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CHAPTER I.

Introductory.
In pursuance of a Resolution moved by Sir 1’. S. Siva swami 

Appointment, onn]..,- Iyer in the Indian Legislative Assembly and 
sition anil terms <>i'rei\-r- adopted by that body on the 12th January 
•cnee of the Committee. 1922, the Government of India on the 3rd
February 1923 announced the appointment of this Committee to 
consider and report what measures can usefully be taken to further 
lhe objects advocated by that Resolution. The composition of 
.the Committee is as follows :—

President.
Captain E. J. Tleadlam. (’.M.G.. D.S.O., A.-.D.-C., R.I.M., 

Director, Royal Indian Marine.
Members.

The Honourable Sir Arthur H. Froom. Kt.. J.P., Partner, 
Messrs. MacKinnon Mackenzie and Co.. Ltd.. Bombay.

The Honourable Mr. liahibhai Snmaldas. ('.LE.
Jadu Nath Roy, Esq., Bengal National Chamber of Com-

merce.
Sir John Biles, K.C.I.E., LL.D., D.Sc.. Consulting Naval 

Architect to the India Office.
Diwan Bahadur Tirnvenkata Rangaehariar, M.L.A.

Secretary.
Mr. J. 11. Green.

The following tire the terms of reference to lhe Committee : — 
To consider what measures can usefully be taken :—

(.1) for <he 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:

(3) for ensuring the entertainment of Indian apprentices for
training ns 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 
scholarships for providing instruction in the Nautical 
Colleges and Training ships in England pending the 
formation of a Nautical College in India :

B
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(4) for the encouragement of shipbuilding and of the growth- 
of an Indian Mercantile Marine by a system of 
bounties, 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 work of preparing their Questionnaire which 
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 a general notification was also issued requesting any 
Associations or individuals not so invited to represent 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 whob- of India had been 
received: while representations had been sent in from certain 
important public bodies asking to be given more time for the 
consideration and preparation of their replies. Tn these circum-
stances. the Committee decided to postpone the oral examination 
of witnesses and issued a press communiqnd informing .all con-
cerned that the date for the submission of written replies to the 
Questionnaire had been 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 
Dockyards visited wore the Royal Indian Marine Dockyard, the 
Mazagon Doc: belonging to the P. and O. and British India Stenm 
Navigation Company, and the Workshops of Messrs. Alcock 
Ashdown and Company. The Committee also paid a visit to the 
Navigation School at Novha. Hog Island, maintained by Sir 
Mohamed Yusuf. Kt. The Committee held their last meeting al 
Bombay on the 12th April 1923 and then finally dispersed after 
deciding to meet again about the middle of the following November 
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for the purpose of prosecuting their enquiries further. Al a 
meeting held at Simla on the -2-Jtli July the following tour pro-
gramme was provisionally decided upon, subject to such changes 
as might be found necessary from time to time :—

report.

November 19th Reassemble at Bombay.
„ 20th to 7 

December 6th j Halt at Bombay.
7th Departure Bombay by sea.
9th Arrival Karachi.
10th to 12th . Halt at Karachi.
J 3th Departure Karachi.
17th . Arrival Calcutta.

„ ISth to 31st . Halt at Calcutta.
•Janutirv 1st Departure Calcutta by sea.

„ 4th Arrival Rangoon.
,, 6th to 10th . Halt at Rangoon.’
,, Dth Departure Rangoon by sea.

14th Arrival Madras.
„ 15th to 21st . Halt at Madras
„ 21st Disperse at Nadra*.

First week of February . Reassemble at Delhi to write the

This tour programme was strictly adhered to. Owing to his 
appointment as a member of the Indian Bar Committee, Diwan 
.Bahadur T. Ihingachariar was unable to sit with the Committee at 
Karachi or Madras and the Ilon’blc 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 industry in India. Written state-
ments were received from 128 witnesses and out of these 72 

.. ., were orally examined. Lists of these
Pl*.n< ix .. witnesses are attached. ' We wish to

express our indebtedness to all who, at the expense of time and 
labour furnished us with written statements of their views and 

to those who also gave oral evidence before 
Acknowledgment < us. Our thanks are due to the managers

and officials of the various dockyards ami 
marine engineering workshops visited by us for their ready courtesy 
in showing us round their establishments. We also wish to express 
our thanks to those local Governments and Government officials

b 2
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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- 
, buildins point of view, we took the oppor- 

engineering work-hop^. tumty 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. 'Die B. I. S. X. Company’s Dockyard at Sulkea.
3. Messrs. Burn and Company’s -workshops at Howrah.
4. Messrs. John King and Company’s workshops at

1 lowrah.
5. The River Steam Navigation Company’s workshops at

Garden Reach.
G. Dockyard at Garden Reach belonging to the India 

General Steam Navigation and Railway Company, 
Ltd.

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, 
we had decided that it would be of great 

Vint al Sir -lolin i;ilc< advantage to us if we could make ourselves 
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 made 
to the Government of Ttidia 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 on route to India to rejoin the Committee 
in November.

The Government of India were unable to agree to the whole 
Committee visiting Japan Im1 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 w'sit 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
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but in spite of the difficulties he had to contend with, he has been 
able to make available to the Committee an amount of information 
which has been of great value to us. His account of his visit to 

.. p Japan is attached as an Appendix* to this
‘ ppcn ls ' Report. We should like to take this 

opportunity of expressing our indebtedness to those gentlemen, 
whom he has mentioned in his Report as having rendered him 
valuable assistance, and to request that our thanks may be con-
veyed to them by the Government of India through the British 
Embassy in Tokio.

6. Heaving Madras on the ’21st January 1924. we met again 
at Delhi on the 5th February for the purpose of considering our 
recommendations.

7. We wish to place on record our high appreciation of the 
Service- of the Seere- services of the Secretary of this Committee.

tary. Our labours have been greatly lightened by
the zeal and ability displayed by Mr. J. H. Green and by the keen 
interest in the work he has shown throughout. He prepared most 
valuable notes and obtained much important information on the 
subjects which came under the terms of our reference. His 
readiness and ability to anticipate our requirements have been most 
marked. He has been of the greatest assistance to us in the pre-
paration of our Report, and we were most fortunate in having his 
services placed at our disposal by Government.
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CHAPTER 11.

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

Exec uti ve  Off ice rs .

8. We cannot do better than reproduce here the following ex-
tract from the English Public Schools’ Year Book with which we 
thoroughly agree :•—

“ In considering the Merchant Service as a 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 
aspires to command. The enormous growth in the 

, size of modern steamers, the great advance made in 
marine science generally, the application of modern 
invention to all that appertains to life afloat, which 
has, to some extent, displaced manual labour, call for 
a wide range of knowledge which can only be assimi-
lated when a boy is at an early age and has oppor-
tunities of studying denied to one going direct to 
sea.”

We propose to deal first with the question of the training of 
the executive or deck officers and subsequently with the training 
of engineers. In our opinion no scheme for the ultimate formation 
of an Indian Mercantile Marine would be complete unless it also 
provides both for the training and future employment of the officers. 
In Great Britain the officers of the Mercantile Marine are drawn 
chiefly from the middle classes. We are of opinion that it is 
necessary that a somewhat similar method of recruitment should 
also hold good in India if a thoroughly efficient sea service is to be 
created. There is already living along the shores of India a large 
sea-faring community, who furnish the lascar crews of all the 
coasting steamers and most of the ocean going steamers trading 
with India and wc have been told by R. T. M. Officers, Port 
Officers and Agents of • Shipping Companies that they make 
thoroughly efficient and reliable sailors. We see no reason why 
the sons of these men should not be encouraged to aspire to become 
officers in the Mercantile Marine, provided thev possess the neces-
sary education, especially as we understand that some of them are 
already sufficiently educated to enter the legal, medical and other 
learned professions. There are no facilities in India at present, 
such as exist in Great Britain, enabling suitably educated lads, 
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who may be desirous of becoming officers in the Mercantile Marine, 
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 considerable number of the youths 
of this country were likely to be desirous 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 the sea, which is more or 
less inborn in British lads, it appeared to them doubtful if a suffi-
cient number of suitable Indian candidates would be i'ortucoming 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 then' apprenticeship there was practically 
no prospect of their obtaining employment after completing their 
training. We consider that there is a 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-
sary 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 anv case we do not think that 
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there is any justification lor 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 lair 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
question of the creation of an adequate num- 

bclujaiships t< r inun- |3er of State scholarships for providing 
in-4 in him hind mt re- t i r • > 1XT , • ,instruction to Indians m the Nautical 

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. 
fi>> of the Report of Eord 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 training 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 considered that the best way to provide for the 

Desiribililv of est ib- re<l’|ired training of Indian students would 
lishinc a' Nautical be for Government to establish a Nautical 
Trainin'? in Indian I'raining ship in Indian waters with the 
’'■titers. 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, 
if Indians are to qualify for the Mercantile Marine, 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
ship should be in the form of a floating estab- 

, Irainin-' diip Jinnld lislnnent like H. M.’s schoolships “Conway” 
tkida- e-'tabli-hnu'i'it. ' al’d *' Worcester ” or a nautical 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 sea
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in young Indians, the sooner they begin to imbibe the sea-iife the 
better and the Boating establishment will serve this purpose better 
than a school or college on shore.

11. Having expressed our preference lor a floating establishment,
it now remains to be considered whether it 

Onlv cue tr.iniinc-hip -hi  . ■ i iis neee-sarv with ;d-iiinii "m 'Je necessary to provide one or more such 
tender attached nr establishments for the purpose in view. In 
ertti-es .irciind the e. a~t deciding upon the number of training institu- 
ui liana and biiiina. tious to be provided three considerations 
should be borne in mind; firstly, that any scheme which is intro-
duced at present must largely partake of the nature of an experi-
ment until Indians have proved their aptitude and fitness for the 
sea; secondly, that although Indian witnesses are sanguine that a 
large number of the class of candidates required will be forthcoming, 
the numbers who will actually come forward when lhe scheme has 
been started is somewhat problematical; and thirdly, that the 
number of boys who Should be accepted for training should 
at all events not be greatly in excess of the numbers 
for whom it will be possible later on to find employment 
after their training has been completed. The question of the 
employment of trained officers is dealt with in a later para-
graph, but here it is only necessary to state our opinion that 
for some time to come, until the Indian shipping industry has been 
fully developed, the prospects of trained mercantile marine officers 
obtaining employment in this country will be somewhat limited. 
After taking these three factors into consideration we have come to 
the conclusion that it will be best in the beginning to provide for 
the training of not more than 50 cadets per annum and for this 
number we consider that one training hulk will be sufficient, to 
which a small tender should be attached in which the senior boys 
can be taken for cruises around the coast of India and Burma to 
visit the principal ports.

12. The location of the floating establishment is a matter of 
Trainin'.’ -hipand ten- ereal importance. Several witnesses have

der should be heated at advocated placing one ot these establishments 
Bombay. ;1| each of the big ports: others have stated
that at least two are necessary. We have given reasons in the 
preceding paragraph why it does not appear to us to be necessary to 
piovide more than one training ship or hulk at present. In choosing 
the port where this training ship should be located, we think it is 
ncccssarv to select a port where the boys will continuously be in 
sight of the blue sea , where connnnnication with I lie shore will mean 
real boat work, and where all kinds and classes of ships of various 
nationalities, who will be trading between ports the world over, 
will frequently pass in the course of their business close to the 
training ship. A further consideration to be borne in mind i- that
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the port selected should possess large modern docks with up-to-date 
machinery lor the discharge and shipment of cargoes close at hand. 
Thus a steady course of automatic instruction in and familiarity 
with aifatrs nautical will gradually be absorbed by the boys. Of 
all the ports in India, Bombay appears to us to possess all these 
advantages in a peculiar degree and has the additional advantage 
of 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 tlie training ship and 
tender which we recommend should be provided for the present.

13. We suggest that the curriculum of training on the 
,, . . ., . . training ship proposed should be similar toCurriculum ol tr.inuuc'. .. . ° ,that m vogue m the Bnglish framing 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 be placed 
at a disadvantage when seeking employment in other walks of life. 
In this connection we would like to quote the following extracts 
from the prospectuses issued by :—

(1) The Nautical College, Pangbourne, and
(2) The South Africa Training Ship ” General Botha " ; 

which illustrate the advantages ol' a combined curriculum, including 
a vocational as well as a general education, for boys undergoing a 
nautical training ;—

(1) “If a boy is physically sound and attracted by the sea, 
the decision to send him to a training establishment 
should be made early. Many parents hesitate to allow 
their sons at the age of 13 or 1-1 to adopt the sea as 
a profession, because the boy may change his mind 
only to find that his qualifications have suffered from 
a 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 a course 
in Signalling.
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” Thus the final decision need not be reached until the 
conclusion of the preliminary training and provision is 
made for the boy who may finally elect to enter 
general professional life, while he has the advantage 
of that broadened outlook which he has acquired by 
association with those whose destiny is the sea.”

12) "Without a thorough and complete training in and know-
ledge of discipline himself, he can never be in a posi-
tion to impose it upon others. To a Commander of 
a ship entrusted with human life and great financial 
responsibility, discipline is a real factor in his work : 
in fueri, it is as much a subject of his educational 
syllabus as any ordinary subject of education is to a 
shore-going scholar preparing for a nou-nautical 
appoint ment."

Very strict discipline must be maintained on board the training 
ship and the mind of every boy must be imbued with the idea that 
the sea is an arduous and trying 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 
arc to become efficient and capable sett officers.

14. The period of training in the training ship should be for two 
vettrs and the Board of Trade should be asked 
in a^Tce that these two years, provided the 

Cadet obtains a qualifying certificate, shall count as one year's sea' 
time as is done in the case of the cadets trained in any one of the 
F.nglish establishments.

1-5. We are of opinion that the Secretary of State for India in 
Council might be asked to extend the same

Appi.nitineiii-ti; ib.- facilities to selected cadets from the Indian
1 • training ship to join the Bengal Pilot Service

as is at present extended to cadets from the "Conway”. 
" Worcester ” and " Pangbourne.”

I.G. We observe that before a candidate is finally accepted for 
the Training College. Pangbourne, he must 

tpialili.'aii.n-. i. i fake the common examination for entrance
s,o„ and f..r jon.u.g. (<) pu|i]ic .[ irnpracticab]e

a special examination of similar standard to be set by the College 
authorities. For the South Africa training Ship, " General 
Botha ”, a boy must have passed at least the sixth standard of 
education before he can be admitted. A competitive examination 
is also laid down for admission to the Kobe Training College in 
Japan. Similarly, for admission to the Indian Training Ship, all 
■candidates should be required to sit for a .«|>ccial examination to be 
set by the authorities of the Training Ship of a standard similar to 
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the Middle School or Junior Cambridge examination. This exami-
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 
i: recommendation from the bead of the School or College in which 
he has been educated, or from a magistrate or some well-known 
person, and a certificate of physical fitness from the Civil Surgeon 
of the district in which lie resides. The age for joining should be 
not younger than 15 and not older than 17 years. Finally, a viva 
voce test should be held on board the training ship to gauge, so far 
a- is possible, the aptitude and fitness of candidates for a sea-life. 
The first 30 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 
piacticable.

17. The Training Ship will require an ample, sympathetic and 
Stair of oiiicers and in- highly specialised staff of officers and instruc-

■fsiriictors for tlic training tors, and, as the success or failure of this 
enterprise will largely rest with them, we 

lay great stress 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, physiwtl 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 
lor games and recreation generally.

18. We suggest that the two years’ course in the Training ship
should be divided up into four terms. Not 

divided?C:up” ‘four lnore 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 subsequently passing out 
of the school at precisely the same time. It will be advisable to 
divide the number of admissions to be-made in each term among 
the various Provinces and States of the Indian Empire.

19. It has been suggested to us by certain witnesses that 
  primary nautical schools should be estab- 

facilities tninaiiae.i ]jp|1,(] so t]lat ]10vs mav be educated for the
sea sense in Inaian bovs ■
at an early age. sea from their earliest years before going

into a training ship. Although this is nor
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■done in England, "’e 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 step towards this 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 history of the influence of the sea on war and commerce, 
especially in its relation to the Empire in general and to India 
in particular ; or io institute primary nautical schools as suggested 
by the witnesses. An institution of tins description started and 
maintained by Sir Mohamed Yusuf, Kt., at Novha, Mog Island. 
Bombay, is a good example of this kind of school. Another sugges-
tion which was put to us by one witness and warmly advocated 
by others was that, in order to inculcate the spirit and love of the 
sea in young Indians, about 200 of them should be selected and 
taken on a world-wide cruise in a sea going training ship 
when they 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 cruise a fair per-
centage of the boys would be sufficiently imbued with the spirit 
of the sea to decide to follow a sea career. The proposal has its 
advantages and would undoubtedly be 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 VII of the 
..... . Eighth Quinquennial Iteview of the I’rogres-

training ship by Govern- 11 Education m 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 
high cost of constructing, equipping and staffing such institutions, 
if the qualifications of the ex-students are to receive general 
recognition, there is every likelihood that professional educa-
tion will for many years to come remain almost entirely in 
Government hands. The same interest and support should he 
given by Government to the training of Indians for the position 
cd officers and engineers in (he mercantile 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 pit vs fol-
ds equipment and the cost of the instructional staff. For tlie rest 
it is understood that students are 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 
Io the total cost of the whole institution. We strongly recom-
mend that the same principle of Government support should lie 
•applied to institutions which may be established for the nautical 



training of Indian cadets and that, to begin with, the training 
hulk and tender pro|x>sed by us, as well as the instructional staff 
required for the same, should be provided at Government expense 
and maintained by Government. We calculate on a rough 
estimate that the cost of the training hulk with tender attached, 
together with the cost of the instructional stall', should not exceed 
3.1 lakhs of rupees per annum. 'Die fees to be charged to the 
students should not in any case exceed those which are ordinarily 
charged in other Government professional institutions. In the 
case of the latter, however, resident student- usually pay for and 
make their own arrangements for food. On the training ship 
this arrangement will not be possible and it will, therefore, be 
necessarv to provide the cadets with food free from the ship as 
is usually done in the case of all nautical training establishments. 
The cadets should be required to pay for books and uniforms, 
which latter should be simple and inexpensive.

