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CHAPTER L

Introductory.

In pursuance of a Resolution moved by Sir . 8. Sivaswami
Appointment, compe-  1yer in the Indian Legislative ._-\Lssembly and
Lition and terms of vefer-  adopted by that body on the 12th January
enee of the Canmitiee. 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
the objects advocated by that Resolution. The composition of
the Committec is as follows :—

President.

Captain T J. Headlam, CAM.G., D.S.0. A-D-CL BTN,
Director, Royal Tndian Marine.
Members.
The HMonourable Sir Avthur 1. Froom. Kt.. J.P., Partner,
Messrs. Mackinnon Mackenzie and Co.. Trd., Bombay.

The Honowrable Mr. Tainbhai Samaldas, €11,

Jadu Nath Roy, Isq., Bengal National Chamber of Com-

merce.

Sir Jonn Biles, K.C. LY., L1.D., D.Sc.. Consulting Naval

Architect to the Tndia Oftice.
Diwan Babadur Tiravenkata Rangachaviar, M.T.A.
Secretary.

Mr. J. H. Green.

The following are the terms ol relerence to the Comnnitiec :—
To consider what measures can uselully be tuken :—

(1) for the liberal recruitment of Tndians as Deck or Ixecu-
tive Officers and Iingineers in the Royal Indian
Marine ;

(2) for the establishment of @ Nautical College in Indian
waders for the -purpoze of training Excentive Officers
and Engineers ol ships:

{3) for ensuring the entertainment of Indian apprentices for
traming as such ‘officers and engineers i the ships
owned by shipping firms that enjoy any subsidy or
other benefits [rom Government on any account and
for the creation of an adequate number of State
scholarships for providing instruction in the Nautical
Colleges and Training =hips in Bngland pending the
formation of @ Nautical Collee in Tndia:

B
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(4} for the encouragement of shipbuilding and of the growthr
of an Indian Mercantile Marine by a system of
l.ounties, subsidies and snch other measures as have:
been adopted in Japan;

{3) for ithe acquisition -of training ships by gift from the
Tmperial Government or otherwise : and

(67 for the construction of the necexsary  dockyards and
cngineering workshops in one or more ports,

2. The Committee assembled at Delhi on the 12th Tebruary
1923 and procéeded immediately with the
worlk 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 Bombayv witnesses at least would
have been in a position to submit their written statements hefore
that dite, enabling the Committee to proceed at all events with the
oral examinafion of witnesses in the Bombay Presidency and Sind.
However, when the Committee aszembled at Bombav on the 3rd
April. only i6 written replies from the whol: of Tndia had heen
veceived: while representations lind heen sent in from certain
tnportant public bodies asking to be given  more time for the
con<ideration and preparation of their replies. Tn  these cireum-
stanees, the Committee decided to postpone the oral examination
of witnesses and issued a vress ecommuniqué informine all con-
cerned that the date for the snhmission of written replies {o the
Ouestionnaire had been extended up to the 1st September 1923.
The Committee staved in Bombay for 9 days and duvring that
period usefully emploved their time in paying a round of visits to
certain - dockvards  and  mavine  engineering  workshops.  The
Dorckyvards visited were the Roval Tndian Marine Dackvard, the
Mazacon Dociz helonging to the T. and O. and British Tndia Steam
Navigation Companyv. and the Workshops of Messrs. Alcock
Ashdown and Company. The Committee also paid a visit to the
Navigation School at Novha. Hog Tsland. maintained by Sir
AMohamed Yusuf., Wt. The Committee held their last meetine at
RBombav on the 12th April 1923 and then finallv disperzed after
deeiding to meet again about the middle of the following November

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

November 19th . Reasseinble at Bombay.

” 20th to}

December 6th Halt at Bowmbay.

7th Departure Bombay by =ca.
9th . . Arrival Karachi.
10th to 12th . Hatlt at Karachi.
13th Departure Karachi.
17th . . Arrival Calentta.
" 15th to 31st . Halt at Calcutta,
January  Ist Departure Caleutta by sea.
» 4th . Arrival Rangoon.
" bth to 10th . Halt at Rangoon.
" J1th Departure Rangoon by =ea.
" 14th Avrival Madras,
" 15th te 21+t Halt at Madras,
. 21st Disperse at Aladrms,
First week of February . Reassemble at Delhi to write the
roporl.

This tour programnme was strictly adhered to. Owing to his
appointment as a member of the Indian Bur Commiitee, Diwan
Bahadur T'. Rangachariar was unable to sit with the Committee at
Karachi or Madras and the Hon’ble Mr. Lalubhai Samaldas wus
prevented, owing to the exigencies of business, irom nccornpany-
mg the Committee to Rangoon.

3. When we reassembled at DBombay on the Uth November,
The Evidonee we found that in response to our invitation,

we had received a great volume of written

evidence [rom 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.  lLists of  these
witnesses  are  attached.” We  wish  to
express our indebtedness to all who, at the expense of time and
labour furnished us with written staternents of their views and
to those who also gave oral evidence before

Acknowledesment <. us. Our thanks arc due to the managers
and officials of the various dockyards and

marine engineering workshops visited by us for their ready courtesy
in showing us round their establishinents. We also wish to cxpress
our thanks to those local Governments and Governnent officials

B 2
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who made arrangements for our office accommodation at the ports

which we visited.
4. Calcutia being the chiel centre of interest from the ship-
Vicits todcchyardsand I)ull_dmg point of view, we took '.th.e_ oppor-
enginecring workshops, tunity during our stay there of visiting the
following dockyards and engineering work-

shops :

1. 'I'he Hooghly Docking and Engineering Company’s work-
shops at Sulkea.

2. The B, T. S, N. Company’s Dockyard at Sulkea.

3. Messrs. DBum and Company’s workshops at Howrah,

4. Messrs. John King and Company’s workshops at
Howrah.

5. The River Steam Nuvigation Company’s workshops at

Garden Reach.

6. Dockyard at Garden Reuach belonging to the India
(ieneral Steam XNavigation and Railway Company,
l.td.

At Tumgoon we had the advantuge of being shown round the
port by the Tort Commissioners and ol visiting the workshops of
the Trrawady Flotilla Company at Dalle.

5. When the Committee met ai Bombay on the 4th April 1923,
we had decided that it would be of great
advantage to us if we could make ourselves
personally acquainted with the system of
bountics, 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 Tndia putting forward the following alterna-
tive suggestions :—

Visil of SirJoha Biles
to Japan.

(@) that the whole Committee should be allowed to visit
Japan some time in \ugust :

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

The Governmenl of India were unable to agree to the whole
Commit{ce visiting Japan It obtained the sanction of the Secre-
tary of State to aliernative (b). Sir John Biles, arrived at
Yokohama on the 23rd September 1923 to find that the principal
citics which he had to visit had practically been wiped out by the
most appalling earthquake ever known in human history.
Naturally this stupendous disaster. which affected the whole
TJapanese nation. areally hamvered 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
Japan is attached as an Appendix* to this
Report.  We should like to take this
opportunity of expressing our indebtedness to thuse gentlemen,
whom he has mentioned in his Report as having rendered him
valuable assistance, and to request that our thanks inay be con-
veyed to them Dby the Governwent of [ndia through the British
Embassy in Tokio.

6. Leaving Madras on the 21st January 1924. we met aguain
at Delhi on the 5th Ifebruary for the purpose of considering our
recommendations.

7. We wish to place on record our high appreciation of the

Services of the Secre- services of the Secretary of this Committee.
tary. Our labours have been greutly lightened by
the zeal and ability displayed by Mr. J. H. Green and by the keen
interest in the work he has shown throughout. Fe prepared most
valuable notes and obtained much important information on the
subjects which came under the terms ol our relerence. His
readiness and ability to anticipate our requiréments 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.

#Appendix C.



CHAPTER 1l

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

IEXECUTIVE OFFICERS.

8. We caunot do better than reproduce here the [ollowing ex-
tract from the Linglisn Public Schools’ Year Book with which we
thoroughly agree :—

““ In considering the Merchant Service as a career lor boys
it 1nust at once be stated that the scholastic and tech-
nical vequirements of ,the proiession are such as to
render imperative preluninary  training if a youth
aspires to command. 'The enormous growth in the
gize of modern steaners, the great advance made in
marine science generally, the application of modern
invention 1o all that appertains to life alloat, which
has, lo some extent, displaced manual labour, call for
a wide range of knowledge which can only be assimi-
lated when a boy is at an carly age and has oppor-
tunities of studying denied to one going direct to

sca.

We propose to deal first with the question of the training of
the executive or deck oflicers und subsequently with the training
of engineers.  In our opinion no schienie for thie ultimate formation
of an Indian Mercantile Marine would be complete unless it also
provides both for the training and future emplovient of the officers.
In Great Britain the officers of the Mercantile Marine are drawn
chiefly from the middle classes. We are of opmion 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 alrcady living along the shores of India a large
sea-faring community, who furnish the lascar crews of all the
coasting steamers und most of the acean going steamers trading
with Tndia and we have been told by R. I. M. Officers, Port
Officers and Agents of - Shipping Companies that ithey make
thoroughly cfficient and reliable sailors. We see no reason why
the sons of these men should not he encouraged to aspire to become
officers in the Mercantile Marine, provided they 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 way be desirous of becoming officers in the Mercantile Mariue,
io obtain the necessary-sea expericnce and nautical training and
education. 1n our examination of witnesses, we made a point of
endeavouring to find out it 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 u 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 instinet or spivit of the sea, which is more or
less inborn in British lads, it appeared to them doubtful if a suffi-
cient nunber of suitable Indian candidates would be fortucoming to
make it worth while to embark on any large scheme of training.
Sowe of these witnesses feared that, even if Indians started their
apprenticeship, they would not stick {o the sea after they find out
that it is a life having many hardships and few amenities. Many
witnesses on the other lund have assured us that there will be no
dearth of suitable Indian candidates coming lorward for training
il the necessary lucilities ave provided and.that the reason why they
have not come forward in the past is that they bave hitherto been
given little or no encouragement to take to a sea-faring life; and
that even if they served their apprenticeship there was practically
no prospect ol their obtaining employment aflter 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 us 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 nccount 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 Tndian witnesses. however. that these caste prejudices
are rapidly disappearing.  In any case we consider it necessary to
make it elear from the start that, before anyv scheme of training
for Tndians ¢an be made a success, apprentices of all classes mnust be
prepared {o live, study and play together on hoard ship in the
interests of that camaraderie and esprit de corps which is =0 essen-
tial to the creation of an efficient mercantile marine. We are not
disposed to attach any weight ta the other objection mentioned.
viz., that the hardships of a sea life are likely to Jeter Indian candi-

dates from coming forward and in any eaze we dn nat think that
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there is any justification for coming to a conclusion of this kind
uutil Indians have been given a fair trial. We are of opinion,
therefore, that there is good ground for believing that, provided
adequate facilities for their education and training are supplied,
a fair number of educated Indians of good character will offer them-
selves as apprentices to the sea witlh a view to their ultimately
becomning officers in the Mercantile Marine.

9. In onr terins of reference we were asked 1o consider the
o ) question of the creation of un adequate num-
. Schelavshipstoe train-— pap of  State  scholarships for  providing
ingin Enzhud  net pe- 70 . AR . ot~
quired. iustruction to Indians in the Nautical
Colleges and training ships in  Lingland,
pending the formaiion of a Nautical College in India. We may
say al once that in our opinion it should not be necessary to send
ludian lads to kngland to undergo their nautical training. Para.
103 of the Report of Liord Liytton’s Committee on Indian students.
stutes that ol the training establishmeuts 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 bovs sceveral thousands of miles away from their homes to
the rigorons climate of the United Kingdom at the somewhat
tender age of 15 or 16 years at which it would be necessary
for themn to comunence their training for a sea-life. We observe
that T.ord Lytton’s Committee sympathised with the desire of
Indians 1o render themselves eligible for appointment to the Loyval
Indian Marine and considered that the best way to provide for the
Desirabilite of eatab- required training of _Tndiun s_tu(lenls wo:uld
lishine  a Nanticnl be for Government to establish a Nautical
Training shipin Indian  "raining ship in Indian waters with the
waters. necessary staff of instructors, ete., although
thev realised that this plan would involve heivy 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 1o 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-

Traiupnz ship ehonld  Jighment like . M.’s schoolships ‘‘Conway"’
be in the Term of @ e . . o

featine extablishment. and ** Worcester *’ or a nautical academy on

shore like the Nautical College, Pangbourne.

We have carefully weighed the merits of both schemes and have

cotne to the conclusion that the floating establishment iz 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 begiu 10 imbibe the sea-iife the
better and the toating establishment will serve this purpose better
than a school or college on shore.
11. Having expressed our prelerence [or a tHoatiug establisliment,
- . it now remauins to be considered whether it
Only cne training ~hip B s _ | o
is nevessary with a )l Wil be necessary 1o provide one or more such
lender  attachel  tear  establishmeunts for thie purpose in view. In
eruises arennd the coast deciding upon the number ol raining institu-
of Lndia and Burma. tions to be provided three cousiderations
should be borne in mind; firstly, that any scheme which is intro-
duced at present must largely partake ol the nature of un experi-
ment until Indians have proved their aptitude and fitness for the
sea; secondly, that although Indian witnesses are sanguine that a
large nunber of the class of candidates required will be forthcoming,
the nwnbers who will actually come lorward when the scheme has
been started is somewhat problematical; and thirdly, that the
number of boys who should be accepted lor training should
at all events not be greatly in excess ol the numbers
for whom it will be possible later on to find emplovment
after their training has Dbeen completed. The question of the
employment of trained officers is dealt with in o later para-
graph, but here it is only nccessary to state our opinion that
for some time to come. until the Indian shipping industry has been
[ully developed, the prospects of trained mercantile marine officers
oblaining 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 cadetz per annum and for this
number we consider that one training hulk will be sufficient. to
which a small tender should he attached in which the senior boys
can be taken for cruises around the coast of Tndia and Burma to
visit the principal ports.
12. The location ol the floating establishhnent is a matter of
Training <hip and ten- L€ importance. Several witnesses  have
der shonld be Leated wf  advocated placing one of these establishments
Benbay, at cach 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 appeur to us {o be necessary to
provide more than one training ship or hulk at present. In choosing
the port where this training ship should be located, we think it is
necessary to select a port where the boys will continuously he in
<iaht of the blue sen. where communication with the shore will incan
real boat work, and where all kinds and claszez 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 horne in mind i~ that
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ihe port selected should possess large modern docks with up-to-date
macbinery for the discharge and shipment of cargoes close at hand.
Thus a steady course ol automatic instruction in and familiarity
with affairs nautical will gradually be absorbed by the boys. Of
all the ports in India, Bowmbay appears to us to possess all these
advantages in a peculiar degree aud has the additional advantage
ol baving w fairly equable climate. We consider Bombay, there-
fore, to be the most suitable in every way and we recommend that
it should be decided upon as the location of the iraining ship and
tender which we reconnnend should be provided lor the present.

13. We suggest that the curriculum of training on the
training ship proposed should be similar to
that in vogue in the English training estab-
lishments, which is a sound general and mathematical education
in addition to one in the practice and art of navigation and
seamanship. A sound general education, apart from being
Jiecessary for the profession of the sea, prevents a boy [rom falling
behind his contewnporaries on shore, so that should he for any
reason give up the idea ol a profession ut sea, he will not Le placed
st o disadvantage when seeking employment in other walks of life.
In this connection we would like to quote the lollowing extracts
from the prospectuses issued by :—

Curriculum of training,

(1) The Nautical College, Pangbourne, and

(2) The South Alrica Training Ship ** General Botha ' ;
which illustrate the advantages of a coinbined curriculum, including
# vocationn! 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
sliould be made early. Many parents hesitate to allow
their sons at the age of 13 or 14 to adopt the sea as
a prolession, 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-
eludes an adequate proportion of general school sub-
jects to the standard of the School T.eaving Certificate
as et by the Universities.

“ Tt should be noted that much of the strictly nautical
training is of a nagure valuable for any career. For
instance. there can be few methods of cultivaling quick
observation, accurate memory, prompt and decisive
application of knowledge, which can surpass a course
i Signalling.
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* Thus the final decision need not be reached until the
conclusion ol the preliminary training and provision 1=
made for the boy who may finally elect to enter
ceneral prolessional life, while he has the advantage
ol ihat broadened outlook which he has acquired by
association with those whose destiny is the sea.”

(2) "Without a thorough and complete training in and know-
ledge ol discipline himself, he can never be in a posi-
tion to impose it upon others. To a Cowmmander of
a ship entrusted with human life and great financial
responsibility, discipline is a real factor in his work:
in luet, it 1+ as much a subject of his educational
syllabus as any ordinary subject of education is to a
shore-going  scholar  preparing lor & nou-nautical
appotntment.” ’

Very strict discipline must be maintained on board the training
ship and the mind of every boy must be imbuced with the idea that
the sea is an avduous and trying life involving great responsibilities
and is devoid of many ol the comforts and amenities of a life on
shore. "I'his idea must be cheerlully accepted by the boys if they
are to become ctlicient and capable sea officers.

14. The period of training in the training ship should be for two
vears and the Board ol ‘Crade should be asked
to agree that these two years, provided the
Cadet obtains a qualifying certificate, shall count as one year's sea”
tie ux is done in the case of the cadets trmined in any one of the
Fnglish estabhshments.

Perind of trainine,

L5. We are of opinion that the Secretury of State for India in
. Council might be asked to extend the same
Appeintment~te - the  Facilities to seleeted cadets from the Tndian
Bengal Pilot Sevviee, L . .. - A .
training ship to join the B3engal Pilot Service
as is at present cxtended to cadets from the ' Conway ™’
© Worceester ' and U anghourne.”’

LG. \VWe¢ obscrve that before a candidaie is finally accepted for
the Treaining College. Panghourne, he must
falifictions fovadi<- e the colmon examination for entrance
sion and aee Tor joining, { Llic school - if this is i ST
_ o public schools or, il this is impracticable,
a special examindgtion of similar standard to be et by the College
authorities.  ¥or the South Africa training Ship, ' General
Botha ™, a boy must have passed at least the sixth standard of
education hefore he can be admiited. A competitive examination
is also laid down for admission {o the Kobe Training College in
Japan. Similarly. for admission to the Tudian Training Ship. all
<andidates should be required 1o sit for a special examination to be
set by the authorities of the Training Ship of a standard siwilar to
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the Middle School or Junior Cambridge examination. 'Lhis exami-
nation may be leld at various centres to meet the convenience of
candidates in different parts ol India. Before a candidate is allowed
te sit for the written examination he should be required to produce
& recommendation [rom the head of the School or College in which
he hus been educated, or from a rmagistrate or some well-known
person, and a certificate ol physical fitness from the Civil Surgeon
of the district in which he resides. The age for joining should be
not younger than 15 and not older than 17 vears. Finally, a viva
toce lest 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 vive zoce test and of these the best 23
selected for admission. A knowledge ol Inglish is essential,
because the translation of the standard works on navigation and
seamanship into the various vernaculars which are spoken in India
would be too lengthy and expensive an operation even if it was
practicable.

