhomuby ™’ shyuld be ander-
stood to menn a free gift of muney by tie Sinve for the enconcagoment of the shipping
or shipbuilding indus.iry, ani ¢ sabsily ”’ & payment made by G.vernment fur the perform-
ance of s spacific service such as the cunveyance of mails

SHIPBUILDING AND ENGINEERING.

b h1 What kind of ships or vessels do you build, wood or steel, or
oth ¢
2. What is the largest wood ship you have built?

3. What is the largest steel vessel you have built?
4. Do you build engines?

5. What is the largest engine you have built for a vessel? Give
the dimensions and power. '

6. Do you build boilers?

7. What are the dimensions and working pressure of the largest
boiler you have built!

8. What is the area of your shipyard?
9. How many building berths have you !
10. What lengths of ship or vessel can you build and launch?

11. What number of ships or vessels of the sizes stated by you could

you build per year with your present plant if the necessary contracts
were secured ?

12. What amount of engines and propelling machinery for the
number of vessels stated above could you make?

13. If you could not make all or part of the propelling machinery
and boilers, could you get it supplied quickly enough to secure the
output of vessels per annum stated abovei

14. The total tonnage of steamers of the Indian Shipping Com-
panies and shipowners in the Ports of India is stated to be about
140,000 tons gross. Assuming that the replacement of this tonnare

takes place every twenty years, what proportion of this replacement
could your present plant undertake !

15. If you saw a certainty of building sufficient ships or vessels of
larger size than you can now build, would you enlarge your present
shipyard and plant and to what extent?!

16. It has been stated that the Mercantile Marine of Japan was
401,258 tons gross in 1906, and that it increased to 841,931 tons in 1914,

55

he eight
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a .
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yaréz. a.‘s?l:miﬂg that measureshvvg;‘eaia I(xl;:lian Mercantile Marine by a
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g o
. {nery built in India . . r comtriet]
o e mamhll' ou state the relative rates pmc(ll p:;dh;:: of e T
i flf so’a:&ltl'{e relative amount of work produ
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& ing India? . " ‘the
various countries including ve cost in the various countries, of the

ive the T vessel and her machi-
2. Can 3o &% o ial that go to make &
inei inds of materia
prmclpa.l kin
nery .
21. Will you give the
have employed— .
1) before 1914,
22; between 1914 and end of 1918,

i inning of 1919,
3) since the beginning . . o
(:h under the various headings of staff (in deta ),
ivi em
al:::xr'l gretspect.ivczs trades | s and sc0pe o the

] i ments as to the nu 0 of the
o ngl };m;of\? r}?;i}(‘a ???our works and supply plans of yo
machines tha

i have any ? .
y”‘rd;; 1£Ify;"lctu ?mve any plans of proposed pew shipyar

‘you supply them !

showing an av

roximate relative cost of

i en you
averagé and maximum pumber of men ¥
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APPENDIX B.

List showmg ;h; .number of \:rritten statements submitted to the
ndian Mercantile Marine Committee.

N
ame of Place. Name of the witness,

Bomba); . .‘ .1 L C%Eﬁizg?r H. Morland, R.1.M., OSicinting‘Por/t Officer,
2, Ahé\i.ng:een, Esqt, M.A.. T.CS,, Collector of Cust.nmﬂ,
> E’g:i{;ﬁ;fﬁcf by Surveyer tothe Gt o
4, Mﬁﬁg:{;}:;})das Ramji, Esq, J.I', Malabar Hill,
5. 8ir Mohamed Yusuf, Kt,, Sumander Mahel, Bombay.

, 6. Hggl?il’ gzﬁ&};i Nanavati, Esq., Solicitor, 80, Esplanade-

. 7. The Scindia Steam Nﬁv_igation Company, Ltd, Bombay.

Navsari Buildings, Bombay.
9. The Indian Merchants’ Chamber, Bombay.
10. Capt. H. F. Darvell, Acting Shipping Master, Bombay.

11. L. W. H. Young, Esq., Gener:
H. ) g, Esq., General Manager, av
Navigation Company, Limited, Bg;lnl;‘:iv.Bm“bm} Steam

12. Bombay Presidency Trades' Association, Ltd., Bombay.

13. F. E Hardcastle, Esq.,, J.P. : i
trate, Marine Surve%ror, }.30.111'{):;()1'. flony. Trewy. Mage-

14. Bombay Port Trust, Bombay.

—
(52

. Messrs, Mackinnon Mackenzie and Coy., Ltd,, Bombay.
16. Messrs. Killick Nixen and Coy., Ltd., Bombay,

17- L) i V. i i
| erg.onl}l:n:;x-xdas Pitamber of Messrs. Pitamber & Co.,

18. Messre, Bricson and Richards, Bombay.

bt
=4

. The Bombay Native Piece Goods Merchants’ Association.

8. B. F. Madon, Esq, Care-of R.D. Tata and Coy., Ltd.,."
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List showing the number of written statements submitted to the
Indian Mercantile Marine Committee—contd.

Name of Place.

]

Bombay —contd.

Sind

.1 20.

3L
32.

33.

3.

w
-X

.| 38

39

Name of the witness.

-

The Grain Merchants' Association, Bombay.

. Messrs. Turner Morrison & Co., Litd., Bombay.

92, The Chamber of Commerce, Bombay.

23, The State Vakil, Porbandar State.

. The Millowners” Association, Bombay.

5. The Ahmedabad Millowners' Association, Ahmedabad,

5. 'The Dewan of the Baroda State.

. F.C. Annesley, Esq., Care-of Messrs. Killick Nixon & Co.,

Bombay.

_ The State Vakil, Junagadh State, Rajkot.

A, J. Turner, Bsq. J.P. B. Sc. (London), F.IC,

Principal and Secretary. Victoria Jubilee Technical
Institute, Matunga, Bombay.

. Professor K. T. Shal, B.A,, BSc., {Bconomics, TLondon),

Bar.-at-law, University Professer of Economics, Uni-
vevsity of Bombay. .

Bombay Rice Merchants’ Association, Bombay.

Capt. R. Parcou, F.R.G.S, Hony. Agent, Mercantile:
Marine Service Association of Liverpool, Bombay.

Passenger and Traffic Relief Association, Bombay.

E. P. Newnham, Esq., C.LE., Chief Constructor, R. L.
M. Dockyard, Bombay.

. The Tukoji Powar Steam Navigation Company, Ltd,

Bombay.

36. Mr. Prathulal Harilal Vasavada, B.A, LLM, Ad-

vocate, Bombay.

M. B. Sant, Esq, Ex-Asst. Secy., Indian Industrial
(Conference, Sangamner (Bombay Presidency).

_Capt. H. M. Salmond, C.LE, B.LM, Port Officor,
Karachi.

. Engr. Lt. Commdr. J. 8. Page, R. 1. M., Engineer and
Ship Surveyor, Karachi.




58

List showing the number of written statements submitted to the
Indian Mercantile Marine Committee—contd.

Name of Place.

Name of the witness,

Sind—contd,

Bengal . .

46.

47.
43.

B1.

2.

63.

b4.

55,
566.

88,
69.
60.
6

Pt

. The Port Trust, Karachi,
41.
42.
43.

Messrs. Mackinnon Mackenzie and Coy., Karachi.
H. H. Hood, Esq., Chief Collector of Customs, Karachi,

Messrs. Forbes, Forbes, Campbell and Coy.,, Ltd,,
Karachi,

. The Buyers and Shippers Chamber, Barachi,
45.

The Karachi Indian Merchants’ Association, Karachi.

Professor 8. C. Shahani, M.A., Principal, D. J, Sind
College, Karachi.

The Hedjaz Steam Navigation Coy., Ltd., Karachi.
Sir Montagn Webb, Kt., C.LE, CB.E., Goneral

Manager, Forbes, Forbes, Campbell and Coy., Ltd.,
Karachi.

. D. Addy, Esq., 13 Chetla Road, Alipore, Calcutta.
50.

Commander P. G. Glanville, R.I M., Offg. Port Officer,
Calcutta.

Eng. Commdr. W. H. Waters, R. T, M, Principal
Engineer and Ship Surveyor to the Government of
Bengal, Calcutta,

8. K. Roy, Esq., of Messrs. J. . B.K. Roy and Coy,,
Chittagong.

Central National Mubammedan Association, Caleutta.

The Commissioners for the Port of Chittagong.

Messrs, Mackinnon Mackenzie and (oy., Caleutta,

The Marwari Association, Calcutta.

. The Port Officer, Chittagong.

Messrs. Anderson Wright and Coy., Caleutta.
East BengalAEngineering Works, Cossipore,
Messrs. Bando and Coy., Calcutta,

Raja 8rec Nath Roy and Bros, Managing Agents, East
Bengal River Steam Service, Ltd., Caleutta.
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List showing the number of written statements submitted to the
Indian Mercantile Marine Committee—contd.

Name of Place.

Bengal—contd.

Burma .

62.
63.
64.

66.

67.
68.

69.
70.
7.
72.
73,

74.

76.

7.

78.
79.

£0.

=

81.
82.
83.

Name of the witness.

Bengal National Chawber of ‘omwmerce, Caleutta.
British Indian Association, Calcutta.

Engr. Lt. Commdr. James Beggs, R.LM., Engr. & Ship
Surveyor, Chittagong.

. Indian Association, Calcutta.

Marwari Chamber of Commerce, Caleutta.

Indian Mining Federation, Calcutta.

D i Stdan Nacisaton Co. Tid, Ca-
cutta.

