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FOREWORD.

This admirably written book deserves to be
warmly welcomed in the first instance by the Indian
mercantile commumity and in the second place by the
general public who have, for some time past, become
fully alive to the vital necessity of developing on well-*
conceived, sound and practical lines, the productive
resources of India with the view of increasing 1ts
greater prosperity. One of such activiues is the revival
of the old ship-building and ship-owning industries. The
need for India to possess a national mercantile marine
of an up-to-date character has recently been greatly
felt by the Indian commercial community. It 1s now
well known that India loses a most profitable source of
wealth by reason of the coastal shipping being monopo-
lised, in the main, by foreign capitalists—a trade the
gains of which annually amount to lakhs of rupees.
The absence of an indigenous mercantile fleet has been
so keenly felt and accentuated that the Government of
India was obhged to appoint a special committee to
consider what measures can usefully be taken to
develop an Tndian Mercanule Marine. The report of- -
the commitiee, which is now before the public, recom~
mends the adoptioniof various measures to achieve the
end in view. Meanwhile, the practical difficulties in the
way of the profitable opfration of a merchant fleet
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remain as strong as ever Mr, Hap's work seeks to
explam these difficulties and suggest their remedies.

The book is also to be welcomed as the fruitful
product of the patient industry and research of a talented
Indian trained and graduated n history and economics
1 the great university of Oxford which, along with her
sister of Cambridge, hag during the last half a century
and upwards sent forth many a bright son of India,
fully equipped, from the late Mr Satyendranath Tagore
down to date, Itisindeed gratfying to note that the
Science of Economics 1s bemng steadily regarded and
cultivated not only for its mtrnsic worth but for its
practical utihty. No doubt. during the last few years,
some excellent and praiseworthy books have been pub-
lished on Banking, Currency, Finance and Railways
as well as on Commerce and Industries, but none on
Shipping m its practical aspects as a great future
mdustry of a wea]da-producmg character save that sol-
tary work by that learned research scholar and historian,
Professor Radhakumud Mookerji, on “ A History
of Indian Shipping and Maritime Activity from the
Earhest Times”. The book on the “Economics of
Shipping” by Mr. S, N. Haji 15, therefore, the first of its
kind by an Indian gentleman possessing both the acade-
mical and practical quahfications necessary for making a

“detailed analytical study of the subject m all its aspects
So far it will not be denied that 1t 18 unique in its way.

The author has essayed, and I may add essayed

successfully, to present to hig countrymen in a practical
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form, from,his close personal knowledge and experi-
ence, the economics of shipping industry, with the view
of concentratmg the attention of Indian industrialists
of courage and enterprise on the importance of huilding
by slow degrees a mercantile marine, specxally for
thousands of miles of the Indlan coast, of which we may
well be proud and which may, 1t is to be hoped, even-
tually form the nucleus of a nascent Indian navy for
purpose of defence on the coast and sea routes, of
Indian trade, side by side, with the great navy'of
Great Britain with its glorious traditions of three
hundred yearsand more. The publication of this book
at a time when the Indian Mercantile Marine Bill 1sto be
placed on the apvil of the Indian Legislative Assembly
is most opportune. It should be in the hands of every
member there, as it 1s full not only of the first principles
of Shipping Industry but replete with a wealth of statis-
tical information which only a patient studentof research
and grasp of his subjects alone 13 capable of treating
scientifically What those prinaiples and what the mass of
useful and valuable information are may be well studied
from the pages of this book. To encumber this brief
foreword with them will be superfluous. But 1t may not
be unuseful to draw special attention of the Indian
industrial and commercial public to the able treatment..
of some of the knottiest potnts which are certain to form
the sulyect of an interesting and mstructive debate in the
Assembly. The points are well put but, like in other
large questions, there 1s thefother side to them to v:'hu;b
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also the inteligent public will look forward to Iearn

with equal interest and instruction as are to be found in
the following pages.

All lovers of a temperate and fair criticism should
therefore welcome the volume so far as it is written
with a single eye and laudable purpose to educate the
public and nstruct them m one of the momentous
industrial problems of the country of a far reaching
and beneficent consequence,

D. E. WACHA.,
#th August 1924,



PREFACE.

The object of this book 15 to present a scientific
treatment of various economic problems involved in the
management of the shipping industry, The questions
regarding shipping capital, expenditure and rates are
treated in the light of the general principles that govern
the problems of transport. In the absence of any
adequate treatment of the subject of shipping, the author
had to examine the g\eneraI theories of ratlway problems
which have been exhaustively dealt with by experts in
various countries and to evolve therefrom pr_incip!ee of
general application to sea transport as well. It will
thus be seen that the actual field of this work hasnot been
trodden before, Itis, therefore, hoped that this book will
serve to indicate the main hines along which a screnufic
enquiry of the subject of the shippwg industry may
proceed.

It will be readily seen that, the treatment of the
subject being general, the book would serve a useful
purpose in all countries interested in shipping. Ship.
owners in particular will find in it scientific explanations
for their dally work while students in general will find a
full exposition of oné of the main branches of commerce,

In view of the deplosble fact that India, though
a vast muariime country, does not to-day possess a
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national mercantile marine, it has been thought de-
sirable to add a special chapter to explain the short-
comings of the present position and the necessary
remedies to cure the same. It is a hopeful sign that
the Government of India, admitting the necessity for
India to have its own mercantile marine, appomted
last year the Indian Mercantile Marine Commuttee to
mvestigate various problems connected with Indian
shipping. In view of the fact that the author was
intimately associated with the work of the Indian
Mercantile Manine Commuttee and particularly because
almost the last pages of this book were being printed
when the report of this Commuttee was made available
to the public, 1t has been thought desirable to omit
any detailed feference to the work of the Committee
from the pages of this book. However, now that
the report 18 published, it will not be out of place to
draw the attention of the reader to the fact that the
main recommendations of the Committee are along
the lines advocated by the author in his Pamphlets
on Indian Shipping published long before the appoint-
ment of the Committee 1n February 1923, The two
main desiderata in any scheme mtended to develop a
mercantile marine for India are ( 1) Reservation of the
Indian Coastal Traffic to Indian vessels and (2)
Abohtion of the Deferred Rebate System together with
the disciminauons amsing thereunder. These two
measures will be found specifically mentioned 1 the draft
of the Indian Merchant Marine Bill which 18 appended
to the last chapter of thus book®
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Owing to the necessity of keeping the subjects
under treatment within reasonable limits, it was not
found possible to discuss within this book, as bemng
outside its scope, the general question of nautical
traiing for Indians but the author would like to add
lus quota of commendation due to the Indian Mercan-
tile Marine Comimittee for suggesting a very thorough
and practical scheme to enable Indians, in adequate
numbers, to be tramed as deck officers and marine
engineers to man the Indian Mercantile Marine of

the future .

Finally, there remamns the pleasant duty of
acknowledging obligations to all the gentlemen who,
in various ways, have added to the value of the book.
It would be invidious to mention names, It is, there-
fore, hoped that this general acknowledgment will be
accepted as an exprws;on of the profound thank-
fulness of the author to all who have helped him to
present an adequate tre«tment of thgmam the me of
the book. N

7th August 1984 S. N, HAJL
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ECONOMICS OF SHIPPING



CHAPTER 1.
PRINCIPLES OF SHIPPIRG ECOROMICS.