17. The Training Ship will require an ample, sympathetic and
Staff of officers and in-  Nighly specialised stafl of officers and instruc-
“stractors for the training  tors, and, as the success or failure of this
ship. 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, physical and moral welfare of the cadets should
be the object of the greatest care and proper allowance made for
religions observances.  Suitable mrrangements must also be made
for wames and recreation generally.

18. We suggest that the iwo years’ course in the ‘I'raining ship

Two years’ conrse o be should be divided up into four terms. Not
divided” up into four 1MOT¢ ll'lan. 25 pupils should be admitted at
terms. the beginning of each term, the total number

ol admissions during the vear 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. Tt will be advisable to
divide the number of admissions to be-made in each term among

~

the various Provinces and States of the Indian Fmpire.
19. Tt has Dbeen suggested to us by certain witnesses that
e . primary nautical schools should be estab-
w\l'::‘ll.l..lchl;: lﬂ:(’llif::.l”{)t:‘: lished. so that hovs may be cducated for the
at an early age. © sea from their earliest vears before going
into a training ship. Alihough this is not
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done in Xngland, we are of opinion that to produce sucqessl'ull_\'
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 iowards this end
we suggest that it would be advantageousx if Provincial Govern-
ments should provide in the curriculum of all schools for a study
of the history of the influence ol the sea on war and commerce,
-especially in its relation to the Empire in general and to India
i particular ; or to institute primary nautical schools as sugrested
by the witnesszes.  An institution of this description started and
maintained by Sir Mohamed Yusuf, Kt.. at Novha, IHog Island,
PBomibay, 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 u chance of secing 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-
cenlage of the boys would be sufficiently imbued with the spirit
oi the sea to decide to follow a sea carcer. The proposal has it=
advantages and would undoubtedly be most helpful and excellent for
the boys. but in our opinion it is much too costlv an expedient
to be deserving of serious consideration.

20. We observe from paragraph 265 in Chapter VII of the
Maintenance of  the _J'Ili;_fhl‘h Qlli_llqllél.llliil'l l{?\‘iew of the Pl’(l,‘._‘.'l'c.\\
{raining ~hip by Govern- 1 Falucation in India that professional
nent. colleges are, with few exceptions, Govern-
ment anstitutions.  In the Chapter on Admi-

nistration (pavagraph 35) it is explained [urther that in view of the
high cost of constructing, cquipping and staffing such institutions,
if the qualifications of the cx-students are to reccive general
recognition, there is every likelihood that professional educa-
tion will Jor many years to come remain almost entirely in
Government hands. The same interest and support should b
given by Government to the training of Indians for the position
of officers and engineers in {he mercantile marine. and as Naval
Architects and Fngineers for shipbuilding works, We understand
that the position in regard to professional collegos in Tndin
present i< that Government provides the building aud pavs for
its equipment and the cost of the instructional staff. Tor the rest
it is understood that students are charged fees and in addition
are expected to pay for books and, if vecident, for hoard :ud
lodging.  The fees charged. however. bear a very small proportion
to the total cost of the whole institution. We sirongly recom-
mend that t(he same principle of Govermnent suppart should b
applied to institutions which may be established for the nautical
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truining of Indian cadets and that, to begin with, the trammg
hulk and tender proposed by us, as well as the instructional stafl’
required for the same, should be provided at (fovernment expense
and maintained by Govermment. We culculate on a  rough
e~timate that the cost of the training hulk with tender attached,
together with the cost of the instructional stafl, should not exceed
3} lakhs of rupees per annuni. The fees to he charged to the
students should not in any case exceed thoze which are ordinarily
charged in other Government proféssional institutions.  In  the
case of the latter. however, resident students usnadly pay for and
make their own drrangements for food. On the traiming  ship
this arrangement will not be possible and it will, therefore, be
necessary 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 puy for books and uniforms,
which latter should be simple and inexpensive.

21. Tn No. (5) of our terms ol reference we have been asked

.1 M, Troop ship tQ cm}si.dcl_' _th_e (|ue.sli9_n (_)l' l]l¢ acquisiti_on
“Duflerin” suitable for 0 training ships by gift [rom the lmperial
conversioninto a training  Government or otherwise.  We have already
ship. recommended that only one training ship
need be provided at present. It ix understood that, in the
interesis of economy and owing to the re-organization of the Royal
Indian Marine, it has heen decided to dizpozc of the three R. [. M.
Troop ships ** Dufferin 77 Hardinge ° and ** Northbrook ’’.
Iixpert opinion shows that the ** Dufferin ' with certain alterations,
which eould 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 he retained for conversion into the
Training ship which we have suggested should be established al
Bombax. The teak bnilt motor vessel ** Howard ' built in
Cochin and now lying in the harbour, un-
finished, might, when completed, we consider,
be suitable as the sea-going tender for the
training ship, il the cost is not prohibitive.

Suitable =ea geingien-
der fer the Training ship,

22, Under the Board ol Trade Regulations candidates who
wish to sit for a Second Mate's Certificate
must produce evidence of four years' service
at sea. After having completed their time
ia the training ship, therefore, which will only count as one year's
sea service, Indian cadets will still have to serve [or three year-
in a Mercantile Marine ship as apprentices before they will he
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

Facilities fer Turther
trining as apprentices,
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the boys or by the authorities of the training establishment when
they are about to complete their preliminary training. Bu! we
ascertained in the course of our enquiries that, with one or two ex-
centions, Steamship Companies in India were not willing to take
Indians as apprentices.  \We came to the conclusion, therefore, that
it wonld be necessary by negotiation with Steamship Companies
to make specific provision for the [urther training of Indian
apprentices 1o enable them to put in the qualilying sea service
required under Board ol ''rade Regulations. In a Circular letter
which we addressed to the Managing Agents of the Steamship
Companicx noted in the margin,* we enquired if they would be
prepated to accept for training on board their
Lo The Britiah Indiv vessels o certain mumber of  Indians  as
EL‘;‘I'I';D‘_.‘\""'““M" apprentices [rom the Training Ship to be
. The Asialic Steam established in Tndian waters, provided such
A ation Conpany. apprentices have obtained a qualifving leav-
3. 1\1.“'_. Seindia - Steam 5 Laptificate similar to the certificates issued
JNavigation Company, hv 1 stahlial ts in Fneland :
4. The Meen] Line. v such establishments in Iingland and that
the Board of 'Trade agree to the proposal
that this training be counted s equivalent to one vear's sea time.
We are glad to sayv that we have received a reply in the affirmative
fromn all the companies nmmed.  We have also recommended in
our =cheme for Tndianisinz ihe ownership of the Indian Mercantile
Marine that accepting such apprentices shall be obligatory. We
have, therefore. no fear that facilities will not be available for the
further training of the candidates who will pass ont of the training
ship annually.
23. Having provided for the education and training of vouny
Prospects of cmploy- Indians for a sea life, it is necessary to con-
ment atter completion of  sider what their prospects will be of obtain-
training. ing emplovment.  In our letter to Shipping
Companies referred io above. therelore. we took the opportunity of
enquiring if they would be prepared to employ young Indianz
as officers on hoard their ships, provided they prove efficitnt and
satisfactory as apprentices and successfully pass their Board of
Trade qualifying examinations as Mates and Masters. To this
enquiry also we have received a reply in the affirmative. We are
also recommending in the scheme for Indianisation of the owner-
ship the compulsory employment of Indians as Officers. Tmploy-
ment is, therefore. assured so [ar as the coasting trade is concerned.

24. This is a matter which we think must be considered as
Assistance {0 Ollicers  0bportunities for study are much fewer and
to pass their Beard o«f  more difficult to obtain at sea than on
Trade Examinations. shore. Th the 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.

10

Navization Comn
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Liowever, 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 establisliment ol such private schools in this country a
paying proposition. It will, therefore, be necessary for Govern-
ment to assist in this watter also and we consider that the simplest
and most efficient form which Government assistance ight take
would be to open a Nautical cluss in the large Governmem
Colleges in the first claxs portz, 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 be many years belore we have Tndian
Pericd  of  sorviee  OMHicers, 1t will be a considerable nuinber f
necessary  to become  Years before we have Oflicers of sufficient ex-
Master of a -hip. perience to become Masters of ships. Accord-
ing to the Board of I'rade Regulations an Officer may pass for Mate
and Master i a short period of tinie. but these are only qualifying
examinations and vears ol practical experience are necessary befor:
an Officer can be sufficiently qualified to be either Second or Chief
Officer or Master of o Merchant ship.  In establishing an Indian
Mercuntile Marine, we must be most careful not to jeopardize the
succeess ol the wlole scheine by making proinotions too quickly and
thus pulting insufficiently experienced people into the higher posts
on board ship. In the beginning we consider that it will be neces-
sury {o follow the Japanese principle of employving foreigners; or
non-Indians in the present case, except in the nost junior posts,
gradually ehminating them and replicing them by Indians as
Indian Officers become competent.  We consider that each voung
Indian Officer should serve at least oue vear as Fourth Officer, &
years as Third, 3 vears as Second and 3 vears as Chief Officer
hefore he can be given command of a <hip: in other words. no
Tndian Officer with less than 11 vears’ =ervice should he considered
fit o take command.

TINGINEERS.

26. We have been {old that a mwmber of Tudians. chiefly
arsees, are already serving as Tngineers on ships and ihat on
the whole they make efficient engineers for the positions they
oceupy.  They sre. ho ~ver. mostly oceupying subordinate posi-
tions, and do not as a rule rise to hich positions of trust and
responsibility. chicfly we are told hecause ihey lack the educa-
tion required for the higher posts and also becanse no part of
their training has been spent. as in the case of engineers in
Great Britain, in large shipbuilding vards or workshops where
engine construction work on a large scale iz undertaken. Buf
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witnesses, who are entitled to ~peak with authority on the subject,
have told us that there is no reason why, given the proper selection
.and suitable training, Indian 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 narine engine con-
-struction which are now lacking.
27. A sufficiently practical training in Mechanical Lngineering
o can be obtained at any one of the large
Facilitics for tmaining  \vorkshops which we saw at Calcutta and
.availuble in India. B e e . \ m »
Jombay and also at IRangoon. There are
also three Government Colleges ol Engineering in India at prescut
tiz., those at Sibpur (Calcutta), Poona (I3ombay) and Guindy
(Madras), where we understand that students can obtain a thorougn
grounding 1n Mechanical Fngineering. 'T'he Principal of the
-College of Iingineering at l’oona has told us that in his College
students after graduation are supposed to serve an apprentice-
ship of at least 1wo years in shops and that these graduates should
have suflicient knowledge to hecome eflicient Marine Yngineers :f
their post-graduate apprenticeships were spent partly in ship-
building or repairing shops and parily at sea. In the Bengnl
lingineering College at Sibpur all students are expected to undergo
practical training in workshops before obtaining their diplomas.
Alternaiively, students can enter workshops, while at the, same
time attending technical school, spending the final two vears of
their apprenticeship at the College.  "The Principal considers that
students trained under cither of these methods would no doubt
have sufficient technical training, which would probably be of «
very much higher standard than in the case of the average Marine
Iingineer. At all events it is significant that students who have
-<completed their course in Mechanical and Iilectrical Fngineering
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 DBritish Board of Trade
from candidates presenting thenselves at the exanination for certi-
ficates of compelency as Marine Tnginecers. A good {raining in
Mcechanical naineering can also be obiained in the Victoria Jubilee
Technical Insiitute at Matunea (Bombay). None ol these insti-
tutions, however, specialise in Marine Tngineering, but the Drin-
cipal of the last named Tnstitute has told us that his Toard would
be quite willing to extend the scope of their curriculum so as to
include. Marine FEngineering, provided Governiment is prepared to
defrav the expense of supplying the marine engine  equipinemnt
required for praclical work., We received a sitmilar assurance from
the Principal of the D. J. Sind Colleze at Karachi, where a new
ensineering wing has recentlv been opened. We s<ce no rex-on
o
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why similar facilities for a waining in Marine Engineering !
not also be provided at the Government Colleges of lingineerin.:
above mentioned, since the probability is that this  could be
done without much additional cost.
25, It s clear, therefore, that facilitics can be provided in
India, both in colleges and workshops, to
~ Further experience st engble any Indians of good education. who
sea, desire to go to sea as lingineer Officers, to
obtain the requisite preliminary training. 1t will be necessary for
them, however, after their preliminary training has been com--
pleted, to serve a period as lingineers without certificates at sca.
We have no doubt that facilities for this purpose will be provided
by the Steamship Companies who have already expressed thet:
willingness in regard to the Deck Officers and we have arranged for:
this in our recommendations regarding coastal licenses.
29, Like the Deck Officers, however, lingineer Officers will,
Facilities for further alter completing their 1'eql'u'red sea time, ncgd
study befere sitting for 10 De specially coached before they appear for
seard of Trade Examina-  thelr Board of Trade  examinations. \We
tions. suggest that arrangements for such [urther
study should be made by opening special classes fov the purpose
in the existing Government Colleges.

30. Having suceesslully completed their trainiag and  passed
their Board of Trade examinations, it will be:
Provision for employ- necessary for Ingineer Officers 1o find
"':“'i":h“‘lr,l"" completion of o nployment.  This can be found in exactly
- the same manner as has been =uggested in
paragraph 23 in regard o Deck Officers. But we wish to make the
sine proviso in the case ol Lingineer Officers, ziz., that after merely
passing the nccessary qualilying examinations, engineers ol in.
sufficient practical experience should not be given charge of th»
machinery of ships. 1t is necessary that ordinarily  engineers
trained in this country should serve at least six years in the junior
grades and live vears as Second Fngineers before thev can be
allowed (o serve as Chief Fngincers of any sci-going ships.  Given
the facilities for training which we propoze should he provided,
we see no rcason why, in course ol time, Indians should nos
make as capable Engincer Officers in the Mercantile Marine »=
those trained elsewhere.



CHAPTER I1i.

Development of an Indian Mercantile Marine,

31. Judging {rom 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 ol 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 T.egis-
lative Asseinbly and which forms our terms of relerence.

220 As regards the present condition of the shipping industry
. in India. we have been told by one witness
thf”gﬁ;'{t_pi“'f""‘li':“'l‘::it:_"r, that at present less than 12 per cent. of the
in India. © coastal trade and less than 2 per cent. of the
international trade is carried in  Indian
hottoms. Another witness has gone so far as to say that approxi-
matelv 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 carrierl
in ships owned by Tndians iz comparatively small.  while the
number of Tndian ships which take part in the overscas trade ix
practically negligible. Tn 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 Tndia with the established
British shipping lines.

33. In our endecavour {o find out what are the conditions which
militate against the development of shipping

Conditirns which mili- enterprises by the people of this country, we
tate against the develop-  were informed by a large  majority of the
:‘r:i'f, "br\,"'l't'l‘l)},"’l';_’op‘i:t":f witnesses who appeared before us that the
this counirv. absence of Indians from the shipping trade
’ is due to the strong position occupied in

that trad» by the two or more existing Britishi-owned lines which

¢ 2
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«nubles them successfully to siamp out competition by rate wars,
the deferred rebate svstem und other methods. These witnesses
point to the many attempts which have heen made by Indians in
recent years to cut into the coastal trade and urge that their failure
has heen due not =0 much to trade shnnps or other fortuitous circum-
~tances but to the canse 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 compelition 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
@l least one company, which has been launched in recent vears,
the Directors admitied 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 cases which have
.woceurred failure was in some degree due to the same cause. At
the same time it is not difficult to see 1that the system of deferred
rebates and rale wars must operate as an obstacle 10 the entryv of
new comers. These two systems have. therefore. been strenuouslv
aissailed by practically all the Indian and a few European witnesses
who appeared before us, and theyv Luave strongly pressed for their
removal as one of the first sieps to be taken to encourage the deve-
Topment of an Indian Mercantile Marine. We do not propose to
-discuss the merits or demerits of these svstems. We are suggest-
ing in condition No. 4 of our recommendations in para. 43 that
{hese questions should he 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 1o give evidence. a memorandum
briefly explaining the different forms of State aid or protection
afforded in other couniries for the development of a national Mer-
cantile Marine. Tt was hoped that this memorandum would serve
as a guide io witnesses as to the particular lines on which their
views and suggestions were required. Notwithstanding our eflorts
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 Tndia of the whole catalogue of measures
of State aid and encouragement which had been adopied in otlier
countries. On oral examinalion. however, we found that those
sitnesses. who had given carcful siudy to the subject, recognized
the impraclicability of adopting all these measures sirnulianeously
and confined their advocacy to such measures only which they
considered essential to scenre the objuct in view. We shall now
proceed to say what these mensures 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 ferthe train- - vide for the adequate training of Indiuns to
ing of ollicers and enz- Loome officers aud engineers in the Mer-
neers the fivst steptu be . R P A e
taken. cantile Marine.  We  agree with this.
view and in Chapter 1I of this report
have dealt fully with the facilities which we consider should be
provided m Indian waters for the nautical training of Indians ‘who.
desire to follow a sei carcer. 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, aller careful consideration, that the success.
of the scheine we are proposing for the training and future employ-
ment of Indian luls 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
I3 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 maximuin of 60 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
engincers cimployed. Tn this wayv it is hoped in course of time to
bring about the complete Indianisation of Lhe superior personnel
ou the coastal Mercantile Marine. The crews of these fleets are-
already Indian. as we have previously staied. so that it does 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 feel
View of cortain witne.n LI Active assistance on the p:n:i of Govern-
es that no further a-ie-  went towards the creation of an Indian
tance beyond the provi-  Mereantile  Marine  should  stop at  the
sion of training factlitic=y,rvision of  the  training  facilities  and
is required. g i
that the rest should be left to a gra-
dual process ol 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 the shipping trade.  This defeet it is
urged will be partly removed by the scheme for the training of
Indians in navigation and their employment as officers on ships anid
partly by such steps as it may be necessary to take to develop e
experienced staff for management.  The Tudian companies which
will be formed in muure will thus not sufler from lack of experienced
officers and managers and will, therefore, be in o strong position
tn face competition and establish themselves in the trade.  Thie
witnesses, who take this view, refer to the case of at least onn
Indian company which Las fought itz wuy into the Conference with-
out anv State aid or encouragement and thev <ee no rea<on why
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other Indian companies should not be equally successtul, provided
they have good financial backing, and are properly managed. These
witnesses are, therefore, averse to any [urther assistance being
given in the forin of the reservation of the coastal trade to
Indian owned ships. becaunse they feel thin a policy of restriction or
exclusion will not ve 10 the advantage of the country as a whole.
‘They point out that there has been no complaint regarding either
the efficieney or adequacy of the services offered by existing ship-
ping lines and consider that it would be a mistuke to substitute for
them an agency, the cfficiency of which is problematieal and in
any case has vet to be proved. They point to the action which
has been taken in Australia 1o place restrictions on the coasting
trade with the result that freights Lave risen to the detriment of
Australian trade. necessitating the appomntinent of a Committee,
which is sitting at present. 10 examine the coastal trading pro-
visions of the Australian Navigation Act.  They are apprehensive
that the same result will Tollow in India if @ policy of reservation
is decided upon, 1f reservation is to be introduced at all they
suggest that it should be confined to the exclusion of foreign ships’
only. but they strongly favour the poliey of the open door as being
the most beneficial to the wellare of Tndia as a whole. This is one
side of the question.