Indian Engineering Association, Calcutta.

R. K. Bomanji, Esq., Calcutta.

Bengal Chamber of Commerce, Calcutta.

Babu Nil Krishna Roy, Calcutta.

B. C. Doogar, Esq., of Messrs. Madhulal Doogar and
Coy., Calcutta.

1. R. Roy, Esq., Calcutta.

. Indian Seamen’s Union, Calcufta.

Dr. P. ¢. Ray, Director, Bangiyé. Inland Steam Navi-
gation Company, Ltd., Calcutta.

N. K. Roychowdhry, Esq., of Messrs, Nolen & Chow-
dhry, Calcutta.

British Indian Peoples’ Association, Caleutta.

G.S Hardy, Esq, 1.C.S., Chief Collector of Customs,

tangoon,

Capt A. St. C. Bowden, RILM,, Principal Port Officer,

Burma, Rangoon.
Messrs. A. V. Joseph and Coy., Rangoon.
The Burnfa Chamber of Commerce, Rangoon.

The Rangoon Import Association.

e
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List showing the number of written statements submitted to the:
Indian Mercantile Marine Committee—contq.

Name of Place. Name of the witness,

Burma - contd. 84. The Commissioners for the Port of Rangoon.
85. The Rangoon Trades’ Association.
86. Messrs, Bulloch Brothers & Coy., Ltd., Rangoon.

87. Lt, Commdr. W, . Horley, R.LM,, Principal Engineer

and Ship Surveyor to the Government of Burma,
Rangoon.

88. 8. N. Haji, Esq, Manager, Scindia Steam Navigation
Coy., Rungoon,

89. Ba Dun, Esq, M.LC., of Messrs. Ba Dun & Leong,
Rangoon,

90 The Burmese Chimber of Commerce, Rangoon,

91. The Buriea Hardware Merchants’ Association, Rangoon.

Madras | .| 92. A. E. Boyd, Esq., Collector of Customs, Madras,

93. Commander R, Sevef.-x, R.D, R.N.R., Port Officer,
Cuddalore.

94. Chairman, Port Trust, Madras.

956. M. R. R_\,’.,.Rao Bahadur, V. Govindan, Avl, B.A.,
F.Z.8., Assistant Director of Fisheries, Calicut.

94. Lt. Comdr. F. H. Cooke, R.N.R. (Retd.), Port Ofticer,
Calicut.

97. Lt. Commdr. L. L. Scott, RN.K. {Retd,), Port Officer,
Pamban.

93. Sir Ahined Thamby Maricair, Kt., Negapatam.

99. The Southern India Skin and Hide Merchants Asso-
‘ciation, Madras.

100. Messrs. Biuny and Coy., Madras.

101. W. L. Kelly, Esq., Port Officer, Vizagapatam.
102. W. J.8wan, Esq, Port Officer, Negapatam.
108. J. Heard White, Esq., Port Officr, Tuticorin.

104. The Cuddalore Landing and Shipping Fees Committec.

'05. A. V. Narayanswamy Naidu, Esq., Vizagapatam.
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‘List showing the number of written statements submitted to the

Indian Mercantile Marine Committee-—concid,

! .
Name of Place. Nane of the witness.

Madras—contd. 103. L. B. Clarke, Esq., Port Olﬁicer, Cochin,

107. Cochin Landing and Shipping Dues Committee.

108, H. F. Heycock, Esq., Port Officer, Mangalore,

109. Rao Sahib Presingu Venkata Rangayya, Masulipatam.

110. Commdr. E. H. Dauglish, R.I.M., Surveyor in Charge,
Marine Survey Office, Coonoor.

111. 8. D. Krishna Iyengar, Esq., B.A., B.L., Madura.
112. The Chamber of Commerce, Madras,

113. Madras Piece Goods Merchants’ Association, Madras.
114. The Calicut Chamber of Commerce, Calicut.

115. The Diwan of Travancore.

116. The Chief Engineer, Travancore.

117. The Principal Port Officer, Travancore.

118. The Presidency Port Officer, Madras.

. 8. Rajagopalachari, Esq., B.A,, Join_t Secretary to the
1 Nat?(:)lzal Ii"mxd and Industrial Association, Madras.

120. A. Subbarayudu,” Esq., the Southern India Chamber of
Commerce, Madras.

. 121. H. A. Sams, Esq., C.L.E,, I.C.8,, Offg. Director General
“General . of Posts and Telegraphs.

122. John Catto, Esq., Consulting Engineer and Marine
Surveyor.

123. The Mysore Chamber of Commerce, Bangalore.

United Provinces «| 124, The United Provinces Chamber of Commerce, Cawnpore,
Punjab . . .| 125. Dr. B. R. Dewan, Lahore.

126. The Punjab Trades’ Association, Simla.

127. The Delhi Piece Goods Association, Delhi.

imer-Merwars .1 128. Rai Saheb Munshi Chandrika Prasad, Retd., Asst.
Amor-Merwara Traffic Superintendent, B. B. & C. I. Railway, Ajmer.
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List of Witnesses Orally Examined by.

the Indian Mercantile

Marine Commlttee.

|
Name of place. | . Name of the witness,
|

|

”"'_—‘\

Bombay . . 1 Capt. H. Morland, R LM., Port
: Officer, Bomba.y
2. Engr, Lt Comn.dr. B. §, Borner,
: R.ILM,, Principal Fugmeer
and Shnp Surveyor, Bombay.
3. Manmohandss Kamji, Eeq., J. P.

[ 4, annolmndu Ra.m]x Esq., J. P,

‘5. Hiralal Dayabbai Nanavati, hq N

‘ Solicitor, Bombay.

6. B. ¥, Madon, Esq,

7. Capt. R. Parcon, F.R.G.S., Houo-
rary  Secretary, Mercantile
* \larine Assaciation of Liverpool
in Bombay.

8. L. W. H. Young, Esq. .

9 L. w. H. Young, Esq.

10 F. h Hardcastle, Ksq.,, Marine
Surveyor, Bombay.

11. Mathradas Canji Malaui, Keq.

12, .N. Birrell, Esq.

13. ¥. L. Barnett, Ssq.

14. A. J, Turner, Esq,, Principal:
and Socretury, Victoria J ubilee
Technical Tustitute,

15. E. P. Newnham, Fsq., C.1.E,
Chief Constructor, R.L.M, l)ock-
yard, Bombay.

16. Walchand Hirachand, Esq.

17. B. k. Ma,don, Esq., and La.l]l
Naranji, E.q.

18, F. (. Annesley, Esq., of Messrs,
Bombay,
19. Capt. J. C. Richards

Name of the firm, Association
or Chamber which he
represented.

.Bombsy Native Piece Goods
' Merchants’ Association.

......

Bombuy Steam Navigation Com-

_pauy.

Messra. Killick, Rison and Com-
peny.

| Bombay Rice Merchunts’ Asso-
ciation.

1

.| Bombay Chuwmber of Commerce.

Bombay and Persia steam Navi-
gation Co., Ltd.

‘ ..oiudm. Steam Navigation Com-

Indmn Merchants’  Chamber,
i Bombay.

lehck, Mixon and Company,

. ; Messra, Eric&ou and Ricliards.

j
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List of Witnesses Orally Examined by the ‘lndian Mercantile:

Marine Committee—conid.

Name of place. i

Name of the firm, Association
or Chamber which he

Nane of the witness.,
represented.

Bombay—contd. . 20.
" 21.

22,
23,

24,

8ind R '3

28.

29,

31,

32.

Bengal . .38,

26.

'} 30..

Jivandas Pitamber, Esq.

I
Reth Velji Lakhamsi, B.A., | Grain Merchants’ Association.

IlIl.Bu

J. E. P. Curry, Eeq., Ship-fj

ping Master, Bombay.

Professor K. T. Shah, Univer erees

sity P'rofessor of Econowics.

Manilal ;B. Nanavati, Esq, ! Baroda Government.
Baroda Government. ‘

Commdr. N. M. Wood-Smith, ) vavees
R M, Offig. Port Officer, -

Kurachi. ;

Engr. Lt. Commdr. . Page,
RI. M., Ergr. and shxp Sur- |
veyor,. Km‘m_ hi.

Haridus Lalji, Esq.and Ishar-{ Tndian Merchants’ Association,.
das N. Malik, ¥sq. ! Karachi.

E. A. Pearson, Esq. I Messts, Forbes, Forbes, Campbell
aud Company.

Hédjaz Steam Navigation Com-
| pauy.

Mian Mohd. Bakhsh

Seth Vobd. Ali" A. K Alvi,| Buyers and Shippers Chamber,
Seth Haridas Lalji !akhmi-|{ Karachi.

das.

Sir Montagu Webb, Kt,, C.1.E, | . . o

General  Manager, Forbes,
Forbes, Campbell aud Coy.
Professor 8, C. Shahani, M A,
Principal, . J. Sind College. |
I
Capt. 0. Goldsmith, Port !
Officer, Caleutta.

34, Engr. Commdr. W. }. Waters,i
' R.I. M., Principal Eugr. and
Ship Surveyor. !
' 35. J. W. A. Bel), Esq. ! Messrs. Mackinnon, Mackenzie
and Company.
86. J. W. A. Bell, Esq, . . Bengal Chamber of Commerce.
37. Commdr. E. C. Withers, CLE,," ..o

R.1.M., Port Officer, Chitta- "
gong. '
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it 5 Wiinebses Orally Exasnined by fhe indian’ Mercandlle

‘Marine’ Committee-—conrd.