, The shipping industry, though controlled to a
large extent by private agencies, has this much in
common with the Public Exchequer that ke the
Finance Mimister of ~a Government, the Traffic
Manager of a2 Shipping Company has to think
pﬂmar{ly of expenditure, leaving the question of
revenues for later consideration. But there the similanty
between the Exchequer and the shipping of a country
ends Economical or extravagant, the Government
the 1acome of the Mercantile Marine 1 dependent upon
factors which the traffic manager cannot control. The
manager of a modern shipping company, which has
invested large capital in up-to-date ships, has, even in
times of normal ‘trade, carefully to co-ordinate the
wterests of the sharehojders on the one hand and of
the shippers on the other if a reasonable rate of interest
is to be earned on the capital invested in the industry *
and necessary facilities provided for the requrements
of commerce. Besides, the economic considerations

® References to shipping as an industry are to-dsy the
¢ommonplace of offical biue-books, both English and foreign,
Besides, just as & textile mill, by the employment of machinery
manufactures pece goods cut of cotton, & ship by its propelling
pover * mapulactures trapsport™ for the caigo & carnes
Transport creates place-values just as manufacture, ordwsarily
so-called, produces form-yalues®
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that guide the destiny of the industry are sd peculiar
that too much attention can never be paid to them in
the daily routine of the ship-owners' office,

Prof. Taussig was the first to point out about
a generation ago ¥* that modern transport expenditure
presented a prime illustration of the economic prineiple
of joint cost of production, #.., of the production
of several commodities by a single great plant simulta-
neously at joint and indistingushable cost. This
principle of joint cost, as 1t may be called in short, was
orignally mtroduced by the classical economists wha
llustrated 1t by well-known examples of the joint.
production of wool and mutton and of gas and toke. '
Netther of these commodities, 1t will Le seen, could be
produced alone , nor can one be called a bye-product of
the other, at least not 1n the scientific sense. The two
commodities being thus of nearly equal importance the
cost of production of each may be determined approxi-
mately by dividing the total cost by two, or in the case
of more than two articles of varying value being
simultaneously produced, by dividing the total cost
in  proporuons representing the relative worths
of the products or commodities. On applying this
principle to the carnage of goods, however, we
find varous contrasts between the production of
transport and the production of commodities, which

k1
* A contribution to “ The Theory of Ralway Rates,?
(Quarterly Journal of Economics, Vol No. 5, 1891, pages
438--465)

%
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may be well brought out by a comparison of the opera-
tions of an o1l refinery in Burma, producing simultane-
ously kerosine, gasoline, lubricating o1ls and greases, as
well as various odd chemicals, with the carriage along
the coast of India of hundreds of different commodities
in every direction and under varying conditions of size,
speed and stowage. While in the oil refinery all the
costs are jont, in the case of shipping a part only of
the costs are joint in the technical sense of the word.
While an increase in the output of the kerosine pro-
duces simultaneously an increase in the productron of
the other commodities, the growth of a shipping com-
pany would be illustrated by the provision of trans-
portation of different kinds and mutually indepenJent 1n
character, thus the alternatives before the Traffic!
Manager of a Shipping Company may he between the i
developrient of its passenger traffic, its cotton or coal
business, its transport of rice or of manufactured
goods It may even happen that rivalry may set in
between the different branches of a department and
the Traffic Manager may even have to choose between
say the development of lis deck or cabin passenger
traffic if the manufactuning plant, a ship under steam,
15 10 be utihised in the most economical manner. It is
clear that this kind of antagomism cannot exist
between the simultancous products of the oil refinery,
more kerosine would automatically mean ore gaso~
line, grease, etc. The law of jont cost as enunciated
by the classical economiSts cannot, therefore, be
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apphed Iiterally to cases of transport except with serious
and important modifications.

But perhaps a clearer illustration of the applica-
tion of the principle of joint cost to transport may be
had from the analugous case of the jont production of
cotton fibre and cotton seed not to mention the result-
g o1l and the oil-cake. Howsoever we may appor-
tion the cost of production among the various com-
modities produced, the market price of each one of the
jomnt products would depend upon the relative demand
forit, n.e., upon 1ts margnal utihity.

Just as the marginal uulity of cotton fibre, cotton
of commerce, being greater than that of cotton
seed, a higher price 15 paid for the former than
for the latter—though the same processes are gone
throngh in the production of each—the marginal
utility 1 Rangoon of spices from the Malabar coast
being greater than that of coir, a ligher freight 1s
demanded and paid for the former than for the latter.

The principle of joint cost is, therefore, in practice
modified by that of marginal utlity. The other
important modification of the joint cost principle namely
extra cost incurred on preparing each of the jomt
products finally for the market, also applies to the
question of shipping in so far as the freight rates partly
depend upon the method gf packing employed in par-
ticular cases.
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The jomnt cost of production of transport requires,
moreover, a large capital outlay which i turn requires
large scale production if sufficient returns are to be
obtaned. Large scale production may Jead to a
monopoly of may at least facilitate its operation in
practice. It may here be noted, by way of contrast,
that where a homogeneous commodity as cement or
steel rails are produced by a large plant, the law of
joint cost does not come into operation, though the
price of the article may be high due to a monopoly.
Now as Professor Taussig says—

' Either monopoly alone or joint cost alone entails
consequences for value which diverge far from the
simpler cases.  'When the two are combuned, a vanety
of mteracting forces must be considered—jont and
separate cost, marginal utiity and elasticity of demand,
monopoly and maximum profit, and the effects upon
monopoly of possble compettion, of public opmion
and public regulation and of inert management.”

If for the word, inert, we substitute the word
“ expensive,” the quotation would well fit in with the
conditions prevailing in shipping circles throughout the
world in general and along the Indian coast in parti-
cular. So far as the possible effects of competition
upon the monopoly are cofcerned, it will be found that
the usc of the rate war agamnst new companies and of
the deferred rebates against the existing customers of
the company combine t3 oust the competition in a
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short time if and when it actively asserts itself. In
countries with representative forms of government the
monopolist 1s controlled, howsoever inadequately, by
public opinion, but when the public opmon of the
country has no say in matters governmental, as in India,
1t stands to reason that 1t should fail to guide the activi-
ties of private foreign organisations particularly when
they are backed up by the Government in power. This
has particularly been noticeable n the case of the
grievances of Indian deck passengers whose lot 1s now
hardly better than what i1t was about a get;eration ago
m spite of vanous Government Committees and their
bulky reports. When public opimon fails to operate
public regulation need notbe expected , hence the British
shipping monopoly m India has so long mamtamed us
expensive organisation at the cost of the Indian shipper
and ultimately the poor Indian consumer Monopoly
and maximum profit are thus the two notable features
of the present foreign shipping organisations which
“serve” the needs of India

Shipping is in itself an enterprise tending to a
large scale organsation, the abuses of which may react
upon the country as a whole. America affords a good'
illustration of political corruption and social tyranny
tesulting from concentrated commercialism; curtent
American phraseology has ‘already create  + ol kings”

and “timber kings” vying in political power and cer
tamly excelling in material wealth, theit *political

%ing,” the President. Even ‘n England, political think-
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érs have recently, during the stress, or as a resalt of the
experience, of war, realised the posstbility of large scale
journalism setting up ttself in conflict with the state
Theoretically, at least, the danger from syndicated ship-

ping is no less—perhaps much greater—due to the
mercantile marine being the second line of the nation’s
defence. Transport of the modern type presents the
most fanuliar cases of cttizens controlling resources
which might be used to anti-social ends, for example,
a few shipping magnates control a very large proportion
of available British tonnage  Patriotism prompted
them to be of great service to the state during the last
Great War By the importance of that service may be
guaged the serious harm likely to result from recalc:-
trance on their part  Transport, whether by land or by
water, affords, therefore, an excellent subject for public
control and if need be for public ownership, at all times,
howev'er, it must be kept under the vigilant eye of the
state so that the slightest tendency towards the emer-
gence of a possible nval may be nipped in the bud.
Even ordinarily in the long run, of course, the state
could make itself felt and have its instructions carried
out; but the spirit of genuine co-operation would be
wanting in such service grudgingly rendered  In other
spheres, too, examples of a like nature are not wanting.
The evolution ofthe state itself affords a striking
illustration, in one of its stages, of the creation of an
tmpersum sn ymperso which ended with the abolition of
the temp:oral power of the Church A healthy modern
state could ill afford such avergrowths, tendencies to
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which mast be watchfully looked for and scotched on
appearance.