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

Other witnesses unable  #evidence.  Their view is that if, as they
e agree thal taining  ynderstand, the object of this cnquiry is to
:“‘:":t’[‘”"‘]‘l(”,‘c'"“]'n'l""li bring an Indian Mercantile  Marine into
of the coustal trade for  Deing within a reasonable period of time,
ships owned and managed — then it is not enough merely to provide for
by Tndians. the training and the Indianisation ol the per-
sonnel of the fleet and that in addition it is

necessary to provide for the Tudianization of the ownership and
munagement of the ships at the simne time.  In other words, they
feel 1that it is not sufficient for Government to assist Indians only
to man ships and that in addition they should be given facilities
to own and manage them and that the two things should progress
side by side.  They point out that it is practically iinpossible under
present conditions for Indian companies to gain a footing in the
trade and do not consider that this view is controverted by the fact
that one Indian company has succeeded in fighting its way into the
Conference.  That company. as they observe. was only successful
sfter a protracted struggle involving heavy losses which other com-
puanies with limited resources at their disposal cannot afford io face.
It wus alleged that the present British shipping lines 1o a certain
extent neglect the smail ports on the coast and at Madras we were
1old of an instance in which a <hipping company and a railway
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<owpany had entered into a contract with a view to attracting trade
to a particulur port. It was urged that such combinations are pre-
Jjudicial 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 stute that if direct
action is taken to protect Indiun shipping in the coastal trade
plenty of Indian investors will be forthcoming o put up the money
required to start Indian companies. [t 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, thev consider that action should be taken to secure that the
coitsting trade of India is gradually reserved for ships which are
owned ind 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 poliey of reservation will
be followed by the adverse results described in the preceding pari-
graph.  In any case they consider that in the interests of the
Indian Mercantile Mavine the visk. if any, must be I'aced us it has
been faced by every country in the world, including a Briiish
Dominion, which has deliberately adopted the policy 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 io the question as thev have been
View of the Committee  presented to us by witnesses and we adinit
that something more is  that there s a good deal of force in the
1|(\I||(l.|]|1(‘l(]fbtl:?:;(\lu)t_]“r1!‘:{; arguments urged on both sides. It must he
ties. ) stated that so far as the porls served are
concerned ihere is no great fault {o be found with ihe efficiency or
the regularity of the services offered by the existing shipping
lines and {hat the question of a replacement of non-Tndian lines
by Indian coneerns does not arise so far as these grounds are con-
«cerned. But we have been direcled to examine what measures
can usefully be taken for the development of an Indian Mereantile
Marine, and we cannot agree that the provision of wraining facili-
ties alone exhausts all the necessary avenues of action which can
usefully be taken in the direction indicated.

39. n other countries, which have desired to develop a national
Reservation  of the  Mercantile Marine, one direction in which
-coasting trade. action has been taken to this end has been
to reserve the coasting irade for the subjects of the particular
countrv concerned. Under the provisions of the Indian Coasting
Trade Act V of 1830 the coasting trade of India is open to all
womers and it s the unanimons opinion of all witnesses who lave
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appeared before us that this Act should now be repealed with a
view to the exclusion of foreigners from the
coastal trade. Tt is understood that this action.
wits suggested before the war when foreign participation in the
Indian  coastal trade threatened 1o assume serious proportions.
With the outbreak of War, however, foreign competition declined
and the proposal was dropped apparently beciuse it was not con-
sidered advantageous to imposge restrictions on the coastal trade wut
a time when India sorely needed coasting ships and wus only too-
glad to receve allied or neutral shipping m her ports.  With the
return of peace the position Lax changed and it 1= understood tha
there is now a vast amount of surplus tonnage Iving at DBritsh
ports lor 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 bhut to which-
they may be rdmitted as an act of grace. It i admitted 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 ol an Indian
Mercantile Marine it is necessary to close the coasting trade ol this:
country to ships belonging to the subjects of foreign nations. Tt
may be necessary 1o provide that an exception should be made in
fuvour of those foreign States which enjov any treaty rights in
respect of the Indian coasting trade (zide Section 736(c) of the:
Merchant Shipping Act, 1894), but we consider that no foreign
ships should nnder any circumstances enjoy superior privileges to-
those accorded to British ships. We have not been able to deter-
mine from navigation statistics the exient of foreign participation
in the coasting trade of British Tndia hut the general iimpression-
1s 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
o injure the commerce of the countrv. We recommend, there-
fore, that aclion should now be taken to repeal the Indian Coast-
ing Trade Act V' oof 1850, subject to the excepiion which we have:
mentioned above.

Exclnsion of fereigners.

40. It has already been expliined that a large number of wit-
Exclusion of foreign-  pnesses do not consider that the exelusion of
::::lslnflr“tl:'l;\d.‘-]mn(.tl"_:ll::l'i;: foreign shipping alone goes far_enough to-
cient. encourage the growth of an Indian Mer-
cantile Marine and that what is required is action to reserve the
Propasal te reserve  consting trade more or less exclusively for
the ”““‘2]“! .'"“_d"c for — <hipping companies, the .controlling interest-
Il.la‘;ul::l SuppInE O iy which are predominantly Indian.  Tn-
other words, the object of these \vitrlqssgs Is to cmnp_el existing
Rritish Steamship lines to gradually Indianise the charaeter of their-
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companes in order that they may be considersd eligible to trade
on the coast. It is necessary here to exuwmnine the possibility off
S excluding DBritish  ships from the Indian
Possibility  of exclud- . ) i . Lo
ing British ships from  €Oasting trade. As already stated the poliey of
the Indian coasting  DBritish Dominions or Possessions in regard

rade. to their own coasting trades is determined by
their local interests. Tlus is borne out by Section 736 of the

Merchunt  Shipping  Act, 1594, which confers power upon the
Legislature of a British Lossession, by any .\ct or Ordinance. ta-
regulate its coasting trade, provided that, in such \ct or Ordinance,
all British ships (including the ships of any other Dritish 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

Action  taken in .. P X | c
Australia o rewrve the  the provisions of this Section of the Mer-
consting  tmde  for chant Shipping  Act to introduce a law
Australian shipowner:., which has had ihe effect of conterring on
Australian shipowners a nionopoly in the Australian coasting trade.
'This has been done, not by excluding non-Australian ships in so
many words, hut by providing in the Australian Navigation Act
for a svstemn of control by means of licenses o trade on the Austri-
lian coast, which are onl_\ agranted to vessels engaged in such trade
under certain conditions, The conditions attached to the grant
of a license fo. the Anstralian coasting trade apply to all Dritish
=hips alike, hut the nature ol those conditions is such that thev
have the practical eflfect of automatically s<huiting out all except
Australian owned vessels from the Australian coasting trade. I
is clear, thevefore, that if it ix decided to take similar action in
respect of th= Indian coasting  trade in the interestz of Indian
shipowners, there is nothing in the British  Merchant Shipping
Law, which wonld prevent action of this kind being taken, pro-
vided the conditions enforced are applicable to British and Indian
ships alike. Tt is believed to be true that a Committee has heen
appointed to inquire into and report upon the eflect of the opera-
tion of the Ausiralian Navigation Act upon the trade, industry and
development of that country and that the coa«tal trading provi-
sions of the Act will form the subject of special enquiry by this
Conunmitice.  \lthough, as before stated, one witness with recent
Australian experience has said that the Aect has been prejudieial
to trad~ interestz, there is no information whatever at present a=
to what conclusions this  Committee has reached.  Until the
Australian Committee’s Report is publixhed it is impossible (o 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 ont that the svstem of reserving the coastal
trade s heen adopted hy other f‘ﬂlll!'l'i(“' and i< <tll continued by
themn. Tt do=s not follow, even if the Australitn sv-tem Las not
o

(- 5 “/
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heen successful, that the sys~temn we propose for the Indian coastal
trade will not be a success.

11. We lo not consider that it is possible to say at this stage
Recommendation that  Whether the reservation ol the Indian couast-
the  Indian  coading  ing trade for shipping coinpanies, which are

trade should be reserved — eedominamtly Indian in chiuracter, is likely
for ships the cwaoership . ’

amd  controlling  in- 10 be benefiial for India or not, for the
terests in which are  sinple reason that there are no data at pre-
prediminantly Indian. sent on vhich a satisfuctory conclusion can

be based  In any case, it seeurs unfair to pronounce any adverse
judgment as 1o the ability of Indians 1o run =hipping companies
ax suceessfully and efficiently a~ the present concerns until they
have been given an opportunity of owning and managing ships under
more Tavourable conditions than those prevailing to-day. TIndians
have proved successiul in other technical trades in which a short
time buck they possessed little or no practical knowledge or ex-
perience and we see 1o reason why, given a favourable opportunity,
thev should not prove equally successful i the shipping trade.
The Honouraldle Member for Commerce stated in the Tegislative
Assembly on belall of the Govermment that this desire on the
part of the yeople for their own Mercantile Marine was a.very
natural desire. Recognising this natural desire we arve of opinion
that this should be met within a reasonable period of time and
not in the distant future. This bheing <o. it is our considered opinion
that the provision of facilities for the training of Indian officers and
engineers alone is not sufficient to meet the requirements of the
cage and that some Turther steps are required to achieve the object
i view. These further steps we recomimnend sliould be in the
form of the ¢ventual reservation of the Indian coasting trade for
ships the ownership and controlling interests in which are pre-
Proposal to introduce  dominantv Indian. This should e done by
awvsiem of licenses in - the introduction of a system ol licenses or
respact of the Indian permits ax has been done in Australia, ex-
coastul trade. cept that the conditions to he attached to
the grunt of a license or permit in India will be different (o the
conditions imposed i Australin. We recommend that it should
he announeed now that with effect from a date, to be fixed by
Goveriment, the privilege 10 engage or to take part in the coast-
ing trade of India will he regulated hy a svstern of licenses, the
conditions of which are indicated in the paragraphs which follow.
The rummary of evidence goes to show that an ideal Indian
Definitien of an ideal Mercantile Marine may he briefly described

Tndian Mereantile 2s follows 1 —
Marin.,

(@) Ships 10 be registercd in Tndia.
(1Y Officers and crews to he Tndians.



27

(s The =lips 10 be owned by joint stock companies (public
or private) registered in India with rupee capital, with
a majority ol Indians on the Directorate or to be
owned and managed by individual Indians.

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

i) The management ol the companies to be predominantly
in the hands of Indians,

tf) "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 Todian  and controlling intervests in the ship or ships
owned and managxdship  for which licenses are required shall be pre-
for the purpose of the : X . ) L .
cconstal  tradine pesula.  dominantly Indian and we think that this
tion-. T qualification should be held to have been lul-
filled if a ship conforms to the following conditions :—

(a) That it is registered in Lndia,

tb) That 1t is owned and managed by an individual Indiun
or by a joint stock company (public or private) which
s registered in India with rupee capital, with a
nujority of Indians on its Directorate and a majority
ol 1ts shares held by Indians, and

(¢) That the management of such company is predominantly
i the hands of Indians.

It is not possible at present to provide that the officers and crews
<hould be completely Indian, hecauvse it will take some time under
<ur training scheme to produce the requisite number of Tndian
officers and engineers, but in our coastal trading regulations which
follow provision has been made for the compulsory Indianisation
af the personnel.  Nor is it possible at present to provide that the
ships applving for licenses shall have been built in Tndia, because
no shipbuilding vards 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. Tt should be announced that on and from a certain date to
e . be specified by Govermment no ship should
Conditions which shonld . . .

T attached ta the erant e entitled to engage or tuke part in the
of licenses 1o trade en  coasting trade of Tndia unless such <hip has
th- Indian ccast. first obtained a license from the licensing
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authority appointed for the purpose, subject to the-following con-
ditions :—

Condition I.—licenses or permits shall after the introduc-
tion of the licensing system be issued to any ship.
flving the British Ilag, 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 montlis and that the Joint Stock
Company {(public or private) or individual by whom
it is owned gives an undertaking in writing to take
Tndian apprentices lor training subject to a mininnnn
ol 2 per ship, no line being compelled to take more
than 60 apprentices all-told.  Provided further that
such Joint Stock Company or individual owner under-
takes to employ qualified Indian oflicers 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 1o Board of Trade Regulations until the ship.
has reached the age of 25 vears. provided the condi-
tions set forth above are heing complied with.

Condition 2.—A\ll ships herealter seekimg 1o enter the coastal
trade can only obtain licenses on their complying with
such conditions as may be laid down by Goverimment
for Indian Shipping concerns; provided also that the-
owners ol all such ships are likewise required to give
an undertaking on the lines indicated in Condition 1
regarding the employvinent of Indian apprentices and
the gradual Tndianisation of their  officers and’
engineers.

Condition 3.—The licensing authority may be given discre-
tion to waive all or any of these conditions during-
exceptional periods ol siress such as trade hooms..
famines, war, etc.. and to issue permits to any .ship:
flying the British Flag io 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 imay be considered advix.
able to deal with deferred rebates, rate wars. or any
other conditions which act unduly as a restraint  or-
trade.
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Condilion 5.—DProvision should be made that, where by
treaty made before the 13th May 1569, Her late
Majesty Queen Victoria agreed to grant to any ships of
a foreign State such rights or privileges in respect of
the coaxting wrade of British India, those rights and
privileges shall be enjoyed by those ships for so long ax
Her Majesty agreed or His Majesty the King may
herealier agree to grant thein.  'I'his, 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.—Tor the purpose ol these regulations *‘Coasting
trade ' may Dbe decmed 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
sliould 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-

Proposal to  purchase ;0 ") the licensing syst ‘hich has b
ome of the existing British cnsing system which has been
lines  operating «n the proposed above, arrangements could be made
voast. 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 appoint Directors to conirol it, a
majority of whont should be Indians. The present management
should be retained until such time as there are suflicient Tndians
-available” with the necessary experience to undertake complete
management. The ownership of the vessels in this line should be
transferred by sale from time to timme 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 Tndians to extend the Indian Mercan-
tile Marine with a ready made fleet of proved efficiency and as the
cexisting 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 [or the t(raining of Indians in the
business management of shipping concerns by Turopean shipping
experts. We have not sounded anv of the existing British owned
lines as to whether they would be willing to cell out hut 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 ol these companies.
might be willing to consider the matter il a suitable offer is made to
them. In our opinion this proposition is a feasible one, provided it
is combined with the licensing svsiem which we have recommended,

and we commend it as worthy ol scrious consideration by the
Government of India.

43, In their evidence quite a large number of witnes<es have
recommended that, in addition to the reser-
 Other forms of Mtate vy (jon of the coastal trade for Indian ship-
aid not recommended, . . Lo
ping companies, such companies should also-
Ix: 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 simultancously witlh the-
reservation of the 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 Tndian
shipowners, and we see no justification for the grant of any other
forins of State aid.  We recommend, however. that at s=ome
fulnre date, as soon as a sufficient number of trained Indian officers
end engineers arc available and Indian shipowners lave proved
efficient in managing and running coastal steamers. the question
ol granting navigation hounties to purely Tndian shipping companies

in respect ol overszeas trade to oiher countries should he favourably
considered.

16. A question may be raised whether the recommendations we
have made in respect ol the ownership of
Question whether ve- vocsels (o be licensed for the Coastal trade
commendiiions ll\{l(l(' m . . - — .
respect of the cwnershipof  0T€ consistent with section 736 (b) ol th-
vesscls to be licensed for British Merchant Shipping et of 1894 which
the coastal trade are con- limits the power of the legislature of «
:;::::n(,f\::.‘l.‘tiol.!w,':ll.:;u(\-l,l; “I'ilish. 'I’osses.sion mn .lll(' matter  of the
of the Merchant Ships  regulation ol itx cousting trade by the con-
ping Act, 1891, dition that all British ships (including the
ships of any other British Tossession) shall
be treated in exactly the same manner as wne =hips of the British
Possession concerned.  In requiring predominant Indian owner-
ship for British ships as in the caxe of Indian ships, we do no:
think that the principle of that section is vielated. 'T'his require-
ment applies to both classex 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
certainly no evasion of the provisions of that section. TBut if it
should be so considered by the Taw Officers of the Crown. w2
wonld” strongly recommend that section 736 (D) of the British
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Merchant Shipping Act should he amended. It this is not agreel
to, then we recommend that, in addition w the licensing svstewmn
imposing the other conditions we have suggested, muuely. employ-
ment ot Indian apprentices and Indian officers, a system ol bounties
should be resorted to to develop the Indian Mercantile Marine.
The bounties should be given to all Indiun owned and Indian
managed ships and Mail contracts should be given ouly 10 =uch
ships and preference should be given for the carriage ol Govern-
ment Stores in such ships whether on the coast or in the overseas
trade. ‘L'he 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. I the
coastal trade can be reserved in the manner suggested by ux. the
country will be saved much expense which @ systeni of bounties
and subsidies would involve. lvery ellort should, therelore, be
made to secure the amendment of the section of the Merchan:
Shipping Act referred to above if really 1t stands in the way of
carrying out our recommendations. :

47. Tt Las always been an accepted principle that, so far as
Maritime Services are concerned, the course
ol the post should follow as far as possibl:
the course ol trade.  Consequently to secure the maximuin economy
i carrying mails, steamer services already in existence have been
utilized for the purposc. We understand that mail subsidies are
fixed by negotiation or tender based on the regularity and speed of
the services and that the nunber of miles combined with the
speed has been the determining factor in fixing the rate. In our
opinion the broad principle enuncinted above is sound and we
see no reaxon to advoeate any radical change. Dut should the
licensing system we have advocated, for any reasons, not be adopt-
ed, it will be necessary to enter in all future mail contracts, in
which the whole mmount of the subsidy is to be paid by India, a
stipulation to the effect that all suitable ships owned by such
companics must take on board a number of Tndian apprentices, in
accordance with the limitations we have previously recommended
under the licensing svstem.