Namé of plate. [ Name of the witness,

Name of the firm, Association
or Chambeir which he
Tepresented.

Bengal—contd.

Burma

53 J. W. Richardson, Esq. .

|
-1
| . :
88 D. P, Khaitan, Esq. . | Marwari Association, Calcutta.

39. 1. A. Clark, Eaq. .| Messrs. Anderson Wright and

Company,
40 G. 8. Thompson, Esq, . Enst Bengal Engineoring Works,
| Cossipore,

41. A, Cameron, Esq., M.IL.M.E. .
} Indian Engineering Association
Millar M, King, Esq. . Caleutta.
42. Maulvi Mobd. Nur-ul-Haq, | Central National Muhammadan,
Choudlvy,'M.A., R.L. Association, Calcutta. :
48. 8. N. Bando, Euq. Messrs. Bando and Company.

44. Babu Jogendranath Roy .| Kast Bengal River Steam Ser-

vice,
45, David 8, Erulkar, Esq, Mapa-| ...
"qel‘,‘,ﬂbindis'stéam Navigation :
Ci, '

46. Kumar Pramathanath Roy .| British Indian Association,

47. Dr. Pramathanath Ranerjee, | Indian Association, Caleutta,
D8¢’

48, Babu Mil Krishra Roy. Sonatan Nitbyanundo Roy and,

Co, of Chititagong.

49. R. C. Dongar, Esq., of Messrs.| = ......
Madhulal Doogar and 8on. i

50, K. Ahmad, Esq., M.L.A.

}Indiau Scamen’s Union, |
M. Daud, Esq.

51. Rai Upendra Lal Roy Bahadur | Bengal National Chamber of
Commerce, Calcutta.

32, Capt. A. St. C. Bowden, R1 ¥ cerren
Principal Port Odicer, Burma,
Rangoon.

Burma Chamber of Cominerce.
54 S. N. Haji, Esq. R.A. (Oxon).|

Manager, Scindia Steam Navi. | -
gation Co., Ltd.

55, G. R. Campbell, Bsg. . o | Messrs. Bulloch Brothers and
Cum any.
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List of Witnesses Orally Examined by the Indian Mercantile
Marine Committee—concld.

Name of place.

Burma —contd.

Mudras

Name of the witness.

Ship durveyor, Rangoon.

87. Maung Ba Dun, M.L.C., Bar.-
at-Law.

58, A. V. Joseph, Esq.

60. Commdr. R. Severs, .
R.N.R., Port Officer, Negapa-
tam.

¢1. Sit  Ahmed Thamby Maricair,
Kt., Negapatam,

{ 62. Lt. Commdr. F. H. Cooke,
R.N.R.

R.N.R., Port Officer, Calicut,

64. M. R. Ry. Rao Rahadwr V.
Govindan,” Avl, B.A, Asst,
Director of Fisheries (coast),

. Calicut.

65. M. A. Abdur Rahim Sahib and

Mohd. Ismail Sahib.

66. Capt. E. W. Huddleston, C.L.E,,
C.RB.E, R.IM., Presidency
Port Officer, Madras.

67. Rao Sahib B. Papayys Chetty

68. 8, D, Krishna Ayyangar, Esq.,
B.A, RL., Madura,

69. A. V. Narayanaswami Naida,
Esq., Vizagapatam.
70. L. B. Clarke, Esq., Port Officer,
F Cochin.
71, C. V. Chandraseckharan Ayyar,

Esq., M.A. (Oxon), Travan-
core State.

72. Commander H. Digby-Beste,
O.B.E, R.ILM.

56. Lt. Commdr. W. G. Herley, !
" R.LM,, Principal Engineer and ;

63. Lt. Commdr, F. H. Cook, |

Name of the firm, Association
or Chamber which he
represented.

. , Messrs. A, Y, Jose;)h & Coy.

59. Maung Tok Kyij, M.I..A. . ;' Burmese Chamber of Commerce.
R.D.,

Calicut Chamber of Commerce,

Southern India Skin and Hide
Merchants® Association. -

>

Madras Picce Goods Merchants
Association.
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APPENDIX C.
Report on His Visit to Japan by Sir John Biles, K.C.LE.
To
Ter PRESIDENT,
’ INpIAN MERCANTILE MARrINE COMMITTEE.
SIR,

I have the honour to report that in accordance with instructions

received from the India Office as per their letter No. C. and R..

2361/23, dated the 26th Junec 1923, I left London on the 22nd August
1923 and arrived at San Francisco on the 4th September. On the
1st September the earthquake took place in Japan. This threatened
to make it impossible for me to obtain the desired information.
After careful consideration I refrained from asking for instructions
from yow as it seemed that you were hardly in a position to advise
me. On the 6th September I left San Francisco having been informed
that no passengers would be allowed to land at Yokohamas for some
time on account of the damage donoe to the town and the docks. Before
reaching Yokohama the Captain of  President Taft ’’ kindly gat into
communication with the American Consul who advised me to see the
British Vice-Consul at Yokohama. After considerable search in rough
weather in a small motor launch, I found the British Vice-Consul
who advised me to go to Tokio which I did on the 23rd September.
Notwithstanding the great destruction which had taken place in
Tokio, I found that some of my Japaunese friends were able and
willing to help even under the distressing circumstances in which the
city then was.  In this connection I should like to mention particularly
Baron Kondo, Admiral Asaoka, Mr. Ryozo Asano and Dr. Terajima.

On the 24th September T went to the British Embassy and found
that they had sent a wircless advising me not go to Tokio, hut to go
to Kobe. This message got lost somewhere in the air, hut was found
at Kobe a month later. The British Embassy had been destroyed by
the carthquake and the members of the staff were living in
temporary buildings. On the voyage 1 had
prepared & Questionnaire,* copy of which i8
attached, as 1 anticipated considerable dificulty in  obtaining
interviews  with and = collecting information from ‘the people
hest able to give it. 1 asked the Rritish Kmnbassy to give
copies of this Questionnaire to the CGovernment of Japan and
to the leading ship-owning companics, asking them to give what
answers they could to the questions. T remained in Tokio until
the 8th October. During that time all the people who were likely to
give answers were interviewed and, as a result, the Ministry of
Communications, Mr. Ryozo Asano of Asano and Company, Ltd.,
Mr. Imakoa of Uraga Dock Company, and Mr. Ito, the President of
the Nippon Yusen Xaisha, gave full answers to the questions. 1
suggest that all the answers to the Questionnaire be published in the
Evidence Volume of the Committee’s Report. Other information
collected while there included aff extractt from
the British Naval Attache’s Annual Report for
1492, showing the number and tonnage of the merchant steamers of
Japan at the end of November 1922, with the totals for the preceding
year and a statement? showing the number and
tonnaee of ships laid un (including eailing
vessels), etc. Copies of all these papers are attached.

* ¥nelosure 2,

+ Eunelosure 4.

1 Euclosure 5.
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On the 8th October 1 procecded to Kobe and reported to the British

<Consul. I was helped with further information by Mr. Cox, Lioyd’s

Chief Surveyor for Japam, by Mr. Kamiya, President of the Nippon
Shipowners’ Association and by Mr. Yamakawa, Naval Architeet of
the Kawasaki Shipbuilding Company of Kobe. To Mr. Cox 1 am
indebted for gceneral assistance and introductions, where necessary ;
to Mr. Kamiya, for his translation of * vthe History of Ship-building
in modern Japan compiled by the Ship-builders Association of
Japan 7, from which has been written the Memo-

* Euclosure 1. randum* of the History of Ship-building in
modern Japan up to 1907 (copy encloscd); to Mr. Yamakawa Loam
indebted for a great deal of personal attention in showing the ship-

yards and Training College at Kobe, together with detailed informa-

tion which he placed at my disposal on behalf of the Kawasaki Ship-
building Company. 1ln Kobe 1 visited the Kawasaki Dockyard and

. the Mitsu Bishi Dockyard. Both of these are large cstablishments,

cuite comparable with large yards in Great Britain and America. The
Kawasaki Yard is largely employed on ship and machinery building.
1t has only one dry dock. The Mitsu Bishi Dock does little ship-
building and is largely employed on repairs, which are mostly done
on three floating docks. Full answers to the Questionnaire were given
by Mr. Yamakawa of the Kawasaki Ship-building Company and by
the President of 'the Mitsu Bishi Company. The Kobe Governmecut
Training College was visited and full information as to this establish-
ment was obtained which is given in the attached
summaryt of information collected in Japan.

On October, the 23rd, T left Kobe and arrived at Bombay on the
18th November 1923.

1 have attached tablest supplied me by Sir Westcote Abell, K.B.E.,

Chief Surveyor of Lloyd’s Registry, London.

T Enclosure 6. These tables show :—

(1) Number and gross tonnage of steamships of 100 tons zu}d
upwards owntd by Japan during the years 1890 to 1923;
and

(2) Number and gross tonnage of ships of 100 tons and upwards
launched by Japan during the same period.

I would invite perusal of Chapter XXV on Shipping_and Ship-

bnilding which appears in the Japan Year Book.

§ Enclosure J. 1923, 1 attach a compiete summary§ Wh"ih I hqzio

d of the information I was able to collect which, together with

{ggl)&fer ?locumcnts enclosed, will enable you and the other members

of the Committee to form your own conclusions as to the history and
position of Japan Shipping and Shlp-bul]d:ng.‘

It is suggested that the thanks of the Committee should be conveyed

through the Government of India and the British Embassy in Tokio

to allgthose who are named in this letter and to all others who assisted

us.

4+ Eneclosnre 1.