21. Tn No. (5) of our terms of reference we have been asked
,, , „ to consider the question of the acquisition

“Jiufteria" snitablr for ol training ships by gilt Iroin the Imperial 
conversion into a tniining Government or otherwise. W’e have already 
ship. recommended that only one training ship
need be provided at present. It is understood that, in the 
interests of economy and owing to the re-organization of the Royal 
Indian Marine, it has been decided to dispose of the three R. I. M. 
Troop ships “ Dufferin ” “ Hardinge ” and “ Northbrook ”. 
Expert opinion shows that the “ Dufferin ” with certain alterations, 
which could be carried out economically in the R. I. M. Dockyard, 
Bombay, in about six months, would be eminently suitable and 
we recommend that she should be retained for conversion into the 
'1’raining ship which wc have suggested should be established al 
Bombay. The teak built motor vessel “ Howard ” built in 

Suit ibl • <01 "( iir'ien- Cochin and now lying in the harbour, un- 
dcrfr'ribe'Tr'iini'iT»hi">. fi'lisheci, might, when completed, we consider, 

be suitable as the sea-going tender for the 
training ship, if the cost is not prohibitive.

22. Under the Board of Trade Regulations candidates who
,, ,, wish to sit for a Second Mate’s Certificatebncilitie- for luitncr . , . , . . ,

trainin'; as apprentic e-. must produce evidence of four years service 
at sea. After having completed their time 

in the training ship, therefore, which will only count as one year’- 
sea service, Indian cadets will still have to serve for three year- 
in a Mercantile Marine ship as apprentices before they will be 
qualified to sit for their Board of Trade Certificates as Second 
Mate. In England, where ample facilities exist for the purpose, 
subsequent service at sea is arranged for either by the parents of
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the boys or by the authorities of the training establishment when 
thev are about to complete their preliminary training. But we 
ascertained in the course of our enquiries that, with one or two ex-
ecutions, Steamship Companies in India were not willing to take 
Indians as apprentices. We came to the conclusion, therefore, that 
it would be necessary by negotiation with Steamship Companies 
to make specific provision for the further training of Indian 
apprentices 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 
Companies noted in the margin,* we enquired if they would be 

prepared to accept for training on board their 
'1. The Bini.-h Indio vessels a certain number of Indians as 

Company apprentices from the Training Ship to be
2. The Asiatic Steam established in Indian waters, provided such 

XavijationCempanv. apprentices have obtained a qualifying leav-
3 Vivhmden'c n?1'/™1 'erlsimilar to the certificates issued
•1. IT.e McJii'TJn'."1 c;"cl1 establishments in England and (hat

(he Board of Trade agree to the proposal 
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 Tndianising (he 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 th» 
further training of the candidates who will pass out of the training 
ship annually.

•23. Having provided for the education and training of young 
Pn.-|K-cts of ,ni|,'„v. Indians for a sea life, it is necessary to con- 

inent after completion ’of sider what their prospects will be of obtain- 
training. iug employment. In our letter to Shipping
Companies referred to above, therefore, we took the opportunitj' 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 Masters. To this 
enquiry also wc have received a reply in the affirmative. We are 
also recommending in the scheme for Tndianisation of the owner-
ship the compulsory employment of Indians as Officers. Employ-
ment is, therefore, assured so far as the coasting trade is concerned.

24. This is a matter which we think must bo considered as 
Assistance tr> Olliccr-i opportunities for study are much fewer and 

tn pass their Board <f more difficult to obtain at sea than on 
Trade Examinations. Phorc. Tb t]ip United Kingdom at all the 
large ports there are establishments where officers can, on pay 
ment of fees, be coached for the various examination--. These are. 
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however, private establishments which are generally run by retired 
Mercantile Marine Officers. It is not likely that the Indian 
Mercantile Marine will be large enough for some time.to come to 
make the establishment of such private schools in this country a 
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 Government 
Colleges in the first class ports, and also in the Training Ship at 
Bombay, for the purpose of coaching officers for their Certificates of 
Competency as Mates and Masters.

25. Although it will not he many years beiore we have Indian
Pericd c.f service Officers, it will be a considerable number of

necessary to become years before we have Officers of sufficient ex-
Master of a ship. perience to become Masters of ships. Accord-
ing to the Board of Trade Kegularions an Officer may pass for Mate 
and Master in a short period of time, hut these are only qualifying 
examinations and years of practical experience are necessary bel’ore 
an Officer can be sufficiently qualified to be either Second or Chief 
Officer or Master of a Merchant ship. In establishing nn Indian 
Mercantile Marine, we must lie most careful not to jeopardize the 
success of the whole scheme by making promotions too quickly and 
thus putting insufficiently experienced people into the higher posts 
on board ship. In the beginning we consider that it will be neces-
sary fo follow the Japanese principle of employing foreigners; or 
non-Indinns in the present case, except in the most junior posts, 
gradually eliminating them and replacing them by Indians as 
Indian Officers become competent. We consider that each young 
Indian Officer should serve at least one year as Fourth Officer, 2 
years as Third, 3 years as Second and 5 years as Chief Officer 
before he can be given command of a -hip : in other words, no 
Indian Officer with less than 11 years’ service should he considered 
fit to take command.

Eng in ee rs .

26. We have been told that a number of Indians, chiefly 
1’arsces, are already serving as Engineers on ships and that on 
the whole they make efficient engineers for the positions they 
occupy. They ere. ho wor. mostly occupying subordinate posi-
tions, and 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 because no part of 
their training has been spent, as in the ease of engineers in 
Great Britain, in large shipbuilding yards or workshops where

•engine construction work on a large scale is undertaken. But
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witnesses. who lire entitled to .-peak with authority on the subject, 
have told ns that there is no reason why, given the proper selection 
and suitable training, ludian 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 lacking.

27. A sufficiently practical training in Mechanical Engineering 
can he obtained at any one of the large 

l-acihty; for| training workshops which we saw at Calcutta and 
..•o.n a l  in m i.i. Bombay and also at Bangoon. There are
also three Government. Colleges of Engineering in India at present 
viz., those at Sibpur (Calcutta), Poona (Bombay) and Guindy 
(Madras), where we understand that students can obtain a thorougn 
grounding in Mechanical Engineering. The 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 efficient Marine Engineers if 
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 College. The Principal considers that 
students trained under either of these methods would no doubt 
have sufficient technical training, which wotdd probably be of a 
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 Electrical Engineering 
in the Sibpur College are allowed to count two-thirds of the time 
spent there up to a maximum limit of two years 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. Wo 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 see no rca-on

o
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why .similar facilities for a training in Marine Engineering shotd-I 
not also be provided at the Government Colleges of Engineering- 
above mentioned, since the probability is that this could be- 
done without much additional cost.

■2s. It is clear, therefore, that facilities can be provided in 
India, both in colleges and workshops, to 

l uithcr experience at 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 will 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.

20. Like the Deck Officers, however. Engineer Officers will, 
after completing their required sea time, need 

.hulv 'bef.re sitting1 for t0 be specially coached before they appear for 
Binrd <>f Trixie Examine- their Board of Trade examinations. We 
’ii'ii.c 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 cniploy- necessary for Engineer Officers to find 
"miniiv’11 , n 01 employment. This can be found in exactly 

the same manner as has been suggested in 
paragraph 23 in regard to Deck Officers. But we wish to make the 
same proviso in the case of Engineer 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 engineers 
trained in this country should serve at least six years in the junior 
grades and live 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 we propose should be provided, 
we see no reason why, in course of time. Indians should not 
make as capable Engineer Officers in the Mercantile Marine •>? 
those trained elsewhere.
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CHAPTER IU.

Development of an Indian Mercantile Marine.

31. Judging from the tenor of the debate which took place 
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 all that we were required to do was to consider what 
measures could usefully be taken to this end under the six heads 
mentioned in the Resolution, which was adopted by the Legis-
lative Assembly and which forms our terms of reference.

32. As tegards the present condition of the shipping industrv
in India, we have been told by one witness 

,, Pl'«Tnt ■ "f that at present less than 12 per cent, of the
i„ ’ coastal trade and less than 2 per cent, of the

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 trade 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, therefore, express 
any opinion as to their accuracy, but we think it is generally ad 
mitted that the proportion of the trade on the coast which is carried 
in ships owned by Indians is comparatively small. while th" 
number of Indian1 ships which take part in lhe overseas trade is 
practically negligible. In any case we know for certain that with 
the exception of one or two companies, which are owned and 
managed 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 arc the conditions which
militate against the development of shipping 

Conditions which mili- enterprises by the people of this country, we 
late acainst the develop- were informed by a large majority of the 
prises b/'the'"« de^'of witnesses who appeared before us that the 
this couniiv.11 1K°P 8 ° absence of Indians from the shipping trade 

is due to the strong position occupied in 
that trad' by the two or more existing British-owned lines which 

o 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 ent into the coastal trade and urge that their failure 
has been due not so much to trade slumps or other fortuitous circum-
stances but to the cause above mentioned. Other witnesses, on 
the other hand, assert that the failure of new ventures on the part 
of Indians has been made due not to competition from the 
•established lines but to inexperience in the shipping trade and mis-
management on the part of the promoters. We find that as regards 
ail least one company, which lias been launched in recent years, 
the Directors admitted in their report that their failure was due to 
bad business management on the part of the original promoters, 
and we have little doubt that in the remaining eases which have 
■occurred failure was in some degree due to the same cause. At 
the same time it is not difficult to see that the system of deferred 
rebates and rate wars must operate as an obstacle to the entry of 
•new comers. These two systems have, therefore, been strenuously 
■assailed by practically all the Indian and a few European witnesses 
who appeared before us, and they have strongly pressed for their 
removal as one of the first steps to be taken to encourage the deve-
lopment of an Indian Mercantile Marine. We do not propose to 
•discuss the merits or demerits of these systems. We are suggest-
ing in condition No. 4 of our recommendations in para. 43 that 
these questions should be considered by the licensing authority 
•suggested.

34. Recognizing that the whole subject dealt with in our Ques-
tionnaire was a highly technical one, we decided to issue with it, for 
the benefit of those who desired to give evidence, a memorandum 
briefly explaining the different forms of Stale aid or protection 
afforded in other countries for the development of a national Mer-
cantile Marine. It was hoped that this memorandum would serve 
•as a guide to witnesses as to the particular lines on which their 
views and suggestions were required. Notwithstanding our efforts 
in this way to keep the enquiry on well defined lines, we found that 
in their written statements quite a number of witnesses had advo-
cated the application to India of the whole catalogue of measures 
•of State aid and encouragement which had been adopted in other 
countries. On oral examination, however, we found that those 
witnesses, who had given careful study to the subject, recognized 
the impracticability of adopting all these measures simultaneously 
and confined their advocacy to such measures only which they 
considered essential to secure the object in view. We shall now 
proceed to say what those measures are and what are our views 
in regard to each.
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35. All witnesses were practically unanimous in advocating
that the first step to be taken was to pro-

Facilities f. r i lie train- vide for the adequate training of Indians to 
ing of <ilHceis and eng - kecunie officers and engineers in the Mer- 
neers the lir.-t stent-j be . ... ° , . .
taken. cauttle -Marine. We agree with tins

view and in Chapter II of this report 
have dealt fully with the facilities which we consider should be 
provided in Indian waters for the nautical training of Indians'who- 
desire to follow a sea career. While appreciating the readiness ex-
pressed by the existing lines to take Indian apprentices and to 
employ them as officers after they have been fully trained, we have 
come to the conclusion, after careful consideration, 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 
in our recommendations for the coastal trade that before a license-
es granted to any company an undertaking must be given that 
apprentices will be taken to the extent of at least two per ship-
subject to a maximum of GO for any one company, and that Indian 
officers and engineers as they become eligible will be employed up-
to the extent of 50 per cent, of the total number of officers and 
engineers employed. Tn 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- 
already Indian, as we have previously stated, so that it docs not 
appear to be necessary for anything to be done at the present junc-
ture to Indianise the crews. .

36. One section of the witnesses who appeared before us feet
... , . ■ ■, that active assistance on the part of Govern-

es that no further a-<>- uient towards the creation ol an Indian
tance beyond the pr. vi- Mercantile Marine should stop at the
sion of training facilitie- provision of the training facilities and'

reqnnv . that (|)e ri,sl s|)0Ujt| |je ]eft t() ;l 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 by men 
with practical experience in I lie shipping trade. This defect it is 
urged will be partly removed by the scheme for the training of 
Indians in navigation and their employment as officers on ships mid 
partlv bv such steps as it may be necessary to take to develop un-
experienced stall for management. The Indian companies which 
will be formed in future will thus not sillier from lack- of experienced 
officers and managers and will, therefore, be in a strong position 
to face competition and establish themselves in the trade. Tie-
witnesses, u ho 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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•oilier Indian companies should not be equally successful, provided 
they have good financial backing, and are properly managed. These 
witnesses arc, therefore, averse to any further assistance being 
given in the form of the reservation of the coastal trade to 
Indian owned ships, because they feel thal a policy of restriction or 
•exclusion will not uc to the advantage of the country as a whole. 
They point out that there has been no complaint regarding either 
the efficiency or adequacy of the services offered by existing ship-
ping lines and consider that it would lie 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 
has 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 appointment of a Committee, 
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 
is decided upon. If reservation is to be introduced at all tliev 
suggest that it should be confined to the exclusion of foreign ships' 
only, but they strongly favour the policy of the open door as being 
the most beneficial to the welfare of India as a whole. This is one 
side of the question.

37. The other side of the question has been presented to us by 
another section of witnesses who have given 

Other witnesses unable .evidence. Their view is that if, as they 
agrve that training understand, the object of tliis ettquirv is to 

Faeilitie. mv enongli and | j ] 11(liall Mercantile Marine into
nre« to- the rertTviiticn , . n . , , ■ , <• •
..f the eo:iRt:il trade [or being within a reasonable period ol lime, 
ships owned and managed then it is not enough merely to provide for 
by Indians. the tmiinng and the Indianisation of the per-

sonnel of the fleet and that in addition it is 
necessary to provide for the Imlianisatioti of the ownership and 
management of the ships at the same time. In oilier words, they 
feel that it is not sufficient for Government to assist Indians only 
to man ships and that in addition they should lie given facilities 
to own and manage them and thal the two things should progress 
side by side. They point out that it is practically impossible under 
present conditions for Indian companies to gain a fooling in the 
trade and do not consider that this view is controverted by the fact 
that one Indian company has succeeded in fighting its way into the 
Conference. 'Dutt company, as they observe, was only successful 
after a protracted struggle involving heavy losses which other com-
panies with limited resources at their disposal cannot afford io face. 
It was alleged that the present British shipping lines to a certain 
extent neglect the small ports on the coast and at Madras we were 
told of an instance in which a shipping company and a railway 
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•company hud entered into a contract with a view to attracting trade 
to a particular port. It was urged that such combinations are pre-
judicial to the development of the small ports to which, it was 
claimed, that more attention will be paid when more Indian ship-
ping companies come into existence. They stale that if direct 
action is taken to protect Indian shipping in the coastal trade 
plenty of Indian investors will be forthcoming to put up the money 
retpiired to start Indian companies, ft is pointed out by these 
witnesses that the coasting trade is the domestic preserve of the 
people of this country and that it is only right and proper that 
Indian enterprises in this trade should be especially fostered in 
preference to companies run by non-Indians. With this aim in 
view, they consider that action should be taken to secure that the 
coasting trade of India is gradually reserved for ships which are 
■owned and managed and ultimately manned by the people of this 
•country. They are averse to the policy of the open door as one 
which is not conducive to the growth of indigenous shipping enter-
prises and they do not apprehend that a policy of reservation will 
be followed by the adverse results described in the preceding para-
graph. In any case they consider that in the interests of the 
Indian Mercantile Marine the risk, if any, must be faced as it has 
been faced by every country in the world, including a British 
Dominion, which has deliberately adopted the policv of reserving 
its coasting trade for its own people in order to encourage the 
growth of a national Mercantile Marine.

38. These are the two sides to the question as thev have been 
View <«f the Committee presented to us by witnesses and we admit

that something mon- i-. tliat there is a good deal of force in the 
vidorof^rahi^Dcili- arguments urged on both sides. It must be 
tics. stated that so far as the ports served are
concerned there is no great fault to be found with the efficiency or 
the regularity of the services offered by the existing shipping 
lines and that the question of a replacement of non-Indian lines 
by Indian concerns does not arise so far as these grounds are con-
cerned. But we have been directed to examine what measures 
can usefully be taken for the development of an Indian Mercantile 
Marine, and we cannot agree that the provision of training facili-
ties alone exhausts all the necessary avenues of action which can 
usefully be taken in the direction indicated.

39. Tn other countries, which have desired to develop a national 
Reservation of the Mercantile Marine, one direction in which

■roasting trade. action has been taken to this end has been
to reserve the coasting trade for the subjects of the particular 
country concerned. Under the provisions of the Indian Coasting 
Trade Act V of 1850 the coasting trade of India is open to all 

■corners and it is the unanimous opinion of all witnesses ulio have 
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appeared before us that this Act should now be repealed with a 
. r . view to the exclusion of foreigners from the

.il  nsion o < iLi.iie..'. coastal trade. It is.understood that this action, 
was suggested before the war when foreign participation in the 
Indian coastal trade threatened to assume serious proportions. 
With the outbreak of War, however, foreign competition declined 
and the proposal was dropped apparently because it was not con-
sidered advantageous to impose restrictions on the coastal trade at 
a time when India sorely needed coasting ships and was only too- 
glad to receive allied or neutral shipping m her ]>orts. 'With the 
return of peace the position lias changed and it is understood that 
there is now a vast amount of surplus tonnage lying at British 
ports for which employment cannot be found. The present is. 
therefore, an opportune moment io reopen the question. The 
coasting trade of a country is regarded universally as a domestic-
trade in which foreign flags cannot engage as of right but to which 
they may be admitted as an act of grace. It is admit ted that the 
policy of British Dominions or Possessions in regard to their own 
coasting trades must be determined by their local interests and we 
arc of opinion that in the interests of the growth of an Indian 
Mercantile Marine it is necessary to close the coasting trade of this 
country to ships belonging to the subjects of foreign nations. It 
may be necessary to provide that an exception should be made in 
favour of those foreign States which enjoy any treaty rights in 
respect of tho Indian coasting trade (vide Section l of the 
Merchant Shipping Act, 1894), but we consider that no foreign 
ships should under any circumstances enjoy superior privileges to 
those accorded to British ships. We have not been able to deter-
mine from navigation statistics the extent of foreign participation 
in the coasting trade of British India but the general impression 
is that it is very small and that in any case it is not large enough 
to justify the apprehension that its disappearance is likely seriously 
Io injure the commerce of the country. We recommend, there-
fore. that action should now be taken to repeal the Indian Coast-
ing Trade Act A' of 1850. subject to the exception which we have- 
mentioned above.