48. Tn Chapter V' we have dealt with the Tndianisation of the
Roval Tndian Marine. The scheme for the

Indianisation of the hantical training of Indians which we have
Pilot services, the Marine  pecominended in Chapter I1 will give Tndian
(]'?::{3::::,?;,‘11 “,:‘l:]('l' ["':1‘: officers the requisite qualifications to enter
Trust vessels. any  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 he to cmploy an

Mail subsidie:,
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increasing number of them. us they become available, in services
such as the Iengal and other Dilot services, the Marine Depurt-
ments under local Governments and in vessels belonging to the
Port Trusts, until these services also are practically Indianised.
49. We nay add that some witnesses both at Caleutta and
L . Rungoon sought to bring to our notice certain
Difficalties of Indian i ¢ difficulties alleged 10 be felt by Indian
comnpanies in rezard to | . . - - .
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 oucide the scope of the termis of reference to this
Committee.
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CHAPTER 1V.

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

50. Only three witnesses who claimed to be shipbuilders came
Precent condition of forward to give evidence on shipbuilding.
Shipbuilding industry in  "['hese were non-Indians of Caleutta engaged
India. 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-Tndian witnesses believed that it would be a long
time before Indians conld compete in shipbuilding with Inglish
shipbuilders. ’

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

hipyards visited. which we visited. a list of which is given

below : —
Bombay.—Noyal Indian Marine Dockyard.

Mazagon Dock belonging to the I’. and O. and DBritish India
Stearn Navigation Companies.

Waork=hops of Messrs. Alcock Ashdown and Company.

Calrutta.--The Tlooghly Docking and Engimeering Company’s
work=hops at Sulkea.

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

Messrs. Burn and Company's workshops at Howrah.

Messrs. Johin King and Company’s workshops at Fowran
and Sulkea.
.. The River Steam Navigation Company's  workchops  at
Giarden Reach.

Dockyard at Garden Reach belonging to the Tndia General
Steamn Navigation and Railway Company, T.td.

Rangoon.—The shipbuilding yard and  workshops  of the
Trrawady Flotilla Comnpany at Dalle,
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32. The largest sicel hull built in India is the s.s. ** Bahdra " of
.. . 600 tous by Messrs. Burn and Company of
. Experience of ~ship-(jeutta. © The machinery for this vessel
wilding  in Tndian is . . . oV .
limited. was built out of India. In all Messrs. Burn
and Compuny have built 9 ships ol a total
of 2,373 tons gross which are of suflicient importance fo be inclided
in Lloyd's register of 100 tons sross and over. .\l the other
shipbuilders whose yards we visited have built 13 ships totalling
2,915 tons gross as given in Tloyd's remister for 192223, The
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 iheir total gross
tonnage is 28,331,448, Thus it will be seen that the experience
of shipbuilding in Tndia is very linited as to quantity and size of
<hips.

53. Alter carelul consideration, we are ol opinion that Calcutta
would be the best position for shipbuilding
as 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. 1f, however.
steel and coul from outside Tndia for shipbuilding purposes be
admitied frece of duty, Bombay and some other ports mayv in time
compele with Caleutta as shipbuilding centres.

Caleufta best position

for ship-building.

54. Competition with non-Indian shipbuilders is ai present only
Competition with non- l)r'nct.icuhle for small \'essels. Thg cost 9[’
“Indinn shipbuilders only  Dringing out such vessels to India is a suffi-
practicable  fer small  ciently Iavge percentage of the price to cover
vesselw. the difference in the huilding cost hetween
Indian-built and non-Indian built ships.

553, I0 an entirely sclf-contained condition is desired for India.
Protection necossare for it would appear to be as necessary to be able
shipbuilders for {he pur- (0 build ships in India 2s it is for Indians to
pose ol crealing a well-  own ships.  Shipowners, however, naturally
fﬁz&’-{}l‘:‘_;l"l"d"‘" Merean- ywant to buy in the cheapest market, which

- : 1s not India at present, but il protection is
granted to shipowners to enable them to create an Tndian Mercantile
Marine, it would seem to be desirable for shipbuilders to have
protection (o create their industry.

56. 'I'he methods proposed by witnesses to protect the ship:
“Methads proposed {o  Puilding industry are somewhat similar to
wotect the shiphuilding  those for shipping :—
indunstry,

1. Loans by Govermmnent,
2. Bounty of 23 per cent. of the cost ol the ship.
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3. Guaranteed dividends of the shipbuildi: company by
the Government. o
4. Shipyards to be laid out and run by Government and sold
by them by tender as going concerns.
One. any or.,all of these methods have been suguested by more o
less responsible witnesses.

No. 1 is of no use by itsell. Suflicient and remunerative work
to employ the capital  continuously  and
) successfully must be found and as at present
it is not likely to be got from outside Indin, it must be ohtained
within fror Indian shipowners and the Government of TIndia.
Provincial Governments and Tort Trusts.  If the above conditions
can be guaranteed, cheap loans might be given to a shipbuilding
company up to the extent of one-third of the total paid up capital.

No. 2. We failed to get the reasons for this form of bounty
. . cither as to quality or quantity. We could
Constraction hoanties. get no reliable informarion 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. \ny system
of bounty should only extend to making up the difference between
the minimum cost of production in India and abroad. We consider
that this system would be more equitable in all ways than a fixed per-
centage. In any event, this difference should not exceed 25 per
cent. of the price abroad. The determination of the difference
will not always be easy, but the difficulty could be overecome by the
establishment of a competent authority. Tf the fixed percentage
svstem were adopted. it is not easy to see how an industry can be
created or encouraged by allowing the seller to fix his own prices
regardless of others.
No. 3 is open to the serious objection that it gives no incentive
to economic production.

Cheap loans,

Guaranteed  dividends
not recommended.
No. 4. By this method all the capital would have to be found
. . by the Giovernment, probably a crore per ship-
I:lixl?ﬂlx;":l\',l\'t;y":.'ﬂ:h)]lj‘c. yvard. The Government would have to find
Government net reeom-  Work for the vard and show a profit on it
niended. before the yard would he saleable. To con-
tinne to build for undetermined clients at prices in competition
with the rest of the world would not be profitable. If sold at a
profitable price, the increased cost of Indian-built ships above others
for an Indian Mercantile Marine would be either a handicap to
that marine or a drain on Government if Government made good
the loss to the Indian Mercantile Marine. For the purpose of
p 2
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developing an Indian Mercamile Marine the least costly way at
present is to purchase the ships out of India. TFor the purpose of
folly developing a shipbuilding industry in India, the existence of
a large Tndian Mercantile Marine inust 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 Tndia
and Port Trusts since 1910 is six, 100 {t. long and over, and 14
dredgers. We attach as an Appendix® to
this Report a statement which gives the
details of all the vessels built for India from 1910 1o March 1921.

* Appendix 1.

The reservation of the coasting trade 10 Indians on, say, 100
ships of 500,000 gross tons would necessitate the renewal of not
less than five and not more than ten ships per vear, that is, five for
rencwal and five for losses and obsolescence belore being worn out.
Assuming that they should all be built in India it would he neeessary
10 have shipbuilding facilities capable ol turning out ten ships in
w year but commercially efficient when producing only five. The
«ix 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 ihe war, of, say, two ships
or dredgers per year. Tence the required shipbuilding facilities
per yvear would be a minimum of seven and a maximum of twelve.

57. There are facilities in existence in Bombay and Calcutta for
Indian  shiprwners  repairs of ships, which have been developed
theuld - have their <wn  during the war, for which full employment
{,“."':11‘.\':1;:::;(]“‘;:,?,((l::ll((l‘ cannot now be found. Some of these facili-
eflicient ~hiphuilding ~ ties could be made use of for ship and engine
yards. building though no one establishment is {ully
cquipped 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
Calcutia and Bombay. These shops might (a) be owned by
shipping comnpanies running the trade as the British India Steamn
Navigation Company do at present, or (b) these companies might
rcly on privately owned repair shops to do their work. Tractically
all the repair yards are conirolled 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 his ships cost him. 1f 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 sufliciently among themselves to have
a shipyard or shipyvards 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 would be necessary to obtain
Exp . expert assistance [from non-Indiang, who
xpert assistance from o B L

abread necessary at first,  MMust be familiar with all the types of vessels
- to be built in the proposed shipyard. This
expert assistance might come from a shipbuilding firin who might
be persuaded to assist an Indian firm or it might come from a firm
of consulting Nuval Architects and Engineers who had been entrust-
cd with the superiniendence of the design and construction of ships
and dredgers for the Government and vessels similar to those
required for the Royal Indian Marine and the coasting lines.

59. Having given our best consideration to the various points
set forth above, we recommend that flor the
present the most advantageous cour=e 1o be
adopted 1s to give construction bounties as
indicated in paragraph 56. I a shipbuilding yard is projected by
an Indisn Cowmpany, the Govermment may aid that enterprise by
(@) advancing a cheap loan to the extent of one-third of the paid
up capital ol that Company and assisiance in acquiring suitable
sites; (b) guaranteeing the giving of all Govermient and Port
Trust work to this shipyard at a cost not unduly higher than thie
cheapest price which can be secured abroad for a similar class of
work 1 and (o) legislating that, when such a suitable shipbuilding
vard is completed and established, all ships secking for a license on
the coast should alzo 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 vard
at its own cost.

Construeticn bountie-
recommended,

60. Shipbuilding. including engine construction, is a highly
Posibilitios of irain-  developed and complex industry and among
ing suitable Indian ship-  many things is dependent upon the training
Buililinge stafls. of shipbuilders. In Dritain, even in the pre-
iron stage of shipbuilding, it had its school of Naval Architecture
which provided for ihe scientific education of Naval .r\rr-h'ite(-t_.«- and
Facilities  in Great  the technical education of the sl‘nplm!ld!n;_r
Britain fer the seientific  stalf. When the era of iron  ship-building
education of Naval Av- comenced, it wus  the  scientifie Naval
(l:r:ﬁ:ﬁ.‘::‘,,,ﬂhﬁ:l]i:;', Architeets of these schools who carricd om
building fall. ! thi< enormons change  from wood  to irow
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shipbuilding 1o 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 eacli of which a Chair
of Naval Archilecture and Enginecring 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 shipvards are continuously recruiting
voung men who are technically trained to take positions as draflts-
men, foremen and managers.

61. India has no such schools and if such a highly developed
Neeessity for the estal-  INAustry as shipbuilding is to be established
lishment of a similar I this country, its start must be associated
cducational  systemin - avith an educational svstem such as exists in
India. Fngland. 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 shipvards and have
alterwards become teachers and leaders in the industry.

62. During the time between beginning the laying out of a
Graduates From Fne shipyard and engine works and its being in
iraduates from Enei- X . . X

ywering Colleges in Tndia  {ull swing trained Indian mechanical en-
should receive additional — gineers will have to be selected to receive a
T )']I]n(l‘\lll‘t':lllN::lrc:}r:l-' -further training in shipbuilding. and marine
assicting in the building  cngincering, including both theoretical and
of shipyards and after-  practical instruction. These could be select-
wards in building ships. ed  during the process of building the
works, so many ecach vear. They would be drafted, for
a  part  of their time, into the building of the ship-
building works as it went on and  would  thus  becomne
familiar with fhe plant and its construction beflore it began work.
The TFngineering Collegesvcould provide all the necessary men.
These men would become draftsmen, foremen, assistant managers,
cle. A small special staff of instructors in Naval Architecture w could
be necessary in one of the colleges, preferably Calcufta. ‘The
special course of {raining in &hlpbmldmg and engineering given
by the special sfaff should be siniilar to that in Glasgow University.
The number of specially trained students need not exeeed 10 per
vear. If these are sufficient]ly trained they will train the rank and
‘file. and the indastry will go on and grow n'\lmall\' so far a= person-

nel s concerned.
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CHAPTER V.

Royal Indian Marine,

63. Clause (1) of our terms of reference invites us lo state
what measures can usefully be taken for the liberal recruitment
of Indians as Deck or LExecutive Officers in the Roval Indian
Marine.

G1. We are given to understand that the Roval Indian Marine

’ Service is about to be reorganised into a
Re-orzanisation of the yyypely combatant  force or  Indian Navy.
Roval  Inmdian Marie P . . .
intea purdy combatant  Cntil the constitution of suc'l; a reorganised
force or Indian Navy, service 1s definitely settled, it appenrs difli-
cult for us to give any opinion as to the
detailed methods tc be adopled to Indianise the service.

65. We, Lowever, take the opportunily of suggesting that the

Tndianisation of this service, whether it re-
#{Indianisation of Raval  1pains a Royal Indian Marine or becomes a
{“‘}!“" Marine or Reyal - R¢¢q] Tpdian Navy, is a matter of import-
ndian Navy a matter of . : . ..
importanee. ance and that the preliminary iraining 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-
liininary training of such officers.

GG, Tt is the almost unanimous desire of all Indian witnesses

that the creation of an Indian Navy capable
Re-organization of the  of defending the coasts, harbours and com-
Royal Indian -““."”_“_‘ mercee of Tndia should proceed hand in hand
into an  Indian  Navy . .
strengly recommended. . WIHh the development of an Indian Merean-
i 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.
TDWARD HEADTLAM,
President.
T. BANGACTIARTAR.
J. M. BILES.
LATLUBITAT SAMATLDAS.
"A. H. IFROOM.
JADU NATIT ROY.
J. H. GRELEN,
Secretary.
Thc 3rd March 1924. e |

* Subject te o minute of dieseut, '
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MINUTE OF DISSENT.

I regret that I have heen unable to agree with the conclusions
arrived at by my colleagues as set fomard in their recommenda-
tions in chaplel IIT 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 sca as a profession and who would cheerfully undergo the
strict training necessary for them to become Officers and Engineers
in the Mercantile Marine il the proper lacilities 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 1I 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
Tndians could rightly be described as belonging to an Indian Mer-
cantile Marine so long as thev were officered in both the Deck and
Engine-room departinents by other than Indians. Tt appears to
ine, therefore, to be entirely incorrect to put forward any scheme
for establishing a so-called” Indian Mereantile Marine until the
first test has been made of ascertaining whether in the future it will
be possible to man ships from the hl;,rhest grade to the lowest with
Tndians entirely. Indian Crews have already proved themselves
and it remains for Tndian Officers and Engineers to do likewise.

Coming to chapter ILT, T will first examine the licensing scheme
put forward in the report and I will state at the ouiset that I am
strongly against Government control in any shape or form in con-
nection with trade or Alercantile 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 mo it is possible to en-
cournge an Inland Tndusiry by protection but the bolster-
ing up of any Mercantile Marine by artificial means iz un-
sound. There should be complete freedom on the seas; any
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restriction in the Coastul trade of India in the shape of reservation
for Indian owned ships or by any other means “vould surely result
in an inellicient service accomnpanied as a corollary with high
Ireights, due to a lack of mcentive occasioned by the abzence 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 fromn legislutive reservation and made 1eference to
the old Navigation Act of 1651. It is well known, however, that
these Nuvigation Laws were repealed in 185-1 and it cannot be con-
tended that the British Mercaniile Marine experienced anything
but the greatest benefit by the repeal of the Laws since the pros-
perity ol British Shipping increased rapidly from the date of the
removal of the Act from the Statute Book. An intevesting 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 Cominunications and Transit which
assembled at Geneva on the 15th November last under the auspices
of the Leuguc of Nations. T attach an extract from this survey
which T think will be found interesting ; it will be scen that far
from flourishing under the Navigation Liaws the British Mercantile
Marine was in danger of imminent decay due to the restrictiqns
imposed by them.

Condition 1 ol the licensing scheine 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 Iingineers as
they become competent. Taken by itself this condition might not
appear to be objectionable, but

Condition 2 prevents the existing Dritish-owned  Companies
from renewing their coustal fleet as their ships reach the age limit
and in effect provides for the ultimate elimination of all British-
owned (as distinct from Tndian-owned) shipping on the Coast of
India.

That this would prove heneficial to the Coastal Trade of Tndia
or have anyvthing but a detrimental effect on the country’s trade
as a whole [ cannot conceive.  Several witnesses adiniited that any
scheme to reserve the coastal trade exclusively for Indian-owned
ships might not confer any benefits upon shippers or prove of
advaniage to the trade. but at the swme time theyv pressed for the
establishment of an assisted Coastal Tndian Mercantile Marine
in order to satisfv the aspiration of thosze demanding an
Tndian Mercantile Marine.  Theyv 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 any sentimental preference shippers.may have for tonnage
and that the carringe 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 witneszcs who depre-
cated any recommenduation 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 the efficiency of which is at least problematical. 1 agree
with those witnesses who have claimed that the existing British
Companies on tlie coast have built up 1he 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 1o oust them now can. only be regarded as an unreasonable
proposal, apart aliogether from the detrimental effects which would
be 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 ol India, or of any ot 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 British Iimpire is much to be deprecated. In fact so much
importance is attached to the freedom— ol <shipping within the
TIEmpire that the British Merchant Shipping Act of 1894 provides
against such domestic legislation.

This Act is referred to in Chapter TII 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 coniravenes section
736 (b) o the Act and they therefore propose that if it is held that
the scheme would violate the Act, a svsiem of bounties, ete., should
be adopted.

In mny opinton the proposed licensing scheme, which would
compel a British-owned and DBritish-managed ship io become an
Tndian-owned and Indian managed ship, does contravene the Act.
in as much us the former vessel is obliged 1o lose its identity and
therefore it is not being treated in exacily the sume manner as the
latier, which similarity of treatment is required by the Act.