I have the honour to be,
Sir,
Your most obedient servant,
J. H. BILES, Member,
Indian Mercantile Marine Committee.
DeraI,

‘15th February 1924.
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Enclosure 1.

SUMMARY OF INFORMATION COLLECTED IN JAPAN.

The modern Mercantile Marine of Japan began about the year
1870 when the Mitsu Bishi Company commenced by trading between
Tokio, Osaka and Kochi. In 1875, the Japanesc Government bought
out the American interest in the Shanghai-Yokohama trade and handed
the vessels over to the Mitsu Bishi Company. In 1874 the Japanesc
Expedition to Formosa took place when the Mitsu Bishi Company
worked for the Government 13 steamers which had been purchased
abroad. In 1875 thesc steamers were given to the Company. In 1878,
annual subsidies were granted to the Company amounting to 250,000)
ven for navigation and 15,000 yen for a Marine school, for which the

- Company agreed to engage in the Shanghai and coastwise trade of
Japan, carry mails free of cost and to give the Government the power
to requisition their vessels at any time. This subsidy was granted
tor 15 years. HKightecn other vessels of a dissolved Company were
given by the Government to the Mitsu Bishi Company who then had
35 vessels. In 1877, the Company, with the financial help of the Govern-
ment, purchased 10 vessels from abroad. In 1882 the Government ordered

the Mitsu Bishi Company to maintain a fleet of 22,000 tons. From .

1878 to 1885 were years of severe competition between Japanese lines.
In 1885 Government compelled the competing Japanese Companies to
combine under the name of the Nippon Yusen Kaisha. Government
first guaranteed an annual 8 per cent. dividend, but in the next year
replaced this guarantee by an annual subsidy equivalent to 8 per cent.
on the capital for 15 years. The company’s share capital was about
11 million yen, of which Government owned one-fourth. The fleet
consisted of 58 steamers of 68,724 tons and eleven sailing vessels of
4,700 tons. These were engaged on 18 regular lines. By 1892 a fifth of
the shares were redecmed and new debentures issued at low rates of
interest. The Company’s capital then stood at about 8,800,000 yen.
During this time Japanese Railways werc developing and several new
shipping lines were opened between 1889 and 1893, Tn 1844 a Com-
pany, a prototype of the present Osaka Shosen Kaisha, was formed
of 10,000 tons with a capital of 1,200,000 yen and a subsidy of 50.000
ven and later in 1888 another 20,000 yen for mails. At the end of 1893
the Nippon Yusen Kaisha tonnage was about 70,000. In 1804 the
Chino-Japanese War broke out and most of the Nippon Yusen
Kaisha’s stcamers were requisitioned by Government and the coasta!
trade was opened to non-Japancse Companiecs. The Government pur-
chased 14 steamers of 40,000 tons and the N. Y. K. bought 23 ships
of 65,000 tons. At the end of the War in 1895, the tonnage of Japanesc
ships was 213,000 against 110,000 tons at the beginning. In 189 the
lines to Europe, Seattle and Anstralin started with the help of
subsidies, the N. Y. K. then owning 63 ships of 196,450 tons running
on 22 lines. Tn 1896 the Navigation Fncouragement Law was passed.
This was replaced by the Occan Lines Subsidy Law in 1910. The
main provisions of these laws are given in Appendix* C to our Ques-
tionnaire. By the 1896 law, subsidies may be paid to Japanese suhjects,
who engage in the traunsport of goods and passengers on vessels borne
on the Japanese Register, which are the exclusive property of Japanese
subicets, Snhsidies were limited to vecsels of not less than 1,000 tons
and 10 knots speed and of less than 15 years of age. Vessels
huilt abroad, which were 5 years old at the‘ time of their entry on the

* Lec Evidence Volumes.
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Japancse Register, were inecligible. Subsidies were paid at the rate
of 6 annas per 1,000 nautical miles per gross ton for vessels of 1,000
tons and 10 knots speed, with 10 per cent. added for every additional
500 tons, and 20 per cent. for every additional knot, the upper limit
ieing restricted to 6,000 tons and 17 knots. These subsidies were. only
opplicable to vessels not more than 5 years old. For vessels above this
age a deduction of 5 per cent. was made for cach year. For vessels
built abroad and cntered on the Japanese Register subsequent to 1st
October 1899, only half of the subsidy deseribed above was given.
Ship-owners had a right of appeal to the courts in case of disputes
as to subsidy.

Provision was made for the training of apprentices, ranging from
2 to 4 apprentices in ships of 1,000 to 6,000 tons. Forcigners could not
he cmployed in the offices or on the stafl of the vessels without the
permission of Government. Post Office officials and mail matter were
to be carried free of cost. Vessels could not be mortgaged or sold within
3 years of having veceived a subsidy, unless some subsidy was rcfun(.lcd
or the services could not by force mojeure be continued or by permission
of Government. The law was cxtended to 18 years and penalties were
mposed for infraction. The Ocean Lines Subsidy Law of 1910 modified
that of 1596 hy limiting the period of subsidy to 5 years on four routes,
the European, the North American, the South American and the
Australian, and the consent of the Dict had to be obtained for the
period and the amount of the subsidy. It was limited to vessels of
not less than 3,000 tons, of 12 knots speed aund of less than 15 years
old.  Forcign-huilt vessels were exclyded from the subsidy except
such as had been on the register for not less than 5 ycars, subject
to the consent of Government. The maximn amount to be 12 annas
per “ton for every 1,000 miles travelled at 12 knots. with an increase
of 10 per cent. for every additional knot. the amount being reduced
by 5 per cent. per annum after 5 years; but for foreign-built vessels
only half of this subsidy was given. By special agrecment on a new
route not opened for five years an increase of 23 per cent. could be
allowed, passenger and freight rates being subject to the consent of
Government. Wireless apparatus was made compulsory and officials
on special duty travelled free of charge.

At present no subsidy is given for Japanese vessels trading between
ports outside Japan. Subventions‘are given to particular lines trading
hetween Japanese ports where a loss is sustained by fulfilling the con-
ditions_required by Government.

The mail subsidy lines in the N. Y. K. only are:—

Yokohama-London Line—
Steel vessels of not less than 5,500 tons gross and 15 knots
per hour;
Kobe-Scattte Line—
Steel vessels of not less than 5,500 tons gross and 12 knots
per hour;
Kobe-Hongkong Linc—
Steel vessels of not less than 5,500 tons gross and 14 knots
per hour;
Yokohama-Meclbourne Line—
Steel vessels of not less than 5,000 tons gross and 15 knots
per hour,



70
The subsidized ocean lines are: —
Sun ancisgo . . . . 12,500~13,5G0 tons 18~20 knots.
South America E: . . 50007500 | 14—16 '
b ' Ww. . . . . 6,000—9,700 |, 13—15

. The Coastal and near Sea Lines number 31 in all and have varying
limits of tonnage betwcen 700 to 6,000 tons and from 9 to 17 knots
per hour.

It will thus be scen that under the Law of 1910 the lower limit of
speed is 12 knots per hour and the subsidy was only paid to vessels
less than 15 years old.

The rates of subsidies are:—

(2) Navigation subsidy to occan services:—
Less than 50 sen per ton per 1,000 miles run at a speed of
12 knots per hour per vessel,
(6) Special subventions to particular lines :—
Iiach case is dealt with and the rates are so fixed that the
loss may thereby be covered.
(¢) Postal subventions:—
The rates are fixed from the quantity of mails carried.

About 180,000,000 yen has heen paid in all for subsidies, ete.

The effect of reserving the -coastal trade to Japanese vessels is
small. The services are short and insignificant in volume. This
regervation may be discontinued at any time if other nations adopt
the same policy. Subsidized coastal lines give facilities for training
apprentices at the ship-owners’ cxpense. Whether subsidized or not,
owners take on Board a certain number of apprentices at the request
of the Nautical College.

The following is the summary of the Japanese vesscls wus at June
1922 i —

(a) Adccording to hull—

Gross tous. Vessols. Tons.
2)—100 . . . . . 1,400 58,504
100—1,000 . . . . . 945 392.726
1,000-=3,000 . . . . . 442 819,523
3,000—86,000 . . . . . 311 1,410,45)
6,000—10,000 . . . . 2 666,394
10,000 and over . ) . . . 10 117,350
(b) According to age—
Loss than 15 years’ old ., . 193 1,960,866
15—25 yonrs' old . . . . 117 3?9,'-' 31
Moro than 25 years’ old . 5 . 218 565,321
(¢) dccording to speed—
12—15 knots . . . . . 104 496,84
18~17 , . . . . . 18 115,076
More than 17 knots . 5 58,432

Devclopment of ship-building.