Reference has already been made to the fact
that the sh)pping organisations in India are expensive.
They are so in more senses than one Ther
superior staff, both on the seas and in the offices,
1s non-Indian and highly pad. Their net income is a
drain of national resources. Their acuvities, moreover,
have given, as will be seen later, a wrong trend to the
commercial and industrial Iife of the country. Fortue
nately, however, for other countries, such anti-national
activities are not recorded in the history of their trade
and commerce. Unfortunately for India, the economic
history of the country nght up-to-date contains many
tastasices of the subordination of Indian interests to
imperial and foreign requirements due to the trade and
transport agencies bemng mostly controlled by non-
Indians residing out of the country. Explottation of
the natural resources, carried on under such auspices,
cannot bring much economic gamn to the country
Raw products are taken out of the country on the
cheapest possible terms Out of the small receipts
thus realised, a large propartion is spent in consuming
the costly imported arucle made out of the natural
product exported at the initial stage of the senes of
transactions, which result in leaving a country—rich in
natural resources—poor in earthly possessions.
Transport or rather the ways in which it has been
managed so far is, to a great degree, responsible for the
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present economic backwardness of this country,
Railways and steamers with their Boards of Manage-
ment 1n England have so far been run for the real
bedefit of others, Shipping particularly has givena
wrong bias to the position of India in iternational
trade. In the world emporium, India, for want of
parental solicitude, appears as a Cinderella, rich in her
natural lines only, whereas proper care would have
presented a princess, decked in variegated fineries of
indigenous manufacture.

The shipping industry, in normal times, affords a
very good illustration of the Economic Law of Increas-
ing Returns. That 1s to say, it is an mdustry in
which, after a certain stage, the cost of operation grows

less rapidly than the volume of business done  Each
ton of freight added to the existing traffic adds relative
ly less to the haulage cost. It follows, therefore, that
the net return 1ncreases more than proportionately with
the growth of expansion of traffic. Take for example
a 7,400 D. W. tons steamer capable of carrying 6,700
tons of rice from Rangoon to Bombay (the balance of
the dead-weight capacity being occupied by bunkers,
water, Stores, etc.). Suppose for exampl: that the
total cost of loading, carrying and discharging the rice
in Bombay and returning the steamer in ballast to
Rangoon amounts to Rs, 80,000 Taking Rs. 16 per
ton as the prevailing rate of Rice freight from Ran-
guon 1o Bombay, a cargo of 6,000 tons ought to nweet
the total expepses of the tnp and leave a reasonable
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amount of profit. Every ton of cargo carried be-
yond that amount reduces the cost of carriage per ton,
particularly in those items which form the constant
items of expenditure for a ship under voyage, e,
upkeep (wages, stores, provisions and repairs, etc.),
nsurance, management expenses as also i the other
items of bunkers, port dues and sundry expenditure.
It may further be remarked that the quantity of the
cargo carried would also make a slight difference 1n the
amount of claims for shortage and a larger difference in
the stevedoring charges. Roughly, therefore, we may
conclude that every ton of cargo taken after the quantity
necessary to provide the working expenses of the
voyage and leave a fair margin of profit adds directly
to the net profit from the operation of the ship.

The question of the Law of Increasing Returns or
in other words, the tendency to decreasing cost per unit
of waffic may perhaps be better illustrated as follows —

Taking a steamer of 7,400 tons carrying 6,700
tons of rice from Rangoon to Bombay and back i
ballast, we find that 6,000 tons, at a freight of
Rs. 16 per ton, will yield, on the basis of 10 round
voyages a year, and on the capital invested 1n the ship,
say Rs. 11 lakhs, a profit of 139 per cent per annum
which may be regarded, as a fairly reasonable rate of
profit in view of the unkaown factors which often face
the shipping industry  For every successive increase
of 100 tons of cargo the amount of profit nises by
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13 per cent approximately  Thus the above steanter,
on her capital outlay of Rs. 11 lakhs, would earn a
profit as follows :—

Cargo Profit Percentage on capital
Tons, RS, cost of 11 lakhs.
6000 16,000 139

6100 17,600 153

6200 19,200 187

6300 20,800 181

6400 22,400 194

6500 24,000 20-9

6600 25,600 2211

6700 27,200 238

The series could no doubt be continued, at least
on paper, to say 10,000 or even 20,000 tons, but in
practice, every trade has a maximum umit of quantty’
for shipment per steamer beyond which the commodity "
cannot be economically handled That figure sets a
limit to the size of the steamer plying the trade n
question A steamer of the swe mentioned, carrying
8,700 tons of cargo per trip, meets the normal require-
ments of the coastal traffic of India

It is thus seen that, while the cargo increases
by 1/60 of 1 per cent, the profit increases by 13 per
ceot approximately. This result is, of course,
obtained by taking the figures above the amount
required not merely to make both ends meet in run-
ning a steamet, but to leave a far percentage of
ptofits upon the capital invested in the ship, If we,
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however, take the marginal case in which the ship-
owner would rather lay up his steamer than run her,
we will find that the proportion of the percentage
illustrating the application of the law of increasing
returns will be hiygher 5000 tons would provide
our tllustration the marginal quantity which will just
meet the bare costs of transport and stevedoring It
will then be found that every addition of 100 tons of
cargo at the given rate of Rs. 16 would leave an
additional profit of Rs 1,600 In other words, every
mcrease of 1/50 of 1 per cent would show a correspond-
g ncrease of 13 per cent in the profits.

The complementary Law of Dimimshing Retuens
applies with equal force to shipping rates, When
traffic dimimshes, only a portion of the costs could be
reduced , in other words, a reduction 1n the volume of
traffic does not necessarily mean a corresponding reduc-
tion in the operating cost of the steamer Attention
may here be drawn t0 a peculiar feature of water trans-
port which differentiates it from rail transport The
umt that transports goods by ral is made up of
component parts and its size may be changed according
todemand The unit that transports goods by sea
is one and ndivissble While the railway locomotive
need not pull more waggons than are actually required
for the work n hand, a 7500 ton cargo steamer moves
as one piece whether fully loaded, half loaded or
ballast. It 15, of course, possible that shght reductions
may be made by the posipbnement in times of dull
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business, of urgent repairs, etcs This 13, however, -a
policy which can bardly be recommended because the
proverb—*a stitch in time saves mine '—apphes as
much toaship as to a shit, Under such circum-
stances, therefore, unless the rates charged for services
are reduced in order to stimulate traffic, 1t is nevitable
that the margin of profit will drop as rapidly as it tends
1o rise with increased volume of business. If, however,
trade continues dull, even the small profit may be
replaced by a loss growing with the decrease in the
quantity of the cargo avalable Thus taking the
marginal figure of 5,000 tons of cargo at Rs. 16 per
Yon, the position stands as under ;—

Cargo Loss
Tons. Rs.
5000 "

4900 1,600
4800 3,200
4700 4,800
3750 20,000

s.e, the loss increases by a much greater ratio than
that of the comesponding decrease n the quantity of
cargo carried.

The operation of the Law of Diminishing Returns
may also be noticed in the case, where the margimal
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quantity of cargo remaming constant, the rate of freight
varnes as follows —

Rate of Freight Loss on
per ton Carmage of
Rs 5,000 Tons.
18 .
15 5,000
14 10,000
13 15,000
12 20,060

Here too, while the rate decreases by one rupee the
loss increases by Rs. 5,000 at each stage Moreover
where both the factors, aamely the reduction in the
quantity of the cargo and 1n the rate of the freight act
simultaneously, the operation of the ‘Law of
Diminishing Returns will be very intense and injurious

to the mterests of the mndustry.

Of course, 1n ordinary business life, we find that
each time the marginal mit 1s reached the ship 15 not
1a:d up, because questions of regularity of service or
contracts of carriage, or other commitments arse,
which make it desirable that the ship should be run
even at a loss 1 order to provide the necessary trans-
port service, or 1 order that advantage may be taken,
at a later date, of the possible rise in the rate of freight.

It 15 as a result of the operation of the Law of
Diminishing Returas that the steamer companies find
1t, in umes of trade depression, a cheaper policy to lay
up the steamer than to send* her backwards and for-
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wards at ruinously low rates of freight. The laying
up, of course, as said before, does not follow immediately
' the marginal limit is reached, but is postponed to a
date which indicates the practical certainty that for
months together, as a result of trade depression, there
would not be any demand for space at even the
marginal rate of freight. In our particular instance
the steamer would be laid up only when she could, for
a senes of voyages, get, per voyage, no more than
8750 tons at Rs. 16 per ton or 5000 tonsat Rs. 12,
the carrtage of which would mean a logs approximating
the cost of laying up the steamer for an equivalent
period, amounting to about Rs 20,000 per month.