40. It has already been explained that a large number of wit- 
Ek -Iumoi i of forci-xii- nesses do not consider that the exclusion of 

r”rci«" s>'i|’Pi»g goes far enough to- 
,.jent. encourage the growth of an Indian Mer-
cantile Murine and that what is required is action to reserve tin- 

Proposal to reserve coasting trade more or less exclusively for 
tin- coastal trade for shipping companies, the controlling interest-
^anie" in which are predominantly Indian. Tn-
'other words, the object of these witnesses is to compel existing 
British Steamship lines to gradually Indianise the character of then-
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companies in order that they may he considered eligible to trad»- 
on the coast. It is necessary here to examine the possibility of 

, , excluding British ships from the Indian
ins Eriti1'h‘\li"p/Xii"'in coasting trade. As already stated the policy of
the Indian coa-ting British Dominions or Possessions in regard 
trade. to their own coasting trades is determined by
their local interests. Tins is borne out by Section 736 of the 
Merchant Shipping Act, 189-1, which confers power upon the 
Legislature of a British Possession. by any Act or Ordinance, to- 
regulate its coasting trade, provided that, in such Act or Ordinance, 
all British ships (including the ships of any other British Posses-
sion' shall be treated in exactly the same manner as ships of the 
British Possession in which it is made. We find that the Common- 

, wealth of Australia has taken advantage of
Australia to iv-.'i" e th.' provisions of this Section of the Mer-
coastiug trade tn- <-hant S11ip|>ing Act to introduce a law
Australian shipowner-. which has had the effect of conferring on
Australian shipowners a monopoly in the Australian coasting trade. 
This has been done, not by excluding non-Australian ships in so 
many words, but by providing in the Australian Navigation Act 
for a system of control by means of licenses to trade on the Austra-
lian coast, which are only granted to vessels engaged in such trade 
under certain conditions. The conditions attached to the grant 
of a license fo. the Australian coasting trade apply to all British 
ships alike, but the nature of those conditions is such that they 
have the practical effect of automatically shutting out all except 
Australian owned vessels from the Australian coasting trade. It 
is clear, therefore, that if it is decided to take similar action in 
respect of the Indian coasting trade in the interests of Indian 
shipowners, there is nothing in the British Merchant Shipping 
Law, which would prevent action of this kind being taken, pro-
vided the conditions enforced are applicable to British and Indian 
ships alike. It is believed to be true that a Committee has been 
appointed to inquire into and report upon the effect of the opera-
tion of the Australian Navigation Act upon the trade, industry and 
development of that country and that the coastal trading provi-
sions of the Act will form the subject of special enquiry by this 
Committee. Although, as before stated, one witness with recent 
Australian experience has said that the Act has been prejudicial 
to trad-- interests, there is no information whatever at present as 
to what conclusions this Committee has reached. t'ntil th.- 
Australian Committee’s Report is published it is impossible Io base 
any conclusions on the experience alleged to have been gained in 
Australia of the policy of coastal reservation. At the same time 
it must be pointed out that the sv-tem of reserving the coastal 
trade has been adopted bv other countries anil is -till continued by 
them. It does not follow, even if the Au-trali.in sy-tem has not 
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been successful. that the system we propose for the Indian coastal 
trade will not be a success.

■11. We Io not consider that it is possible to say at this stage 
ltiioniiiieii<Ldioii that whether the reservation of the Indian coast-

ih<- Indian loading ing trade for shipping companies, which tire
tr.idi' should be reserved predominant Iv Indian in character, is likelv
[ml TJimdling"in- 10 '-e beneficial for India or not, for the
tere.ts in which are simple reason that there are no data at pre-
;,ied'.inin:uitly Indian. sent on which a satisfactory conclusion can 
be based In any case, it seems unfair to pronounce any adverse 
judgment as to the ability of Indians to run shipping companies 
as successfully and efficiently a- the present concerns until they 
have been given an opportunity of owning and managing ships.under 
more favourable conditions than those prevailing to-day. Indians 
have proved successful in other technical trades in which a short 
time back they possessed little or no practical knowledge or ex-
perience and we see no reason whv. given a favourable opportunity, 
they should not prove equally successful in the shipping trade. 
The II .a 101 li able Member for Commerce stated in the Legislative 
Assembly on behalf of the Government that ibis desire on the 
part of the 1 eople for their ow n Mercantile Marine was a. very 
natural desire. Recognising this natural desire we are of opinion 
that this should lie met within a reasonable period of time and 
not in the distant future. This being so. it is our considered opinion 
that the prowsion of facilities for the training of Indian officers and 
engineeis alone is not sufficient to meet the requirements of the 
case and that some further steps arc required to achieve the object 
in view. These further steps we recommend should be in the 
form of the eventual reservation of the Indian coasting trade for 
ships the ownership and controlling interests in which are pre-

PiT.|.(.«il to introduce doininantlv Indian. This should be done by 
a svidi-ni of licenses in the introduction of a system of licenses or 
r.-sp.-.t of the Indian permits as has been done in Australia, ex- 
i-oastal trade. eept t)IP conditions to be attached to
the grant of a license or permit in India will be different to the 
conditions imposed in Australia. We recommend that it should 
he announced now that with effect from a date, to be fixed by 
Government, the privilege to engage or to take part in the coast-
ing trade of India will lie regulated by a system of licenses, the 
conditions of which are indicated in the paragraphs which follow.

12. The summary of evidence goes to show that an ideal Indian 
Definition of an ideal Mercantile Marine may be briefly described 

Indian Mercantile ;•> follows '— 
M arin?.

toi Ships to be registered in India.
tb) Officers and crews to be Indians.
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(c_> 1 he ships to be owned by joint stock companies (public 
or private) registered in India with rupee capital, with 
a majority of Indians on the Directorate or to be 
owned find managed by individual Indians.

id) The majority of the shares in the companies to be held 
by Indians.

i.c) The management of the companies to be predominantly 
in the hands of Indians.

(/) The ships shall be built in Indian shipyards belonging to 
companies constituted in a similar manner.

As an ideal to be worked up to eventually we accept the above 
definition but for the present we do not consider that it is capable 
of practical realisation in full. What we wish to provide for in 
our coastal trading regulations is that after a time the ownership 

Definition of an Indian ami controlling interests in the ship or ships 
owned and managed ship f()I- which licenses are required shall be pre- 
■•oaHtal' tradin '1 iv-nla- dominantly Indian and we think that this 
tion< ' " qualification should be held to have been ful-
filled if a ship conforms to the following conditions : —

(a) That it is registered in India,
ib) That it is owned and managed by an individual Indian 

or by a joint stock company (public or private) which 
is registered in India with rupee capital, with a 
majority of Indians on its Directorate and a majority 
of its shares held by Indians, and

(c) That the management of such company is predominantly 
in the hands of Indians.

It is not possible at present to provide that the officers and crews 
■should be completely Indian, because it will take some time under 
■cur training scheme to produce the requisite number of Indian 
■officers and engineers, but in our coastal trading regulations which 
follow provision has been made for the compulsory Indianisation 

• of the |>ersonnel. Nor is it possible at present to provide that the 
ships applying for licenses shall have been built in India, because 
no shipbuilding yards capable of constructing ocean-going steam 
vessels exist in this country but we hope that in course of time it 
will be found practicable to add both these desiderata to the condi-
tions of the license, which we propose should be laid down.

43. It should be announced that on and from a certain date to 
.... be six'cified bv Government no ship should

1>.-attache.) to th.- grant entitled to engage or take part in the 
of licenses to trade on coasting trade of India unless such ship has 
th ■ Indian <aa-t. first obtained a license from the licensing 
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authority appointed for the [impose, subject to the'following con-
ditions :-r-

Condition J.—Licenses or permits shall after the introduc-
tion of the licensing system be issued to any ship- 
Hying the British Flag, provided that it is proved to 
the satisfaction of the licensing authority that such 
ship, not being more than 25 years old, has been re-
gularly engaged on the coasting trade during the 
preceding twelve months and that the Joint Stock 
Company (public or private) or individual by whom 
it is owned gives an undertaking in writing to take 
Indian apprentices for training subject to a minimum 
of 2 per ship, no line being compelled t<> take more 
than GO apprentices all-told. Provided further that 
such Joint Stock Company or individual owner under-
takes to employ qualified Indian officers and engineers, 
as they become eligible, up to the extent of at least 
50 per cent, of the total number of officers and 
engineers employed. These licenses shall continue 
subject to Board of Trade Regulations until the ship- 
has reached the age of 25 years, provided the condi-
tions set forth above are being complied with.

Condition 2.—All ships hereafter seeking to enter the coastal 
trade can only obtain licenses on their complying with 
such conditions as may be laid down by Government 
for Indian Shipping concerns; provided also that the- 
owners of all such ships are likewise required to give 
an undertaking on the lines indicated in Condition I 
regarding the employment of Indian apprentices and 
the gradual Indianisation of their officers and' 
engineers.

Condition U.—The licensing authority may be given discre-
tion to waive all or any of these conditions during 
exceptional periods of stress such as trade booms., 
famines, war, etc., and to issue permits to any ship 
flying the British Flag to cover such periods as he 
may consider requisite.

Condition 4.—The licensing authority may also be vested 
with power to take such steps, with the approval of' 
the Government of India, as may be considered advis-
able to deal with deferred rebates, rate wars, or aux 
other conditions which net unduly as a restraint otr 
t rade.
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Condition -5.—Provision should be made that, where by 
treaty made before the 13th May 1^69, Her late 
Majesty Queen Victoria agreed to grant to any ships of 
a foreign State such rights or privileges in respect of 
the coasting trade of British India, 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.—For 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).

'These, 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. It has occurred to us that it would facilitate the growth of 
_ an Indian Mercantile Marine if, in combina-

tir>n "*• l'ie licensing system which has been 
lines o|«-i-.itiiig <-n the proposed above, arrangements could be made 

for the Government of India, by means of a 
loan, to purchase one of the existing British lines operating on the

• coast as a going concern and ap|x>int Directors to control it, a 
majority of whonf should be Indians. The present management 
should be retained until such time as there arc sufficient Indians

. available'with the necessary experience to undertake complete 
management. The ownership of the vessels in this line should be 
tiansferred 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 
commercial 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 Indian 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 sounded anv of the existing British owned 
bin's a.- to whether they would be willing to sell out but we think 
i’. 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 it' a suitable offer is made to- 
them. In our opinion this proposition is a feasible one, provided it 
is combined with the licensing system w hich we have recommended, 
and we commend it as worthy of serious consideration by the 
Government of India.

•15. Ln their evidence quite a large number ol witnesses have 
recommended that, in addition to the reser- 

oilier form- of stat.- vation of the coastal trade for Indian ship- 
aid not rccotnincndcfl. . -ii-iiping companies, such companies should also 
bi- given navigation bounties, cheap Government loans. State 
guarantee of interest on capital and other forms of financial aid 
which have been given in other countries simultaneously with the 
reservation of lhe coastal trade for their own subjects. In our 
opinion the reservation of the coastal trade in the manner which 
we have indicated will confer a substantial advantage upon Indian 
shipowners, and we see no justification for the grant of any other 
forms of State aid. We recommend, however, that at some 
future date, as soon as a sufficient number of trained Indian officers 
and engineers arc available and Indian shipowners have proved 
efficient in managing and running coastal steamers, the question 
el granting navigation bounties to purely Indian shipping companies 
in respect of overseas trade to other countries should be favourably 
considered.

•Ki. A question may be raised whether the recommendations we 
have made in respect of the ownership of 

Qu.-xiiiin whether re- vessels io be licensed lor the Coastal trade. 
resjK-ctofthecwnershiie.r nre consistent with section (3G (bl Ol th' 
rebels to be licensed for British Merchant Shipping Ad of 1894 which 
the coastal trade nre con- limits the power of the Legislature of <: 
eimH,l<.f”s«-tioi!,l’7:iG'(7j British Possession in the matter of the 
..f the .Merchant Ship- regulation of its coasting trade by the con- 
ping Act, ISltJ. dition that all British ships (including the

ships of any other British Possession 1 shall 
be treated in exactly the same manner as tne ships of the British 
Possession concerned. In requiring predominant Indian owner-
ship for British ships as in the case of Indian ships, we do not 
think that the principle of that section is violated. ’This require-
ment applies to both classes of ships and in stipulating for a pre-
dominant Indian share in the management and controlling interests 
of British ships operating in the Indian coasting trade, there is 
certainlv no evasion of the provisions of that section. But if it 
should be so considered by the Law Officers of the Crown, w? 
would’ strongly recommend that section 73G (bl of the British 
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Merchant Shipping Act should be amended. If thi- i> not agree I 
to, then we recommend that, in addition to the licensing system 
imposing the other conditions we have suggested, namely, employ-
ment of Indian apprentices and Indian officers, a system of bounties 
should be resorted to to develop the Indian Mercantile Marine. 
The bounties should be given to all Indian owned and Indian 
managed ships and Mail contracts should be given only to such 
ships and preference should be given for the carriage of Govern-
ment Stores in such ships whether on the coast or in the overseas 
trade, 'Lite establishment of a competent authority for the purpose 
of regulating the coastal shipping trade and for developing the 
Indian Mercantile Marine in all its branches is highly essential in 
order to carry out our recommendations in this matter. If the 
coastal trade can he reserved in the manner suggested by us. the 
country will be saved much expense which a system of bounties 
and subsillies would involve. Every effort should, therefore, be 
made to secure the amendment of the section of the Merchant 
Shipping Act referred to above if really it stands in the way of 
carrying out our recommendations.

47. It has always been an accepted principle that, so far ns
Maritime Services are concerned, the course ' 

Mail subsidies of t|le pOS( s]1011i([ follow as far as possible 
the course of trade. Consequently to secure the maximum economy 
in carrying mails, steamer services already in existence have been 
utilized for the purpose. We understand that mail subsidies are 
fixed by negotiation or tender based on the regularity and speed of 
the services and that the number of miles combined with the 
speed has been the determining factor in fixing the rate. In our 
opinion the broad principle enunciated above is sound and we 
see no reason to advocate any radical change. Hut should the 
licensing system we have advocated, for any reasons, not he adopt-
ed, it will be necessary to enter in all future mail contracts, in 
which the whole amount of the subsidy is to be paid by India, a 
stipulation to the effect that all suitable ships owned by such 
companies must take on board a number of Indian apprentices, in 
accordance with the limitations we have previously recommended 
tinder the licensing system.

48. Tn Chapter A' we have dealt with the Indianisation of the
Royal Indian Marine. The scheme for the 

Tnilianisalinn of the nautical training of Indians which we. have 
Pilot services, the .Marin.- recommended in Chapter II will give Indian 
Govennn^ts ’and'' Pori offirprs tl,e requisite qualifications to enter 
Trust vessels. tiny service for which sea experience

is required and we recommend that 
one way of finding avenues of employment for these officers 
after their training has been completed should be to employ an 
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increasing number of them, as they become available, in services 
such as the Bengal and other Pilot services, the Marine Depart-
ments under local Governments and in vessels belonging to the 
Pon Trusts, until these services also are practically Indianised.

49. We may add that some witnesses both at Calcutta and
Rangoon sought to bring to our notice certain 

Difficulties of Indian serjous difficulties alleged to be felt by Indian 
companies in regard to ... J .
internal river traffic and Companies in the matter ol internal river 
trade connected with it. traffic and trade connected with it. We felt

that we could not deal with these questions 
as they were outside the scope of the terms of reference to this 
■Committee.
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CHAPTER IV.

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

50. Only three witnesses who claimed to be shipbuilders came 
Pro-ent condition of forward to give evidence on shipbuilding.

Shipbuilding indu-tiy in These were non-Indians of Calcutta engaged 
in small yards in which no ship of more 

than 200 tons had been built. Two Indian witnesses claimed to 
be shipbuilders but beyond recommending that subsidies should be 
given by the Government their evidence was not of much assist-
ance. The non-Indian witnesses believed thal it would be a long 
time before Indians could compete in shipbuilding with English 
shipbuilders.

51. We have, therefore, been compelled to form a judgment
from our own observations of the shipyards 

Shipyuid- usti'cl. which we visited, a list of which is given 
below : —

Bombay.—Royal Indian Marine Dockyard.

Mazagon Dock belonging to the P. and O. and British India 
Steam Navigation Companies.

Workshops of Messrs. Alcock Ashdown and Company.

■Cab nlla. - The TIooglily Ilocking and Engineering Company's 
workshops al Snlkea.

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

Messrs. Burn and Company’s workshops at Howrah.

Messrs. John King and Company's workshops at Howrah 
and Sulkea.

*s The River Steam Navigation Company's workshops at 
Garden Reach.

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

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

D
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52. The largest steel hull built in India is the s.s. “ Bahdra ” of
600 tons by Messrs. Burn and Company of 

Experience of /hip- Calcutta. The machinery for this vessel 
building in India is • -
limited. was built out of India. In all Messrs, burn

and Company have built 9 ships of a total 
of 2,373 tons gross which are of sufficient importance to be include'! 
in Lloyd’s register of 100 tons gross and over. All the other 
shipbuilders whose yards we visited have built 13 ships totalling 
2,915 tons gross as given in Lloyd’s register for 1922-23. I’he 
number of ships of 100 tons gross and over built in the world in 
the ten years previous to the war is 16,975 and their total gloss 
tonnage is 28,331,448. Thus it will be seen that the experience 
of shipbuilding in India is very limited as to quantity and size of 
ships.

53. After careful consideration, we are of opinion that Calcutta
would be the best position for shipbuilding ( alculta best position . • . . . * ,

for ship-building. :|S there is more experience ol it there than
elsewhere, and it is near the coal and steel 

producing districts and the steel works of Tatanagar. If, however, 
steel and coal from outside India for shipbuilding purposes be 
admitted free of duty, Bombay and some other ports may in time 
compole with Calcutta as shipbuilding centres.

54. Competition with non-Indian shipbuilders is at present only
,, practicable for small vessels. The cost ofCompetition with non- * . . „

’ Indian shipbuilders only bringing out such vessels to India is a sulTi-
practicable fir small cientlv large percentage of the price to cover 
vesfC,q- the difference in the building cost between
Indian-built and non-lndian built ships.

55. If an entirely self-contained condition is desired for India.
_ , . it would appear to be as necessary to be able

shipbuilders for the pur- lo hmld ships in India as it is for Indians to 
l>osc of creating a self- own ships. Shipowners, however, naturally 
contained Indian Merean- want to buy in the cheapest market, which 
iic^Iaiine. jg no^ ai present, but if protection is
granted to shipowners to enable them to create an Indian Mercantile 
Marine, it would seem to be desirable for shipbuilders to have 
protectim lo create their industry.

56. The methods proposed by witnesses to protect the ship: 
Methods proposed lo building industry are somewhat similar to

protect the shipbuilding those for shipping: — 
industry.

1. Loans by Government.
2. Bounty of 25 per cent, of the cost of the ship.
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3. Guaranteed dividends of the shipbuild:company by
the Government.