Japanese ships have been built entirely in private shipyards.
At present there is little or no demand for the construction of ordinary
vessels. Construction is confined to vessels of special types. All ship-
yards have been obliged to curtail the scope of their work and im
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some cases to suspend altogether. Steel and gggogvra :ost'i;‘hgrzvlglxgg e;
no reduction in wages since . 1 :

31:!‘: iga:,b(l)ﬁinRs. 3} per day of 8 hours, 48-hour week. It is believed

t‘hugt‘; State aid is necessary to promote the ship-building industry.

s . . 7. aus-

y ip-building Encouragement Law as published in 1'89 , sus-
endI;a}:le i§h1(§17 and fulliﬁed in 1919 gave bounties, Rs. 18 pex t)ortl fon‘
sesscls from 700 to 1,000 tons and RS{ 3% foxiG\l'esse(lls 1%:0\:;% ;,;);J togni‘;
these subsidics being altered in 1809 to Rs. 16; an . er ton to
g ] according to the kind a.nd. class of vessel, bu
::gi(;lgl:sgovgf l,t(;l%oil‘tosﬁic. Bounties were also given for p_rop(illllng‘
machinery, Rs. 74 per I. H. P., Turbine Engines H. P.; being :i pe()i
cent more’per S. H. P. In these constructions no restriction was place ‘
on the importation of steel, but some 1items of construction were pro

hibited from importation. N

It is difficult to- determine the effect of these subsidies alone u{)s%l.;
the development of the Mercantile Marine of Japan, bec:.ms?J 1ln’ oo
a considerable impetus had been given to this develoPmen 1)%1 7_;
Chino-Japanese War. In 1893 the tonnage 9wned by Japan (‘;va.tsl ,e;.r
tons and in 1895 it had increased to 279,668 toms. In 1(;39_ , the y l
of the Navigation Encouragement Law, it was 334,592 and 1t tmcéggagca)
up to the year 1904, the year of the Russo-Japanese War, to 968,360
tg)ns In 1914, the year of the Great War, it had increased to 1,708, 6
tons. In the year 1919, it was 2,325,266 tons. In 1923 it was 3,604,147

t'mm'.l‘h following figurcs have been obtained showing the subsidies
‘ 0 3 g . -
actua]lg' paid under these laws during the period 1896 to 1922.

> Navigation Subsidy from 1896—1922.

Your. Amount. Yeur. Amount.
Yen. Yen.

1896 . . . . . 134,774 1910 . . . . 5,869,575
1897 . . . . . 538,702 1911 . . . . 9,671,533
1808 . . . . . 671,320 1912 . .. .| 10,158,716
1809 . . . . . 896,904 1ms . . . . 11,376,019
1000 . . . . . 4,182,627 1914 . . . . 9,599,625
1901 '. . . . . 5,333,952 1915 . . . . 6,591,006
1002 . . . . . 6,141,136 1916 . . . . 6,263,638
1903 . . . . . 6,103,177 1917 . . . . 5,608,169-
1804 . . . . . 1,889,933 1918 . . . . 4,471,816
905 . . . . .| uses1ee fme . .. ) 4261501
1906 . . . . . 4,710,516 1920 . . . 6,266,996
1907 . ce . 6,696,761 1921 . . . . 6,1 20,090
18 . . . . .| eesords 192 . . . .| 630817
1909 . . . . . 7,106,571
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Amount paid as Shipbuilding cncouragement  grants.

Year, Amount. ' Yenr. Amount,
S | I
‘ Yon. ‘ Yeu,
s . L D ) b 614,654
WS . . ... ozssis ez, 1 G
89 . . L 790 G113, ‘ 998,645
we .. L 1293 et ., S 1,639,942
wl . . . .. om0 s 1,550,742
1902 ; 411,348 1 916 . . g
1993 % 137,810 “ W7 . . 52lo,m8
WO L 2m%6 | I(teNepts . L] 24se6s1
ws L s
w6 . . L 104,125
107 . " 677,348 {
1968 . ; 1,508,575 ;
1909 . ], 1,021,460 f i
1910 . %048 | ’
{ |
Yo, g)(.:;l;'%.‘fll—]"{jlll%]l);_t-ymentuf Shipbuilding enesuragement erants was aholished by Taw

Constrction of Wooden ships.—Waod shiphuilding is conlined to
siall vessels and junks. The latter carry coals and serve as ware.
houses in harbour. Large wooden vessels are not :L“ppxl'ov;:d ’\ln
bounty is or should be paid to wooden ships. Insurance rates for
wooden ships are high and in some cases insurance cannot be effected.

Officers for the Mercantile Marine.—Many youths arc desirous of
becoming  officers or enginegrs, but since the War the number is
decreasing, as better wages are obtainable on land. . ¥or training
there are two Government Nautical Colleges, one in Tokio and one in
Kobe, and 10 prefectural nautical schools throughout Japan. Successful
students have gencrally found employment, but the slump in shipping
has caused the Government to decrease the numbers of entering student..

. The Government College was founded in 1917 as a private institu-
tlon with a private endowment and handed over to the Japanese
(rovernment in 1920, A training ship for 120 boys is being constructed
for the Kobe College. The Tokio College was destroyed in the earth.
quake. The Kobe College has accommodation for 480shoys, but at
present odly 300 are training. Admission is between the ages of 17
to 21 by competitive examination. The Government pays Rs. 374 ‘pcr
moth for half of the students, the remainder pay fces. Uniform is
provided by Government for all. The college course covers two vears

3

of four terms for all students. Details of the curriculum are given

bhelow 1 —
Navigation Course.

Morals.

Navigation.
Seamanship.
Hydrographical Surveying.
Marine Engine.
Lilectric EKngineering.
Naval Architecture.
Marine Metcorology.
Hygiene.

Science of Commeree.
Marine Law,
Commercial Geography.

Algebra plane and spherical,

Trigonometry, Analytical.

Geometry, Differential and
Integral Calenlus.

Dynamics.

Physics.

Chemistry.

English.

English, French or Malay.

(iymnastics.

Sailor’s Work and Training.

Ingineering Course.

Morals.

Steam Engine and Boiler.

Flectrical propulsion. )

Internal Combustion Engine.

Rigid Dynamics.

Hydro Dynamics.

Applied Dypamics.

‘Thermo Dynamics.

JMachine Design.

sShip Construction.

ITygiene.

General Law. i .

Algebra, Analytical Geometry
Differencial and Integral Cal-
culus.

Tndustrial Chemiastry.

ionglish.

Gymunpastics.

Workshop and Scaman’s Training.

At the end of the College Course, Navigaters have six wmonths’

Glunnery Course, one year in a irajning shin and six months as an
apprentice on a steamer. Engineers have 13 months in a workshop
and one year in a Praining ship. After this the students sit for the
final examination at the College and, having passed, proceed to sca.
After one year at sea his Chief Officer’s or First Engineer’s certificate
is automaticaily granted. Formerly some cadels were trained in foreign
vessels and paid their fees themselves. The ten prefectural schools are
on a lower grade and their students must pass all the Board of Trade
examinations before receiving their Chicf Officer’s or First Engineer’s
cortificates. The cosl of the Training ship is borne by Government.

No objection to taking apprentices exists on the part of the ship-
owners. Apprentices are nol vequired to pay premiums.  The training
ship docs not cavey freight. The first training ship did, but she was
lost. - No establishment for training mercantile officers after comple
tion of their apprenticeship is necessary under the Japanese scheme.
Sufficient practical training for engineers ean be _o‘ntni.nod in engincer-
ing works in Japan. lu shipbuiiding and enginecring works night
schools for tracers and young draughtsmen exist.  For more advanced
studies men go to the universities, from which shiphuilders draw
their staff after two years’ apprenticeship. Workmen are cncouraged
to go to night schools and successful ones receive from 8 annas to
Re. 1 per day increase of wages. These workmen's schools are run
by private enterprise, supported hy the shiphuilders.

‘' Postal Subventions.—The accepted principle of supported subven-
tions, so far as the marine services arce concerned, arve agreed to by
the Japanese. Theoretically all Japancse companies can compete for
mail contracts, but these are practically granted to a few lines having

-mail steamers. There are some mail contracts with non-Japanese
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steamship lines as well. Government lends mouey through a bank for
purchasing or constructing ships. Training to scamen is mostly
supported by Government.

The subsidies at present given amount to the following. These
sums are paid from taxation and Covernment revenue :—

Rs.

N.Y. K. . . . . ) . . 1021-22 36,090,000
0.8 K. . . . . . . . 162122 33,78,000
T K. X. . . . . . . . 1021-22 21,485,000
South Seas . . . . . . . 1922 5,93,000
South China . . . . . . . 1922 2,25,000
Korea West Coust . . . . . 1922 1,50,060
Dairen . . . . . . . . 1923 1,350,000
Japan Sca . . . . . . . 1922 3,777,250
Kagoshima-Nawn . . me 91,500
China (Yangtze-Kiang: . . . . . 1922 6,55,500
Hokkaido . . . . . . . 1022 3,10,71
Shanghai . R . . . . 1022 5,135,000
North China . . . . . . 1922 1,75.500
Main Land-Hokkaido . . R . 1922 75,000
Vladivostock . . . . . . . 1922 60,000
Boonin Island . . L . . 1922 1,572,000

Total . 1,26,33,051

Enclosure 2.
THE JAPANESE MERCANTILE MARINE.
(QUESTIONNAIRE.

Development of Shipping Tudustries.
Note~For the purpose of qnestions Nos. 1to 29 “ Vess-ls ™ &Y
.~—] Ines A 2 3 onld bo deemed to
mean ** seif propelled vessols » uuless where otlier wisoe exprosr'y stated, ‘

1. What is your opinion regarding the condition of th ippi
industry in Japan in 18941 & ¢ shipping

2. Was the situation unsatisfactory and what in your opinion yere
the conditions in Japan in 1894, which militated against the develop-
ment of shipping enterprises by the people of this country?

3. Were any measures suggested to remove or mitigate these diffi-
culties or disabilities without having the recourse to state aid, to
encourage the people of Japan to embark on shipping enterprises?

4. Are you of opinion that state aid was necessary or desirable to
promote the satisfactory development of shipping industries by the
people of Japan?