The economies effected by laying up a steamer
refer primacrily to the ordinary costs of running her
While almast all the variable costs disappear, even the

_{tem of port dues, if she s Taid vp in stream, only the
constant items continue to operate with the nsurance
premium reduced by about 90 per cent. of the normal
‘amount payable when the steamer 1s running. * These
talculations well illustrate the keen watch that must be
kept upon the operating expenses of a shipping
'company partcularly in umes of dull trade,

The many quck and sudden changes in the
character of the shipping industry as a paying pro-
position may be further studied by a consideration of the
apphcation of the two Laws of Increasing and Dimini-

* It should, h ,be' bered that a steamer
depreciates 1a value, more when laid up than when runmng
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shing - Returns from the pomt of view of the long and
shert term production of transport “ manufactured” by
the shipping company. The distinction between the
long dnd short term production is well known in the
case of the economucs of factories, but its application
in the case of transport by sea also deserves . notice.
What makes this question so mteresting is the sud-
denness with which the available tonnage becomes
inadequate for the trades it has ro serve, and on the
contrary the sudden decline in demand which necesss-
tates the laying up of so many steamers sinultaneously
As Prof. Ripley says, *the limit of full working
capaaity in a factory 1s dlustrated by reason of the fact
that under the ‘peak of load’ 1 busy seasons it may
prolong operations beyond the daylight hours or at
worst work all night by double shifts.” A ship, however,
normally steaming 24 hours a day cannot expand its
working capacity at will  In years of very busy trades,
all the avaiable tonnage bemng thus occupied at all
hours of the day and night, congestion 1s expenenced
to an extent unknown in the factory. At such times
second-hand tonnage is difficult to obtain ; and the fact
of a ship being by its very pature an article whch
cannot be immediately called mto existence by word of
command, leads to those very high freights which rule
for 2 ume in the freight markets of the world.  Atten-
tion may here be drawn to a result of the inelastic
nature of the industry in so far as it necessitates the
provision, even n normal *times of a tonnage which
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will meet the requirements of the world at moments of
1tg greatest demand. One result of this supply beng™
constant and the demand fluctuating 1s that 1 times of
trade depression the rates of freight reach surprisingly -
low levels as will be seen from the graph on page 63

from which it follows that, in times of declne, the.
industry beiog inelastic isin a worse position than

other manufacturing industries which can change their

output to meet the changing demand of the market.

1t ordinary umes must bear the cost of maintaining

shipa which would be required in abnormal times, it

{ollows that, the normal rates of freight must be high

enough to more than cover the cost of service, the

witerest on capital and a reasonable rate of profit,

Moreover, if a shipping company 1s not to be wound

up during a long period of depression, 1t is essential

that it should have large capital reserves to fall back

upon in the event of a long spell of commercial

stagnation.



CHAPTER II.
SHIPPING CAPITAL.

Capital expenditure in shipping primarily depends
upon the type and suze of the vessels selected, the
nature of the trade served .and.:the ume whén the
purchase 1s made - Taking the last first, a studyof the
shipping values for the last quarter of a century” will
show that wide fluctuations are ratherthe rule than the
exception in the tonnage market. The history of these
fluetuations during the: last twenty-five years teaches
many lessons which a buyer of new tonnage will be dl-
advised to neglect. ' - 4

Takng for our standard a new, 7500 tons, dead.
weight, single deck steamer, 380 feet in length, by 49
feet in breadth and by 29 feet in depth with a drift,
fully loaded, of 23 feet 8 inches, we find that its valug
i Great Britain has fluctuated from £ 36,000, e,
£ 4-16-0 per ton in the mddle of 1908 w0 £ 2,32,500
or £ 81 per ton in the December of 1919,

It 18 worth noung however that the highest price
ever pad fof such a vessel before the Great War was
in 1900 when the price of the standard steamer, which,,
towards the end of the last century, was flucnating
round about £ 50,000 suddenly, jumped, up to near
£.61,000. There was an equally sudden fall whch,
was, with various ummportant ‘eaceptions, practically
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not arrested until the record year of low values
1908, A, D. Freights, however, began gradually to
improve and a 7500 d. w tons steamer was sold at
£ 58,000 in November of 1912 when agam the ebb set
in aod it js beleved that the tonnage value of new
single deck steamer would have again reached 1 a few
years the very low figure of 1908 had not the,Great
War, with its high freights, caused the shipping values
to soar to ynexpected heights and rendered possible a
record in the other direction. With the Armistice,
however,-the prices of ships agam began to fall so that
a 7500 d. w. ton steamer with the specifications given
above may be purchased to-day at a price ranging
between £ 65,000 and £ 70,000, Z¢, at about £ 9 per
ton dead-weight. The intimate relationship between
the ralng freight rates and the shipping values will be
evident on a comparison of the above figures with the
chart on p. 68 ilustrating the freight history swnce
18170,

It should be noted that the value fluctuations,
the bare cuthine of whose history has been given above,
refer merely to a_standard steamer of 7500 tons dead-
weight with certan measurements: However the size,
draft, speed and other special specifications of a steamer
also affect her price in varying proportions. The amount
of detailed care ta be taken when ordering the construc-
tion of a steamer will be partly seen from the following
wstructive summary of the effects of specifications on
prices taken from a well-infdrmed article in the annlua
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number of the “ Fairplay” for 1921. As regards the
mnfluence of size upon the price of a steamer it is stated
that f an 8,000 tonner is taken at a certain basic rate
per‘ ton, 1t is found that for a simiar class vessel, but
reduced dead-weight, at 4,800 tons; the rate per ton
has increased by £ 1. Another addition of 4 Lis
experienced at 3,500 d w, and 'further additions of
4 1 each time are found at dead-weight of 2,750,
2,250 and 1,900 while below this the rates per ton in-
crease at a very rapid rate  The paradox is, of course,
easily understood if it 1s remembered that the cost of
the various articles required to build a steamer does not
vary in proportion to their sice.

Besides the differences in dead-weight tonnage,
the tonnage openings make an appreciable difference in
the price of a steamer. An “open” shelter-deck
steamer would cost about £ 1 more per dead-weight
ton than a *“closed” shelter-deck type, the former
having the advantages of an increased free board and
a reduced draft.

Draft 1s another important factor affecting the
values of merchant ships. A vessel to carry 6,000
tons dead-weight on 28 ft. 6in draft could have
length and breadth of 339 ft. by 48 ft. but, ifatis
desired to carry the same dead-weight on only 21 ft.
6 in. draft, it will be necessary to increase the length
and breadthto 348 ft. by 49 ft. 3 in. The depth
would, of course, be reduced by about 1 &, 8 in. but
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Wepth; it must be 'remembered, 15 the cheapest dimen-
gion OF the three, length being the most expensive  In
fack the vessel of 21 ft. 6 in. draft requires 55 tons
of stézl in excess of the amount required to build the
Aéssel of same dead-weight on 22 ft. 6 1. As a result
of the incredsed dimensions more timber and possibly
more' equipment will be required ~while the labour
cost will also be greater, The net result in a vessel of
this” sizZe would be about Sh. 4/- per dead-weight ton

for a chdnge of one foot in draft. - .-
<. -
Speed is one of the most expensive _factors caus-

ing vanation in the cost per ton dead-weight. If the
speed of a 6,000 ton vessel is to be increased from 10
to 11 knots, other spectfications remaining the same,
the following alterations have to be provided for
{2y A& finer block co-efficient ,* (8) an increase of about
83 per cent 1a indicated horse power requiring larger
ehgines - and boiders; tHe 1ncreased weight of
which” ‘Wil "~ amhount 'to  nearly 100 -tons; ()
because of the finer block co-efficient and the
increased weight of machinery, the dimensions will
fequire o be increased so-as ‘to maintain the’ dead-
;v;’ght;‘ (d) the increase of dimensions will add an
éxtra weight of about 60 tons of steel.