4. Shipyards to be laid ont 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 ot no use by itself. Sufficient and remunerative work 
m employ the capital continuously and 
successlullv 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 Governments and Port Trusts. If the above condition-
can bo guaranteed, cheap loans might be given to a shipbuilding 
company up io the extent of one-third of the total paid up capital.

No. 2. We failed to get the reasons for this form of bounty
... either as to quality or quantity. We could 

Gii.-tnutn n K..inli<s. HO 1.e|j.l])|e informalion as to the probable 
difference in cost between 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 he easy, but the difficulty could be overcome by the 
establishment of a competent authority. Tf 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 
Guaranteed dividends to economic production.

not recommended.

No. 4. By this method all the capital would have to be found 
by the Government, probably a crore per ship- 

laid'Xn'an^rnn by The Government would have to find
Government nd recom- work for the yard and show a profit on it 
mended. before the yard would be saleable. To con-
tinue to build for undetermined clients at prices in competition 
with the rest of the w’orld 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 
the loss to the Indian Mercantile Marine. For the purpose of

d 2
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developing an Indian Mercantile Marine the least costly way at 
present is to purchase the ships out of India. For the purpose of 
fully developing a shipbuilding industry in India, the existence of 
a large Indian Mercantile Marine must be assured and all ships of 
that mercantile marine must ultimately be built in India as well as 
all vessels built for the Government of India, the Provincial Govern-
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 14

• Appendix 1) dredgers. We attach as an Appendix* to 
this Report a statement which gives the 

details of all the vessels built for India from 1910 to March 1921.

The reservation of the coastiny trade to Indians on, say, JOO 
ships of 500,000 gross tons would necessitate the renewal of not 
less than five and not more than ten ships per year, that is, five for 
renewal and five for losses and obsolescence before being worn out. 
Assuming that they should all be built in India it would be necessary 
to have shipbuilding facilities capable of turning out ten ships in 

•a year but commercially efficient when producing only five. The 
six Government and Port Trust vessels and the 14 dredgers built 
since 1910, seven before March 1921 and seven since, gave an 
average, excluding the four years of the war, of, say, two ships 
or dredgers per year. Hence the required shipbuilding facilities 
per year would be a minimum of seven and a maximum of twelve.

57. There arc facilities in existence in Bombay and Calcutta for 
Indian slfipr-wiuTs repairs of ships, which have been developed 

Khi.uld have their <wn during the war, for which full employment 
repair shops which ecukl cannot HOW ])C foun(]. Some of these facili-
ty developed later into .
ellicient ►hipbuihling ties could be made use of for ship and engine 
yards. building though no one establishment is fully
equipped at present for completely building ships and engines of 
the kind mentioned in the preceding paragraph.

Any scheme of an Indian Mercantile Marine begun on the basis 
of reserving the coastal trade would necessitate repair shops at both 
Calcutta and Bombay. These shops might (a) be owned by 
shipping companies running the trade as the British India Steam 
Navigation Company do at present, or (t>) these companies might 
rely on privately owned repair shops to do their work. Practically 
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 they 
should be capable of efficiently building their own ships and engines. 
The shipowner would pay what bis ships cost him. If they cost 
more than what he could buy them for elsewhere, his freights
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would have to be increased to make the same profit or he would 
have to receive a bounty. This is based on the assumption that 
the shipowners could agree sufficiently among themselves to have 
a shipyard or shipyards common to all shipowners or that some of 
the existing lines were taken over by an Indian company or com-
panies together with their repair shops.

58. For some years to come it wotdd be necessary to obtain
(|ji expert assistance from non-Indians, who 

abroadCneee<sn-v'at first'.' mttst 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 firm or it might come from a firm 
of consulting Naval Architects and Engineers 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
sei forth above, we recommend that for the 

CoiiftrnciK n bniintii- present the most advantageous course to be 
adopted is to give construction bounties as 

indicated in paragraph 56. If a shipbuilding yard is projected by 
an Indian Company, the Government may aid that enterprise by 
(a) advancing a cheap loan to the extent of one-third of the paid 
up capital of that Company and assistance in acquiring suitable 
sites; lb) guaranteeing the giving of all Government and Port 
Trust work to this shipyard at a cost not unduly higher than the 
cheapest price which can be secured abroad for a similar class of 
work: and (c> legislating that, when such a suitable shipbuilding 
yard is completed and established, all ships seeking for a license on 
the coast should also be required to have been built in India. While 
agreeing with our recommendations, our colleague, the Hon’ble 
Mr. Lalubhai Samaldas, 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 
Po-.-ibilitie- <.f ii-.iin- developed and complex industry and among

ine suitable Indian-hip- many things is dependent upon the training 
Inuhliiig stall-. of shipbuilders. Jn Britain, even in the pre-
iron stage of shipbuilding, it had its school of Naval Architecture 
which provided for the scientific education of Naval Architects and 

Facilities in Great the technical education of the shipbuilding 
Britain tVr the scientific staff. When the era of iron ship-building
education nf Naval Ar- commenced, it was the scientific Naval
ehitects and the t.Architects of these schools who carried out ral educ:d inn m the ship- . .
buiklin1' U-ilT Uih enormous chaiK'o from wood to iron
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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 
Nrcc—itv forthe c-tab- iudustry as shipbuilding is to be established 

lidun.nt of a similar '<< this country, its start must be associated 
■■ducational sr-tciii in with an educational system such as exists m 

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.

G2. During the time between beginning the laying out of a 
, r ... shipyard and engine works and its being in 

iii’cring Collei’es in India lull swing trained Indian mechanical en- 
-lioiild receive additional gineers will have to be selected to receive a 
cour-cs in Naval Arcln- -further training in shipbuilding, and marine 
twuirc and he used lor . - ° . r . • . i
agisting in th,-building ^Rmeering, including both theoretical and 
of shipyards and after- practical instruction. These could be select- 
wards in building ships cd during the process of building the 
works, so many' each year. They wotdd 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 v could provide all (he 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 ]0 per 
vear. If these are sufficiently trained they will train the rank and 
file, and the industry will go on and grow naturally, so far as ] erson- 
ncl is concerned.
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CHAPTER V.

Royal Indian Marine.
G3. Clause (1) of our terms of reference invites us to state 

what measures can usefully be taken for the liberal recruitment 
Indians as Deck or Executive Officers in the Royal Indian 

Marine.
Gt. We arc given to understand that the Royal Indian Marin*' 

Service is about to be reorganised into .1 
Itv-oi-giuiiMition of the pm-ely combatant force or Indian Navy, 

into a purely' m’l.ata’i'it L'ntii the constitution of such a reorganised 
force or Indian Navy. service is definitely settled, it appears diffi-

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 it re- 

f rindianisiiion of Royal mains a Royal Indian Marine or becomes a 
Indian N\vv'■mn'itt'er'of Koval Indian Navy, is a matter of import-
importance.' ante and that the preliminary training shall

take place in the suggested Training ship for 
the Indian Mercantile Marine in special classes. This in our 
opinion is the most effective and economical course for the pre-
liminary training of such officers.

GG. It is the almost unanimous desire of all Indian witnesses 
that the creation of an Indian Navy capable 

Re-organisation of the of defending the coasts, harbours and coni- 
Royal Indian Marine lne,.cc of In(Ua sbould procced ]1:md in ]1and 

stronudv iw.mnnended. ’ "'ith the development of an Indian Mercan-
tile Marine, and we strongly recommend to 

Government that the re-organisation of the Royal Indian Marine 
into such a service shall be undertaken with the least possible 
delay.

EDWARD TIE ADI, AM, 
President.

T. RANGACIIARIAR.
J. II. BIDES. 
LALUBHAI SAMA EDAS. 
•A. IT. FROOM. 
JADU NATH ROY.

J. H. GREEN,
Secretary.

The 3rd March 1924
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MINUTE OF DISSENT.

I regret that I have been unable to agree with the conclusions 
arrived at by my colleagues as set forward in their recommenda-
tions in chapter III of this report.

Many witnesses who appeared before us stated emphatically 
that there were in this country large numbers of Indian lads of 
good education and of the right stamp who were desirous of follow-
ing the sea as a profession and who would cheerfully undergo the 
strict training necessary for them to become Officers and Engineers 
in the Mercantile Marine if the proper facilities were offered them. 
Other witnesses expressed their doubts as to this but it appeared 
to the Committee that it would be only fair to offer Indian lads 
an opportunity of training, such as is done in other countries, and 
that this could be the only real test as to whether the demand for a 
sea-going life is a real one.

Chapter II of this report deals with a scheme for training and I 
am in general agreement with the views of my colleagues as ex-
pressed therein.

I have referred to this question of training as in my opinion the 
whole crux of our enquiry rests on the creation, if found practicable 
to do so, of efficient and trustworthy Indian Officers and Engineers. 
I cannot agree that ships owned by Indians and managed by 
Indians could rightly bo described as belonging to an Indian Mer-
cantile Marine so long as they were officered in both the Deck and 
Engine-room departments by other than Indians. It appears to-
me, therefore, to be entirely incorrect to put forward any scheme 
for establishing a so-called Indian Mercantile Marine until the 
first test has been made of ascertaining whether in the future it will 
be possible to man ships from the highest grade to the lowest with 
Indians entirely. Indian Crews have already proved themselves 
and it remains for Indian Officers and Engineers to do likewise.

Coming to chapter III, I will first examine the licensing scheme 
put forward in the report anil I will state at the outset that I am 
strongly against Government control in any shape or form in con-
nection with trade or Mercantile enterprises and more especially 
with shipping; the licensing system recommended at once means 
Government control in some form or other. I do not pro-
pose to argue here whether or no it is possible to en-
courage an Inland Industry by protection but the bolster-
ing up of any Mercantile Marine by artificial means is un-
sound. There should be complete freedom on the seas; any 
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restriction in the Coastal trade of India in the shape of reservation 
for Indian owned ships or by any other means would surely result 
in an inefficient service accompanied as a corollary with high 
freights, due to a lack of incentive occasioned by the absence of 
any fear of competition.

Several witnesses in their examination before us quoted the 
British Mercantile Marine as an example of the beneficial effects 
to be obtained from legislative reservation and made teference to 
the old Navigation Act of 1651. It is well known, however, that 
these Navigation Laws were repealed tn 185-1 and it cannot be con-
tended that the British Mercantile Marine experienced anything 
but the greatest benefit by the repeal of the Laws since the pros-
perity of British Shipping increased rapidly from the date of the 
removal of the Act from the Statute Book. An interesting his-
torical survey on flag discrimination was drawn up a short while 
back by the Sea Transport Committee of the International Cham-
ber of Commerce with a view to assist the deliberations of the 
Second General Conference on Communications and Transit which 
assembled at Geneva on the 15th November last under the auspices 
of the League of Nations. I attach an extract from this survey 
which I think will be found interesting; it will be seen that far 
from flourishing under the Navigation Laws the British Mercantile 
Marine was in danger of imminent decay due to the restrictiqns 
imposed by them.

Condition / of the licensing scheme provides that those ships 
at present trading on the Coast and flying the British flag shall be 
entitled to a license to continue their trade so long as they comply 
with certain regulations as to carrying Indian apprentices and to 
employing a certain percentage of Indian Officers and Engineers as 
they become competent. Taken by itself this condition might not 
appear to be objectionable, but

Condition ;? prevents the existing British-owned Companies 
from renewing their coastal fleet as their ships reach the age limit 
and in ell’ect provides for the ultimate elimination of all British- 
owned (as distinct from Indian-owned) shipping on the Coast of 
India.

That this would prove beneficial to the Coastal Trade of India 
or have anything but a detrimental effect on the country’s trade 
as a whole [ cannot conceive. Several witnesses admitted that any 
scheme to reserve the coastal trade exclusively for Indian-owned 
ships might not confer any benefits upon shippers or prove of 
advantage to the trade, but at the same time they pressed for the 
establishment of an assisted Coastal Indian Mercantile Marine 
in order to satisfy the aspiration of those demanding an 
Indian Mercantile Nfariin-. They added that India would gladly 
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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 tiny 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 tiny recommendation which would uncompromisingly 
squeeze out the efficient and well-proved service of the exist-
ing Shipping Lines on lhe Coast in order to introduce some other 
service tiie efficiency of which is at least problematical. I agree 
with those witnesses who have claimed that the existing British 
Companies on lhe coast have built up lhe 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 
order io oust them now can only be regarded as an unreasonable 
proposal, apart altogether from the detrimental effects which would 
lie experienced by the trade which they have fostered, encouraged 
and brought into the prominent position which it holds to-day.

No one refutes the right of India, or of any ol the Dominions, 
to have a Mercantile Marine of their own but to seek to establish 
these by domestic legislation against the shipping of any other part 
of the llritish 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 
against such domestic legislation.

This Act is referred to in Chapter III 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 
7.3G (b) cf 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 is enquiring into 
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the whole matter at the present time. One witness who had been 
in Australia informed ns that the trade had suffered under the 
imposed restrictions.

1 am rather surprised at Australia being held up as an example 
by several witnesses to be followed by India, seeing that if many 
of the Shipping .Lines who ttade with Australia had thought fit to 
comply with the regulations it would have entailed the dismissal 
of many thousands of Indians who would have been thrown out of 
employment—I am referring io Indian Deck and Engine-room 
Crews.

The question of bounties to aid the development of an Indian 
Mercantile Marine has not been discussed by the Committee at any 
length and they have not been recommended by my colleagues 
except as a possible alternative in the event of the licensing scheme 
not being found practicable or in conformity with the British 
Merchant Shipping Act. It was recognised by all witnesses that 
bounties would entail a heavy expense on the Government of 
India and some witnesses further held the opinion that bounties 
merely represented the difference between efficiency and inefficiency. 
I am in agreement with both these views.

Conditions :J, o <t (i.—I do not propose to discuss these three 
conditions which would appear to be necessary attachments 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 
Debates, etc., which have been widely discussed in most countries 
throughout the world and have recently been the subject of an 
examination by an Imperial Shipping Committee in England com-
posed of the greatest experts, seems to me to be investing one 
particular body with powers which are not held by any authority 
within the British Empire.

I now come to the suggestion that the Government of India 
should. I.y means of a loan, arrange to purchase one of the existing 
British Lines operating on the Coast as a going concern and to 
appoint Dirc'-'ors to control it, the majority of whom should be 
Indians It is not suggested, however, that there should be a com-
pulsory sale of one of the British Lincs but the effect of the purchase, 
even if such were possible, wotdd be to establish a State-owned Line 
which has been tried in many other countries usually as an after-
math of the War, and in no instance has the experiment proved a 
success. With the examples before us I cannot support atty recom-
mendation that the Government of India should adopt the proposal. 
There is no reason to suppose that the Government of this country 
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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.

In chapter III of the report a reference is aptly made to the 
study of shipbuilding in India as set forward in chapter IV. If 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 Government embarking 
on a costly and unremunerative scheme. The recommendations 
of the Committee in chapter IV will require the most careful consi-
deration from the financial aspect.

The principles enunciated by my colleagues in the first part of 
the paragraph in chapter III dealing with Mail Subsidies appear 
to me to be sound and 1 concur in them. I 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 Government, as represented by the Postmaster 
General, 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 General’s views are'undoubtedly sound 
as 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. I cannot agree, 
therefore, with the recommendation that a stipulation should be 
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 report 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. It cannot , however, be argued that this is any-
thing but usual in the ordinary course of business or that one parti-
cular trade should be singled out for Government intervention.. 
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There is no question of the defensive action of the existing Com-
panies 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 terms of reference to our Committee were “ to consider 
what measures can usefully be taken for etc., etc.,” The word 

usefully ” formed the subject of considerable discussion among 
the Committee and is dealt with by my colleagues in the opening 
paragraph of Chapter III. My interpretation of the word was that 
the Committee 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 considered by them necessary to put forward 
some scheme which might have the effect of starting an Indian 
Mercantile Marine through some agency other than that of the 
natural course of commercial enterprise. Having this object in 
view the licensing scheme detailed in Chapter III, with which I am 
r.ot in agreement, was evolved.

To sum up :—While I am in favour of affording suitable Indian 
lads an opportunity of adopting the profession of the sea as Officers 
and Engineets and concur generally with the recommendations put 
forward in Chapter II of this report, I cannot agree with the scheme 
submitted in Chapter HI. My objections to the scheme have been 
given in detail and I only wish now to reiterate my opinion that the 
further establishment 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.
Delh i ;

The -Mi March
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Appendix to Minute of Dissent.

Extract, jrom a Historical Survey on Flay 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. ,\ 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 tliat its etliciemy bad greatly 
declined so that British shipowners feared free trade because they 
knew that successfid competition on equal terms with foreign ships 
was impossible ”. It was suggested that this degradation was 
largely due to the removal by the Navigation Laws of the incentive 
ptovided 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 ruined 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 oT 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 under a policv of flag disci iniina- 
tlon- There is a large volume of evidence to show that under the 
Navigation Laws British Shipping suffered, and its growth was 
hindered. It carried, it is true, most of the trade of tlie 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 seivice, and breeds inefficiency. Once the drastic step had been 
taken of throwing open all the ports of the British Empire Io the 
shipping of the world, the British Mercantile Marine entered upon 
a period of growth and prosperity which it had never experienced 
before.
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APPENDIX A.

Instructions to persons invited to give evidence before the 
Indian Mercantile Marine Committee.

The " terms of reference ” to the Committee are stated in the
■ X<e repii-lncc.1 attached memorandum’. The following ques-

tions are designed to cover the whole field of the 
enquiry, so far as it can be outlined at this stage. It is not, therefore, 
expected that each witness should necessarily answer all the quest ions 
put. It is particularly requested, however, that categorical replies 
should be given to each question which a witness may find himself in 
a position to answer and that no attempt should be made to reply to 
the Questionnaire as a whole in the form of a general memorandum. 
If a witness wishes to give his views on any points relevant to the 
enquiry, which have not been included in the Questionnaire, it would 
be convenient that such points should be dealt with in a supplementary 

+ See Evidence Vol- statement. Appendix C. t contains a brief 
umcH. account of the different forms of State Aid or
protection given in various countries for the development of a national 
mercantile marine which, it is hoped, will serve as a useful guide to 
witnesses as to the particular lines on which their views and sugges-
tions arc required. The special attention of shipbuilding and engineer 
ing firms is drawn to the separate list of questions on the subject of 
shipbuilding and engineering which forms an enclosure to the Ques-
tionnaire.

2. The Committee is inviting directly or through Local Governments 
various associations and individuals to forward in writing their replies 
to the Questionnaire. The Committee will also be glad to receive 
replies from any Associations or individuals not so invited, who may 
wish to represent their views. Copies of the Questionnaire can be 
obtained on application to the Secretary, Indian Mercantile Marine 
Committee. Royal Indian Marine Dockyard. Bombay, or to the Secre-
tary in the Marine Department of the Governments of Bombay, Bengal 
and Madras and the Secretary in the Commerce Department of the 
Government of Burma.