Several witnesses quoted the Commonwealth of Ausiralia and the
measures {nken by -that country to reserve its coastal trade. 'The
rules introduced by Australia, however, can bhe adopted by any
British Shipping Company should it think it worthwhile io do so
and in that way presumably the British Merchant Shipping Act
has been complied with. As mentioned in the report, however, the
benefils accruing to Australia by the action of her ILegislature
appear to be extremely doubtful and a Committee is enquiring into
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the whele matter at the present time. One witness who had been
in Austrulia inforuied us that the trade had suffered under the
linposed restrictions.

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

The question ol bounties to aid the development of an Indian
Mercaniile Marine has not been discussed by the Committee at any
length and they have not been recommended by my colleagues
except as i possible alternative in the event of the licensing scheme
not heing found practicable or n conlormity with the Briush
Merchant Shipping Act. Tt was recognised by all witnesses that
bounties would entail a heavy expense on the Government of
Tndia und some witnesses {urther held the opinion that bounties
merelv represented the difference between efficiency and inefliciency.
[ :un in agreement with both these views.

Conditions 3, 5 «& 6.—I do not propose to discuss these three
<enditions which would appear to be necessary attachments to the
proposed licensing scheme.

Condition 4.—XNeither will Idiscuss this condition in any detail
but will merely content mysell with remarking that the suggestion
to empower a Licensing Authority in India to deal with Deferred
Rebates, cte.. 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 Iingland comn-
posed of the greatest experts, seems to me to be investing one
particulay body with powers which are not held by any authority
within the British Fmpire.

I now come to the snggesiion that the Government of India
~hould. Ly means of a loun, urringe to purchase one of the existing
British Lines operating on the Coast as a-going concern uand to
appoint Direetors to control it, the majority ol whom should be
Tndians Tt s not suggested, however, that there <hould be a com-
pulsory sile of one of the British Lines but the c¢ficet of the purchase.
even il such were possible, would be to establish a State-owned Tine
which has been tried in many other countries usually as an after-
math of the \War, and in no insiance has the experiment proved a
snccess.  With the examples helore us T cannot support any recom-
1nendation 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 compefing 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.

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

"The whole question of the practicability of shipbuilding in India
ia o matter for experts and the Commuittee 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 Governmeni 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 iy colleagues in ihe first part of
the paragraph in chapter IIL dealing with Mail Subsidies appear
1o me o 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 Muil Contract. It has always been
held by the DBritish 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 Gieneral’s views are? undoubtedly sound
ax once any precedent was created allowing the insertion in a Mail
Contract ol conditions not strictly applicable to the carriage of Mails
it would leave the door open for pressure to be brought to béar to
insert clauses bestowing benefits on outside parties to the detriment
ol the most economical and efficient Mail service. 1 cannot agree,
therefore. with the recomendation 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.

Relerence has been made in the report to the statement by somce
witnesses that the attempts made from time to time by Indian
Companies to establish themselves in the Indian Coastal trade have
been frustraied by action taken by existing Companies to meet
their competition. Tt cannot, however, be argued that this is any-
thing hut usual in the ordinary course of business or thatr 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
nutionality, seeking to cut into their established business.

The terms of reference to our Commitice were '° to consider

what measures can uselully be taken lor etc., etc.,”” The word
“usefully ** formed the subject of considerable discussion ainong

the Comunittee and is dealt with by my colleagues in the opening
paragraph ol Chapter I1T. My interpretation of the word was that
the Commiltee should consider whether India would benefit by the
establishiment 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 schenie which might have the effect of starting an Indian
Mercuntile Aarine through some agency other than that of the
natural course ol commercial enterprise. THaving this object in
view the licensing scheme detailed in Chapter ITT, with which I am
rot in agreelnent. was evolved.

To sum up :—While T am in favour of affording suitable Indian
lads an opportunity of adopting the prolession of the sea as Officers
and Enginezis and concur generally with the recommmendations put
forward in Chapter TL of this report, T cannot agree with the scheme
submitted in Chapter ITT. My objections to the scheme have been
given in detail and T only wish now to reiterate my opinion that the
further establishment of an Indian Mercantile Marine—Dby 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. TTROOX.
DeLur;

The #th Mareh 1924,
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Appendix to Minute of Dissent.

Latract from o Historical Survey on Flag discrimination prepared
by the Sca Transport Committee of the International Chamber
of Commerce.

Gircat Britain, in repealing the Navigation Laws, wus looking
not ouly to develop her trade with other countries but to save from
imminent decay her Mercantile Marine. 'The Maritime Commeree
of the British had been sacrificed to the vicious principle of discrimi-
nation. A general sense of disquietude led to an examinuation by
the Government info the state of the British Mercantile Marine
and reports from all quarters proved that its cficiency had greatly
declined ** so that British shipowners feared free trade beciuse they
knew that successlul competition on equal terms with foreign ships
was impossible **. Tt was suggested that thiz degradation was
largely due to the removal by the Navigation Taws of the incentive
provided by free and open competition in the world’s markets.
The British Government had the courage to respond to this sugges-
tion by repealing the Navigation Laws. There were not wanting
supporters ol the policy of restriction who predicted the final rnin
of Britich 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 TBoard of
Trade was able to draw attention to the fact that British Merchani
Shipping had in the twenty vears succeeding ihe repeal of the
Navigation L.aws 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 policy of flag disciimina-
tion. There is a large volume of evidence to show that under the
?\'.m'igntion FLaws British Shipping suffered. and its orowth was
hindered. It carried, it is true, most of the trade of ilie 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 policv of protection is opposed to cheapness
of service, and breeds inefliciency. Once the drastic step had been
taken of throwing open all the ports of the British Empire (o the
shlpp_mg of the world, the British Mercantile Marine entered upon
;‘) Tf)e““d of growth and prosperity which it had never experienced
efore.
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APPENDIX A.

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

The ‘‘ terras of reference ”’ to the Committce are stated in the
attached memorandum®. The iollowing ques-
tions are designed to cover the whole ficld 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 questinns
put. It is particularly requested, however, that categorical replies
should be given to cach question which a witness may fAnd himseli in
a position to answer and that no atlempt should be made to reply wo
the Questionnaire as a whole in the form of a general memorandmn.
[f 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

+ree Fvidenco Vol- statement. Appendix  C.¥  contains  a  hrief
umes. account of the different forms of State Aid or
protection given in various countries for the development of a nafionai
iercantile mavine which. it is hoped. will serve as a useful guide to
witnesses as to the particular lines on which their views and sugges-
tions are 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.

= Not repreduceld,

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

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

QUESTIONNATRE.

DEVELOPMENT OF SHIPPING INDUSTRIES.

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

9. If you consider the situation unsatisfactory, what, in yonr
opinion, are the conditions in Indm._ at present which mlllt:}tc against
the development of shipping enterprises by the people of this country ?
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3. Can you suggest any measures to remove or Initigate cxisting
difficulties or disabilities, without having recourse to State aid, and
to encourage the peoplp of this country to embark on shipping enter-
prises ]

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?

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

6. Do vou advocate any legislative measures for the purposec of
the satisfactory development of shipping industries by the people of
this country and, if so, what should the legislative incasures ke ?

7. 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 Tndian ports (b) between India and ports abroad and (¢)
between ports outside India?

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

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

10. Tf you are 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 anl
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 sca advocated by you and, il so, what percentage on vessels engaged
in trading as indicated in question No. 7 (a), (b)) and (¢)?

12. Do you advocate that provision should be made for the gradual
reduction of the bounty after a specified term of years? If so, whit
percentage of reduclion would vou suggest and after how many years
for vessels engaged in trading as indicated in question No *
(a), (U) and (c)?

13. Would you advocate that Navigation bounties should not be
paid to vessels built outside of India unless they have heen 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 aitoge-
ther after a specified period of years in respect of vesscls built outside
of India, and if so, after what period?

15. Would you advoeate that all vessels receiving a Navigaticrn
bounty must take on board a certain number of Indian apprentices 1
purposes of training?

16. Would you exclude the employment of (@) non-British subjects
and (b) non-British Indian subjects on vessels receiving a Navigatiorn
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 exceplions?
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17. Would you advocate the cessation of Navigation bounties in
the case of vesscls being sold, chartered or mortgaged to noa Indians!

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

79. 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 cqastnl t_rgu]--
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 maost
likely to be required for an Indian Mercantile Marine?

DEVELOPMENT OF SHIPBUILDING aND Marixk ExGINE CONSTRUCTION.

22, Do you consider that vessels required for the Indian Mercan-
tile Marine should be built entirely in private shipyvards, or do vou
recommend the establishment or development of (Government dock-
vards for this purpose’ ’

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

24, If vou consider the situation unsatisfactory, what, in yvour
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 disabhilitics, without having recourse to State aid. and to
encourage the people of this country to embark on such industries’

26. Are you of opinion that State aid is nccessary or desirable to
rromote the satisfactory development of those industries by the people
of this country?

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

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

29, Are you in favour of the grant of construction bountics to
vessels built in Indian shipyards?

30. Do you advocale that construction bounties should bhe 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 construciion
bounty?

31. If vou advocate the grant of construction bounties, what ruic
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
cate a bounty per actual horse power heing paid to the propelling
machinery builder?

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 bhe
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.

(i) “ A" brackets and triple serew shaft bearings.

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

(iv) All kinds of springs.

(v) Corrugated and plain or flanged boiler furnices.

(vi) Rotor (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 stecl)

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 abusc of thess
concessions ?

ExcounaceMexT or THE CoNsTRUCTION or \WOODEN SHIPS.

36. What is your opinion regarding the preseni condition of the
Wooden Shipbuilding industry in India’

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

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

39. Are you of opinion that Stiate aid is necessary or desirable te

promote the further development of this industry by the people of this
country?

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

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

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

43. Is any difliculty cxperienced in effecting the insurance or
Indian built wooden ships and, if so, what remedial measures do you
recommend ?
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OFFICERS FOR THE INDI1AN MERCANTILE MARINE.

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

43. If so, should Government. take any active steps to provide for- -

(a) their training,
() future employment, and
(¢) 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 proceced direct 1o

Preliminary  training Sea as apprentices or should they undergo a preli-

as eadets. minary coursc of instruction in a training ship or
training establishment on shore?

47. If yvou are in favour of preliminary training in a (raining ship
or establishment, do you advise that this should be carried out in
India, and if so do you reccommend that the tratning ship or establish-
ment 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 du
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 Indiad, should
there be one or more, and do you recommend that the maintenance
charges of such institutions should be met wholly or partiallv by thc
levy of fees! If not wholly, by what ineans 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-
Further training as ing, the boys should serve a period of appren-
apprentices to the sea. ticeship in steamers of the Mercantile 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 are to doing so? Can you suggest any measures to
overcome such objections and to encourage shipowners to accept appren-
Ltices !

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

If vou recommend the provision of a sea-going training ship
for applentlccs do you consider that this should be supplied and
maintained by Government, or are you of opinion that it could be
maintained entlrcl\ or partially by premiums and by carrying freight

or Government stores’
EZ
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55. Do youv c-nsider that apprentices in a sea-going training ship
shoutd be given feee food, and any uniform or clothing sllowance during
apprenticeship !

56. Have vou 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 purposc 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 academies do you comsider 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?

ExGINEERS FOr THE INDIAN MEncasTiLE MARrINE.

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

60. If so, should Government take any active steps to provide for—
(a) their Lraining,
(4) future employment, and

(¢) 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!

61. Will you plense stnte your views in detail as to the nature of
the facilities which should be supplied by Government ? :

62. Do you consider that the present Engineering and Shipbuilding
firms in India can give suflicient practical training to apprentices {2
cenable them to become eflicient Marine Engincers ?

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

RecnuITMENT OF INDIANS AS EXECUTIVE OFFICERS AND LENGINEERS
IN THE RovaL INDIAN MARINE.

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

Under the rules, as they stand at present, the limits of age for
appointment to the junior executive rank of the
Royal Indian Marine, 27z, Sub-Licutenant, are 17
and 22 years. A Board of Trade Certificate (Second Mate) is not
obligatory, but in licu thereof a candidate must produce evidence of
four years' service at sea, or a course in a training ship with subsequen.
service at sea amounting to four vears in all. Candidates must have
had sea service outside the Tndian Ocean. Preference is ordinariiy
given to candidates trained on His Majesty’s School Ships “ Conway ™

Execcutive Officera,
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or ‘“ Worcester ” or at the Pangbourne 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 Governinent of India are now considering proposals for obtain-
ing candidates for the Royal Indian Marine direct from the training shy,
in future, instead of from the Mercantile Marine Scrvice, and for com-
pleting their training in India.

The “Worcester” is at prosent the only training establishment which
is preparcd to take vouths 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.

G4. Do you consider the present arrangement adequate or would
vou 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 are five years service as
Engincer 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 as
no construction work of sufficient size is undertaken.

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

65. Under thesc 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 are concerned, the course of the post
should follow as far as possible the course of trade.
Consequently to sccure the maximum cconomy 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 spced of the services and the number of miles combined with the
speed has been the determining factor in fixing the rate.

Postal Subventions.

66. Do vou 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 ov
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 companics in India an equal chance of competime
for mail contracts?

.
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69. Do you advocate any methods of indirect aid to promote the
establishment of an Indian DMercantile Marine ?
1f so, what are they?

70. If you have advocated direct or indirect State Aid or assist-
ance, what method or methods can you suggest
for the purpose of raising the funds required?
Will you give figures in support of your proposals, including the total
sum involved ?

For the pnrpose of questions Nos. 1 to 35 * Veascls ™ should be deemed to mean
propelled vesnrels '’ unless where otherwise cxpressly stated.

“ Actunl horse power " should be deecmed to mean ‘‘ indicated lorze power  except in
tke ense of turbine cngines.  In the latter case it shiould be * shaft horse pewer *’ plus 10
per cent.

The words *“ bonnty ’’ and “ subsidy " have been used in the questionnaire with a
strict regard Lo the litoral meaning of these terms. Thua * bounty '™ &lhould be l.md.cr-
stood to mean a free gift of money by the State for the encouragement of the rbipping
or &hiphuilding industry, and *“ subsidy " a payment made by Government for the perform-
ance of s specific service such ns the conveyance of mails.

Indircet Aid.

Finance.

‘“gelf-

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. Whal 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.

6. Do you build bhoilers?

7. What are the dimensions and working pressure of the largest
hoiler you have built?

8. What is thc 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 yvou could
you build per year with your present plant if the neccessary contracts
were secured ?

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

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

14. The total tonnage of steamers of the Indian Shipping Com-
panics "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 Mcrcantilc Marine of Japan was
491,258 tons gross in 190G, and that it increased to 841,931 tons in 19)4,
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showing an average increase of 43,834 tons per annum for the cight
years. Suppose that the shipbuilders of India had to construct a mer-
cantile marine at this rate, what amount of tonnage per annum weuld
Yyou be prepared to construet?

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

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

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
vrincipal kinds of material that go to make a vessel and her machi-
nery !

21. Will you give the average and maximun 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 stafl (in detail), and of
their respective trades? ’

22, Will vou furnish statements as to the number and scope of the
machines that vou 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?



APPENDIX B.

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

Name of Place. Name of the witnes=.
Bombay . l 1. Commander I1. Morland, R.I.M.. Olficiating Pert Oficer,
Bombay.

2. A, M. Green, Feq.. M.AL LCS&.L Collector of Cusloms,
Bombay.

.

. Engineer T4, Commander B, S, Berner, R, Principal
Engineer and Ship Swrveyer to the Government of

Bombay.

-

. Manmehandas Ramji,  Esq, 1.0, Malabar 1l
Jombay,

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

. Hiralal Dayabhai Nanavati, E~q., Solicitor, £0, Bsplanade
Road, Bombay.

7. The Scindia Steam Navigation Cempany, Lid, Bombay.

8. B. F. Madon, Exq.. Cave-of R.D. Tata and Coy., Ltd,
Navsari Buildings, Bombay.

[y

. The Indian Merchants” Chamber, Bombay.
10, Capt. 1. I Darvell, Acting Shipping Master, Bombay.

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

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

13. F. &l Hardcastle, Esq.. J.P. and [Tony. Presy. Magis-
trate, Marine Surveyor, Bombay.

i 14, Bombay Port Trust, Bombay.

15. Messrs. Mackinnon Mackenzie and Coy., Lid,, Bombay.

—
f=r

. Messrs. Killick Nixon and Coy., Ltd., Bombay.

‘ 17. Mr. Jivandas Pitamber of Messrs, Pitwmber & Co.,
Bombay.,

. Messrs, Ericson and Richards, Bombay.

19, The Bombay Nutive Piece Goods Merchants’ Association.

—
N
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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.

Sind

30.

38,

"

39,

. The Grain Merchants' Association, Bombax.
. Messrs. Turner Morrison & Co., Ltd., Bombay.

. The Chamber of CO‘mlll(‘l‘('L', Bombay.

The State Vakil, Porbandar State.

. The Millowners' Association, Bombay,
3. The Ahmedabad Millowners' Association, Ahmedabad,
J. ‘The Dewan of the Barada State.

. F.C Annesley, Esq., Cave-of Messis, Killieck Nixon & Co.,.

Bombay.

28, The State Vakil. Junagadh State, Rajkot.

29. A. J. Turner, E:q. J.I, B. Se. (London), F.LC.,.

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

Professor K. T. Shah, B.A., B.8¢,, (Economics, London;,
Bar.-at-law, University - Professer of Economies, Uni-
versity of Bombay,

. Bombay Rice Merchants' As~ociation, Bomnbay.

2, Capt. R, Pareou. F.RLGS, Tlony  Agent, Mercantile

Marine Service Association of Liverpool, Bombay.

. Passenger and Trallic Reliel Association, Bombay.

. E. P. Newnham, Esq., C.LE, Chicf Constructor, . I,

M. Dockyard, Bomnbay.

35. The Tukoji Powar Stean Navigation Company, Ltd.,

Lambay.

. Mr, Prathulal Harilad Vasavada, DAL, LLDML, Ad-

vocate, Bombay.

.M. B Sant, Esq, Ex-Asst. Seev.. Indinn Industrial

Cunference, Sangamner (Bombay Presideney).

Capt. . M. Salmend. CLE, RLM., Poert Officer,
Karachi.

Ener. Lt. Commdr. J. & Page, B LM, Engineer and
Ship Surveyer, 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—ronld,

Bengal

4.
15,
16.

7.

S,

Gl.

, The Port Trust, Karachi.