The fiet result is to increase the cost of the huil by
xbout Sh. 4/- per'dead-weight ton, and the mathwery
S asl o

. Fcrent = volume Qf displacement
HRodk co et = e et mean-dradt

of the vesgel,
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by about £ 3,600, o# Sh. 12/- per-deadaweight fony
or Sh 16/-per ton all told,

-~ Again comparmg two vessels of identical’ dead-
weight, although of similar type and’ specificatidn,
but one having a draft one foot ‘shallower, also oné’
knot more speed, than the other, the differentcs in valug
is exactly Sh. 20/- per dead-weight ton.

Specifications according to special acts and addi-
tional equipment also make a difference in the cost of
vessel. Thus the complete equipment of a vessel for
Gramn Act purposes is worth about Sh. 5/- per dead-
weight ton n average cases, In a 2,500 tonner the
difference between single winches and derricks and
double winches and double derricks amounts to nearly
Sh. 10/« per ton dead-weight and a small donke);

boiler alone would be worth a further Sh, 5/- per ton.

So far we have dealt with the influence of specifi-
cations upon steamers of a partlcular standard type.
The types of steamers themselves however would also
account for variations in their prices : -

Steamers fnay be classified upon a variety of
principles.  The malure of the service gives. us t.he
popular division of merchant vessels as passenger
vesseTs. “cargo vessels and combination passenger and
cargo vessels. The regularity of the service or
otherwise gives us the liner and the tramp. -

Steamers may also be classified according to,the
materiad used in the consfruction of thewr hull such as
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iron, steel, concrete, wood, etc, or according to the
motive power~—steam engnes which may be reciproca-
ting or turbine, and internal combustion engines
which are worked with ol orgas, or according to
the method of their propulszon by paddle, single-screw
or twin-screw.

Taking the swperstructures as the basis for
classification, ships may be divided into types deve-
loping from a flush deck vessel without any superstruc-
ture to one with a complete superstructure *

This principle of division however though evolu-
tionary does not bring out the siructural features of a
steamer For this purpose, therefore, steamers are
classified as follows —

(1) The full scantling vessel,
(2) The spar deck vessel,
(3) The awning deck vessel.

The various modifications of these types include
Raised Quarter Deck Vessels, Partial Awning Deck
Vessels, Shelter Deck Vessels, .Shade Deck Vessels
and such novelues as Turret Deck Steamers, Trunk
Deck Steamers and Self-trimming Steamers

It is worlhy of notice that the structural classifica-
tion has been adopted in the tables and rules made by
the British Parliament under which load-ne certificates

* A superstructure may include a bridge only, or a poap, a
bridge and a forecastle separately. or & forecastle and poop
and brdge combined.
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are given to British ships, while both the structural and
the superstructural classifications are followed by the
new rales published recently by the Lloyd's Committee
for' the building of steel vessels which refer to two basic
types denoted * Full Scantling Vessels” and ** Complete
Superstructure Vessel.”

The full scantling vessel 18 the most popular in the
cargo trade because in addition to great structural
strength it fulfils all the conditions of an economical
cargo ship. It has a low registered tonnage as com-
pared with its capacity thus economising in the
payments of various dues, simultaneously with carrying”
the maximum quantity of cargo per net registered ton.
Such a vessel has large hatchways and holds free from
obstructions  Sufficient space 1s available for water
ballast which is very useful when fairly long voyages
may have to be made in ballast during dull periods
It is the best ship for heavy cargoes.

When, however, bulky cargoes with small density
such as cotton and various kinds of package freights
form the chief shipmentsin a trade, employment of
full scantling vessels would mean that though the
available space of the ship would be occupied, the
steamer would not be loaded down to her marks, fe.,
the steamer would not be immersed to her maximum
draft. To meet such a case, the awning deck vessel is
used as it combines considerable volume with smaller
immersion and carrying ‘c;\pamty.

.
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*  Between these two kinds of steamers stands an
intermediate type which is suited for mixed cargoes
of moderate size .and density. The spar-deck vessel,
asthis type has been called because the spar-deck
forms ao integral part of the hull, has been recently
very popular as a mixed passenger and freight vessel,

.. XYorpurposes of general cargo transport, how-
ever, the full-scanthing vessel, as said before, reigns
supreme because 1t has great carrying power and
strength combined with the minmum volume or
space—requirements  essential for carriage of gene-
ralcargo which mostly consists of articles of great
density compared with ther bulk such as coal, rails,
machinery, ron and steel p}oducts, etec. Tt fis,
therefore, to this fype that a large number of
modern cargo vessels belong, as a result of which some
remarkable sub-types have been evolved to meet various
particular requirements. -

Turret deck and trunk deck vessels were evolved
from the earlier American whale-back steamer, o0 called
‘because of its resemblance to the sea-animal, and were
‘onte very popular in the Eastern trade as under the
Suez Canal measurement fules, the turret being regarded
as merely an erection, the vessel had to pay the canal
dues om only a little more than half the cubic capacity.
Besides by the-employment of these steamers in the
carriage of homogeneous targoes such as gram, the
use of shiftrng boards 1s abolished as the turret forfhs a
feeder from which the carg:obcan shift into the lower
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holds, keéping them completely full, and the shifting 1n
sthe turret is-of small consequence to the stabihity of the
ship. .

'Structurally the turret lends great longitudinal
strength to the ship—a fact particularly note-wofthil in
view 'of the popularity of the Isherwood system of
longtudinal comstruction. So much has been beard,
duning recent years, about this method of ship construc-
tion:that the following summary of its mawn. features
will be read with intesest ——

“Farst,—The necessary transverse strength f is
provided by a series of transverses composed of deep
webs of plating spaced 12 or more feet apart in ordinary
cargo vessels forming continuous transverse girders
round the whole internal circumference of the vessel,
‘each transverse therefore embodies the function of a
very sfrong frame, beam and floor, and s directly
attached to the shell plating and deck. They are made
of sufficient strength 10 resist the whole collective water
'pl"essui-e on the sides and bottom.

« Second.—Tn conjuncuon with these widely spaced
transverses, numerous longitudinal frames, preferably
of bulb angle section (though Z's or channel sections
may be adopttd) run continuously fore and aft through
the deep trans\erses (having slots in them to admit of
the lengitudinals pasmg through), and bear hard upon
both shell and deck’ platmg These provide for the
necessary support to the shell plating and, deck plating
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in between the tran$verses, and at the same time contri-
bute énormously to the longitudinal strength of the
structure  In conjunction with the shell and deck
plating, these longitudimnals provide the necessary longt-
tudinal strength ” *

The Isherwood system is nowadays largely em-
ployed in the construction of oil-tankers which require
exceptional longitudinal strength. During the twelve
months ended with the 30th june 1923, three-fourths
of the tonnage constructed for carrage of ol in bulk
adopted this system As the forty-six vessels thus
constructed were practically all the Isherwood vessels
built during the year, 1t would seem that the popularity
of the longitudinal ship is merely confined to the bulk

ol carriers.

Another interesting kind of a full-scanthing vessel
i1s presented by the cantilever type which may be
regatding as evolved from the selftrimming vessel
which is very economical to run particularly with bulk
cargoes as there are no trimming expenses and the
full width of the deck area is available for deck cargoes.

The manufacturers of corrugated vessels—z e,
ordinary steamers with two corrugations running along
each side between bilge and water-hine and extending
from the tura of the bow to the turn of the quarter—
claim that these slight rounded projections under water
through their effect on the stream and wave action

* Thomas Waltan * Steel Ships, ™
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around and under the vessel, increase the efficiency of
the vessel by over 209 as they save energy which .18

otherwise wasted in ships with plain sides.
t

Besides, there are vessels designed to meet the
especial needs of varous trades for which ordinary
vessels vannot profitably cater even with reasonable
constructional chunges We have, therefore, the
tanker for carrying oif in bulk and the refrigerating
ship for the carriage of frozen meat and perishable
foodstuffs,

Ever since the pnmitive system of earrying oil 1n
aasks has been given up, it has been transported in tin
cases or in bulk  As, however, tin cases take up space
and mean extra cost of manufacture, transport 1 bulk
1s the most economical method as the ol can be run
1ato the ship through pipes and pumped out at the port
of discharge. Thus 18 how the ships of the Burma Qil
Co are luaded at Rangoon * Small quanuties of al
in bulk could, howéver, be carned by even the ordinary
cargo vessels by utiising their water-ballast tanks for

that purpose.