3. The early receipt of written replies to the questions will greatly 
facilitate the work of the Committee. After perusal of the replies the 
Committee will select the witnesses for oral examination. To give 
adequate time for this it is requested that replies may be despatched 
to the Secretary with the least possible delay.

QUESTIONNAIRE.

Deve lop men t  of  Shi ppin g Ind us tr ie s .

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

2. If you consider the situation unsatisfactory, what, in your 
opinion, are the conditions in India at present which militate against 
the development of shipping enterprises by the people of this country 1
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3. Can you suggest any measures to remove or mitigate existing 
difficulties or disabilities, without having recourse to State aid, and 
to encourage the people of this country to embark on shipping enter-
prises J

4. Are you of opinion that State aid is necessary or desirable to 
promote the satisfactory development of shipping industries by the 
people of this country 1

5. If you consider State aid necessary or desirable, what method 
or methods do you advocate ?

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 so, what should the legislative measures be 1

Do you favour the grant of navigation bounties to vessels owned 
by the people of this country and on the Indian register and trading
(a) between Indian ports (b) between India and ports abroad and (c) 
between ports outside India 1

8. Would you, in the case of vessels owned by the people of this 
country and registered in India, restrict the grant of navigation bounties 
to specified routes and, if so, to what routes and state your reasons for 
selecting the particular routes you suggest ?

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

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

11. Would you recommend any additional percentage of increased 
bounty for extra speed over and above the minimum average speed 
at sea advocated by you and, if so, what percentage on vessels engaged 
in trading as indicated in question No. 7 («), (f>) and (c) 1

12. Do you advocate that provision should be made for the gradual 
reduction of the bounty after a specified term of years 1 If so, what, 
percentage of reduction would you suggest and after how many years 
for vessels engaged in trading ns indicated in question No 7 
(a), (b) and (c) ?

13. Would you advocate that Navigation bounties should not be 
paid to vessels built outside of India unless they have been on the 
Indian register for a specified period of years and, if so, for what 
period 1

14. Do you advocate that Navigation bounties should cease altoge-
ther after a specified period of years in respect of vessels built outside 
of India, and if so, after what period?

15. Would you advocate that all vessels receiving a Navigation 
bounty must take on board a certain number of Indian apprentices f< i 
purposes of training ?

1C. Would you exclude the employment of (a) non-British subjects 
and (6) 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 ?
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17. Would you advocate the cessation of Navigation bounties in 
the case of vessels being sold, chartered or mortgaged to non Indians 1

.18. Under the provisions of the Indian Coasting Trade Act V of 
1850, the coasting trade of India is open to all comers. Are you in 
favour of this policy or do you recommend any reservation of lhe Indian 
coasting trade for the development of an Indian Mercantile Marine, 
and, if so, what ?

19. What, in your opinion, would be the effect of any policy of 
reservation on the Indian coastal trade !

20. If you advocate the reservation of the Indian coastal trade 
would you impose a condition that such ships should give facilities 
for training Indian apprentices ?

21. What size and description of vessels, in your opinion, arc most 
likely to be required for an Indian Mercantile Marine !

Develop men t  of  Shi pb ui ldi ng  an d Mar ine  Engi ne  Cons tr uc tio n .

22. Do you consider that vessels required for the Indian Mere-in- 
tile Marine should be built entirely in private shipyards, or do you 
recommend the establishment or development of Government dock-
yards for this purpose .'

23. What is your opinion regarding the present condition of the 
Shipbuilding and Marine Engine construction industry in India

2<1. If you consider the situation unsatisfactory, what, in your 
opinion, are the conditions in India at present which militate against 
the development of such industries by the people of this country !

25. Can you suggest any measures to remove or mitigate existing 
difficulties, or disabilities, without having recourse to State aid. and to 
encourage the people of this country to embark on such industries !

26. Arc you of opinion that State aid is necessary or desirable to 
promote the satisfactory development of those industries by the people 
of this country I

27. If you consider State aid necessary or desirable, what method 
or methods do you advocate ?

28. Do you advocate any legislative measures for the purpose 
of the satisfactory development of these industries by the people of 
this country and, if so, what should the legislative measures be '

29. Arc you in favour of the grant of construction bounties to 
vessels built in Indian shipyards?

30. Do you advocate that construction bounties should be con-
fined to vessels built of steel only ! If so, what, in your opinion, 
should be the minimum gross registered tonnage of vessels built in 
Indian shipyards, which can be considered eligible for a construction 
bounty ?

31. If you advocate the grant of construction bounties, what rate 
per ton of gross registered tonnage do you recommend should he given 
for the hull alone !

32. If propelling machinery also is built in India, would you advo 
eate a bounty per actual horse power being paid to the propelling 
machinery builder 1

E
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33. In the case of vessels which are to receive shipbuilding bounties,, 
do you advocate that no materials made outside of India should be 
used for the construction of the hull and propelling machinery or 
would you advocate any exceptions such as: —

(i) Stem, stern post, rudder and rudder tiller, rudder post, 
quadrant, and 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 Hanged boiler furnaces.

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

(vii) Patented articles or articles of new design made abroad, 
(viii) Windlasses, cargo winches, steering engines and gear, 

anchors and chains, wire ropes, hand bilge pumps, fire 
pumps, cabin ports, electric apparatus, steam and electric-
pumps, and ash ejectors.

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

34. If you advocate any exceptions as suggested above, do you 
recommend the grant of any customs concessions, and, if so, what?

35. What measures do you suggest to prevent the abuse of these 
concessions ?

ENCOURAGEMENT OF THE CONSTRUCTION 01 WOODEN SHIPS.

36. What is your opinion regarding the present condition of the 
Wooden Shipbuilding industry in India '

37. If you consider the situation unsatisfactory, what, in your 
opinion, arc the conditions in India at present which militate against 
the further development of such industry by the people of this country

3S. Can you suggest any measures to remove or mitigate existing 
difficulties or disabilities, without having recourse to State aid, and to 
encourage the people of this country to further develop such industry

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

40. If you consider State aid necessary or desirable, what method 
or methods do you advocate ?

41. Do you advocate any legislative measures for the purpose o> 
the further development of this industry by the people of this country 
and, if so, what should the legislative measures be '

42. Arc you in favour of the grant of construction bounties to 
wooden ships built in Indian shipyards ?

43. Is any difficulty experienced in effecting the insurance of 
Indian built wooden ships and, if so, what remedial measures do you 
recommend ?
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Off ic er s fo r  the  Ind ia n  Merc an tile  Mar in e .

44. Do you consider that any considerable number of the youths of 
this country arc likely to be desirous of following the sea in the 
capacity of Officers in the Mercantile Marine ?

45. If so, should Government take any active steps to provide for- -
(а) their training,
(б) 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 India ?

46. Do you advise that cadets for training should proceed direct to 
Preliminary training sea as apprentices or should they undergo a prcli-

tin cadets. minary course of instruction in a training ship er
training establishment on shore 1

47. If you are in favour of preliminary training in a training ship 
or establishment, do you advise that this should be carried out in 
India, and if so do you recommend that the training ship or establish 
inent should be provided or supported by Government ’

48. If some cadets are also trained in England, do you consider that 
they should be expected to pay the full fees for such training, or d<> 
you advise that Government should assist by establishing a system of 
scholarships for the purpose > If the latter, please give your views 
regarding the form which these scholarships should take !

49. If the training ship or establishment should be in India, should 
there be one or more, and do you recommend that the maintenance 
charges of such institutions should be met Avholly or partially by the 
levy of fees ? If not wholly, by what means do you suggest that the 
maintenance charges should be met ?

50. Do you advocate the establishment of a training ship or nautical 
college on shore '

51. Do you advocate that after undergoing their preliminary train- 
Fnrthcr training :m ing, the boys should serve a period of appren

apprentices to the ho :i . ticcship in steamers of the Mercant ile Marine or 
in a sea-going training ship ?

52. If the former, do you consider that shipowners arc likely to 
accept apprentices for training, and if not, do you know what-their 
principal objections arc to doing so ? Can you suggest any measures to 
overcome such objections and to encourage shipowners to accept appren 
ticcs .'

53. If the apprentices are required to pay a premium for their 
apprenticeship, should Government pay the whole, or any portion of 
it .'

51. If you recommend the provision of a sea going training ship 
for apprentices, do you consider that this should be supplied and 
maintained by Government, or arc you of opinion that it could be 
maintained entirely or partially by premiums and by carrying freight 
or Government stores ’

E 2
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55. Do yov consider that apprentices in a sea-going training ship 
.should be given free food, and any uniform or clothing allowance during 
apprenticeship !

56. Have you any views as to the curriculum of study during the 
period of training as a cadet and as an apprentice ?

57. Do you consider that any sort of Nautical Academy or 
Academies should be established for the purpose of enabling Indian 
Mercantile Marine Officers, who have completed their apprenticeship, 
to undertake special studies before appearing for their Board of Trade 
Certificate for Mates and Masters, on the lines that now obtain in the 
United Kingdom?

58. If so, how many academics do you 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 maintained wholly or partially by Government

Engi neers  fo r  the  Indi an  Merc anti le  Mar in e .

59. Do you consider that any considerable number of the youths of 
this country arc likely to be desirous of following the sea in the capa-
city of Engineers in the Mercantile Marine ?

GO. If so, should Government take any active steps to provide for— 
(«) their training,
(b) future employment, and
(c) facilities for further study when qualifying for Board of

Trade Certificates in the various grades or would you leaxe 
these to private enterprise in India 1

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

G2. Do you consider that the present Engineering and Shipbuilding 
firms in India can give sufficient practical training to apprentices t~ 
enable them to become efficient Marine Engineers ?

63. Arc there any schools, colleges or institutes in the ports of 
India where sufficient theoretical knowledge can be obtained by appren-
tices to enable them to become efficient Marine Engineers, and if sc, 
are the numbers sufficient ?

Rec r ui tmen t  of  Ind ia ns  as  Exec uti ve  Offi ce rs  and  Eng in eers  
in  the  Royal  Ind ia n  Mar in e .

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

Under the rules, as they stand at present, the limits of age for 
„ appointment to the junior executive rank of the
Executive Omeers. Boyal ln(li.vn Marine, viz., Sub-Lieutenant, arc 17

and 22 years. A Board of Trade Certificate (Second Mate) is not 
obligatory, but in lieu thereof a candidate must produce evidence of 
four years’ service at sea, or a course in a training ship with subsequent, 
service at sea amounting to four years in all. Candidates must have 
had sea service outside the Indian Ocean. Preference is ordinal i>y 
given to candidates trained on His Majesty’s School Ships “ Conway ” 
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or “ Worcester ” or at the Pangbournc Nautical College. If a candidate- 
is without a Board of Trade certificate, he is appointed on probation 
as a midshipman for 18 months in the first instance, during which period 
he is required to qualify for promotion to the rank of sub-lieutenant. 
The candidates are selected by a Selection Board appointed by the 
Secretary of State for India.

The Government of India are now considering proposals for obtain-
ing candidates for the Royal Indian Marine direct from the training ship 
in future, instead of from the Mercantile Marine Service, and for coin 
pleting their training in India.

The '‘Worcester” is at present the only training establishment which 
is prepared to take youths from this country and that only to a limited 
extent. They would have to join at the age of fourteen.

The Royal Indian Marine being a small service the average entry 
in each year is only about four.

6-1. Do you consider the present arrangement adequate or would 
you recommend some other scheme, such as the establishment of a 
training ship in India for the Royal Indian Marine or a combined 
training ship for the Royal Indian Marine and proposed Indian Mer 
cantile Marine ? Please state your views.

The qualifications for these appointments arc five years service as. 
En-incc-r Officers. an apprentice in a recognised Engineering firm or 

° Government Dockyard.
At present there are no Engineering firms or Government Dock-

yards which can give the necessary training in Marine Engineering ns 
no construction work of sufficient size is undertaken.

It will be necessary, therefore, until a shipbuilding industry is 
instituted in India or the Royal Indian Marine Dockyard is largely 
developed, that candidates for Commissions in the Engineering brane), 
of the Royal Indian Marine must be trained in Great Britain.

65. Under these circumstances, do you consider that the Govern 
ment should give any facilities to enable suitable candidates to serve 
their apprenticeship ?

General .

It has always been an accepted principle that so far as Maritime 
...... ,■ Services arc concernedj the course of the post

os a Kiineu louH. should follow as far as possible the course of trade.
Consequently to secure the maximum economy in carrying mails, 
steamer services already in existence have been utilised for the purpose. 
Subsidies are fixed by negotiation or tender based on the regularity 
and speed of the services and the number of miles combined with the 
speed has been the determining factor in fixing the rate.

66. Do you accept the above or have you any other views as to 
how these mail contracts should be arranged ?

67. What other conditions, if any, do you consider it necessary or 
advisable to introduce in mail contracts in the future and with what 
object ?

68. What considerations, if any, do you wish to urge in order to 
give all steamship companies in India an equal chance of competing 
for mail contracts ?
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69. Do you advocate any methods of indirect aid to promote the 
Indirect Aid establishment of an Indian Mercantile Marine'?

If so, what arc they 1
70. If you have advocated direct or indirect .State Aid or assist-

Financc 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 tbo purpose of questions Nos. 1 to 35 11 Vessels ’’ should be deemed to mean “ self- 
propelled vessels ” unless where otherwise expressly stated.

•' Actual horse power *’ should be deemed to mean “ indicated horse power ’’ except iu 
the case of turbine engines. In the latter case it should be " shaft horse power ” plus 10 
p. r cent.

The words “ lionnty ” and “ subsidy " have been used iu the questionnaire with a 
strict regard to the litoral meaning of these terms. Thus “ bounty should be under-
stood to mean a free gift of money by the State for the encouragement of the shipping 
or shipbuilding industry, and “ subsidy ” a payment made by Government for the perform-
ance of a specific service such ns the conveyance of mails.

SHIPBUILDING AND ENGINEERING.

1. What kind of ships or vessels do you build, wood or steel, or 
both !

2. What is the largest wood ship you have built ?
3. What is the largest steel vessel you have built ’
<1. Do you build engines ’
5. What is the largest engine you have built for a vessel ? Give 

the dimensions and power.
G. Do you build boilers 1
7. What arc 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 i>< r annum stated above ?

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 tonnage 
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 
491,258 tons gross in 190G, and that it increased to 841,931 tons in 1914,
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showing an average increase of 43,834 tons per annum for the eight 
years. Suppose that the shipbuilders of India had to construct a mer-
cantile marine at this rate, what amount of tonnage per annum would 
you be prepared to construct 1

17. Where do you recommend the placing of a shipyard or ship 
yards assuming that measures were taken “ for the encouragement of 
shipbuilding and of the growth of an Indian Mercantile Marine by a 
system of bounties or other measures ’’ !

IS. Can you give the Committee the approximate relative cost of 
vessels and machinery built in India as compared with other countries 1

19. If so, will you state the relative rates paid per hour of the rela-
tive trades, and the relative amount of work produced per hour in the 
various countries including India ?

20. Can you give the relative cost in the various countries, of the 
principal kinds of material that go to make a vessel and her machi-
nery 1

21. Will you give the average and maximum number of men you 
have employed—

(1) before 1914,
(2) between 1914 and end of 1918,
(3) since the beginning of 1919,

giving them under the various headings of staff (in detail), and of 
their respective trades .’

22. Will you furnish statements as to the number and scope of the 
machines that you have in your works and supply plans of your ship 
yards, if you have any ?

23. If you have any plans of proposed new shipyards in India, wili 
you supply them ?
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APPENDIX B.
List showing the number of written statements submitted to the 

Indian Mercantile Marine Committee.

Name of Place. Name <f the

Bombay . 1. Commander II. Morland, 1LI.M.. Olliviatinix Port Oilicer,
Bombay.

2. A. 31. Green, E-q.. M.A.. I.C.S.. Collector of Customs,
Bombay.

3. Engineer Lt. Commander E. S. Borner. B.I.M., Principal
Engineer and Ship Surveyor to the Government of 
Bombay.

4. Alanine haijda* Ramji, Esq., J.P., Malabar Hill,
Bombay.

5. Sir Mohamed Yusuf, Kt., Sumander Mahel, Bombay.

G. Hiralal Dayabhai Nanavati, Esq., Solicitor. SO, Esplanade* 
Itoad, Bombay.

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

8. B. F. Madmi. Esq.. Care-of IL D. Tata and Coy., Ltd..
Navsari Buildings, Bombay.

9. The Indian Merchants' Chamber, Bombay.

10. Capt. II. F. Darvell, Acting Shipping Master, Bombay.

11. L. W. 11. Young, Esq., General Manager, Bombay Steam
Navigation Company, Limited, Bombay.

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

13. F. E Hardcastle. Esq.. J.P. and llony. Prcsy. Magis-
trate, Marino Su rveyor, Bombay.

14. Bombay Port Trust, Bombay.
' 15. Messrs. MacKinnon Mackenzie and Coy., Ltd,, Bombay.

| 1G. Messrs. Killick Nixon and Coy., Ltd., Bombay.

17. Air. .Jivandas Pitamber of Messrs. Pitamber A Co., 
I Bombay.

15. Messrs. Ericson and Richards, Bombay.

19. The Bombay Native Piece Goods Merchants’ Association.
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List showing the number of written statements submitted to the 
Indian Mercantile Marine Committee—contd.

Name of Place. Name of the witness.

Bombay —contd. . 20. The Grain Merchants' Association, Bombay.

21. Messrs. Turner Morrison A Co., Ltd., Bombay.

22. The Chamber of Commerce, Bombay.

23 The State Vasil, Porbandar State.

24. The Millowners’ Association, Bombay.

25. The Ahmedabad Millowners' Association, Ahmedabad*

23. The Dcwan of the Baroda State.

27. F.C. Anncsley. Esq., Care of Messrs. Killic'c Nixon & Co., 
Bombay.

2S. The State Vakil. Junagadh State, Rajkot.

29. A. J. Turner, E<q„ J.P., B. Sc. (London), F.I.C.,.
Principal and Secretary.. Victoria Jubilee Technical 
Institute, Matunga, Bombay.

30. Professor K. T. Shah, B.A., B.Sc., (Economics, London},
Bar.-at-law. University Professor of Economics, Uni-
versity of Bombay.

31. Bombay Rice Merchants' Association, Bombay.

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

33. Passenger and Traffic Relief Association, Bombay.

34. E. P. Newnham, Esq., C.I.E., Chief Constructor, R. I.
M. Dockyard, Bombay.

35. The Tukoji Powar Steam Navigation Company, Ltd.,
Bombay.

3G. Mr, Pruthulal llarilal Vasavada, B.A., LL.M., Ad-
vocate, Bombay.