5. If state aid was necessary or desirable, what met}
were adopted ? y ’ method or methods

8. Do you favour the grant of bounties to the vesscls own
i ed by the
gegple 05 this countrg, ?lr)l)dbon the Japan register and trading (a)
etween Japanese ports etween Japan and ports ab
between ports outside J ;lpan'l : P road and (c)

5

7. In the case of vesscls owned by the people of Japan, and registgred
in Japan, do you restrict a grant of navigation bounties to specified
routes, and if so, to what routes? Please give your reasons for select-
ing these particular routes.

8. Are there any limits as to gross registered tonnage, average
speed at sea, and age for the aforesaid vessels to be eligible for a navi-
gation bounty?! What are the limits in each case!

9. In the ¢ase of these bounties, what rates and limits of bounty are
there for the aforesaid vessels for a bounty based on gross registered
tonnage, minimum average speed at sea, and minimum distance run
over a stated period? _

10. Do you give any additional percentage of increased bounty for
extra speed over and above the minimum average speed at sea, and
if so, what percentages on vesscls engaged in trading as indicated in -
question No. 6 (a), (b), (c)?

11. What provisions arc made for the gradual reduction of the
bounty after a specified term of years? What percentage of reduction
do you adopt, and after how many years for vessels engagzed in trading
as indieated in question No. 8 (n), (b), (¢)?

12. Do you pay navigation bounties to vessels built outside Japan,
unless they have been on the Japanese register for a specified period of
years, and what period?

13. Do navigation bounties cease after a specified period of years
in respect of vessels huilt outside Japan, and if so, after what period 7

14. Do vessels receiving a navigation bounty take on board a certain
pumber of apprentices for purposes of training?

15. Do you exclude the employment of non-Japanese subjects on ves-
sels receiving a navigation bounty excepting when vacancies, which it is
impossible to fill, occur at Foreign ports? If you have adopted ex-
clusion, do yon reserve any power to the Government to make excep-
tions ?

16. Is there cessation of navigation hounties in the case of vessels
being sold, chartered or mortgaged to non-Japanese?

17. What in your opinion has been the effect of the policy of reserva-
tion on the Japanese coastal trade?

18. In the reservation of the coastal trade, do you impose a condi-
tion that ships should give facilities for training Japanese apprentices '

19. What size and description of vessels are used in the Japanese
Mercantile Marine!?

Dceelopment of Shipbuilding.

20. Were the vessels required for the Japanese Mercantile Marine
Luilt entirely in private shipyards?

21. What is your opinion regarding the present condition of the
Shipbuilding industry in Japan?

22. Was State aid necessary or desirable to promote the satisfactory
development of the shipbuilding industry by the people of Japan?

23. What State aid was necessary or desirable and what method or
methods were adopted ?

24. Were construction bountics given to vessels built of steel only,
if so, what was the minimum gross registered tonnage of vessels built
in Japanese shipyards which were considered eligible for a construe--
tion bounty? :
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25. In the case of construction bounties, what rate per ton of gross
.registered tonnage was given for the hull alone? ' .

26. 1f propelling machinery also was built in Japan, was houPty,
actual per horse power, paid to the propelling machinery builder?

27. 1n the case of vessels which are to receive shipbuilding bounties,
are materials obtained outside Japan uscd fov the construction of the
hull and propelling machinery, or do you only admit certain spceified
materials? 1f so, what are the exceptions!

28. If you grant any exceptions, do you grant any customs conces-
stons and 1if so, what ?

29. What measures do you adopt to prevent the abuse of these con-
cessions ?

Construction of Waooden Ships.

30. What is the present condition of the wooden shiphuilding in-
dustry in Japan?

31. Are you of opinion that State aid is necessary or desirable to
promote the further development of this industry by the people of
Janan?

32, If you consider state aid necessary ov desivable what method
or mnothods do you advocate ?

33. Are you in favour of the grant of construction hountics to
wooden ships huilt in Japanese shipyards!

34. Is any difficulty experienced in cffecting the insurance of
Japanese built wooden shipg?

Officers for the Mevcantile Mavine.

35. Ts there any considerable number of the youths of Japan desir-
ous of becoming officers of the Meveantile Marine?

36. Does the Governnient take any active steps to provide fop:.—

(o) their training,

(0) their future cmplovinent, and

(r) facilities for furthe: studies when qualifying for Board of
Trade or equivalent cortificates in the various grades or do
you leave these to private citerprise in Japan?

37. Do your Cadets proceed divect to sen as apprentices for training,
or do they undergo a preiiminary cowrse of iastructions in a ship ov
traiping establishinent on shore !

38. L you were in the early stages of the development of your Mer-
cantile Mavine in favour of preliminary training in a training ship
or establishment, was this carried out in Japan or did any cadets go
to liurope for training? Is your Japanese training ship or establish-
ment provided or supported by Government !

39. If some cadets were trained in LFurope, did they pay the full
fees for such training or did the Government assist hy establishing a
system of scholarships for the purpose? Tf the latter, what form did
these scholarships take?

40. In the training ship or estullishment in Japan, were the main-
tenance charges of such Institutions met wholly or partially hy the
levy of fees! If not wholly, hy what means were the maintenance
~charges met !
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4i. Do you advocate the establishment of a training ship or a-
nautical college on shore ?

42. Do you advoeate that after undergoing their p'rel'iminary train-
ing, the boys should serve a period of apprenticeship in steamers of
the Mercantile Marine, or do you prefer a sea-going training ship for
them ? )
43. If the former, do your shipowners accept apprentices for train-
ing and if not, do you know what their principal objections are to
doing so? Have any measurcs to overcome such objections and to
encourage shipowners to accept apprentices been tried ?

44, If the apprentices are required to pay a premium, does Govern-
ment pay the whole or any portion of it!

45. If you have a secagoing training ship for apprentices, is this
supplied and maintained by Government! Have you ever had a
training ship naintained entively or partially by premiums from
apprentices and by carrying freight or (Government stores!?

46. Are your apprentices in a scagoing training ship given free food
and any uniform or clothing allowance during apprenticeship ?

47. What is the curriculum of study during the period of training
as a cadet and as an apprentice !

48. Have you any sort of nautical academy or academies established
for the purpose of enabling Mercantile Marine officers, who have com-
pleted their apprenticeship, to undertake special studies hefore appear-
g for their certificates for Mates and Masters on the lines that now
cbtain in England ?

49. If s0, how many academies ave required for the purpose, and in
what ports arve they situated? Are they made self-supporting by fees
or are they provided and maintained wholly or partially by Govern-
ment ?

Engineers for the Mercantile Marine.

50. Is there any considerable number of youths in this country
desirous of becoming Engineers in the Mercantile Marine ?

51. Does the Government lake any active steps to provide for:

(a) their training,

(b) future employment, and

(¢) facilities for further studies when qualifying for certificates in
the various grades, or do ycu leave these to private enter-
prisc ?

52. Did the Engineering and Shipbuilding Firms in Japan give suffi-
cient practical training to apprentices to enable then_l to becqme efficient
Marine Engineers! How long has this cfficient training existed?

53. Are there any Schools or Colleges or Institutes in the ports
of Japan where sufficient theoretical knowledge can be obtained by
apprentices to enable them to becomc ecfficient Marine Enginecrs!?

Postal Subrentions.

It has been an accepted principle that so far as Marine Services are-
coneerned, the course of the post should follow as far as possible the
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course of trade. Conseduen'tl_\' to secure the maximum of cconomy in
carrying mails, stez'a.mezj services already in cxistence have heen utilised
for the purpose. Subsidies are fixed hy negotiation or tender based on
the regularity and speed of the services and the number of miles com-
Fined with the spced has been the determining factor in fiving the
rate.

54. Do you accept the above or have you any other views as ta how
mail contracts should be arranged?

55. Do you give all Japanese Steamship Companies an cqual chance
of competing for mail contracts?

56. Are there any mail contracts with non-Japanese steamship lines

57. What are the conditions of the contracts for carrying mails in
steamships ?

58. Did you give any indircet aid to promote the cstablishment of a
Merecantile Marine; if so, what was it ?

59. If you have adopted direct or indircet aid or assistance, by what
method or methods were the funds obtained? Will you give figures of
the sums so applied?

Note.~"The words ““ hounty " and **subsidy 7 have hoan used in the questionnaire with
« atrict regard to the literal meaning of these termus.  Thus ** bounty ”’ wshould be under-
sto.d to mean a freo gift of money by the State for the encouragement of the shipping or
sLipbuilding industry and “ﬂubside"’ o puymant made by the Government for the porform-
;. “ee of n8pecific service such as the conveyunes of mails.

Shiphwlding and Eagincering.

Note.—'* Horae powar ™ should be deemsd to monn ** indieated horso power ™ exeept in
the case of turbine cugines. In the latter cane it shonld he **xhaft horse power ' plus
1v per cont.

60. What kind of ships or vessels do you build, wood or steel or
hoth ¢

61. What is the largest wooden-ship yvou have built”

62. What is the largest steel vessel yvou have built?

63. Do you build engines?

64. What is the largest engine vou have built for a vessel? Give
dimensions and power?

65. Do you build boilers?

66. What are the dimensions and working pressure of the lnrgest
boiler you have built?

67. What is the area of your shipyvard?

68. How many building berths have you!

69. What lengths of ship or vessel can you build and launch ¢

70. What number of ships or vesscls of the sizes stated hy you
could you build per year with your present plant if the nccessary
contracts were secured ?

71. What amount of engines and propelling machinery for the number
of vessels stated-above could you make?

72. If you could make all or part of the propelling machinery and
boilers, could you get it supplied quickly enough to secure the output
-of vessels per annum stated above?
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73. Can you give ihe approximaie relative cost of vessels and
machinery built 1n Japan as compared with other countries?