The great progress in the «doption of this method
of transportation durning recent years will be clear from
the growth i the tonnage of oil carryng vessels

* The oil is brought through pipa lines from Yeunangysung
to Rangoon where it is tnken in bulk by the tanker awaiting
The Burma Ol Company owns Some 300 mutes of such prpe hnes.
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shown; by the following . particylars from the angual
report of Lloyd's Regster of Shipping

Year, Oil Tankers
Gross Tons.
1wl4 1,478,988
1919 2,929,113,
1920 3,354,314,
1921 4,418,688,
-1922 5,062,699,
1923 5,203,601,

The mam advantage of an oil-tanker is that in
addition to quick despatch it largely reduces the
stevedoring _ charges as about 300 tons of ail could be
loaded or unloaded 10 one hour, to handle the same
qu;\ntlfy in barrels would at some ports take up a
whole day.

< In winter, however, particularly in cold climates
the process of discharging oil has to be preceded by
that of liquefying thé frozen cargo by means of steam
heaters, with ‘which the tankers are equipped.

The refrigerator ships perform a double function s
first they generate cold air and secondly they insulate
tagainst outside hot air, Refrigeration is brought about
byi:ompressed air or gas and insulation by mterposing
between. the refrigerated cargo and the ship's sides or
decks a one-foot lLining of charcoal or silicate cotton
wh'xp&x keeps in the cold and keeps out the ‘hegé. 283
such. vessels,. with Lloyds mfngeraung- manhi;xery
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certificate, providing approxsmately 60,000,000 cubic
feet of insulated space, are to-day employed in the frozen
meat trade carried on by Austraha and Argentine with
Eurolpe. Some of the refrigerating vessels have a
length of 470 feet and a capacity for 1,00,000 carcasses
totalhng about 10,000 tons d.w

No treatment of the types of ships can be re-
garded as complete to<day if it did not refer in sorme
detaul to the question of the motor ship. It has long
since past the experimental stage and has now arrived
to stay, There are nearly 300 of such ships (of 2,000
gross tons and more) n daily use totaling between
1,500,000 and 2,000,000 tons dead-weight. Thel{
relatively sudden rise into public favour is attnibutable
to their economical running charges as will be seen
from the following comparison, taken from the “Fatr-
play,” between a coalfired reciprocating steam engine
with steam auxiharses supplied from a donkey boiler
and a Diesel* engne with electnic auxiharies supplied
with current from the Diesel-driven generators.

The basis for the Diesel machinery is 045 Ibs,
of ol fuel per brake horse-power per hour for all
purposes, and for the coal-fired steamer 19 Ib. of
coal on the same basis, or equivalent to between 1:6
and 17 1b. of coal per indicated horse-power hour
The result is that the allin consumption n fuel od

® Smce the German epgineer Dr. Rudolph Dresel
obtaimned pateuts foc hus internal combustion ol engine 1n  1RP5,
many uaw types known as semiDiesel engines have also been
manufactured, R
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of aDiesel ship 15 some. onequatter to one-fifth of
the coal required by an equivalent steamship 1his
1s an average figwe covering expenditure of fuel
when under way and 1n port. This means that, so
long as the average price of suitable fuel ol s Jess
than four times that of coal, the oil-engined ship
wilf show a saving of fuel cost, and the amount of the
saving will be proportional to the difference Any
mott;r,‘shxis trading on routes where oil 1s cheap wiil be
able to show a very large balance in its favour under
this hef:\ding.

The consumption of lubricating oil 18 the next
point in order, which, with the Diesel plants, is from
three to four tumes that with steam engines, because
with the latter the working mediym steam, except when
in the superheated condition, acts stself as a lubricant,
Moreover, with o1l engines the quality of the lubricating
oil has to be more carefully chosen , - -

As regards the personuel, the elimnation of the
firemen 1s an admitted advantage of considerable value
somewhat difficult to translate into pounds, shilhngs
and pence savings. A Diesel ship, however, requires
more engineers than a steamship, and if the engme
ropm and deck auxiliaries are electrically driven,
electricians must also be carried. The reason for this
15, that so far it has been usual to carry on ocean-gong
motor ships an ample number of engineers, in order that
any overhauling which may be required can speedily bz
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effected on board, because not all ports hava yet got the
essential facilities for ordinary motor-ship repairs,

As regards the question of overhauling and repair-
ing expenses, there is no reason whatever why the
upkeep and repairs of a Diesel installation should be
any more than are required fora steam plant, and
experience 80 far goes to show that with age the advant-
age lies with the o1l engine, depreciation only affecting
finor items, such as exhaust valves and piston rings,
instead of boilers ¢

It is not generally recogmsed that béing unaffected
by bad coal, no fires require to be cleaned, hot climates
do not affect efficiency, hot stokeholds are non-existent
and governing of the main engines in a sea-way is
much * closer,” permitting of a considerably greater
percentage of full speed of revolution of the propeller
being maintained, so (that the motor ship 15 able to
show year in and out, a higher average speed than an
equivalent steamer Again, a motor ship need only
bunker once for the round voyage. Deviations from
the routes of trade are thus avoided, the time lost in
coaling 1s saved, and the expenses consequent upon the
operation of fuelling are much reduced.

As regards the first costs, however, it must be
admitted that about 10 / more capital expenditure
would be required for a motor ship than for a
steamship.

A tabular statement may pow be given com-
Faring & motor ship and a steam ship each of ap-
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proximately the same tonnage, taking the average cost
of coal at £ 1-10-0 a ton and Diesel fuel at £ 4 a ton.
For the coal a calorific value of 13,500 B. Th. U. s
assumed and for the fuel oil 19,000 B, Th. U. per Ib.

COMPARATIVE PARTICULARS.

+ RECIPROCATING

Dresst, STEAM ENGINES

Byaines

’I‘ype of Propeling 4 Cyclo ethalo eogines yhmdrioal

Machnery. Snti | S B

ectrio driven Superheat 509 Fab

. Coal fired bollers
Total dead-weight 1o tops. 10,050 10,230

Freight earming cargo 1n

tons . 9,357 7,830
Radus of action in miles . 10,600 10,600

Fuel consumption per brake
horse-power hour, includ-

g auxiliaries 1n 1b . 045 19
Fuel consumption per day
mions e . 121 51
Fuel consumption per month
of 24 days saling.. " 291 1,220

COMPARATIVE COSTS OF WORKING.

Provisions, total per moenth... 4 160 AP
Wages, total per month ... L 400 4 482
Fuel per month of 24 days
sailing - - 4 L164 £ 1,880
(£ 4 per ton) [(£ 1110/ a ton)
Cost of running for one year
of 288 days saling - 4 20,688 £ 30,144
(Addition of the three items{
preceding.)
‘Tons of frexght earning cargo ’ '

cacried, assuming 9 round
voyages per year, each of
32 days toial sailing out
and home ... . o} 1,68,426 tons | 8,41,840 tons,

'Coster ton ofcargocar;xed . 2s Bd " 4s 8d




35

The figures given in this table can betaken as
representative and show the good case that texists for
the motor ship. It should be mentioned that the
radius of action of the two shuips is assumed to be equal.
If full advantage is to be taken of the average motor
trader, with fuel storage in the double bottoms, a much
larger radius of action would be arranged for, m which
case, of course, the extra cargo carried would be
lessened but the reduced bunkering costs and con-
sequential expenses would form the offset. The
economy of the motor ship may be further 1llustrated by
the fact that during the recent trade slump, no motor
ship has been reported to be laid-up

The various economies may be thus summanss
ed e

{#) Econonues of time due to loading of fuel
simultaneously with stores and passen-
gers. Time is also saved in the process
of supplying oil to the steamer,

{6) Economies of space asoil requires only
50 or 60 % of the space required by an
equivalent amount of coal and may be
stowed in places unswtable for cargo
thus mleasing coal bunker and other
space for earming tre:ghts should
however the space” this made avalable
be used to cafry more oil, the steaming
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rathus of the vessel is increased and
time saved by reduction in the
number of stops for bunkering. The
tanks of large motor vessels will givea
cruising radws of 25,000 mules, suffi-
cient to go round the world,