37. M. B. Sant, Esq., Ex-A>*t. Seey.. Indian Industrial 
Conference, Sangamner i Bombay Presidency}.

Sind . 38. Capt. H. M. Salmond. C.I.E., R.I.M., Port Officer,
Ka rachi.

' I 39. Engr. Lt. Commdr. J. S. Page, R. I. 31., Engineer and
| Ship Surveyor, Karachi.
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"List showing the number of written statements submitted to the 
Indian Mercantile Marine Committee—contd.

Name of Place. Name of the witness.

Sind—contd, . 40. The Port Trust. Karachi.

41. Messrs. Mackinnon .Mackenzie and Coy., Karachi.

42. IT. H. Hood, Esq., Chief Collector of Customs, Karachi.

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

44. The Buyers and Ship]>?rs Chamber, Karachi.

45. The Karachi Indian .Merchants’ Association, Karachi.

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

47. The llcdjaz Steam Navigation Coy., Ltd., Karachi.

4S. Sir Montagu Webb, Kt., C.I.E., C.B.E., General 
Manager, Forbes, Forbes, Campbell and Coy., Ltd., 

• Karachi.

Bengal . 49. I). Addy, Esq., 13 Chetla Road, Alipore, Calcutta.

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

51. Eng. Commdr. W. II. Waters, R. I. M., Principal
Engineer and Ship Surveyor to the Government of 
Bengal, Calcutta.

52. S. K. Roy, Esq., of .Messrs. .J. C. B. K. Roy and Coy.,
Chittagong.

53. Central National Muhammedan Association, Calcutta.

54. The Commissioners for the Port of Chittagong.

55. Messrs. Mackinnon .Mackenzie and Coy., Calcutta.

56. The Marwari Association, Calcutta.

57. The Port Officer, Chittagong.

58. Messrs. Anderson Wright and Coy., Calcutta.

59. East Bengal Engineering Works, Cossipore.

60. Messrs. Bando and Coy., Calcutta.

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

Name of Place. Name of the witness.

Bengal—f'ontd. . 62. Bengal National Chamber of Commerce. Calcutta.

63. British Indian Association. Calcutta.

6-1. Engr. Lt. Commdr. James Beggs, R.I.M., Engr. A Ship 
Surveyor, Chittagong.

65. Indian Association, Calcutta.

66. Marwari Chamber of Commerce, Calcutta.

67. Indian Mining Federation, Calcutta.

6S. David S. Erulkar, Esq., B.A. (Cantab.) Bar.-at-law, 
Manager, Scindia Steam Navigation Coy., Ltd, Cal-
cutta.

69. Indian Engineering Association, Calcutta.

70. R. K. Bomanji, Esq., Calcutta.

71. Bengal Chamber of Commerce, Calcutta.

72. Babu Nil Krishna Roy, Calcutta.

73. R. C. Doogar, Esq., of Messrs. Madhulal Doogar and
Coy.. Calcutta.

74. I- R. Roy. E<q.. Calcutta.

75. Indian Seamen’s Union, Calcutta.

76. Dr. P. C. Ray, Director, Bangiya Inland Steam Navi-
gation Cmnjjany, Ltd., Calcutta.

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

78. British Indian People.'*’ Association, Calcutta.

Burma . 79. G. S Hardy, Esq, I.C.S, Chief Collector of Customs,
Rangoon.

SO. Capt A. St. C. Bowden. 1LI..M., PrincijKil Port Officer, 
Burma,* Rangoon.

81. Messrs. A. V. Joseph and Coy., Rangoon.

82. The Burma Chamber of Commerce. Rangoon.
i
: 83. The Rangoon Import Ass<<iation.
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List showing the number of written statements submitted to the 
Indian Mercantile Marine Committee—contd.

Name of Place. Name of the witness.

Burma— contd. 84. The Commissioners fnr the Port of Rangoon.

S3. The Rangoon Trades’ Association.

8G. Messrs. Bulloch Brothers A Coy., Ltd.. Rangoon.

87. Lt. Commdr. W. G. Horley, R.I.M, Principal Engineer
and Shi]) Surveyor to the Government of Burma, 
Rangoon.

88. S. N. Haji, E<q.. Manager. Svindia Steam Navigation
Coy.. Rangoon.

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

90 The BurmeBe Clumber of Commerce, Rangoon.

91. The Burma Hardware Merchants’ Association, Rangoon.

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

93. Commander R. Severs, R.D.. R.N.R., Port Officer,
Cuddalorc.

94. ('hairman, Port Trust, Madras.

95. M. R. Uy., Rao Bahadur, V. Govindnn, Avh, B.A.,
F.Z.S., Assistant Director of Fisheries, Calicut.

95. Lt. Comdr. F. II. Cooke. R.N.R. (Retd.l, Port Officer, 
Calicut.

97. Lt. Commdr. L. L. Scott, R.N.R. (Rcldj, Port Officer,
Painban.

98. Sir Ahmed Thamby Maricair, Kt., Negapatam.

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

100. Messrs Binny and Coy., Madras.

101 W. L. Kelly, Esq., Port Oilicer, Vizagapatani.

102. W. .1. Swan. Esq , Port Officer, Negapatam.

103. J. Heard White, Esq., Port Oilicer, Tuticorin.

104. The Cuddalorc Landing and Shipping Fees Committee.

<>3. A. V. Narayanswamy Naidu, Esq., Vizagapatani.



61

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

Name of Place. Name of the witness

Madras—contd. 105. L. B. Clarke. Esq., Port Officer, Cfchin.

107. Cochin Landing and Shipping Diu*s Ccmmitbv.

JOS. H. F. Ileycock, Esq., Port Officer, Mangalore.

169. Rao Sahih Presingn Venkata Rangnyya, Masnlipatam.

110. Commdr. E. II. DaugliUi, R.I.M., Surveyor in Charge, 
Marine Survey Office, Cocnoor.

111. S. I). Krishna Iyengar, Esq., B.A., ILL., Madnr.t.

112. The Chamber of Commerce, Madras.

113. Madras Piece Goods Merchants' Association, Madra*.

III. The Calient Chamber of Ct nnnvrcc. Calicut.

JI 5. The Diwan of Travaneore.

1]6. The Chief Engineer, Travaneore.

117. The Principal Port Officer, Travaneore.

LIS. The Presidency Port Ollieer, Madras.

119. S. Rnjagoqtalachnri, Esq., B.A., Joint Secretary :<• the 
Naticnal Fund and Industrial Asstciation. Madras.

120. A. Subbnravudu, Esq., the Southern India Cl.an.bvr • f 
Commerce, Madras.

■General 121. II. A. Sams, Esm, C.I.E.. I.C.S.. Offg. Din-cvr i:v.l
of Po>ls and Telegraphs.

122. John Cat to, Esq., Con-ulting Engineer .in*; M 
Surveyor.

123. The Mysore Chamber of Commerce. Eangahre.

United Provinces . 12k The United Province* Chamber < f C.-i;:i::erc.>. t' .v.: -....

Punjab 125. Or. 11. 1!. Dewan, Lahore.

126. The Punjab Trades’Afsoei.itu n. Sin'a.

127. The DeUli Piece Gouls A- eiati.Ib'l.i.

Aimer-Merwara . 12S. IlaiSaheb M.in-bi Chindiika P:...y:. II.’... A---. 
Traffic Sii^’i'intendcnt. L. L. At. 1. L"v* •? • A”

I
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List of Witnesses Orally Examined by the Indian Mercantile- 
Marine Committee. ■

! Name of the firm, Association 

Name of place. Name of the witness. or Chamber which he
| represented,

Bombay . 1. Capl. II. Morland, Il I.M., Port.
Officer, Bombay.

2. Engr. Lt. Cornu.dr. I' S. Borner,
Princi]>al Engineer 

and .Ship Surveyor, Bombay. j
3. Manmohaiidas Kamji, Esq., .J. P. j

’ 1. Manmoliandas Rainji, E-q., J. P. Bombay Nathu Piece Goods
i Merchant’'* Association.

I 5. Jliralal Dayabhai Xannvati, Esq., 
Solicitor. Bombay.

G. B. F. Madon^Esq. . j
7. Capl. II. Pmcoii, F.R.G.S., Mono* j 

vary Secretary, Mercantile , 
Marine Association of Liverjtool 
in Bombay.

<S. L. W. II. Young, Esq. . Bombay Steam Navigation Com-
pany.

9. L. W. II. Young, Esq. . Messrs. Killick, Nixon and Com-
pany.

10. F. E. Hardcastle, Esq., Marine 
Surveyor, llontbuy.

11. Mathrndiis Cauji Matani, E-q. I Bombay Rier Merchants’ Asso-
ciation.

12. N. Bivrcll, E*q. . ; Bombay Chamber of Commerce.

13. F. L. Barnett, E>q. .1 Bombay and Persia ctcam Navi-
gation Co., Ltd.

14. A. J. Turner, Esq,, Principal ........
and Secretary, Victoria Jubilee 
Technical Institute,

15. E. P. Newnham, 1’sq., C.I.E.,
Chief Constructor, R.I.M. Dock-
yard, Bombay.

1G. Walchnnd llirncluind, Esq. . Scindia Steam Navigation Com- 
I pany.

17. B. F. Mudon, Esq., and Lalji Indian Merchants' Chamber,
X’aranji, Esq. Bombay.

18. F. C. Anncsley, Esq., of Messrs.
Killick, Xi son and Company, 
Bombay.

19. Capt. J. C. Richards . ‘ Messrs. Ericson and Richards.
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List of Witnesses Orally Examined by the Indian Mercantile 
Marine Committee—contd.

Name of the firm, Association 
Name of place. Nanfo of the witne-s. ! or Chamber which he

represented.

Bombay—contd. . 20. .Jivandas Pitamber, Esq. . .....

21. Seth Vclji LakhamSi, B.A., Grain Merchants’ Association. 
LL.B.

22. J. E. P. furry, E?q., Sh’q)- 
ping Master, Bombay.

23. Professor K. T. Shah, Univer-
sity Professor of Economic*. j

2-1. Manilal B. Nanavati, Esq., I Baroda Government. 
Baroda Government.

Sind . 25. Comimlr. N. M. Wood-Smith,
If .1 M., Offig. Port Officer, 
Karachi.

26. En«rr. Lt. Comindr. .1. S. Page, 
K I.M., Engr. and Ship Sur-
veyor, Karachi.

27. Ilaridiis Lalji, Esq. and Islmr- Indian Merchants* Association,
das Malik, Esq.- Karachi.

28. Ej A. Pearson, Esq. . Messrs. Forbes, Forbes, Campbell
and Company.

29. Mian Mohd. Bakhsh . Hedjaz Steam Navigation Com-
pany.

30. Seth A'ohd. Ali A. K Alvi, Buyers and Shipul's Chamber,
Selli Harida-t Lalji I akhint* Karachi.
das.

31. Sir Montagu Webb, Kt., C.I.E.,
General Manager, Eorbos, 

Forbos, Campbell and Coy.
32. Professor S. C. Shahani, M A., 

Principal, I). J. Sind College.

Bengal . 33. Capt. O. Goldsmith, Pori
Olli cor, Calcutta.

34. Engr. Coinnidr, W. II. Waters,
Principal Engr. and 

Ship Surveyor.
I

35. J. W. A. Boll, Esq. . Messrs. Mackinnou, Mackenzie
and Company.

3G. J. W. A. 15011, Esq. Bengal Chamber of Commerce.

37. Commdr. E. C. Withers, C I.E., 
R.I.M., Port Officer, Cliilta- 
gOm*’.
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.List of Witnesses Orally Examined by the Indian Mercantile 
Marine Committee—conrd.

| Name of the firm, Association 
Name of place. Name of the witness. or Chamber which he

i represented.
—- |

Bengal—contd. , 38 D. P. Khaitan, Esq. . Marwari Association, Calcutta.

j 39, I. A. Clark, Esq, . Messrs. Anderson Wright and
• j ' < onifjuny.

40 G. S. Thompson, Esq. • East Bengal Engineering Works, 
cossipuro.

| 41. A. Cameron, Esq,, M.I.M.E. . ■J
i > Indian Engineering Association
i Millar M. King, Esq, . J Calcutta.

! 42, Maulvi Mohd. Nur-ul-Haq, Central National Muhammadan, 
’ Choudhry, M.A., P.L. Association, Calcutta

43. S. N. Hondo, Esq. . 1 Messrs. Bando and Company.

-14. Babu .logendranath Roy . East Bengal Ki ver Steam Ser-
vin*.

45. David Erulkar, Esq., Mana-
ger, Scindia Steam Navigation 
C<».

46. Kumar Praniathannth Roy British Indian Association.

47. Dr. Promathnunth Pancrjco, Indian Association, Calcutta. 
D.Sc.

•18. Babu Ml Krishna Roy. . I Sonatan Nittyanundo Roy and, 
Co. of Chittagong.

49. R. C. Dongar, Esq., if Messrs. [ 

Madbulal Doogar and Son. |
60. K. Ahmad, Esq., M.L.A. . K

> Indian Scomcids I'nion.
M. Doud, Esq. . )

51. Rni Upendra Lol Roy Bahadur Bengal Notional Chamber of 
i Commerce, Calcutta.

Burma . 52. Capt. A. St. C. Rowden, R I M.,
Principal Port OlEccr, Burma, 
Rangoon.

53 .1. IV, Richardson, Esq. . . Burma Chamber of Commerce.

54 S. N. Huji, Esq. ILA. (Oxon).
Manager, Scindia Steam Navi-
gation Co., Ltd.

55. G. R. Campbell, Esq. . Messrs. Btilloch Brothers and
Com* any.

;I -'
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List of Witnesses Orally Examined by the Indian Mercantile 
Marine Committee—concld.

Name of the Pnn, Association 
Name of place. Name of the witness. or I bomber which he

represented.

Buraia—could,. 56. Lt. Commdr. W. G, Morley, !
R.I.M., Prituipol Engineer and ‘ 
Ship Survey or, Rangoon.

57. Mating Ba Dun, M.L.C., Bar.- !
nt-Law. i

58. A. V. Joseph, E-q. . j Messrs. A. V. Joseph A. Coy.

59. Mating Tok Kyi, M.L.A. . • Burmese Chamber of Comment•.
I

Madras . CO. Commdr. R. Fever**, R.D., '
R..X.R., Port Officer, Ncgapn- 
tani.

61. Sir Ahmed Thaniby Maricair,
Kt., Nogapak.in.

62. Lt. Coinradr. F. II. Cooke, Calicut Chamber of Commerce. 
R.N.R.

63. Lt. Commdr. F. JI. Cook,
R.N.R., I’ort Officer, Calicut.

0-1. M. R. Ry. Rno Bahadur V.
Govindan, Avl., B.A., Asst.
Idrector of Fisheries (coast),
Calient.

65. M. A. Abdur Rahim Sahib and Southern India Skin and Hide
Mohd. Ismail Sahib. Mcrclianta’ Association.

66. Capt. E. W. Huddleston, C.I.E.,
C.’d.E.. R.T.M., Presidency 
Port Officer, Madras.

67. Rao Sahib B. Papayya Chctty Madras Piece Goods Merchants’
Association.

68. S. D. Krishi a Ayyangar, Esq., ........
B.A., H.L., Madura.

69. A. V. ^’arayaraswami Naidu, 
Esq., Vizagnpatam.

70. L. fl. Clarke, Esq., Port Officer, 
Cochin.

71. C. V. Chandrosekharan Ayyar,
Esq.. M.A. (Uxon), Travail-
core State.

72. Commander II. Digby-Beste, 
O.B.E., R.I.M.

F
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APPENDIX C.
Report on His Visit to Japan by Sir John Biles, K.C.I.E.

To
The  PRESIDENT, 

Ind ian  Merc an ti le  Mar in e Com mi ttee .
Sir ,

I have tho honour to report that in accordance with instructions 
received from tho India Office as per their letter No. C. and R. 
2361/23, dated tho 26th June 1923, I left London on tho 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 mo to obtain the desired information. 
After careful consideration I refrained from asking for instructions 
from you as it seemed that you were hardly iu a position to advise 
me. On the 6th September I left San Fraucisco having been informed 
that no passengers would be allowed to land at Yokohama for some 
time on account of tho damage done to the town and the docks. Before 
leaching Yokohama tho Captain of " President Taft" kindly got into 
■communication with the American Consul who advised me to sco the 
British Vice-Consul at Yokohama. After considerable search in rough 
weather in a small motor launch, I found tho British Vice-Consul 
who advised >no to go to Tokio which I did on the 23rd September. 
Notwithstanding tho great destruction which had taken placo in 
Tokio, 1 found that sonic of my Japanese friends were able and 
willing to help even under the distressing circumstances iu which the 
city then was. In this connection f should like to mention particularly 
Baron Kondo, Admiral Asaoka, Mr. Ryoz.o Asano and Dr. Tcrajinia.

On the 21th September I went to the British Embassy and found 
(hat they had sent a wireless advising me not go to Tokio, but to go 
to Kobe. This message got lost somewhere in the air, but was found 
at Kobo a month later. Tho British Embassy had been destroyed by 
the earthquake nnd tho members of the staff were living in 

., temporary buildings. On the voyage 1 had 
hnolomrc- prepared a Questionnaire.* copy of which is - 

attached, as I anticipated considerable difficulty in obtaining 
interviews with nnd collecting information from the people 
best able to give it. 1 asked the British Embassy to give 
copies of this Questionnaire to the Government of Japan and 
to the leading ship-owning companies, asking them to give what 
answers they could to the questions. I 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. Tmakoa of Uraga Dock Company, and Mr. Ito, the President of 
the Nippon Yusen Kaisha, gave full answers tn the questions. 1 
suggest that all the answers to the Questionnaire be published in the 
Evidence Volume of tho Committee’s Report. Other information 

collected while there included an extract! from 
+ hneloHuri? ». the Naval Attache's Annual Report for

1922, showing tho number nnd tonnage of tho merchant steamers of 
Japan nt the end of. November 1922, with the totals for the preceding 

year and a statement! showing the number and 
t Enclosure 5. tonnanc of ships laid up (including sailing 

vessels), etc. Copies of all these papers arc attached.
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On the 8th October I proceeded to Kobe and reported to the British 
Consul. I was helped with further information by Mr. Cox, Lloyd’s 
Chief Surveyor for Japan, by Mr. Kamiya, President of the Nippon 
Shipowners' Association and by Mr. Yamakawa, Naval Architect of 
the Kawasaki Shipbuilding Company of Kobe. To Mr. Cox 1 am 
indebted lor general'assistance and introductions, where necessary; 
to Mr. Kamiya, for his translation of “ the History of Ship building 
in modern Japan compiled by the Ship-builders Association of 

, ... i a -Japan ”, from which has been written the Memo- 
,nc om it c • random* of the History of Ship-building in

modern Japan up to 1907 (copy enclosed); to Mr. Yamakawa I am 
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. In Kobe 1 visited the Kawasaki Dockyard and 
the Mitsu Bishi Dockyard. Both of these arc large establishments, 
quite comparable with large yards in Great Britain and America. The 
Kawasaki Yard is largely employed on ship and machinery building. 
It 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 lhe Kawasaki Ship building Company and by 
the President of the Mitsu Bishi Company. The Kobe Government 
Training College was visited and full information as to this cstablish- 

. , nienl was obtained which is given in the attached
t an o.-tin- summary! of information collected in Japan.
On October, the 23rd, I left Kobe and arrived nt Bombay on the 

ISth November 1923.
I have attached tables! supplied me by Sir Wcstcotc Abell, K.B.K., 

Chief Surveyor of Lloyd’s Registry, London.
! Enclosure C. These tables show: —

(1) Number and gross tonnage of steamships of 1<M) tons and
upwards i.icnol by Japan during the years 1890 to 1923: 
and

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

1 would invite perusal of Chapter XXV on Shipping and Ship 
building which appears in the Japan Year Book, 

§ Lnclesurc 1. ]923. 1 attach a complete summary 8 which I have
prepared of the information I was able to collect which, together with 
the other documents 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 Ship-building.