. Messrs, Mackinnen Mackenzie and Coy., Karachi.

2, . 1. Mood, Esq., Chief Collector uf Customs, Karachi.
3. Messrs. Forbes, Forbes, Campbell and Coy,, Ltd,

Karachi.
The Buyers and Shippers Chamber, Karachi.
The Karachi Indian Merchants’ Ass<ociation, Karachi.

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

The Hedjaz Steam Navigation Coy., Ltd., Karachi.

Sir Montagu Webb, Kt., C.LLE, C.B.E, General

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

. . Addy, Esq., 13 Chetla Road, Alipore, Caleutta.
. Commander . (i. Glanville, R.I.M., Offg. Port Officer,

C:Llc.ult:\.

. Bng. Commdr. W. M. Walers, R, I. M., Principal

Engincer and Ship Surveyor to the Government of
Bengal, Caleutta.

. 5. K. Roy, Fsq., of Messrs. J. C. B. K. Roy and Coy,,

Chittagong.

3. Central National Muhammedan Association, Caleutta.
. The Commissioners for the Port of Chittagong.

. Messrs. Mackinnon Mackenzie and Coy., Caleutita,

. The Marwari Association, Caleutta.

. The Port Otlicer, Chiltagong.

. Messra, Andevson Wright and Coy., Caleutta.

. East Bengal Engincering Works, Cossipore.

. Messrs. Bando and Coy., Caleutta.

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

Name of Place.

Name of the witness,

Bengnl—contd.

Burina

=}

i2. Bengal National Chamber of Commeree, Calenttla.

. British Indian Association, Calcutia.

- Engr. Lt. Commdr. James Begygs, R.IIM., Engr. & Ship
Surveyor, Chittagong.

. Indian Associalion, Caleutia,

. Marwari Chamber of Comumerce, Caleutta.

7. Indian Mining Federation, Calcutta,

. David 8. Erulkar, E<q., D.A. (Cantab.) Bav.-at-law,
Manager, Seindia Steam Navigation Coy., Ltd, Cal-
cutta,

. Indian Engineering Association, Caleutta,

. Il K. Bomanji, ¥xq.. Caleutta.

71. Beneal Chamber of Commerce, Calculta.

. Babu Nil Krishna Roy, Caleatta,

3. R.C. Doogar, Bsq., of Messrs. Madhulal Doogar and

Coy.. Caleutia.
I. B Ray, E<q., Calenita.
. Indian Seamen’s Union, Calentta,

. Dr. P C. Ray, Director, Bangiya Inland Steam Navi-
gration Company, Ltd., Calentta,

. N. K. Roychowdhry, Esq., of Messrs, Nolen & Chow-
dhiry, Calendta.

. British Indian Peoples’ Association, Caleutta,

L GoS Hardy, Esq, ILCS, Chiel' Collector of Customn,

Rangoon,

. Capt AL St C Bewden, UL, Prineipal Port Oilicer,

Burma, Ranezoon,

. Messrs. AL V. Joseph and Coy., Rangoon.

2. The Burina Chamber of Commmerce, Rangoon.

. The Ranzoon ITmport Assceiation.
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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,

Burima— contd.

Madras

St

9.

7.

a8,

00,

100
tol

102.

103
104

v,

. The Commissioners for the Port of Rangoon.

3. The Rangoon Trades” Association,

. Messrs. Bulloch Brothers & Coy., Ltd., Rantzoon.

. Lt Commdr. W, G. Horley, RULM, Principal Engineer
and Ship Sarvevor to the Government of Burma,
2angoon.

. 8. N. Haji, E<q.. Manager, Seindia Steam Navigation
Coy.. Rangoon.

9. Ba Dun. Ezq, M.LC., of Messes, Ba Dun & Leong,

Rangoon.
The Burmese Chumber of Cominerce, Rangoon,

. The Burma lardware Merchants’ Assuciation, Raugoon.
. A. E. Boyd, Esq., Colleetor of Customs, Madras,

. Commander 1. Severs, R.D.. LN.R, Port Ollicer,
Cuddalere.

. Chairman, Port Trust, Madras.

.M. R, Ry, Rao Bahadur, V. Govindan, Avl, B.A,

1.7.8., Assistant Divector of Fisheries, Calicul.

Lt. Comdr, I. II. Cocke, J.N.R. (Reid)), Port Ofhicer,
Calicut.

Lt. Commdr. L. I, Scott, R.N.R. (Reld.r, Porl Officer,
Pamban.

Sir Aluned Thamby Maricair, Kt., Negapatam.

The Southern India Skin and Ilide Merchants Asso-
ciation, Madras,

. Messr=. Binny and Coy., Madras.

W. L. Kelly, Esq., Port Oflicer, Vizagapatan,

W. J. Swan, Esq, Part Officer, Negapatam.

. J. Heard While, Exq,, Port Oflicer, Tuticorin.

. The Cuddalure Tanding and Shipping Fees Cowmittee.

A, V. Xamyanswamy Naidu, Esq., Vizagapatam.
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List showing the number of written statements submitted to the
Indian Mercantile Marine Committee-_con¢/4.

Name of Place. \

Name of the witness,

Madms—contd.

‘Generai

United Provinces

Punjab

Ajmer-Merwara

|

107.
108,
169.
110.

123.
124,
125.

L. B. Clarke, Esq., Part Otlicer, Cechin,

Cochin Landing and Shipping Dues Canmitte:,

H. . Heveeck, Exq., Port Officer, Manzalare,

Rao Sahib Presingn Venkata Rangayya, Masulipataze.,

Commdr. K. H. Daugli<h, R.LM, Swiveser in Charze,
Marine Survey Olffice, Carnoor.

. & D. Krishna Tyenuar, Exq, B.A, B.L., Madur.,
2. The Chamber of Commeree, Madras,

. Madras Picce Gocds Mevehants' Asseciation, Madras,
.. The Calicut Chamber of Cemmerce, Calicut,

. The Diwan of Travancore.

. The Chiel Engincer, Travancare,

. The Principal Port Officer, Travancore,

. The Presidency Port Otficer, Madras.

. 8. Rajagepalachari, Exq., DA, Jeint Seeretary e the

Naticnal Fund and Industrial Assceiation, Madras.

. A. Subbarayudu, Esq. the Southern Tndia Chamber  f

Commeree, Madras,

LI AL Rams, Bsq., C.LE, LCS, Offz. Directer Gonom!

of Postx and Telegraphs,

. Jehn Catto, Esq., Connlting Engineer amd Mosin:

Survevor.
The Mysore Chaber of Comneree. Banzalone
The United Provinees Chamber of Comerco, Clovene o

Dr. 1. BB Dewan, Lahere,

. The Punjab Trades” Assceiation. Sina

. The Delli Picce Geads Asscciation, Db

Yai Saheb  Muanshi Chawwlhinag Prasals Lot
Trailic Superintendent, T Bo& Gt
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List of Witnesses Orally Examined by the Indian Mercantile-
Marine Committee. -

l Name of the firm, Association
Name of place. Nawme of the wilness. or Chamber which he
represented,

Bonbay . 1. Capt. 1L Morlund, R I.M., lort
Officer, Bonbay.
2. Lugr, Lt Comudr. . 8, Borner,
R.IM.,  Principal  Engineer |
and Ship Snurveyor, Bombay. |
3. Manmohandas Ramji, Esq., J. P, J

" 1. Manmohandas Ramii, Exq, J. P. Bowbay Native  Picce  Goods
Merchants” Association.

|

|

! 5. Hiralal Duyabhai Nanavati, Exq.,
i Solicitor. Bombay.

G, B F. Modon, Isq. .

. Capt. . Parcon, F.R.G.5,, Hono- I
vary  Sceretary,  Mercantile
Marine Association of Liverpool |
in Bombay,

-1

S L. W.IL Young, Exj. .| Bombzy Steam Navigation Com-
1auy.

9. L. W, L Young, Esq. . | Messrs. Killick, Nixon aud Con-
ny.

10. F. . Hardeastle, Fsq., Marine
Surveyor, Hombny. T

L d
11, Mathradas Canji Matani, Esq. ! Bowbay Rice Merchants’  Asso-

ciation.
12, N, Birrell, Evq. . ; Bombay Chawmber of Commerce,
13. ¥. L. Barnett, Sy, .‘ Bowmbay and Persin Steam Navi.

gation Co., Lid.
Lt. A, J. Turner, PFsq,, Principdd .
and Sceretary, Vicloria Jubilee
Technical Institute,

15. E. P. Newnham, Esq., CLE,
Clicl Constructor, .M. Dock-
yard, Bombay.

16. Walchand 1lirnchand, Bxq. . Scindia Stcam Navigation Com--

. pany.
17. B. F. Madon, Esq., and Lalji Indian  Merchanty  Chamber,
Naranji, Fsq. Bowbay.

18, F. €. Annesley, Esq., of Messrs.
Killick, Nixon and Compuny,
Bombay,

19. Capt. J. C. Richurds . ! Messrs, Erieson and Richards.
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List of Witnesses Orally Examined by the Indian Mercantile
Marine Committee—conid.

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

Bombtay—contd. . 20. Jivandas Pitawmber, Ksq.

21. Feth Velji Lakhamsi, DA, ! Grain Merchants’ Association.

1.8,

22, J. E. P. Curry, Exq., Ship-
ping Master, Bombay.

23, Professor K. T. Shah, Univer-
sity I'rolessor of Economwics.

24, Manilal B, Nunavati, Esy., | Baroda Governuient,
Haroda Govermnent.

Sind .| 25. Commndr. N. M. Wood-Smith,
R.M, Offig. Port  Oflicer,
Karachi.

26, Ener, Lt. Commdr. 1, 8, Pace,
LI 1M, Eugr, and Ship Sur-
veyvor, Kurachi.

27. Haridas Lalji, Fxq. and Ishare | Indian Merchants’  Association,
das N, Malik, Fsq.. Karachi,

28, 15 A. Pearson, Esq. . | Messrs. Forbes, Forbes, Campbell

and Cowpany.

29, Mian Mohd, Bakhsh . | Hedjaz Steam Navigation Com-
pany.
30. Seth Yohd. Ali A, K Alvi, | Buyers and Shippers Chamber,

Seth Haridas Lalji Takhmi- | Karachi.
das,
31, Sir Montagn Webb, Kt,, C.LE,
General  Manager,  Forbes,
Forbes, Campbell and Coy,
32, Professor ¥, C. Shahani, M A,,
Principal, D, J. Sind College.

Bengal .| 83. Capt. 0. Goldsmith, Porl
Oflicer, Calentta.

34. Engr, Comnmdr, W. H, Watcrs,
L.LM,, Principal Engr. and |
Ship Surveyor. '

! .
35. J.W. AL Bell, Es, . Messrs, Mackinnon, Mackenzie
and Company.

36, J. W. A, iell, Esq. Bengal Chamber of Commnerce.
7. Counndr. E. C. Witlers, C LLE,,
R.IM., DPort Officer, Chitta-

oong.
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List of Witnesses Orally Examined by the Indian Mercantile
Marine Committee—conrd.

Name of place.

Name of the witness,

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

Bengal—contd.

Burma

i 39, I A. Clatk, Esq.
T

i 38 D. P. Khaitan, Esq.

40 G. S. Thompson, Feq. .

41. A, Cameron, Esq., M. .M E.
Millar M. King, Ksq. .

42, Maulvi Mohd., Nur.ul-Haq,
Choudhry, M.a,, I'.L.

1
!
|
i
43. S. N, Baudo, Esq.
44, Babu Jogendranath Roy .
45. David 8, Ernlkar, Ysq., Mana-
ger, Scindia Steam Navigation
46, l?lf;;nnr Pramathanath Roy

47. Dr. Pramathonath
D.Se.

48. Babu Mil Krishua Roy. .
49, R. C. Dongar, Esq., «f Messrs,
Madbulal Doogar and Son.

60. K. Abmad, Esq.,, M.L.A.
M. Daud, Esq.

51. Rai Upendra Lal Roy Bahadur

52, Capt. A. St. C. Bowden, RI M,
Principgl Port Ottcer, Burma,
Rangoon. ’

33 J. W, Richardson, Esq. .

54 8. N. Haji, Esq. B.A. (Oxom).
Manager, Seindia Steam Navi-
gation Co., Ltd.

55. G. R. Cumpbell, Esq. .

Pancrjee,

;
i
I
|

Marwari Association, Caleutta,

., Messrs. Anderson  Wright and

t ompany.

East Bengal Eugineering Works,
Lossipore,

Culeutta,

} Indian Engineering Association

Central National Mubammadan,
Association, Calcutta

.+ Me-srs. Bando and Company.

East Bengal River Stean Ser-
viee,

British Indian Association.
Indian Association, Calculta.

!
| Sonatan Nittyanundo Roy and,
. Co. of Clittagong.

!} Indian Scamen’s nion,

Bengal  National Chomnber  of
Commneree, Calcutta,

Burwa Chamber of Commerer.
and

Messrs. Dalloch  Brothers

/

Cum: any.
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List of Witnesses Orally Examined by the Indian Mercantile
Marine Committee—concld.

Name of place.

Durma—con/d..

Mandres .

Namuc of the wituess,

50.

1 62,

G3.

C4.

€5.

68.

67.
8.

69.

70.

71

72,

. A, V. Joseph, Exq.
. Maung Tok Kyi, ALLL.3.

. Conmdde, R

. 8it Ahmed Thamby Maricair,

Lt. Commdr. W. G, lorley, :
R.LM,, Prindipal Engincer aul
Ship sarveyor, Rangoon, .

. Maurg Ba Dun, M.L.C., Bar.- :

nt-Low,

!
|
Levers, R.D,,
NI, Port Olfeer, Negaja-
tawm.

Kt., Negapatam.

L1, Commdlr, F. 11,
R.N.R,

Cuwoke,

Lt, Commdr. F, 1. Cook,
R.N.R., rort Officer, Calicut,

M. R. Ry. Ras Rahadur V,
Goviudan, Av),, H.A, Asst,
Pireetor of Fisheries (const),
("alicut.

M. A. Abdnur Rohim Sahidb and
Molhd. Ismail Sahib,

Capt. E. W. [Tuddleston, C.1.E,,
C.LE.. R.LM,,  Presidency
Port Oficer, Madras,

Rao &ahib B. Papayya Chetty

S. D, Krishirn Ayyangar, Eeq.,
B.A, 1.1, Madura,

A, V. Narayaraswami Naidu,
Esq., Vizagapatam.

L. B. Clarke, Ecq., Port Officer,
Cochin,

C. V. Chandrasekharan Ayyar,

Feq.. M.A. (Uxon), Travoan-
core State.
Commander [, Digby-Beste,

O.1.E, R.IM,

1

Nanr of the Frm, Association
or ( hamber which he
represented.

. Messre. A, V. Joseph & Coy.

. : Rurmese Chamber of Commeree.

Calicot Chamber of Commerce.

Soulhern Indin Skin and Hide
Merchants® association,

Madras Piece Goods Merchants’
Ausociation,
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APPENDIX C.

Report on His Visit to Japan by Sir John Biles, K.C.L.E.

To
Tar PRESIDENT,
Inpian Mencantie ManiNe CoMMITTEE.
Six,

I have the bonour to report that in accordance with instructions
recoived from the India Office as per their letter No. C. and R.
2361/23, dated the 26th June 1923, I left London on the 22nd August
1923 and arrived at San Francisco on the 4th September. On the
1st September the carthquake took place in Japan. This threatened
to make-it impossible for me to obtain the desired information.
After careful consideration I refrained from asking for instructions
from you as it secemed that you were hardly in a position to advise
me. On the 6th September I left San Francisco having been informed
that no passcngers would be allowed to land at Yokohama for somne
time on account of the damage done to the town and the docks. Belore
reaching Yokohama the Captain of ‘' President Taft ”’ kindly got into
communieation with the American Consul who advised me to sce the
British Vice-Consul at Yokohama. Afier considerable search in rough
weather in a small motor launch, I found the British Vice-Consul
who advised me to go to Tokio which I did on the 23rd September.
Notwithstanding the great destruction which had taken place in
Tokio, 1 found that some of my Japanese friecnds were able and
willing to help even undor the distressing circumstances in which the
city then was.  In this connection [ should like to mention particularly
Baron Kondo, Admiral Asaocka, Mr. Ryozo Asano and Dr. Terajima.

On the 24th Septomber T went to the British Embassy and found
that. they hnd sent & wireless advising me not go to Tokio, but to go
to Kobe. This message got lost somewhore in the air, hut was found
at Kobe a month later. The DBritish Embassy had been destroyed by
the ecarthquake nand the mombers of the staff were living in

Fool " Ltemporary buildings. On the voyage 1 had

-nelosure & prepared a Questionnaire,* copy of which is
attached, as 1 anticipated considerable difficulty in  obtaining
interviews  with and  collecting  information from the people
best able to give it. 1 asked the British Imbassy to give
copies of this Questionnaire to the Government of Japan and
to the leading ship-owning compunies, asking them to give what
answors they could to the questions. T rewmained 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 to the questions. 1
sngeest that all the answers to the Questionnaire be published in the
Tvidenee Volume of the Committee’s Report. Other ipformation

. collected while there included an extractt from

+ Enclosure 4. the British Naval Attache’s Annual Report for
1922, showing the number nnd tonnage of the merchant steamers of
Japan nt the end of November 1922, with the totals for the preceding

. yvear and a statementt! showing the number and

1 Fnclosoro 5. tonnare of ships laid up (including sailing

vessels), cte. Copies of all these papers arc attached.
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. On the sth October I proceeded to Kobe and reported to the British
Consul. 1 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 for 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

“ Enclosnre 1 Japan 7, from which has been writlen the Memo-
ETOARRE randum* of the llistory of Ship-building in
modern Japan up to 1907 (copy enclosed); {o Mr. Yamakawan 1 am
indcbted for a great denl of personal attention in showing the ship-
vards and Training College at Kobe, together with detailed iniorma-
tion which he placed at my disposal on hehali of the Kawasaki Ship-
building Company. In Kobe 1 visited the Kawasaki Deckyard and
the Mitsu Dishi Dockyard. Both of these are large establishments,
cuite comparable with large yards in Greal Britain and Amerviea. The
Kawasakt Yard is largely employed on ship and machinery building.
1t has only onec dry dock. The Mitsu Bishi Dock does little ship-
building and is largely employed on repairs, which are mostly done
on three floating docks. Ifull answers to the Questionnaire were given
by Mr. Yamakawa of the Kawasaki Ship-building Company and by
the President of the Mitsu Bishi Company. The Kobe Government
Training College was visited and full information as to this establish-
+ Fnelosnre 1 ment was obtained which is given in the attached
Aetosre: 1. summaryt of information collected in Japan.
On October, the 23rd, T left Kobe and arrived at Bombay on the
15th November 1923.