Space is further economised in the
motor vessel by the elmination of
boilers, light and air shafts leading
to the boiler room and the smoke fun-
nels. This saving is estimated at about
807 of the space required for steam-
engines

(¢) Economies of weight by a reduction in the
weight of the fuel and the engine. As
regards fuel, the saving in weight may
amount to about 75 7 as the quantity
of vil required is about } of the coal taken
on board. * A vessel of 2,500 to 3,500
tons displacement propelled by a steam
engine of 1,100 or 1,200 indicated horse
power would require 15 tons of coal per
day while a Diesel engine would require
only 4 wons of oil.  If the vessel bunk-
ered for 20 days, this would mean a
saving of 220 tons™® As regards the

L]
¢ Riegel “ Merchant Vessels.”
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engine, it is calculated that the reduction
1
m weight 1s about 100 tons,

The result of these economies of
space and weight is that the total deads
weight capacity of the vessel 1s largely
increased so that an extra cargo can be
carried equal to about 15 per cent. of the
displacement of the vessel. In the Jut.
landia, which visited the Indian waters
in 1921-22, with a displacement of
5,000 tons,a gain of 20 per cent. in
fmléht and passenger space resulted
from Diesel engines, n the Zeelandza
of 10,000 displacement, a gamn of 1,000
tons of cargo was obtained,

{d) Economies of cost in running the steamers
whenever the coast of oil is less than
four times cost of coal and 1n repairs as
ol preserves the metal which otherwise
deteriorates by contact with coal. Besides
the cost of starting and hauling the fires
of coal-burners 15 largely eliminated.

(¢} Economies of labour by reducing the num-
ber of crew ; (see p. 103),

These manifold advantages of oil fuel easily ex-
plain their popularity which is borne out by the follow-
ing table giving the number and gross tonnage of

*
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motor ships belonging to the varous maritime

countries of the werld ~—

Coyntries where Owned Motor Vessels.
) No Tons.

British Empre.—

Great Britain & Ireland 139 374,873

Australia & New Zealand 8 5,581

Canada . 19 3,130

Other Dominions 17 5373
‘America (United States).—

Sea ... e . 97 139,786

Northern Lakes N .- 5 5,200

Philippine Islands 4 3,179
Belgium ., - .- .es
Brazil ... - 2 3,852
Denmark ... 40 132,542
France ... 34 27,958
Germany 45 84,628
Greece™” “’ 5 1,202
Holland ... o e - 52 66,577
Italy . “s " 84 61,374
Japan . N L. -] 20 4,375
Norway . 130] 177,071
Spain - oot e oo 8 13,378
Sweden . 103 173,697
Other Countries or “Country’ not
- stated ... e o= 3 82 37,455
o Total [ 824[ 1,321,121

~  This table taken from an interesting article n the
Fortaightly Review of September 1923 may be taken
as authoritative as regards the relative position of the

vanous counfries owning motor vessels  As regards

their number and tonnage, these figures” do not tally-
with those given in the recently published Annual
Report of the Lloyds Register probably because the
review article refers to mafor vessels of 500 tons and,
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more In any case to remove all possible doubt on the
subject, the figures taken from Lloyd’s Register Book
for ea‘ch year are reproduced below as, bestdes present«
ing an authoritative statement, they show the immensé
development that has occurred n this hine since the Jast
year of the Great War .—

Motor Vessels.
Year ending
July. No Gross Tons
1914 297 “ 284,287
1919 912 752,608
1920 1,178 955,810
1921 1473 1,248,800
1928 L6320 1,542,160
1928 2,831 1,668,414

The largest vesse] fitted with the Diesel engine
today is the oltanker Zoppot of 9,932 gross tons,
registered at Danzig.

It has been stated before that motor-ships are
about 10 % more costly to buy than steam vessels;
but the higher cost price is more than set-off by the
lower working expenses. It follows therefore thax
even if all the merchant vessels were motor-ships, the
amount of money locked up in the shipping business
would not much vary from the present figure.
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The most remarkable fact about the shipping
industry is that the amount of capital expenditure 1s
relatively small in view of its great economt
importance~—money being required only for sea-vessels
and not for sea roads.

Caputal expenditure 1n shipping 1s only required
in so far as the ships have to be purchased. Once the
ship leaves a shp way, ways of voyage are provided,
by nature, free of all costs  “ The oceans provide the
great highways of international trade, which, from port
entrance to port entrance, are free and open to all
who observe the international rules of the road at sea.
Although ocean traffic follows certain rather defimte
routes, no nation, and of course no company, can
convert any route into an exclusive right of way, such
as a rail-road corporation possesses. A few short
sections of some frequented routes of ocean traffic—the
Panama, Suez, Corinth, and Kiel canals—are artificial,
and subject to tolls, but thewr use is normally open to
all upon equal terms. This simple but fundamental
{act, that the sea is an open highway, causes ocean
transportation to be governed by laws different from
those controlling the railway service; and the main
problems of transportation economics-—competition,
rates and fares, and government regulation—are radi
cally affceted by this difference between the railway
and the ocean highway ” #

¢ Johnson and Huebner § Principles of Ocean Transporta-
tion,"
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From the point of view of' capital; however, the
principal result of this characteristic feature of the
Merchant Marine is that the fixed capital investment in
the shipping industry 1s less than in the allied branch
of transport namely railways,® While the caputal
invested in railway 15 ten times as great in value as the
annual output or gross receipt (earnings) the capital
nvested 1n the ships would presen‘l': a . smaller multiple
of the annual receipts, and may, in some monopolised
trades, almost equal the gross earnings, for instance
the total capital nvested in ships both passenger and
cargo running alopg the Indian coast would amount, as
stated below, to Rs. 16 crores if all the ships were new
but would approximate or even be less than the total
annual earnings, say Rs. 11 crores, if their present
market price were taken.

Another noticeable feature of shipping economucs,
therefore, is that 1ts fixed investment 1s relatively high
1n comparison with the gross earnings as against the |
manufacturing industries and the distnbuting trades in
which the fixed capital forms only a small proportion of

® A geaeral idea of the amount iovolved may be had
from the fact that the ratl roads of Englaund represent, accord-
ing to Prof Acworth, an immobilisation of some £ 840,000,000
of capital for some 23,000 miles of ne tained at an J
cost of £ 10,000,000, Before, however, the rail roads could be
built, heavy preliminary expenses have to be incurred 10 sunneys
tigaton sod land acquisition amounting wn the case of England
boe about £ 90,000,000 oc £ 4000 per mle. This huge expen-
diture is saved to the shipping,industry becauve nature provides
the sea routes,
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the annual output. One of the results of this pecuhar
feature of transport economucs 1S the frequent change
the shipping industry experiences from financial success
to financial failure To tmes of depressed trade and
consequent slackened traffic, the heavy capital change
cannot be reduced nor can a large proportion of the
operating expenses. Later, however when trade revives
and traffic grows, the receipts increase without a
corresponding increase m the operating expenses* It
is thus that shipping profits react very finely, and
quickly to the prevailing state of the trade. This
reaction explains why shipping is meant only for people
with long patience and a longer purse  The profits of
the industry are intermittent and the fat years must be
taken with the lean ones, if the matter 1s to be review-
ed in the proper manner.

Another result of the ocean highways being
provided free to all by nature s that the amount of capr
tal required to run a shippmg company, .., its working
capital,.is not so large as it mught be i comparison
with the ranming of rallways which, according to Prof.
Ripley, in the maintenance of way and structures alone,
accounts for 20 7/ of the operating expenses and 157
of the total expenditure.

Thus all expenses incurred by a shipping com-
pany, once the ship is bought, are operating expenses
only. There are no doubt the ports which provide

* This subject is discussed more fully undu the Laws of
ing and D hing Returns in Chapter L
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anchorages, berths, loading and discharging facifities,
lights, pilots, etc., butas thew admnistration i Js not
d:rectly involved in the working ofa shlppmg com-
pany, it 1s not necessary to refer to them in great detail
here.  The subject. of ports, however, will be found
adequately discussed in a later chapter.

Capital required for the efficient working of the
shipping industry, for the ships as also for their opera-
tion, is therefore, not large. The following statement
points out that onfy sixteen crores and a half of rupees
will be required for the ¢ Indianisation ” of all the
services along the Indian coast.