It is suggested that the thanks of the Committee should be conveyed 
through the Government of India and the British Embassy in Tokio 
to all those who arc named in this letter and to all others who assisted
MP. I have the honour to be, 

, Sir,
Your most obedient servant.

J. H. BILES, Himber, 
Indian Mercantile Morine Committee.

Delhi ,
25th February 1924.

I- 2



68

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 Japanese Government bought 
out the American interest in the Shanghai-Yokohama trade and handed 
the vessels over to the Mitsu Bishi Company. In 1874 the Japanese 
Expedition to Formosa took place when the Mitsu Bishi Company 
worked for the Government 13 steamers which had been purchased 
abroad. In 1875 these steamers were given to the Company. In 1378. 
annual subsidies were granted to the Company amounting to 259,000 
yen 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 
for 15 years. Eighteen other vessels of a dissolved Company were 
given by the Government to the Mitsu Bishi Company who then had 
.‘55 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. Front 
1878 to 1885 were years of severe competition between Japanese lines. 
In 1835 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 pcr 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 68,72-1 tons nnd eleven sailing vessels of 
•1,700 tons. These were engaged on 18 regular lines. By 1892 a fifth of 
the shares were redeemed 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 were developing and several new 
shipping lines were opened between 1889 and 1393. In 1884 a Com-
pany, n prototype of the present Osaka Shosen Kaisha, was formed 
of 10,000 tons with a capital of 1,290.000 yen and a subsidy of 50,000 
yen and later in 1838 another 20.000 yen for mails. At the end of 1893 
the Nippon Yusen Kaisha tonnage was about 70,000. In 1894 the 
Chino-Japanese War broke out and most of the Nippon Yusen 
Kaisha’s steamers were requisitioned by Government and the coastal 
trade was opened to non-.Tapanese Companies. 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 Japanese 
ships was 213,000 against 110,000 tons at the beginning. Tn 1896 the 
lines to Eurone, Seattle and Australia started with the help of 
subsidies, the N. Y. K. then owning 63 ships of 126,450 tons running 
on 22 lines. In 1896 the Navigation Encouragement Law was passed. 
This was replaced by the Ocean Lincs Subsidy Law' in 1910. The 
main provisions of these laws arc given in Appendix* C to our Ques-
tionnaire. By the 1896 law, subsidies may bo paid to Japanese subjects, 
who engage in ihe transport of goods and passengers on vessels borne 
on the Japanese Register, which are the exclusive property of Japanese 
subjects. Subsidies were limited to vessels of not less than 1,000 tons 
and 10 knots speed and of less than 15 years of age. Vessels 
built abroad, which were 5 years old at the time of their entry on the

$co Evidcuco Volnmc.0.
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Japanese Register, were ineligible. Subsidies were paid nt the rate 
of 6 annas per 1,000 nautical miles per gross ton for vessels of l,C0O 
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 
being restricted to 6,000 tons and 17 knots. These subsidies were only 
applicable to vessels not more than 5 years old. For vessels above this 
age a deduction of 5 per cent, was made for each year. For vessels 
built abroad and entered on the Japanese Register subsequent to 1st 
October 1899, only half of the subsidy described above was given. 
Ship-owners had a right of appeal to the courts in ease of dispute* 
as to subsidy.

Provision was made for the training of apprentices, ranging from
2 to 1 apprentices in ships of 1,000 to 6,000 tons. Foreigners could not 
be employed in the olliccs or on the staff 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 received a subsidy, unless some subsidy was refunded 
or the services could not by force nmjiurc be continued or by permission 
of Government. The law was extended to 18 years and penalties were 
imposed for infraction. The Ocean Lines Subsidy Law of 1910 modified 
that of 1896 by 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 Diet 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 and of less than 15 years 
old. Foreign-built vessels were excluded- from the subsidy except 
such as had been on the register for not less than 5 years, subject 
to the consent of Government. The maximum 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 agreement on a new 
route not opened for five years an increase of 25 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 arc given to particular lines trading 
between 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 arc: — 
Yokohama-London Line—

Steel vessels of not less than 5,500 tons gross and 15 knots 
per hour;

Kobe-Seattle Line—
Steel vessels of not less than 5,500 tons gross and 12 knots 

per hour;
Kobe-Hongkong Line—

Steel vessels of not less than 5,500 tons gross and. 11 knots 
per hour;

Yokohama-Melbourne Line—
Steel vessels of not less than 5,000 tons gross and 15 knots 

per hour.
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The subsidized ocean lines are: —
Si'll Frnnci.ro ... 12.500—13,.'.0(1 tons 18—20 knots.
Sontli America E. . . .-.,000—7,.:0O ,, 11 1G

» .. W..................................... 6,000—9,700 „ 13—15

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

It will thus be seen 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 arc: —
(a) Navigation subsidy to ocean services: —

Less than 50 sen per ton per 1,000 miles run at a speed of 
12 knots per hour per vessel.

(//) Special subventions to particular lines : —
Each case is dealt with and the rates arc so fixed that the 

loss may thereby be covered.

(c) Postal subventions :—
The rates arc fixed from the quantity of mails carried.

About 180,000,000 yen has been paid in all for subsidies, etc.
The effect of reserving the coastal trade to Japanese vessels is 

small. The services arc short and insignificant in volume. This 
reservation may be discontinued at any time if other nations adopt 
the same policy. Subsidized coastal lines give facilities for training 
apprentices nt the ship-owners’ expense. 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 vessels as at .June 
1922

(a) According to hull—
CroaH tons. Vc-F#»cfs. Tui h .
2j— !ui » 1,1'm»<iq —Ijki -i !'K> !H2 72i;

;?_• f 9.523
U/joo ;UI l. ilo. :5»
lo.ihiij ft* CC6.:'!)|

10.0 in mid over J<» 117.3'"

(b) According to age—
Lc .im than 15 v o ji v h ’ old lf»3
15—25 years' old 117 3‘>*»..*3L
Muro Ilian 25 yours’ old 218 5G5.32 •

(c) According to speed—
12—15 knots ..... lot 19G.F21
l.r—17   18 U5.V7G
Moro than 17 knot-, .... 5 53.-132

Development 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 in

Frnnci.ro
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some cases to suspend altogether. Steel and labour costs are high; 
there has been no reduction in wages since the War. The average 
wage is about Rs. 3j per day of 8 hours, 48-hour week. It is believed 
that State aid is necessary to promote the ship-building industry.

The Ship-building Encouragement Law as published in 1897, sus 
pended in 1917 and nullified in 1919 gave bounties, Rs. 18 per ton for 
vessels from 700 to 1,000 tons and Rs. 30 for vessels above 1,000 tons; 
these subsidies being altered in 1909 to Rs. 16J and Rs. 33 per ton to 
vessels above 1,000 tons according to the kind and class of vessel, but 
regardless of their size. Bounties were also given for propelling 
machinery, Rs. 71 per I. H. 1’., Turbine Engines H. I’., being 5 per 
cent, more per S. H. P. In these constructions no restriction was placed 
on the importation of steel, but. some items of construction were pro-
hibited from importation.

It is difficult to determine the effect of these subsidies alone upon 
the development of the Mercantile Marine of Japan, because in 1894 
a considerable impetus had been given to this development by the 
Chino-Japanese War. In 1893 the tonnage owned by Japan was 151,773 
tons and in 1695 it had increased to 279.668 tons. In 1896, the year 
of the Navigation Encouragement Law, it was 334,592 and it increased 
up to the year 1904, the year of the Russo-Japanese War, to 668,300 
tons. In 1914, the year of the Great War, it had increased to 1,708,386 
tons. In the year 1919, it was 2,325,266 tons. In 1923 it was 3,604,147 
tons.

The following figures have been obtained showing the subsidies 
actually paid under these laws during the period 1896 to 1922.

Navigation Subsidy from 189G—1022.

W-AT. Amount. Yraf. Ainoum.

Yen. You.

1896 . i:m ,77i I91<> 8/69,575

1897 ;;ts.7i'2 1911 9.671.J 33

1898 071,32> 1912 1O,1.V,716

1899 . 1913 ll.376.dl9

19J0 -1.132/27 J911 * . 9.99/2-.

1901 5,003, !'■ 3 1913 G.391/*<:

1902 6,1 11,13*: 1916 G,2G3,CTS

1903 0.103,177 1917 8,1'19

1904 1/89/33 19l> 1.171,8b’-

1905 1.-164, 12*7 1919 4,1*61,bH

1906 4,710,516 192-1 G.266.K6

1907 fi,696,761 1921 6,12-XCO”

1908 6,616,073 K22 6,3«>8,179

1909 . 7,106,571



Amount paid as Shipbuilding encouragement grants.

Year. Amount. | Year. Amount.

Yen.
i
i Yen.

1897 13,109 ' ion 614,6.74
I89S 213,875 \ 1912 673,381.
1999 187,780 • 1913 998,G15
1990 K2,'J3i 1911 1,039,912
1901 .-61,091 1915 1,550,782
1902 411,3-18 '.9!G 3.071,739
1993 437, SU> 1917 5,210,913
WM 2’2,766 ' 1918 Gip to Sept., 2,189,081
l(M5 ! 574,132
1906 ; 491/128 i
1997 | 077,316
10;i6 i l,U*.z9,5<5 i

I 1,021, tel i
1910 j 309,048 j

Not e .—The payment of Shipbuilding oiicour.ifrern-jnt cranle was abolished by I.nw 
No 29 of July 1917.

Construction of Wooden ships.—Wood shipbuilding is confined to 
small vessels and junks. The latter carry coals and serve as ware-
houses in harbour. Largo wooden vessels are not approved. No 
bounty is or should bo paid to wooden ships. Insurance rates for 
wooden ships tire high and in some eases insurance cannot be effected.

Officers for the Mercantile Marine.—Hany youths arc desirous of 
becoming oflicors or engineers, but since tho War the number is 
decreasing, as better wages arc obtainable on land, Nor training 
there arc two Government Nautical Colleges, one in Tokio and one in 
Kobe, and 10 prefectural nautical schools throughout Japan. Successful 
students have generally found employment, but the slump in shipping 
has caused the Government to decrease the numbers of entering students.

Tho Government College was founded in 1017 as a private institu-
tion with a private endowment and handed over to the Japanese 
Government in 1020. A training ship for 120 boys is being constructed 
for tho Kobo College. The Tokio College was destroyed in tho earth-
quake. The Kobo College has accommodation for 430 boys, but at 
present only 300 are training. Admission is between the ages of IT 
to 21 by competitive examination. Tho Government pays Rs. 37.J per 
month for half of the students, tho remainder pay fees. Uniform is 
provided by Government for all. The college course covers two vears
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•of four terms for all students. Details of the curriculum are given 
below:— °

Navigation Course. Engineering Course.
Morals. . Morals.
Navigation. Steam Engine and Boiler.
Seamanship. Electrical propulsion.
Hydrographical Surveying. Internal Combustion Engine. 
Marine Engine. .Rigid Dynamics.
Electric Engineering. Hydro Dynamics.
Naval Architecture. Applied Dynamics.
Marine Meteorology. Thermo Dynamics.
Hygiene. Machine Design.
Science of Commerce. Ship Construction.
Marine Law. Hygiene.
Commercial Geography. General Law.
Algebra plane and spherical. Algebra, Analytical Geometry, 
Trigonometry, Analytical. Differential and Integral Cal- 
Geoinetry, Differential and cuius.

Integral Calculus. Industrial Chemistry.
Dynamics. English.
Physics. (Jymnastics.
Chemistry. Workshop and Seaman’s Training.
English.
English, French or Malay.
Gymnastics.
Sailor’s Work and Training.

At the end of the College Course, Navigators have six months’ 
Gunnery Course, one year in a Training ship and six months as an 
apprentice on a steamer. Engineers have IS months in a workshop 
and one year in a Training ship. After this the students sit for the 
final examination at the College and, having passed, proceed to sea. 
After one year at sea his Chief Officer's or First Engineer’s certificate 
is automatically granted. Formerly sonic cadets were trained in foreign 
vessels and paid their fees themselves. The ten prefectural schools arc 
on a lower grade and their students must pass all the Board of Trade 
examinations before receiving lheir Chief Officer's or First Engineer’s 
certificates. The cost of the Training ship is borne by Government.

No objection to taking apprentices exists on the part of the ship-
owners. Apprentices are not required to pay premiums. Tho training 
ship docs not carry 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 can be obtained in engineer-
ing works in Japan. In shipbuilding and engineering works night 
schools for tracers and young draughtsmen exist. For more, advanced 
studies inen go to the universities, from which shipbuilders draw 
their staff after two years’ apprenticeship. Workmen are encouraged 
to go to night schools and successful ones receive from H annas to 
Re. 1 per day increase of wages. These workmen’s schools arc run 
by private enterprise, supported by the shipbuilders.

Postal Subventions.—The accepted principle of supported subven 
lions, so far as the marine services are concerned, are agreed to l>y 
the Japanese. Theoretically all Japanese companies can compete for 
mail contracts, but these are practically granted to a few lines having 
mail steamers. There arc some mail contracts with non-Jnpan‘-se 
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steamship lines as well. -Government lends money through a bank for 
purchasing or constructing ships. Training to seamen is mostly 
supported by Government.

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

Bs.
N. Y. K". 1921-22 36,09,000
O. S K. 1121-22 33,75,000
T K. K. 1921-22 21,lS,u00
.South Sens . 1922 ."',55,000
South China . . 1922 2,25.000
Korea West Con-t 1922 1,50.0)0
Dniren . . 1921 1.50,100
Japnn Son . 11'22 3.77.250
Kng^shimn-Nnwa . 1912 9>,C0:>
China (Yangtze-Kiiing- 19.;2 0,55,"O')
Hokkaido . 1922 3,10,7ol
Shanghai . . 1922 5,25,00'*
North China . 1922 1,75,500
Maiu Land-Hokkaid'. 1922 75,000
VladivoHtock . 1922 G0,O0‘>
Bonnin Island 1922 1,51,000

Total 1,20.33,951

Enclosure ‘2.

THE JAPANESE MERCANTILE MARINE.

Que sti on na ire .

Ucvdopuicnt of Shipping Imlttdi i'.s.
Not*.—Ko** the pm-poo ot question-* No-* Ito 29 “V-n* 1-*” s',o-il-l he dociaol to 

mean “ nt. f propelled ve-sels ” unl.r-o* where otherwise «*xp;-*--s-',-.- staled.
1. What is your opinion regarding the condition of the shipping 

industry in Japan in 1891'1
2. Was the situation unsatisfactory and what in your opinion wore 

the conditions in Japan in 1891, which militated against the develop-
ment of shipping enterprises by tho 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 1 

■1. 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 method or methods 
were adopted 1

6. Do you favour the grant of bounties to the vessels owned by the 
people of this country, and on the Japan register and trading (a) 
between Japanese ports, (h) between Japnn nnd ports abroad and (c) 
between ports outside Japnn 1
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7. In the case of vessels owned by the people of Japan, and registered’ 
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 I

9. In the case 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 1

10. Do you give any additional perentage of increased bounty for 
extra speed over and above the minimum average speed at sea, and 
if so, what percentages on vessels engaged in trading as indicated in 
question No. 6 (a), (5), (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 engaged in trading 
as indicated in question No. 6 («), (?<), (<■) ?

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, nnd what period ?

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

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

15. Do you exclude the employment of non-Japanesc 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 cx-

.elusion, do you reserve any power to the Government to make excep-
tions I

16. Is there cessation of navigation bounties in the case of vessels 
being sold, chartered or mortgaged to non-Jnpanese !

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

18. In (he 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 J.sn.snc'o 
Mercantile Marine .'

J)r i-< n! uf S/iipLuiltKny.
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 ?
21. Were construction bounties 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 construc-
tion bounty ?
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25. In the case of construct ion bounties, what rate per ton of gross 
registered tonnage was given for the hull alone I

26. If propelling machinery also was built in Japan, was a bounty, 
actual per horse power, paid to the propelling machinery builder?

27'. In the case of vessels which are to receive shipbuilding bounties, 
are materials obtained outside Japan used for the construction of the 
hull and propelling machinery, or do you only admit certain specified 
materials? If so, what are the exceptions ?

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

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

Const rwCon oj II"oodrn Ships.
30. What is the present condition of the wooden shipbuilding 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 
Japan ?

32. If you consider state aid necessary or desirable what method 
or methods do you advocate ?

33. Are you in favour of the gram of construction bounties to 
wooden ships built in Japanese shipyards

34. Is any difficulty experienced in effecting the insurance of 
Japanese built wooden ships?

Oflicris Jur thr Mi it ,inf dr ?durinr.
35. Is there any considerable number of the youths of Japan desir-

ous of becoming officers of the Mercantile Marine ?
36. Docs the Government take any active steps to provide for: — 

(«) their training,
(6) their future employment, and
(<■) facilities for further Undies when qualifying for Board of 

Trade or equivalent certificates in the various grades or do 
you leave these to private enterprise in Japan ?

37. Do your Cadets proceed direct to sea as apprentices for training, 
or do they undergo a preliminary course of instructions in a ship or 
training establishment on shore?

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

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

40. In the training ship or establishment in Japan, were the main- 
toiiance charges of such Institutions met wholly or partially by the 
levy of fees! If not wholly, by what means were the maintenance 

•charges met ?
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41. Do you advocate the establishment of a training ship or a 
nautical college on shore?