74. If so, will you state the relative rates paid per hour of the rg!ative
vades, and the relative amount of work produced per hour in the
various countries ?

75. Can yon give the relative cost in the various countries of the
principal kinds of material that go to make a vessel and her machinery !

76. Will you give the average and maximum number of men you have
employed ¢

(1) Before 1914,

(2) Between 1914 and eud of 1918,

(3) Since the beginning of 1919,
tiving them under the various headings of staff (in detail) and of their
respective trades.

Enclosure 3.

MEMORANDUM ON THE HISTORY OF SHIPPING AND SHIP-
BUILDING IN MODERN JAPAN UP TO 1907 BY SIR JOHN
BILES, K.C.LE.

(Compiled from “The History of Shiphuilding in Modern Japan.’)

The Mitsu Bishi Company was one of the first shipping concerns
in Japan to schicve any measure of success. 1t was formed in 1872
from the wreckage of two other shipping companies founded in 1869
and 1871 vespectively, The Mitsu Bishi commenced by trading between
Tokio, Osaka and Kochi in competition with another Company the
Nippen Yubin Joli.

In 1877 the Japanese expedition to Forimosa took place, and the
Japanese Government was compelled to huy thirteen steanters for
transportation of troops. The Mitsu Bishi Company placed its fleet
at the disposal of the Government, purchased ten other vessels for
transport and also undertook to man the Government vessels,

At the conclusiqn of the Formosan expedition, 1878, the Japanese
Government determined on a policy of subsidies to encourage and
maintain ihe mercantile marine. In consideration of the Mitsu Bishi’s
services in 1877, the Government handed over to that Company the 13
vessels purchased in 1877, and granted it subsidies as follows:—

Yen 250,000 for navigation.
Yen 11,000 for a Marine School and Crew’s Depdt.

These subsidies were to he granted for fifteen years and the
following couditions were to he ovserved by the Mitsu Bishi Com-
pany ;—

The (lovernment to have power to requisition the Company’s
vessels at any tume. .

The Company to engage in the Shanghai and coastwise trade.

The Company to carry mails free of cost.

During the same month the Japancse Government handed over to
the Mitsu Bishi Company twelve more vessels from another shipping
concern that came to grief early in the year. Thus the Mitsu Bishi
Company acquired 35 vessels, three of which were over 2,000 tons and
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© over 1,000 tons. In 1873, the Company after severe but successful
competition, urged the Government to buy out the American interest
in the Shanghai-Yokohama trade. This the Government did and
acquired 4 vessels aggregating 7,844 tons and warechouses in Shanghai
and Yokohama. Later these vessels were handed over to the Mitsu
Bishi Company.

In 1876, the P. and O. Steam Navigation Company and the China
Merchants S. 8. Company unsuccessfully attempted to establish them-
selves on the Yokohama-Shanghai line,

The ycars 1877 to 1883 were prosperous ones for Shipping Com-
panies. There was a scarcity of tonnage and freights rose. in 188¢
the Japanese Government ordered the Mitsu Bishi Company to maintain
a flect of 22,000 tons registered to supplement lost tonnage and to fix
passenger fares and freights. On account of the shipping boom new
companies were formed, competition became severe and in 1893 the
P. and O. again attempted to establish themselves in Japaness waters.
The most powerful vival of the Mitsu Bishi Company was the Kiodo
Unyun. This Company was formed in July 1852 by the amalgamation
of three small concerns. In January 1853 it had a capital of Yen
6 millions and owned 16 stcamers and 9 sailing vessels. During the
year 15 stecamers were purchased in Nuvope, two of them of 2,500 tons
cach, and several were ordered in Japan. Competition was at its
*height in 1884, and the 3rd class passenger fare between Kobe and
fYokohama. fell from Yen 5.50 to Yen 1. 1t is estimated that in the
15]:Lt‘ccr half of 1884 each Company lost Yen 680,000 in cut-throat com-
{ petition.  In 1885 the Government stepped in and forced them to an
ugreement regarding passenger faves and freights. In 1885 the Mitsu
Bishi Company commenced to pay back Governiment loans, in order
to free itself from financial interference. Compctition with the Kiodo
Unyu was resumed, and it was so keen as to threaten the stability of
Japanese shipping. The Government again stepped in and ordered
the two companies to amalgamate and in August of 1450 the tvo com
pantes became one under the name of the Nippon Yusen Kaisha.

The newly formed Nippon Yusen Kdisha wis Government eon
trolled. The Government guaranteed an annual s per cent, dividend,
and in veturn appointed the Company’s Directors, made the Company
into a limited hability company, veserved to itself the right of inspec-
tion of the Company’s ships, and the right at any time of requisition:
ing any of the Company’s vessels.  Morcover the Company had to carry
mails free, to train its seamen and to submit to Government approval
all financial schemes. Of the Company’s share capital of Yen 11
millions the Government held a quarter: the renainder was in the
hands of the public. The Company’s fleet consisted of 58 steamers
(68,724 tons) and 11 sailing vessels (4,725 tons). These vessels were
engaged on 18 regular lines extending to Tientsin, Chemulpo and
Viadivostok in foreign waters, and to the Hokkaido ports, the east
and west coast ports of Japan and the Liuchoo 1slands. Tn 1887 the
Government withdrew its guarantee of 8 per cent. dividends, and
replaced it by an annual subsidy of Yen 880,000 for 15 years. At the
same tinie the Company redecmed all its debenture bonds, Yen 1,070,000
and decided to redeem Yen 2,200.000 of its shares. By 1892 these
shares were all redecemed and new debentures wore iesned ot a low rate
of interest. The Company’s capital then stood at Yen 8,800,000.

With the development of Japanese railways there was an increase
in the shinping trade and between 1889 and 1893 the Shanghei
Vladivostok linc and the Kobe-Manila line were opened; the Korean
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and North China lines werc developed, and in 15893 the Kobe-Bombay
line was inaugurated in conjunction with Messfs Tata and Cowpany. |
At the end of 1893 the Company had reduced the number of its steamers
trom 58 to 47 and increased its tonnage from 68,724 to 69,454. 1n 1893
the Company became a public concern and Government control was
greatly reduced.

In 1894 the Chino-Japanese War broke out and the Government
requisitioned most of the Company’s tonnage, and 33 foreign steamers
had to be chartered to mdintain the Company’s lines, and to maintain
trade the Government was forced to open coastal shipping to non-
Japanese companitl “Aftér the Chino-Japanese War the Company was
involved in heavy expenses on account of repairs of the ships that
were on War Service. Notwithstanding this development continued ;
in 1896 the lines to Europe, Seattle and Australia were inaugurated
with the help of subsidies, and at the close of the year the Company
owned 63 vessels of 126,450 tons running on 22 lines extending to
Europe, Australia, India, and inland.

Owing to heavy ecxpenditure for repairs and for new vessels
ordered from England, the year 1897 was a poor one financially, but
the Company’s strength was sufficient for it to join the Conference of
Shipping Firms trading on the Bombay-Kobe line, the European line
and the American line. By 1900 the Company had recovered from the.
effects of the Chino-Japanese War and received further eicouragement
from the Government in regular stipends to be applied for the
Kuropean and American lines, but at the same time the Government
subsidies which aad operated since the formation of the Company
came to an end. In the case of the I'ar East and coastal trade they
were renewed. I[n 1901 it was decided to write off 4 per cent. per
annum of the Company’s rescrves to be applied to the maintenance
and renewal of the fleet. At the end of 1903 the fleet was 76 strong
with a tonnage of 245,273, and though no new lines were inaugurated
the number of voyages increased—being twice as many on the European
and American lines as in 1898 and 1901 respectively.

The Russo-Japancse War (1504-05) gave another set back to the
Company. At one time 71 vessels were on Government gerv1ce.and
although foreign vessels were chartered to maintain some of the lines,
the Australian and Korean runs had to be suspended. It was not till

‘March 1906 that the Company’s fleet was released from Government

service. Meanwhile new building plans were put forward and orders
for six twin screw steamers of 8,600 tons each were placed in Japan.
These were intended to replace the 6,000 ton vessels on the Europcan
run. These new vessels were to develop 8,600 I. H. P. giving a maxi-
mum speed of 16'5 knots and were to be placed on service dur'lng 1908
and 1909. i

The Osaka Shoscn Kaisha,—This Company was formed w1th‘ a
capital of Yen 1,500,000 in Osaka in 1882 by the amalgn'matlon of 2
number of small companies trading in the Inland sea. The tonnage
of the Company was 15,000 for 93 ships, only 3 of which cxceeded 500
tons. 'The ships were wooden with the exception 9f two; the largest
was 620 tons and they were all 10 years old. The Company applied to
the Government for assistance to carry out a ten year b_ulldmg pro-
gramme. An 8 years subsidy was granted in 1888, for which the Com-
pany was to maintain more than 13,000 tons of shipping, carry mail
free and open up 20 lines between the Kansai ports. By 18901, 18 sh1p§
were built and 12 were purchased, totalling 14,400 tons and at the en

of 1892 there was a fleet of 50 ships (13,581 tons). "
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The 0. 8. K. and the China-Japuncse War.—More than 30 vessels
were command_eerec_l by the Government, and the Company’s regular
services were lmpaired in spite of the fact that foreign vessels were
chartered. During the War the Company’s capital was increased to
Yen. 2,500,000 and larger vessels were purchased for Government
service, and at the end of 1895 the flcet numbered 55 with a tonnage
of 22,535.