T have attached tablesi supplied me by Sir Westcote Abell, K.B.1%,,
Chier Surveyor of Lloyd's Registry, London.

I FKuclosure &. These tables show :—

(1) Number and gross tonnage of steamnships of 100 tons and
upwards ciened by Japan during the years 1590 Lo 1923:
and

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

1 would invite perusal of Chapter XXV on Shipping and Ship
building which appears in the Jupan Year Dook,
1923. 1 attach a completc smnmary$ which [ have
prepared of the information T was able to collect which, together with
the other documents enclosed, will erable 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.

Tt is suggested that the thanks of the Committee should be gon'vcyc'(l
throngh the Government of Tndia and the British Jlimbassy in Tokio
1o nll those who are named in this letter and to all others who assisted
s,

§ Enclosure 1.

I have the honour to be,
Sir,
Your most obedient servant.
J. H. BILES, Mcmber,
Indian Mercantile Marine Committer.
DeLmni,
15th February 1925,
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Enclosure 1.
SUMMARY OF INFORMATION COLLECTED IN JAPAN.

The modern Mecreantile Marine of Japan began about the year
1670 when the Mitsu Bishi Company commenced by trading between
Tokio, Osaka and Kochi. In 1875, the Japanecse Government bought
out the American interest in the Shanghai-Yokohama trade and handed
the vessels over to the Mitsu Bishi Company. In 1874 the Japancse
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 1978,
annual subsidies were granted to the Company amounting to 239,000
yen for navigation and 15,000 yen for a Marine school, for which the
Company agreed to cengage in the Shanghai and coastwise trade of
Japan, carry mails frce of cost and to give the Government the power
to requisition their vessels al any time. This subsidy was granted
for 15 years. Ilighleen other vessels of a dissolved Company were
givenu by the Government to Lthe Mitsu Bishi Company who then had
35 vessels. In 1877, the Company, with the financial help of the Govern-
ment, purchased 10 vessels from abroad. In 1852 the Government ordered
the Aitsn Bishi Company to maintain a Hect of 22,000 tons. TFrons
1878 to 1885 were years of severe competition between Japancse lines.
Tn 1885 Government compelled the competing Japancse Companices to
combine under the name of the Nippon Yusen Kaisha. Government
first guaranteed an annual 8 per cent. dividend, but in the next yecar
replaced this guarantee by an annual subsidy equivalent to 8 per cent.
on the capital for 15 years. The company’s share capital was about
11 million yen, of which Government owned one-fourth. The flect
consisted of 58 stcamcrs of 65,724 tons and eleven sailing vessels of
4,700 tons. These were engaged on 18 regular lines. By 1892 a fifth of
tho 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 Railwaya were developing and several new
shipping lines were opened between 1859 and 1503, In 1884 a Com-
pany, n prototype of the present Osaka Shosen Kaisha, was formed
of 10,000 tons wilh a capital of 1,200.000 yen and a subsidy of 50,000
yen and later in 1883 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 wero requisitioned by Government and the coastal
trade was opened to non-Japanese Companies. The Government pur-
chased 14 steamers of 40,000 tons and the N. Y. K. hought 23 ships
of 63,000 fons. 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
linea to Enrone, Seattle and Australia started with the help of
subsities, the N. Y. K. then owning 63 ships of 126,450 tons running
on 22 lines. In 1896 the Navigation Encouragement Law was passed.
'fhis was replaced by the Ocean Lines Subsidy Law in 1910. The
main provisions of these laws ave given in Appendix* C to our Ques-
tionnaire. By the 1896 law, subsidies may be paid to Japanese subjccts,
who engage in the transport of goods and passengers on vessels borne
on the Japancse Register. which are the exclusive property of Japanese
anthirets, Suhsidien 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 tho time of their entry on the

® £eo Evideuco Volnmes.
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Japancse Register, were ineligible. Subsidies were paid at the rate
of 6 annas per 1,000 nautical miles per gross ton for vessels of 1,000
tons and 10 knots speed, with 10 per cent. added for every additional
500 tons, and 20 per cent. for every additional knot, the upper limit
Leing restricted to 6,000 tons and 17 knots. These subsidies were only
spplicable to vesscls not more than 5 years old. For vessels above this
age a deduction of 5 per cent. was made for cach year. For vessels
built abroad and 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 (o the courts in case of disputes
25 to subsidy.

Provision was made for the training of apprentices, ranging from
2 to 4 apprentices in ships of 1,000 to 6,000 tons. Forcigners could not
be e¢mployed in the offices or on the stafl of the vessels without the
yermission of Government. Post Oflice officials and mail matter were
to be carried free of cost. Vessels could not be mortgaged or sold within
3 years of having reccived a subsidy, unless some subsidy was refunded
or the services conld not by force majeure he continued or by permission
of Government. The law was extended to 18 years and penalties were
;mposed for infraction. The Ocean Lines Subsidy Law of 1910 modificd
that of 1596 by limiting the period of subsidy to 3 years on four routes,
the Furopean, the North American, the South American and the
Australian, and the consent of the /ict had to be obtained for the
period and the amount of the subsidy. It was limited to vessels of
not less than 2,000 tons, of 12 knots speed and of less than 15 years
old. Torcign-huilt vessels were excluded. from the subsidy except
such as had lLeen on the register for not less than 5 years, subject
1o the consent of Government. The maximum amount {o he 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 heing 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 ofticials
on epecial duty travelled free of charge.

At present no subsidy is given for Japanese vessels trading between
ports outside Japan. Subventions are given Lo particular lines trading
between Japancese ports where a loss is sustained by fulfilling the con-
ditions required by Government.

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

Yokohama-London Line—

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

Kobe-Scattle Line—

Steel vessels of not less than 5,500 tons gross and 12 koots
per hour;

Kobe-Hongkong Line—
Steel vessels of not less than 5,500 tons gross and. 14 knots
per hour;
Yokohama-Melhourne Line—

Steel vessels of not less than 5,000 tons gross and 15 knots
per hour.
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The subsidized ocean lincs are:—

San Francisco . . . 12,500—13,700 tons 18—20 knots.
Sonth Anierica E. . . 500—7.500 ,, 11—I16  ,,
" wo W . . 6,000—9,700 ,, 13—15 ,,

. The Coastal and near Sea Lines number 31 in all and have varying
lum;s 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 are:—

(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 are so fixed that the
loss may Lherchy be covered.
(¢) Postal subventions :—
The rates are fixed from the quantity of mails carried.

About 180,000,000 yen has been paid in all for subsidies, cte.

The effect of resevving the coastal trade to Japanese vessels is
small. The services are 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 at 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 Japanes: vessels as at June
1932 :—

(a) Adecording to hull—

Crovn tons. \YCELIER Tons,
2)—10n 1,400 FBAGE
20— (key H £ D820
10011 =3 0nt H £ 9.5
Banh—g, 000 Hikl
G, —10,000 H
10,00 nud over In

(L) According to age—
Leas than 13 yeavs® old 16
1i—25 v oll . 17
More than 25 yenra” old 21R
(¢) dccording to specd—

12—10 knots . . . . . 10¢
10—z ., . . . . . 18
Moro than 17 knot~s . 3

Derclopment of ship-building.

Japanese ships have heen 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 ip
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somme cases to suspend altogether. Stecel and labour costs are high;
there has been no reduction in wages since the War. The average
wage is about Rs. 3} per day of 8 hours, 48-hour week. It is belicved
that State aid is nccessary 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 1509 to Rs. 16} 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. 7% per I. H. P’., Turbine Engines H. P., 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 {rom importation.

It is diflicult to determine the effect of these subsidies alone upon
the development of the Mercantile Marine of Japan, because in 1594
a considerable impetus had been_given to this development by the
Chino-Japanese War. 1n 1803 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 ihe year 1904, the ycar of the Russo-Japanesc War, to 668,360
tons. In 1914, the year of the Great War, it had increased to 1,708,356
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 pnid under these laws during the period 16896 to 1922,

Navigation Subsidy from 1896—1922.

Ycar. Awonut. Year. Ainotut,
Yeu. Yeu.

1896 . . M, 1910 o omesas
1897 . s Daon ] ewrtem
1858 . R SR TP NN
1899 ., . NG04 | e . 11,575.010
1900 | e 1914 ~ L aseeas
1901 o ononsors 1935 Rl
1962 o osanaue 1016 b ganmers
1904 R G.103,17% 1017 . 2008, 100
1904 bonssomn 191~ A wmee
1905 A vz i g szsnim
1906 . am0,816 1920 L Gzeeoos
1907 . 6eus,501 1921 0 612000
1908 . eeeom e A eoes e
%9 . ... 7106571 |
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Amount paid as Shipbuilding cnecouragement grants.

Year. Amount. Year. Amonnt.
Yen. : Yen,

1507 ) B e Y 61460
1808 . 213,675 ' 1012 CTRE8T.
1899 ) Yrier 1013 498,615
1920 N AT 1.639,912
1991 A e s 1,550,782
1502 S anss 0 2071530
1913 1 sTsm 19:7 2210915
1904 . 3 22,785 | 19 fup o Sept, 120,681
1995 sz
1906 T, TR0 S
o7 | s
1905 i L9575 l.
1000 i 1,021,160 . :
w1y P 860,048 :

NoTe.~The paymont of Shipbuilding enconrazemaent srante was abolished by Law
No. 29 of July 1917,

Conatruction vf Wooden ships.—Wood shipbuilding is confined to
small vessels and junks. The latter carry coals and serve as ware-
houses in harbour. Large wooden vessels are not approved. No
bounty is or should he paid to wooden ships. Insurance rates for
wooden ships are high and in some cases insurance canpot be effected.

Officers for the Mcrcantile Marinc.—3dlany youths are desirous of
hocoming oflicors or engincers, but since the War the number is
decreasing, as better wages are obtainable on land. For training
there are two Governmont Nautical Colleges, one in Tokio and one in
Kobe, and 10 prefectural nautical schools throughout Japan. Successful
students have gencrally found cmployment, but the slump in shipping
has caused the Government to decrease the numbers of entering students.

The Government College was founded in 1017 as a private inslitu-
tion with a private endowment and handed over to tbe Japancase
Government in 1020. A training ship for 120 hoys is being cobnstructed
for the Kobe College. The Tokio College was destroyed in the carth-
quake. The Xobe Colloge has accommodation for 430 boys, but at
present only 300 are training. Admission is between the ages of 17
to 21 by competitive oxamination. The Government pays Rs. 37} per
month for half of the students, tho romainder pay fees. Uniform 1s
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.
Morals.
Navigation.
Seamauship.
Hydrographical Surveying.
Marine Engine.
Elecctric Engincering.
Naval Architecture.
Mavrine Mecteorology.
Hygicne.
Science of Commerce.
Marine Law.
Commercial Geography.
Algebra plane and spherical.
Trigonometry, Analytical.
Geometry, Differential and

Inginecring Course.
Morals.
Steam Engine and Boiler.
LElectrical propulsion.
Internal Combustion Engine.
Rigid Dynamics.
Hydro Dynamics.
Applied Dynamiecs.
‘Thermo Dynamics.
Machine Design.
sShip Construction.
Ilygicno.
General Law.
Algebra, Analytical Geometry,
Differential and Integral Cal-
culus.

Integral Caleulus.

Dynamics.

Physies.

Chemistry.

Iinglish.

LEnglish, I'rench or Mualay.

Gymnastics.

Sailor’s Work and Training.
At the end of the College Course, Navigasors have six months’
Gunnery Course, onc year in a Training ship and six months as an
apprentice on_a stramer, ILngincers have 1S months in a workshop
and one ycar in a Training ship. After this the students sit for the
final examination at the College and, having passed, proceed to sca.
After one year at sca his Chiel Officer’s or First Engineer's certificate
is automatically granted. Formerly some cadets were trained in foreign
vessels and paid their fees themnselves. The ten prefeetural schools are
on a lower grade and their students must pass all the Board of Trade
examinations before receiving their 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, The training
ship does not carry freight. The first training ship did. but she was
lost. No establishinent for training mercantile oflicers after comple-
tion of their apprenticeship i8 nccessary under the Japanese echemo.
Sufficieni practical training for engineers can be obtained in engineer-
ing works in Japan. In shipbuilding and cnginecering works night
schools for tracers and young draughtlsmen cxist. 1'or more advanced
studics men 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 fromn # annas to
Re. 1 per day increase of wages. These workmen’s schools are run
by private enterprise, supported by the shipbuilders.

Postal Subrentions.—The accepted prineiple of supported subven-
tions, so far as the marine services are concerned, are agreed to by
the Japanese. Theoretically all Japaunese companies can compete for
mail contracts, but these are practiecally granted to a few lines having
mail steamers. There are some mail contracts with non-Japanese

Industrial Chemastry.

English.

Gymnastics.

Workshop and Scaman’s Training.
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steamship lines as well. <Government lends moncy through a bank for
purchasing or constructing ships. Training to scamen is mostly
supported by Government.

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

Rs.

N.Y. K. 192122 36,09,000
0.8 K. 102122 33,785,000
T K. K. 1021-22 21,435,000
South Seas . 1922 55,000
South China . . 1922 2,25.000
Korea West Const 1922 1,350,040
Dairen . 3922 1.50,000
Japan Sca ] 3,77.250
Kagoshimn-Nawn . 1932 91,700
Chinn (Yangtze-Kiung- | §LP 6,555,707
Hokkaido . 1922 3,10,7ul
Shanghai . . 1022 5,235,000
North China . 1022 1,75,500
Main Land-lHokkaid. 1022 75,000
Viadivostock . 1022 60,000
Bonnin Taland 1022 1,5),000

Total 1,26.:33,051

Enclosure 2.
THE JAPANESE MERCANTILE MARINE.
QUESTIONNAIRE.
Devdopment of Shipping Judusteies,

Notr—Foe the purpos: of questions Nod 1to £9 ““ Yigs la™ 8501l Le dacmold to
mean ** se [ propelled vesseld 7 unless where other wise expre-s="n staied,

L What is your opinion regarding the condition of the shipping
industry in Japan in 18911

2. Was the situation unsatisfactory and what in your opinion were
the conditions in Japun in 1891, which militated against the develop-
ment of shipping enterprises by the people of this country?

3. Were any mensurces suggested to vremove or mitigate these difli-
cultics or disabilities without having the recourse to state aid, to
cnr‘nul:u.,c., the people of Japan to embark on shipping enterprises?

. Are you of opinion that stato aid was necessary or desirable to

promotn the satisfactory development of shipping industries by the
people of Japan?

5. If state aid was neceessary or desirable, what method or methods
were adopted?

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)
bhetween Japanese ports, (I)) between Japan and ports abroad and (c)
between ports outside Japan1
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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 s0, to what routcs? Please give your reasons ifor select-
ing these particular routes.

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

9. In the 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 distanee run
over a stated period?

10. Do you give auy additional percntage of increased hounty for
extra speed over and abhove the minimum average speed at sea, and
if so, what percentages on vessels engaged in trading as indicated in
question No. 8 (a), (b)), (¢)!

1. What provisions arc made for the gradual reduction of the
bounty aiter i 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 (a), (%), (¢)?

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

13. Do navigation hounties cease after a speeified period of years
in respect of vessels built outside Japan, and iT so, atter what period ’

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

15. Do you exclude the employment of non-Japanese subjects on ves-
sels recriving a navigation bounty excepting when vacancies, which it is
impossible to fill, ocenr at TForeign ports? 1f you have adopted ex-
clusion, do you reserve any power to the Government to make excep-
tions{

16, Is there cessation of naviaation bounties in the case of vessels
being sol_d, chartered or mortzaged to non-Jopanese?
170 What in your opinion has been ihe effect of the policy of rescrva-
tion on the Japanese coastal trade?
18. Tn ihe reservation of the coustal irade, do you impose a condi-
tion that ships <hould give facilitics for training Japanese apprentices
19. What size and descriplion of vessels are used in the Jananees
Mercantile Marvine !
Devdopment of Skipluilding.
20. Were the vessels reguired for the Japanese Meveantile Marine
tuilt entively in private shipyards{
21. \'Vh-:lt i:‘; your opinion regarding the present condition of ihe
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 buile

in Japanese shipyards which were considered cligible for a construc-
tion bounty ?
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25. In the case of construction hountics, what rate per ton of gross
.registered tonnage was given for the hull alonel

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 adwit certain specified
materials1 1f so, what are the exceptions?

25. If you grant any exceptions, do you grant any customs conces-
sions and if so, what1

29, What measures do you adopt to prevent the abuse of these con-
cessions |

Construction of Waooden Ships.

30. What is the present condition of the wooden 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. 1f you consider state aid nccessiry or desirable what anethod
or methods do you advocate ?

33, Are you in favour ol the grani of construction bountics to
wooden ships built in Japanese shipyards !

34. Is any difficulty experienced in  eficcting the insurance of
Japanese hmilt wooden ships?

Officcrs for the Mcreantile Marine.

35. Is there any considerable number of the youths of Japan desir-
-ous of becoming oflicers of the Mercantile JMarine?

36. Does the Government take any aclive steps to provide for:—

(«) their training,

(b) their future cmployment. and .

(¢) facilities for furthes studies when qualifying for Board of
Trade or equivalent certificates in the various grades or do
yvou leave {hese 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 cstnblishment on shore?

38. 1f you were in the carly stages of the development of your Mer-
cantile Marinoe 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 Japancse training ship or establish-
ment provided or supported by Government ?

39. IT 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-
tonance charges of such Institutions met wholly or partially by the
levy of fees? If not wholly, hy what means were the maintenance
«charges met ?
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41. Do you advocate the establishment of a training ship or a
naatical colleze on shore?

42. Do you advoeate 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?

43. If the former, do yvour shipowners accept apprentices for train-
ing and if not, do you know what their principal objections are to
doing so?’ Have any mecasures to overcome such objcctions and to
encourage shipowners to accept apprentices been tried ?

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

45. If you have a scagoing training ship for apprentices, is this
supplied and maintained by Covernment? Have you ever had a
training ship maintained entirely or partially by premiume from
apprentices and by carrying freizht or Governnient stores?