•12. Do you advocate that after undergoing their preliminary 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 ?

■1.'). If the former, do your shipowners accept apprentices for train-
ing and if not, do you know what their principal objections arc to 
doing so Have any measures to overcome such objections and to 
encourage shipowners to accept apprentices been tried ?

•It. If the apprentices are required to pay a premium, does Govern-
ment pay the whole or any portion of it ?

•15. If you have a seagoing training ship for apprentices, is this 
supplied and maintained by Government? Have you ever had a 
training ship maintained entirely or partially by premiums from 
apprentices and by carrying freight or Government stores?

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

•17. What is the curriculum of study during the period of training 
as a cadet and as. an apprentice ?

4S. 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 before appear-
ing for their certificates lor Mates and Masters on the lines that now 
obtain in England ?

4fi. If so, how many academies are required for the purpose, and in 
what ports are they situated ? Are they made self-supporting by fees 
or are they provided and maintained wholly or partially by Govern-
ment- ?

Enginir r* fur t/ir MtrcantHe Marine.

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

61. Does the Government take any active steps to provide for:

(а) their training.
(б) future employment, and
(c) facilities for further studies when qualifying for certificates in 

the various grades, or do you leave these to private enter-
prise 7

52. Did the Engineering nnd Shipbuilding Firms in Japan give suffi-
cient practical training to apprentices to enable them to become efficient 
Marine Engineers? How long has this efficient 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 become efficient Marine Engineers?

Poflul Subventions.
It has been an accepted principle that so far as Marine Services ate 

concerned, the course of the post should follow as far as possible the 
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•course of trade. Consequently to secure the maximum of economy in 
carrying mails, steamer services already in existence have been utilised 
for the purpose. Subsidies are fixed by negotiation or tender based on 
the regularity and speed of the services and the number of miles com 
tined with the speed has been the determining factor in fixing the 
rate.

51. Do you accept the above or have you any other views us to how 
mail contracts should be arranged 1

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

56. Arc there any mail contracts with non-Japauese steamship lines i
57. What arc the conditions of the contracts for carrying mails in 

.steamships ?
58. Did you g'lvc any indirect aid to promote the establishment of a 

Mercantile Marine; if so, what was it ?
59. If you have adopted direct or indirect aid or assistance, by what 

method or methods were the funds obtained? Will you give figures of 
the stuns so applied ?

-Vo/w.—’’‘lie words " bounty " mid " subsidy " have boon used in tbo q'lOHlioniiairo with 
a strict rognnl to the literal meaning of these terms. Tima “bounty” should bo undor- 
a'.o d to mean >i free gift of money by the Slate for the encouragement of tho shipping or 
el ipbnilding industry and “anbaidy” a payment made by the Government for the perfonn- 
:i ice of aspeeifie aerriee aunh a» the conveyance of mails.

Shipbuilding and Engineering.
Pole.—” Horse power ” .should bo deemed to mean “ indicated horse power ” except in 

Iho easo of turbine engine". .In tho latter case it should be ” shaft horse power” plw 
b’ per cent.

60. What kind of ships or vessels do vou build, wood or steel or 
both ?

61. What is the largest wooden ship you have built !
62. What is tho largest steel vessel you have built •
63. Do you build engines 1
6-1. What is tho largest engine you have built for a vessel ! Give 

dimensions and power?
65. Do you build boilers ?
66. What arc the dimensions and working pressure of the largest 

boiler you have built?
67. What is the area of your shipyard ?
08. How many building berths have you 1
69. What lengths of ship or vessel can you build and launch ?
70. What number of ships or vessels of the sizes stated by you 

could you build per year with your present plant if the necessary 
(ontracls 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 the approximate relative cost of vessels and 
machinery built in Japan as compared with other countries!

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

75. Can you give the relative cost in the various countries of the 
principal kinds of material that go to make a vessel and her machinery 1

7G. Will you give the average and maximum number of men you have 
employed I

(1) Before 1914,
(2) Between 1914 and end of 1918,
(3) Since the beginning of 1919,

giving 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.I.E.

iCompih.il from “ The II irtory of Shipbuihliny in Modern Japan.")
The Mitsu Bishi Company was one of the first shipping concerns 

in Japan to achieve any measure of success. It was formed in 1S73 
from the wreckage of two other shipping companies founded in 18G!) 
and 1871 respectively. The Mitsu Bishi commenced by trading between 
Tokio, Osaka and Kochi in competition with another Company tIn-
Nippon Yubin Joki.

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

At the conclusion of the Formosan expedition, 1878, the Japanese 
Government determined on a policy of subsidies to encourage, and 
maintain the 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 ns follows: —

Y’en 250.0110 for navigation.
Yen 11,000 for a Marine School and Crew’s Depot.

These subsidies were to be granted for fifteen years and the 
following conditions were to be observed by the Mitsu Bishi Com-
pany : —

The Government to have power to requisition the Company's 
vessels at any time.

The Company to engage in the Shanghai and coast wise trade.
The Company to carry mails free of cost.

During the same month the Japanese Government handl'd 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 accpiircd 35 vessels, three of which were over 2,000 tons and

iCompih.il
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over 1,000 tons. In 1675, the Company niter 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 7,814 tons and warehouses 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. S. Company unsuccessfully attempted to establish them 
selves on the Yokohama-Shanghai line.

The years 1877 to 1883 were prosperous ones for Shipping Com-
panies. There was a' scarcity of tonnage and freights rose. In 1882 
the Japanese Government ordered the Mitsu Bishi Company to maintain 
a fleet 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 1SS.3 the 
P. and O. again attempted to establish themselves in Japanese waters. 
The. most powerful rival of the Mitsu Bishi Company was the Kiodo 
Unyu. This. Company was formed in July 18'2 by the amalgamation 
of three small concerns. In January 1883 it had a capital of Yen 
0 millions nnd owned 16 steamers and 0 sailing vessels. During the 
year 15 steamers were purchased in Europe, two of them of 2,500 tons 
each, and several were ordered in Japan. - Compelition was at its 
height in 1884, and the 3rd class passenger fare between Kobe and 
Yokohama fell from Y’cn 5-50 to Yen 1. It is estimated that in the 
latter half of 1884 each Company lost Y’cn 680,000 in cut-throat com-
petition. In 1855 the Government stepped in and forced them to an 
agreement regarding passenger fares and freights. In 1855 the Mitsu 
Bishi Company commenced to pay back Government loans, in order 
to free itself from financial interference. Competition 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 lqsG the two com-
panies became one under the name of the Nippon Yusen Kaisha.

The newly formed Nippon Yusen Kaisha was Government con 
trolled. The Government guaranteed an annual 8 per cent, dividend, 
and in return appointed the Company’s Directors, made the Company 
into a limited liability company, reserved 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. Moreover 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 Y’cn 11 
millions the Government held a quarter: the remainder was in the 
hands of - the public. The Company’s fleet consisted of 58 steamers 
(08,724 tons) and 11 sailing vessels (4,725 tons). These vessels were 
engaged on 18 regular lines extending to Tientsin. Chemulpo and 
Vladivostok in foreign waters, and to the Hokkaido ports, the cast 
and west coast ports of Japan and the Liuchoo Islands. In 1887 the 
Government withdrew its guarantee of 8 per cent, dividends, and 
replaced it by an annual subsidy of Yen 680,000 for 15 years. At the 
same time the Company redeemed all its debenture bonds. Yen 1,070.004' 
and decided to redeem Yep 2,200.000 of its shares. By 1692 these 
shares were all redeemed and new debentures were issued at 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 trndo and between 1689 and 1893 the Shanghai 
Vladivostok line nnd the Kobe-Manila line were opened ; the Korean 
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and North China lines uerc developed, and in 1893 the Kobe Bombay 
line was inaugurated in conjunction with Messrs. Tata and Company. 
At the end of 1893 the Company had reduced the number of its steamers 
Jroiu 58 to -17 and increased its tonnage from 68.721 to 09,151. In 1893 
the Company became a public concern and Government control was 
greatly reduced.

In 1891 the Chino-Japanese War broke out and the Government 
requisitioned most of the Company’s tonnage, anti 33 foreign steamers 
had to be chartered to maintain the Company’s lines, and to maintain 
trade the Government was forced to open coastal shipping to non- 
Japancsc companies. After 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 expenditure for repairs and for new vessels 
ordered from England, the year 1897 was a poor one financially, hut 
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 encouragement 
from the Government in regular stipends to be applied for the 
European and American lines, but at the same time the Government 
subsidies which had operated since the formation of the Company 
came to an end. In the case of the Far East and coastal trade they 
were renewed. In 1901 it was decided to write off I per cent, per 
annum of the Company’s reserves to be applied to the maintenance 
and renewal of the fleet. Al the end of 1903 the fleet was 76 strong 
with a tonnage of 215,273, 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-Japanese War (190-1-05) gave another set back to the 
Company. At one time 71 vessels were on Government service anti 
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 European 
run. These new vessels were to develop 8,600 I. II. I*, giving a maxi-
mum speed of 16’5 knots and were to be placed on service during UK'S 
and 1909.

Tin Osi'k<! S/insiii A’„,Wm.-This Company n.o formed with a 
capital of Yen 1,500,000 in Osaka in 1882 by the amalgamation of a 
number of small companies trailing in the Inland sea. The tonnage 
of the Company was 15,000 for 93 ships, only 3 of which exceeded 5oo 
tons. The ships were wooden with tin- exception of 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 building pro 
gramme. An 8 years subsidy was granted in J8H8, tor which the Cron 
pany was to maintain more than 13,ooo tons of shipping, carry mail 
free and open up 20 lines between the Kansai ports. By 1891, 16 ships 
were built and 12 were purchased, totalling l t.ua> tons and at the end 
of 1892 there was a fleet of 50 ships (15,581 tons).

t.ua
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Tin (). .S'. A. and tin Chimt-Japum d n ar.—More than 30 vessels 
were commandeered by the Government, and the Company’s regular 
services were impaired 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 fleet numbered 55 with a tonnage 
of 22,535.

The development of the Chinese and Korean trade led the Com- 
pa’ny to a further increase in its capital, and in October 1S9G it 
amounted to Yen 10,000,0oo. Government subsidies were renewed in 
March of the same year with an increase for coastal mails. At tint 
same time the Company secund a mail subsidy from the Formosan 
Government, and with it a service was established between Kobe and 
Kcelung. Further subsidies were granted in looii and n Formosan 
Coastal Trade was established. In Itino and Itlol tlui— was a linaueial 
depression and the Company’s capital was ivduecd to Yen 5,ootl,(i(>o. 
This depression was further accentuated for shipping firms by the 
development of the Japanese railways which carried mi keen competi-
tion with the coastal trade. The Company therefore was forced to 
extend its enterprises. During 1898 and'1899 lines were established to 
South and North China, to the upper and lower Yangtse, to Saigon 
and Java. By 1899 the Company hail increased its fleet to 57 vessels 
with all aggregate of 42,851 tons, and in I960 its capital was increased 
to Yen 11,000,900 besides debentures amounting to Yen 1.090,000. The 
Boxer rising of 1909 withdrew 11.900 tons of the Company’s shipping 
for Government service, and the various lines were maintained with 
difficulty. During this year and the next, one small shipping concern 
and a portion of another were Required, 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-live 
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 end of 1907 the 
Company's whole ileet amounted to 108 vessels (107,081 tons) besides 
6 others’on order of 0,000 tons each.

The Toyo Kait'cn Kaisha.—This Company was formed originally 
in 1887 and was established as the T. K. K. in 1890. Its object was 
to open a New York Batuum line, and a Pacific line as a subsidiary 
enterprise. An agreement was arrived at with the Southern Pacific 
Railroad Company to open a Sanfraneisco-Hong Kong line, and for 
this purpose three new vessels were ordered from England. These 
commenced operations in 1698 with the help of a Government subsidy. 
This subsidy was renewed in 1900 for ten years al Yen l.ooo.noo 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 each fitted with 
Parsons turbines wen* ordered in Japan to compete with foreign 
companies on the Sanfrancisco-Hong Kong line and at the same time 
three oil tankers were added to the licet.

Wnnihii Vrsxils.— The Japanese Government has encouraged the 
building of wooden vessels since 1868, giving subsidies: junks were 
stcadilv replaced bv semi-foreign or foreign types of vessels. In IS'.i. 
a wooden vessel of 1,491 tons, the largest built tn Japan, was launched 
in Nagasaki.
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Effects of the Shipbuilding Encourage me nt Act.—In 1895 there 
were 528 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 aud even it at times had to send work to 
the Naval Yards. The China-Japanese War revealed the need for lietter 
shipbuilding and docking facilities, and in 1896 a bill was passed 
granting shipbuilding subsidies for a period of 15 years.

A table showing ships over 700 tons constructed front 1SS.1 to 1907.

G. T. C. T. | G. T. G. T. 'g .T. G. T. G. T. O. T.
Year. Over Over Over Orcr Over Ovor Over Over

700. 1,000. 2,000. 3,000. 14,000 5,000. G,0o0. 7,000.
• ( -

1883 . 1,410(1} >
* I

1884 * , !
1835 . I

1886 .Il
1887 : I
1888 .i|i ... '

1889
1890
1891 . 708 (1) I '

1892 . ,
1893 . ■ '
1,01 ■ , I
1895 . 1,503(1)'
1696 . I
1897 . 1,610(1)1

1898 . 723(1) ■ 6,172(1)
1899 . .1,695(1) 2,692(1; 6,309 (1,

I I 1 ,
1900 . 863 (1) , 4,932 .3,(4,490 (2
1901 . 735 (1) 14,992(4 -1,788(2)1 12,620 2)

' I 11902 . 1,416.2; 4,33-1 (3)| 5,469 (2;
1903 . 3,401 (4 ; 6,177 (4)12,166 (J), 5,539(1) 6,4-14(1)

I I1901 . 5,416,7,-2,83-1'2)^2,039(1) 5,066(1)

1905 . 2,501 -3);9,580 (6) .... 7,463(1)
1906 . 4,096.5, 9,366(7) 4,228(3) 6,716(1-
1907 . . 4,7-10(6)' 5,018(2, 10,765(3) ' I

Figures iu brackets show number of vessels.
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•Enclosure 4.

EXTRACT FROM NAVAL ATTACHE'S ANNUAL REPORT 
FOR 1922.

Sect ion  XII.

Merc ant il e Mar ine .

The number and tonnage of the merchant steamers of Japan at the 
end of Novtmrcr 102.2 were as follows: —

I
Steamers. Number. Gross tons. Registeredtons.

20—100 tuns . . j 1,321 I 55,197 23,700
100—300 . i 111 7-1.014 30,018

300—500 . 173 69,590 39,230
500—1,000 . 300 224,878 134,582

1,000—2,000 . 215 314,918 211,015
2,000—3,000 . 109 .113,026 259,006
3,000—4,000 . I 113 382,008 239,027
4,000—5,000 . ' 19 215,319 142,519

5,000—0,000 . j 121 087,611 459,405
6,000—7,000 . i 40 296,051 193,700

7,000—8,000 . , 32 23-1,519 118,823
8,000—9,000 . ! 3 2-1,684 < 10,199

9,000—10,000 12 113,672 I 71,263
Over 10,000 . 10 117,351 | 05,701

Tutal . 3,008 3,250,828 | 2,010,818
Over 1,000 tons . . . SuO 2,632,219 | 1.607,286

The corresponding totals for the end of 1921 were: —

Total number Gross tons. Registered tons.
2,919 3,151,202 1,052,167

Number over 1.000 tons. Gross tons. Registered tuns
773 . 2,714,106 1,737,557

showing a moderate increase during the year under both headings.

The number of ships of more than 1,000 tons launched during the 
vear was 16, with a total tonnage of 59,000.
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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 -14 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 1,015.000. The 
tonnage is not given, but judging by the value of the ships it 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 5.
Number and tonnage o/ ships laid up (including sailing vessels).

Number. Tonnage.
1921—

December 361 124,000
1922—

February 351 118,000
Mnreb 323 87,000
April 2-17 75,000
Stay 258 78,891
June 260 79,377
July 218 76,211
August 298 88,840
September 260 92,399
October 269 10*1,512
November 280 117,255

In the absence of a return of a period of good trade, which dims 
not seem very lively, 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 ami would no doubl 
gladly welcome new orders even at low prices but the shipping com 
panics are likely to place few orders. Of the big lines the Toyo Kiseii 
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,r,on from dividend 
equalisation fund.

Some apprehension has been 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 this out.
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Enclosure 0.
Tables supplied by Sir Westcote Abell, K.B.E., Chief Surveyor 

of Lloyd’s Registry, London.
Number and gross tonnage of Steamship* and Motorships of 100 Ions and 

upwards OWNED by Japan daring the years 1990 to 1923.
(From Lloyds J!e"istry.)

Year. Number. Tous.
1890 1G5 138,431
1891 255 151,595
1692 250 142,492
1693 272 151,773
1891 2SS 174,166
1895 339 279,668
1896 373 334,592
1697 131 494,475

169S ■162 151,163

1699 177 473,704
1900 •1S-1 •188,187

1901 503 521,125

1902 535 555,230
1903 •>W 585,542
1904 591 668,360

1905 G91 870,639
1906 775 990,553
1907 829 1,068,747

1908 865 1,140,177

1909 8G1 1,150,858
1910 846 1,116,977
1911 861 1,210,975

1912 9Go 1,341,991

1913 1,037 • 1,500,014

1911 1,103 1,708,386
1915 1,155 1,626,068
1916 1,151 1,647,453

1919 1,418 2,325,216

192) 1,910 2,995,878

1921 2,033 3,354.8'16

1922 2,026 3,586,918

192-1 2,003 3,604,117
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Xtunbcr nd Gross Tonnage of Ships of 10ft tons and upwards LA UNC/IF.D in
Taptf.i during uv'h gear from lS(f2 omeurds.

(r 10111 Lloyds Region-.)

Year. Number. TuUf.

1892
1S93................................. 3 1,132
ISO! Year of Chino-Japancec War It 3.173

1S95 3 2,296

1816 26 7,819

1897 22 . 6,710
1898 9 11,121
1899 3 6,775
1900 3 1,5-13

1901 91 37.20S
1902 ;3 27,181
1903 .... G2 3-1,511
1901 Rufiso-Japaucso War G7 32,969
1905 81 31,725
1906 107 -12,-189
1907 78 GG.25-1
1908 73 59,725
1909 75 52,319
1910 70 30,215
1911 109 •11,359
1912 1G8 57,755
1913 152 64,664

1914* 32 85,861
1915 2G 19.-K'S
191C fGreut War 35 115,621
1917 I 101 350,1 H
1918j 198 189,921

1919 133 611,683

1920 110 156,6-12
1921 13 227,125

1922 19 83,119
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