The development‘of the Chinese and Korcan trade led the Com.
pany to a further increase in its capital, and in October 1896 it
amounted to Yen 10,000,000. Government subsidies were renewed in
March of the same year with an increase for coastal mails. At the
same time the Company sccured a mail subsidy from the Formosan
Government, and with 1t a service was established hetween Kobe and
Keelung. I'urther subsidies were granted in 1900 and a IFormosan
Coastal Trade was established. In 1900 and 1901 there was a financial
depression and the Company’s capital was reduced to Yen 5,000,000.
This depression was further accentuated for shipping firms by the
development of the Japanese railways which carried on keen competi-
tion with the coastal trade. The Company thercfore was forced to
extend its enterprises. During 1898 and 1899 lines were cstablished to
South and North China, to the upper and lower Yangtse, to Saigon
and Java. By 1899 the Company had increased its fleet to 57 vessels
with an aggregate of 42,851 tons, and in 1900 its capital was increased
to Yen 11,000,000 besides dehenturcs amounting to Yen 4,000,000. The
Boxer rising of 1900 withdrew 14,000 tons of the Company’s shipping
for Government service, and the various lines were maintained with
difficulty. During this year and the unext, one small shipping concern
and a portion of another were acquired, adding 15 small vessels to the
fleet. :

During the Russo-Japanese War, the Company experienced the
same difficulty as the N. Y K. in maintaining its lines. Thirty-five
of its vessels were on Government service and foreign vessels had to be
purchased to replace them. In 1907 the Tosa Shosen Kaisha and a
smaller Company were acquired, and at the same time a new Company
was formed to take over the Yangtse trade. At the cnd of 1907 the
Company’s whole flcet amounted to 108 vesscls (107,081 tons) besides
6 others on order of 6,000 tons each,

The Toyo Kaisen Kaisha.—'This Company was formed oviginally
in 1887 and was established as the T. K. K. in 1896. Its object was
to open a New York Batuum line, and a Pacific linc as a subsidiary
enterprise. An agreement was arrived at with the Southern Pacific
Railroad Company to open a Sanfrancisco-Hong Kong line, a,nd‘ for
this purpose three new vesscls were ordercd from England. These
commenced operations in 1898 with the help of a Government subsidy.
This subsidy was renewed in 1900 for ten years at Yen 1,000,000 a year.
This permitted the Company to open a line between Hong Kong and
North China. In 1905 three large vessels of 13,500 tons cach fitted with
Parsons turbines were orderced in Japan to compete with Fforeign
companies on the Sanfrancisco-Hong Kong line and at the same time
three oil tankers were added to the flcet.. ]

Wooden Vessels.—The Japancse Government has cncouraged the
building of wooden vessels since 1868, giving subsidies; junks were
steadily replaced by semi-foreign or foreign types of vessels. In 1885,
a wooden vessel of 1,491 tons, the largest built in Japan, was launched
in Nagasaki, .
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Fffeets of the Shiphuilding Encouragement Act.—In 1895 there
were 5%8 registered vessels in Japan with an aggregate of 331,000 tons,
and the number was increasing. Shipbuilding, however, was in a back-
ward condition. The Mitsu Bishi Yard at Nagasaki was the only one
that could repair large ships and even it at times had to send work to
the Naval Yards. The China-Japancse War revealed the need for better
shipbuilding and docking facilities, and in 1896 a bill was passed
granting shipbuilding subsidies for a period of 15 years.

A table showing skips over 700 tons construrted from 15883 to 1907,
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¥igures in brackets show number of vessels.



Enclosure 4.

EXTRACT FROM NAVAL ATTACHE’S ANNUAL REPORT
FOR 1922.

Secrion XII.

MERCANTILE MARINE.

The number and tonnage of the merchunt stcamers of Japan at the

end of Novemver 1922 were as follows:—

.
Steamers. :‘ ‘Nmnbor. Gross tons. Re;tr::‘:'red
_— ! - s
20—100 tons . . .. 1,521 55,497 23,700
100—300 " | 414 74,614 36,018
300500 " ‘ 173 ° 69,590 39,230
500—1,000 . ;‘ 300 224,678 134,562
1,06—2,000 O, ! 245 344,918 211,615
2,000~3,000 woe e | 169 413,026 259,006
3,000—4,000 » ' : 13 362,068 239,027
4,000—5,000 " ‘ 49 215,819 142,549
5,0010-—6,000 woe e 121 687,611 459,405
6.000—7.000 5 . . . . . 46 298,651 193700
7,000—8,000 e J 32 234,549 148,828
BOW—0,000 . . . . . 3 preee | 16,199
9,000—10,000  ,, . . . . N 12 113,872 i 71,268
Over 10,000  ,, . . .« . . 10 117,35 | 65,701
Total . 3,008 3,256,828 | 2,040,818
Over 1,000 tons . . . . . . 800 2,832,249 i 1,807,268
The corresponding totals for the end of 1921 were:—
Total number Gross tona. Registered tons.
2040 . . . . . 315,202 1,082,187
Number over 1,000 tons. ) Gross tons. Rogistered tons.
™S . . .. .. 2714166 1,597,557

showing a moderate increase during the year under hoth headings.

The number of ships of more than 1,000 tons launched during the
year was 16, with a total tonnage of 69,000,

85

From statements in the press it appears that the purchase of foreign
second-hand ships, which was on a considerable scale until August 1922,
ceased from that time on account of the rise in the price of tonnage
on the London market. The purchases between November 1921 and
August 1922 amounted to 44 ships with an aggregate gross tonnage of
266,337. Against this the exports of ships for the 10 months ending
October 31st, 1922, were 15, of a total value of Yen 1,045,000. The
tonnage is not given, but judging by the value of the ships 1t could
not have been large.

According to the Department of Communications, 280 ships (steam
and sailing) with a tonnage of 117,255 tons were laid up in November
1922. The figures for the previous 12 months are also given and show
a rising tendency latterly but this is probably due partly to seasonal
variations.

‘

Enclosure 6.
Number and tonnage of ships laid up (including sailing vessels).

Number. Tonnage.
1921—
December . . . . . . 364 124,000
1922—
February . . . . . . 351 118,000
March . . . . . . 323 87,000
April . . . . . . 247 75,000
May . . . . . . 258 78,891
June . . . . . . 260 79,377
July . . . . . . 248 76,211
Aungust e 298 58,540 )
September . . . . . . 260 92,399
Qoctober . . . . . . 269 100,512
Novomber . . . . . . 230 117,255

In the absence of a return of a period of good trade, which does
not secem very likely, it is improbable that the Japanese mercantile
fleet will be largely increased during the coming year. The shipbuild-
ing yards are hard hit by the Naval Reductions and would no doubt
gladly welcome new orders even at low prices but the shipping com-
panies are likely to place few orders. Of the big lines the Toyo Kisen
Kaisha (T. K. K.) is still running at a loss and declared a deficit of
Yen 932,535 last October, but paid a dividend of 5 per cent. by taking
Yen 900,000 from the Special Reserve and Yen 550,000 from dividend
equalisation funa.

Some apprehension has heen expressed that the Government sub-
sidies to the shipping lines would be reduced but the result of enquiries
by the British Commercial Counsellor do not bear thie out.
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Enclosure 6. V ;
Number and Gross Tonnage of Ships of 100 tons and upwards LAUNCHED in

L ] 0 . -
Tables supplied l:,)f’ LSl:'inYesl;cot.etAbe}‘l, K&B.E., Chief Surveyor - Japan during each year from 1892 onwards.
s Registry, London.

e o Ry Steamstize, ont, Wolorcips o 100 tone xd o Hogds Ragtoy.)
(From Lloyds Registry.) Yeoar. ' Number. Tons.

Yeor. Number, Tons.
L 1 138,431 1892 . -
L) N 1 151,505 ’ 1893 . . e e e 3 1,182
1892 e e 230 142,492 1694 Year of Chino-J. :11):;nese War 14 3,178
W8 . . . .. o 151,773 1895 . . . e .. ... B 2,206
1894 . . . ... 9 174,466 e . ... 2% 7,849
w95 . . ... .0 839 279,668 1807 22 6,740
R 334,502 s . . . 9 11,424
1897 ... L s 494,475 599 . . 3 6,775
188 . .. ... e 454,163 1900 . 3 4,543
T 473,704 w1 . .. 94 37,208
1900 . . ... L. 4s4 488,187 w2 . . . 3 27,181
wor ... 503 124,125 1908+ 0 e e e e 62 34,514
1902 . . . . . . . . . 585 555,230 1904 Russo-Japanese War . . . . . 67 32,969
908 . . . .. L. ... 4 385,542 905 . . . .. ... . s 31,725
194 . . . . . . . . . 668,360 906 . . . ... aam 42,489
1905 . . . .. ... g §70,539 197 . . . . . . . . . T 66,254
906 . . . ... 996,553 1908 . . . . . . . . . s 59,725
1907 . . . .. ... s 1,068,747 1 T, - 52,319
1908 . . . ... s 114007 90 . . . . ... m 30,215 ’
1909 e e ) 1,151,858 v 1911 O 11 44,359
W0 . .. L L L 84 1,146,977 912 . . . . . . . . . 168 57,755
o1 .. ... s 1,200,975 1918 . . ... 64,664
1912 . . . . . . . . . 960 1,344,991 . 11 . . . . . . . , . 32 85,561
1913 . . . . . . . . . 1,087 1,500,014 1915 I ) . 26 49,408
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