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

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

48. IHave yon any sort of nautical academy or academies established
for the purpose of enabling Mercantile Marine oflicers, who have coni-
pleted their apprenticeship. to undertake special studies hefore appear-
ing for their certilicates for Matles and Masters on the lines that now
cbtain in England?

49. I 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 1

Fnginccrs for the Mercantile Marine.
50. Is there any considerable number of youths in this country

desirous of beecoming Engincers in the Mercantile Marine?
61. Does the Government take any active steps to provide for:

(a) their training,
() 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 1
52. Did the Engincering and Shipbuilding Firms in Japan give sufli-
cient practical training to apprentices to enable them to become efficient
Mavine Engincers? How long has this cfficient training exiated ?
53. Are there any Schools or Colleges or  Institutes in the ports
of Japan where suflicient theoretical knowledge can he obtained by
apprentices to enable them to become cfficient Marine Engineers?

Postal Subventions.

It has been an acceptled principle that so far as Marine Services arc
concorned, the course of the post should follow as far as possible the
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-course of trade. Conscquen‘tly to secure the maximum of economy in
carryving mails, stcgmel_‘ services already in cxistence 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-
b;réed with the specd has bheen the dctermining factor in fiving the
rate.

54, Do you accept the above or have you any other views ns to how
mail contracts should be arranged?

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

66. Arc there any mail contracts with non-Japauese steamship lines i

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

58. Did you give any indirect aid to promote the establishment of a
Mecrcantile. Marine; if so, what was it?

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

XNota.~—"hie words ‘ hounty "’ und ' subsidy " have boen used in the giestionnairoe with
u Atrict regard to tho literal menning of these terms.  Thus ** bounty ™ should bo undor-
8’0 .d to mean a freo gift of money Ly the Siate for the encourngement of thoe shipping or
#1 ipbmilding indaétry nnd "nubuid[y" n paymznt made by the Gosermmnent for tho perfonm-
naee of awpecific dervice sunh as the conveyance of mails.

Shiphuilding and Enginecring.

Note.~** Horae power " «hinuld be desmad to mean ** indieated horse powor ™ ¢xeopt in
tho caso of turbine ongines. 1In tho Intter ense it should e *shaft hotse power ™ plue
10 por cent.

60. What kind of ships or vessels do you build, wood or stecl 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 engineg?

64. What is the largest engine you have built for a vessel? Give
«limensions and power?

65. Do you build boilers 1

66. What arc the dimensions and working pressure of the largest
boiler you have built?

67. What is the area of your shipyard?

a8. Flow many building berths have youl

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

70. What number of ships or vessels of the sizes stated by wyou
could you build per year with your present plant if the necessary
contraclts were sccured {

71. What amount of engines and propelling machinery for the number

of vessels stated above could you make?

72. 1f you could make all or part of the propelling machinery and
boilers; could you get it supplied quickly enough to securc the output

of vessels per annum stated above?
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73. Can you give ithe approximate relative cost of vessels and
machinery built in Japan as comparcd 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?

5. 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 ?

76. Will you give the average and maximum number of men you have
employed 1
(1) Belore 1914,
(2) Between 1914 and end of 1918,
(3) Since the beginning of 1919,
giving them under the varions headings of staff (in detail) and of their
respective trades.

Enclosure 3.

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

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

The Mitsu Bishi Company was one of the first shipping concerns
in Japan to achieve any mecasure of success. It was formed in 1572
from the wreckage of two other shipping companies founded in 1569
and 1871 respectively. The Mitsu Bishi commenced by trading between
Tokio, Osaka mmd Kochi in competition with another Company {he
Nippon Yubin Joki.

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

At the conclusion of the Formosan expedition, 1578, the Japanese
Government determined on a poliey of rubsidies (o encourage and
maintain the mercantile marine. Tun consideration of the Mitsu Bishi's
services in 1877, the Government handed over to that Company the 13
vessels purchased in 1577, and granted it subsidics as follows :—-

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

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

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

The Company to engage in the Shanghai and coastwise trade.

The Company to carry mails free of cost.

During the same month the Japancse Government handed over to
the Mitsu Bishi Company twelve more vessels from another shipping:
concern that came to grief carly in the year. Thus the Mitsu Bishi
Company acquired 33 vessels, three of which were over 2,000 tons and

.
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¢t over 1,000 tons. In 1675, the Company after severe but successful
competition, urg_cd 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 warchouses 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 unsuccessiully atteupted to establish them-
sclves on the Yokohama-Shanghai line.

The years 1877 to 1853 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 flect of 22,000 tons registered to supplement lost tonnage and to fix
passenger fares and freights. On account of the shipping hoom new
companies were formed, competition became severe and in 1883 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 152 by the amalgamation
of three small concerns. In January 15583 it had a capital of Yen
6 millions and owned 16 steamers and 9 sailing vessels. During the
year 15 steamers were purchased in Furope, two of them of 2,500 tons
cach, and scveral were ordered in Japan. . Competition was at ils
height in 1684, and the 3rd class passenger fare hetween Kobe and
Yokohama fell from Yen 5.50 to Yen 1. It is estimated that in the
Jatter half of 1884 each Company lost Yen 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 1555 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 thureaten the stability of
Japanese shipping. The Government again stepped in and ordered
the two companics to amalgamate and in August of 1856 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 S 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 scamen and to submit to Government approval
all financial schemes. Of the Company’s share capital of Yen 11
millions the Government held a quarter: the remainder was in the
hands of- the public. The Company’s flect consisted of 58 steamers
(68,724 tons) and 11 sailing vesscls (4,725 tons). These vessels were
engaged on 18 regular lines extending to Tientsin, Chemulpo and
Vliadivostok in foreign waters, and to the Hokkaido ports, the east
and west coast ports of Japan and the Liuchoo Islands. Tn 1887 the
Government withdrew its guarantee of 8 per cent. dividends, and
replaced it by an annual snbsidy of Yen 880,000 for 15 years. At the
same time the Company redeemed all its debenture bonds, Yen 1,070,000
and decided to redeem Yen 2,200.000 of its shares. DBy 1892 these
shares were all redeemed and new debentures were issued at a low rate
of interest. The Company’s capital then stood at Yen §,800,000.

With the development of Japanese railways there was an increase
in the shinping trade and between 1889 and 1593 the Shaoghei
Viadivostok line and the Kobe-Manila line were opened; the Korear
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and North China lines were developed, and in 1653 the Kobe Bombay
line was inaugurated in conjunction with Messrs. Tata and Company.
At the end of 15893 the Cumpany had reduced the number of its steamers
Iromw 55 to 47 and increased its tonnage from 65,724 to 69,451, Iu 1593
the Company became a public concern and Government control was
greatly reduced.

In 1594 the Chino-Japanese War broke out and the Government
requisitioned most of the Company’s tonnage, and 33 forcign 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-
Japanese 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 1596 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 Lo heavy expenditure for repairs and for new vesseis
ordered from England, the year 1897 was a poor onc financially, but
the Company’s strength was suflicient for it to join the Conference of
Shipping Firms tradiog on the Bombay-Kobe line, the European line
and the American line. By 1900 the Company had recovered from the
eficets of the Chino-Japancse War and received further encouragement
from the Governmenl in regular stipends to be applied for the
ICuropean and American lines, but at the same time the Government
subsidies which aad operated since the formation of the Company
came to an end. In the casc of the Far Last and coastal trade they
were renewed. In 1901 it was decided Lo write ofl 1 per cent. per
annum of the Company’s reserves to be applicd to the mainpenance
and rencwal of the fleet. At the end of 1903 the fleet was 76 strong
with a tonnage of 245,273, and though no ncw lines were inaugurated
the number of voyages increased—heing twice as many on the European
and American lines as in 1893 and 1901 respectively.

The Russo-Japanese War (1904-05) gave another set back to the
Company. At onc time 71 vessels were on Government serviee and
although foreign vessels were chartered to maintain some of the lines,
the Australian and Korean runs had Lo be suspended. It was not till
March 1906 that the Company’s flcet was released from Government
serviee. Meanwhile new building plans were put forward and orders
for six twin screw steamers of 8,600 tons cach were placed in Japan.
These were intended to replace the 6,000 ton vessels on the Furepcan
run. These new vessels were to develop 4,600 1. II. . giving a maxi-
mum speed of 16°5 knots and were to be pliced an serviee during 1908
and 1909.

The Osaka Shoscn KNaisha ~<This Company wwae formed with a
capital of Yen 1,500,000 in Osaka in 1582 by the amalgamation of a
number of small companies trading in the Inland sea. The tonnage
of the Company was 15,000 for 93 ships, only 3 of which execeded 50
tons. The ships were wooden with the exception of two: the largest
was 620 tons and they were all 10 years old.  The Company applied to
the Government for assistance lo earry out a ten vear huilding pro.
gramme.  An 8 years subsidy was granted in 1ss4, {or which the Com
pany was te maintain more than 13,000 tons of shipping, carry mail
free and open up 90 lines hetween the Kansai ports. By 1591, 18 ships
were built and 12 were purchased, totalling 14,460 Llons and at the end
of 1892 there was a flect of 50 ships (15,551 tons). -

[ ]
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The 0. S K. and the China-Japancse War.—More than 30 vessels
were eommandeered by the Government, and the Company’s regular
services werc 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 Koican trade led the Com-
pany to a further increase in ils capital, and ia October 1896 it
amounted to Yen 10,000,000,  Government subsidics were renewed in
Marech of the same year with an increase for coasti]l mails. At the
samne timme the Company sccurcd a mail subsidy from the Formosan
Government, and with 1t a service was established hetween Kobhe and
Keelung. Ifurther subsidies were geanted in 1900 and a Formosan
Coastal Trade was established. 1o 1900 and 1901 ihere was a finaneial
depression and the Company’s capital was reduced to Yen 5,000,000,
This depression was further accentuided for s<hipping fnrms by the
development of the Japanese railways which carvried on keen competi-
tion with the coastal trade. The Company therefore was foreed to
extend its enterprises. During 189S and’ 18T lines were established to
South and North China, to the upper and lower Yangise, to Saigon
and Java. By 1899 the (‘ompany had increased its fleet to 57 vessels
with an aggregate of 42,851 tons, and in 1960 its capital was increased
1o Yen 11,000,000 besides debentures amounting to Yen 4,000,000, The
Boxer rising of 1900, withdrew 11,000 tons of the Company’s shipping
for Government serviee, and the various lines were maintained with
difficulty. During this year and the next, one small shipping concern
and a portion of another were gequired, adding 15 small vessels to the

fleet. -

During the Russo-Japanese War. the Company experienced the
same difficulty as the N. Y K. in maintaining its lines. Thirty-five
of its vesscls were on Government service and foreign vessels had to be
purchased to replace them. In 1907 the Tos: 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 fleet amounted to 1035 vessels (107,681 tons) besides
6 others on order of 6,000 tons each.

The Toyo Kaisen Kuaisha.—This Company was formed originally
in 1887 and was established as the T. K. K. in 1596, Its object was
to open a New York Batuum line, and a Pacifie line as a subsidiary
enterprise. An agreement was arvived at with the Southern Pacific
Railroad Company to open a Sanfrancisco-Hong Kong line, :md‘ for
this purpose three new vessels were ovdered from England.  These
commenced operations in 1898 with the help of a Government subsidy.
This subsidy was renewed in 1900 for ten years al Yen 1000400 a year.
This permitted the Company to open a line hetween Hong Kong and
North China. In 1905 three large vessels of 13,500 tons cach fitted with
Parsons turbines were orvdeved in J:_Lpan to compete with foreign
- companies on the Sanfrancisco-Hong Kong line and at the same time
three oil tankers were added to the ileet.

Weaooden Vessels.—The Japanese Government has encouraged the
building of wooden vessels since 1563, giving subsidies: junks were
steadily replaced by semi-foreign or foreign types of vessels. In 1835,
a wooden vessel of 1,491 tous, the largest built in Japan, was launched

in Nagasaki.
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Effcets of the Shipbuilding Encouragcment Act.—In 1595 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 and even it at times had to send work to
the Naval Yards. The China-Japancese War revealed the need for better
shipbuilding and docking facilities, and in 1596 a bill was passed
granting shipbuilding subsidies for a period of 15 ycars.

A table showing ships over 760 tons constirncted from 1S83 (v 190,.

, ,
v 1% grlen orlerlonigr or
} 700, 1,000. | 2,000 3,000, (B0 | 5,000 | 60w, 7,000,
1563 . 1,416 \'1)‘ ‘ T
1864 | : !
1885 !
1886 :
1887 : ]
1888 | l i !
1669 ' ' ’
1890 ‘
1591 | o8 :
1892 ; |
1 '
1693 ‘ i
1894 . : .
1895 . 1503
1606 !
1897 - 1,610 u)!
1598 | 2sy | 6172()
1899 . ’.'1,695(1) 2,692(1) 6,309 (1)
1900 .| 863 (1) !4,002 3, 4,400 2 .
1901 .| 735 1y 14,0924 1,788 2 12,620 2)
1902 14162, 4,334 B) .',,44;_9(2;f
1903 .| 3,401 (4, 6,177 (4! 2,186 (1), 5,539 (1) 6,44 1)
1904 . 5,410J,iz,s:wz;lz,usou)‘. 15,068 (1)
1905 . 2,501‘3);9,580(6) . 7,463 (1)
1906 . | 4,006 .5, 9,386 (7) 4,228 (3), 6,716 (1
1 PR 2TXe Es,ms(z, 10,765(3) ! |

Tigures ju brackets show number of vesscls,
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-Enclosure 4.

EXTRACT FROM NAVAL ATTACHE’S ANNUAL REPORT
FOR 1922,

Secrion XII.
MEeERcANTILE MARINE.
The number and tonnage of the merchunt steamers of Japan at the

end of Novemver 1922 were as follows:—

|
Steamera. ‘ Number. : Gross tons, Re%‘;"]}:}'cd
20—100 tons . 1321 | 55,497 23,700
100—300 N 14 71614 36,018
300—500 l 173 69,590 39,230
500—1,000 300 221,678 134,582
1,000—2,000 ‘ 215 314,918 211,615
2,000—3,000 | 169 413,026 259,006
3,000—4,000 ! ns 882,008 239,027
4,000~5,000 N 19 215,319 142,519
5,000—G,000 y 121 687,611 459,405
6,000—7,000 . 16 298,651 193,700
7,000—8,000 f 22 234,549 118,528
§,000—9,000 . 3 24,884 | 16,199
£,000—10,000 A 12 18872 | 71,263
Ovor 10,000 . 10 117,351 ‘ 65,701
Total . 3,008 | 3,256,628 | 2,040,818
Over 1,000 tons . . . 840 , 2,632,219 ll 1,807,288

The corresponding totals for the end of 1921 were:—

Total number Gross tons, Registered tons.
2,949 3,151,222 1,082,187
Nuwber over 1,000 tons, Gross tons. Regiatored tuns.

1. 2,714,166 1,737,557

showing o 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 seale until August 1922,
ceased from that time on account of the rise in the price of tonnage
on the London market. The purchases between November 1921 and
August 1922 amounted to 44 ships with an aggregate gross tonnage of
266,337. Against this the exports of ships for the 10 months ending
October 31st, 1922, were 15, of a total value of Yen 1,045,000, The
tonnage is not given, but judging by the value of the ships it could
not have been large.

According to the Department of Communications, 250 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 of ships laid up (including sailing vessels).

Number. Tu_nnngc.
1921—
December 364 124,000
1922—
Fobruary 351 118,000
March 323 87,000
April 247 75,000
May 258 8,891
June 260 99,377
July 248 76,211
August 293 88,810
September 269 92,309
October 269 100,512
November 230 117,255

In the absence of a return of a period of good trade, which does
not scem very liRely, it is improbable that the Japanese mercantile
fleet will be largety increased during the coming year. The shipbuild-
ing yards are hard hit by the Naval Reductions and would no doubt
gladly welcome new orders even at low prices but the shipping com-
panies are likely to place few orders. Of the Lig lines the Toyo Kisen
Kaisha (T. K. K.) is still running at a loss and declared a delicit 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 530,600 from dividend
equalisation fund.

Some apprehension has heen expressed that the Government suls
sidies to the shipping lines would be reduced bul the result of enquirics
by the British Commercial Counsellor do not hear this out.
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Enclosure 6.

Tables supplied by Sir Westcote Abell, K.B.E., Chief Surveyor
of Lloyd’s Registry, London.

Number and gross tonnage of Steamskips and Molorskips of 100 lons aid
upwards OWNLED by Jupaa during the years 1890 o 1923,

(From Lloyds Registry.)

Year. Numler. Tons.

1890 165 138,131
1891 253 151,595
1892 250 142,492
1693 272 151,773
1894 233 171,166
1895 330 279,668
1896 373 334,592
1897 134 F4,475
1898 462 154,163
1899 ) 477 473,704
1900 154 488,187
1901 503 524,125
1902 535 355,230
1903 Skt 555,512
1904 (201 GGS,360
1905 691 870,639
1996 5 996,553
1907 629 1,068,747
14908 8G3 1,140,177
1999 8G1 1,151,858
1910 846 1,146,977
1911 861 1,200,975
1912 961 1,364,991
1013 1,037 1,500,014
1914 1,103 1,708,356
1915 L155 1,526,063
1916 1,151 1,547,453
1019 1,418 2,325,256
162) 1,949 2,995,878
1921 2,033 3,354.85
1922 2,026 3,586,918

1923 2,003 3,604,147
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Nuwmber and Gross Tonncyc of Ships of 100 {ons and wpwards LAUNCHED in
TJapaa duriag earl year from 1892 ontcards,

(Frowm Tleyds Registry.)

Year. Number. Toua.
1802

1593 . . . . . 3 1,152
189} Year of Chino-Japancse War 1t 3,173
1595 3 2,29
18¢6 25 7,819
1807 22 6,740
1508 9 11,424
1899 3 6,775
1990 3 43
1901 94 37,208
1902 & 27,181
1903 . . . . 62 34,514
1901 Russo-Japanese War 67 32,969
1905 81 31,725
1906 107 12,489
1007 8 66,254
1908 3 59,725
1000 7 52,319
1910 70 3,215
1911 109 44,359
1912 168 57,755
1913 152 64,664
1014) 52 83,861
1915 . 26 19,405
1916 yGreat War 53 185,624
1017 104 350,141
1915 195 189,62
1919 133 611,653
1920 140 155,642
1921 13 297,425

1922 10 83,419
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