A Statement of the estimated total cost of Jew Indian.owned
vessels, necessary to reserve the passenger and cargo trade

along the ceast of Iudla to vessels of the ladian Mercantile
Marine.

13 Passenger steamers for traffic mn the Rs ap

Bay of Bengdl at an aversge price of

Rs. 15 lakhs each - .| 1,80,00,000 0 0

8 Passenger steamers between Karachi

and Bambay at Rs. 15 lakhs each ...{ 45,000,000 0 0

20 Passenger steamers in addiion to

. ferry boats for the: Karachi Bombay-

Konkan coast run (various sizes) . | 1,00,00,000 0 0

400 ~ Cargo steamers of an average sus of

7,600 tons d, w at Re. 11,25,000 each | 11,25,00,000 6 0

Ruver passenger services .. 1,00,00,000 06 ©
Barges, launches, tenders, tugs, tnckles m

various small ports oy .{ 1,00,00,000 0 ©

[

Total Rupees.. | 16,50,00,000 ¢
%

It will be seen that the total capital outlay re-
qt;lred for the complete Indianisation of the coastal
traffic of India by the employment of all pew ships is
_nly Rs. 16,50,00,000, i, approximately one-tenth
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the amount, Rs. 150 ciores, recently provided, by the
Government of India, for the mere development of
Indan Railways, Besides, even this cost will be sub-
stantially reduced if’ cargo tonnage not more than five
Yyears old 1s purchased to meet the coastal requirements
of India,

I
» The smallness of the capital resources required by

the shipping industry is also reflected in the value of
the ocean shipping of the world. The steamships
by which the communications of the world were main-
tained and its products and manufactures exchanged,
including passenger steamers, amounted in 1914 to
about 8000 1n number and were distributed before the

Great War under the lollowsg flags:

Principal sea tonnage in midsummer 1914
1600 G. T & Upwarps,

Flag., No. G. 1.

Briish oo e w () 4,174 18,147,000
Gernman ... . . on (2; 748 8,799,000
U S. A. (Sea & Philippines) - (8) 518 4,216,000
French o s . e (4)] 857 1,602,000
Japanese ... e e we (3) 429 1,486,000
ltalan voe s oo s 26) 8565 L3Lo,000
Duich e v e s (1)) 268 1,285,000
Norwegian ... aee oe . {8) 828 1,087,000
Auvstrian . .« . 9) 280 947,000
Greek ™ . e (10)| 262 771,000
Spanish e v e w (1) 219 864,000
Russian ... [ . - {12 149 581,000
Swedsh ., w e . {18)] 183 526,000
Damsh . . o v (14) 156 456,000
Belgian ... e e (15) 86 210,000
Portuguese ... o (18) 18 88,000

* 3,448 35,145,000
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Nore.—While for general purposes vessels of
1600 G. T. or over may be taken as ocean-going
vessels, a certain number of vessels in excess of that
tonnage was invariably employed on local trade  The
number of actual ocean-going vessels would, therefore:
not greatly exceed 8,000, thew value, according to
Mr G A Salter, Chairman of the Alhed Marntime
Transport Executive during the war, not exceeding
£ 300,000,000 or Rs, 450 crores.*

It will be noticed that the foregong table indi-
cates the relative posiion of each country in respect
of ocean-going tonnage before the war. Many changes
have however taken place during and since the war
and the shipping strength of various couatries to-day
in respect of all tonnage above 100 tons gross is well
brought out by ‘the following table and remarks
emanating from the Lloyd’s Register Office .—

* By way of contrast it may be stated that the cost of the
rolling stock and muscellaneous property belonging to the
English Railways alone amounts to £ 200,000,000, Add to this
£ 800,000,000, the cost of the ral-roads and we get the total
of £ 1,060,000,000 or Rs. 1,500 crores as representing the actual
capital cost for the 22,000 miles of Enghsh Radways. On
the other hand the 87,600 miles of Indwn Railways have cost
in rail-roads, rolling stock and miscelianeous property some
€38 crores of rupees, according to the Ralway Adaunistea
tion Report for 1921-192%, since which dnon theproposano
spena 150 crores of rupees on mew capital
during the next five years, has been accepted bythe Iodian
Legislature.
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Sea-going steel and iron steamers and motor vessels of 100 gross
tons and over, owned by the principal maritime conatries.

j ] Difference
une 1914 | June 1923 | between
Country. Tons gross, [Tons gross |1928 & 1914
Tons gross,

Great Brstain &lreland | ;| 18,877,000/ 10,077,000} ~+200,000

British Domiinions . 1,407,000 2,219,000 4+ 812,000
America(UmtedStates) (2)] 1,837,000] 12,416,000+ 10579000
Japan . (3)] 1,642,000 % 2,402,0001 + 1,760,000
France , « (B 1,918,000 8,265,000+ 1,847,000
Italy e {5)] 1,428,0000 2,788,000|+ 1,860,000
Holland w~(6)] 1,471,000 2,608,000+ 1,135,000
Germany .« . {7)] 5,098,000 2,496,000|- 2,602,000
Norway " (8)| 1,923,000 2,299,000 + 876,000
Span - . (9)| 888,0000 1,169,000 +286,000
Sweden we (10 992,000 1,022,000 + 100,000
Denmatk . . (11; 768,000 920,000 + 152,000
Greece . w (12) 820,00 748,000, -77,000
Belgium o e (18) 841,000) 600,000 + 259,000
Austnia-Hungary ... 1,052,000 , ™

Other Countries N 2,057,000 2,847,000 <+ 780,000

Total | 42,514,000

57,939,000‘ 15,425,000

It will be seen that amongst the principal couns
tries apart from Germany, Greece is the only one which
suil shows a reduction in the tonnage now owned as
compared with 1914,

The sea-going tonnage of the United States has
increased by over 104 mulliontons. The other countries
in which the largest increases are recorded ax;eﬁ‘ Japan,
1,760,000 tons , Italy, 1,360,000 tons ; France, 1,347,000
tons , and Hofland, 1,135,000 tons. Taken together the
Scandmavian countries—Norway,Sweden & Denmark—
show an increase as compared with 1914 of 628,000 tons.
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In 1914 the United Kingdom owned pearly
44} per cent. of the world's sea-goimg steel and 1won
steam tonnage; its present tonnage is just under 33%.
The United States occupy, now, the second place
with 12,416,000 tons—equal to 214 per cent. The
other leading countries are. Japan, 3,402,000 tons;
France, 3,265,000 tons, Iraly, 2,788,000 tons, and
Holland, 2,606,000 tons,

Not&nthstandmg recent increases in the tonnage
owned 1n Germany, the above table shows the change

- which has taken place in the maritime position of that

country, where the tonnage now owned is some
2,602,000 tons less thaa in 1814,

Obviously the above figures do not take into
consideration the question of the efficiency of the
various Merchant Navies, as in addition to such factors
as size, age, type and speed of the vessels, other cir
cumstances, whichdo not lend themselvesto a smtisti-
cal analysis, would have to be taken into account, )

Revernng, however, to the topic of shipping
capital, the conclusion defived from a study of the
Indian coastal and the world's ocean tonnage, both
cargo and passenger, is further supported by a
scrutiny of the cargo tonnage alone and of all sizes.
For this purpose let us take the cargo steamers of
Great Briwin wiuch owns a large proportion
of the " requisite tonuagé. An amlys:s of the
Bruish Cargo-Steamer Cdmpanies in the year 1923
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also mndicates the moderate character of the capital
required i the shipping ndustry

No, of Companies. Paid up Capital.
£
19 100,000 and under
34 100,000 —  500,000.
5. 500,000 — 1,000,000
8 1,600,000 — 5,000,000.

It follows therefore that the number of steamers
belonging to the different companies should also be
himited. Out of the 84 companies mentioned above,
only ten companies own more than ten steamers each
—of these only three have more than twenty steamers,
the first having fifty seven steamers, the second thirty
and the third twenty four steamers.

Of the companies owning less than ten ships, mine
own steamers varying from mmne to five each; twenty
seven companies have only two, three or four steamers
each and as many as eighteen companies have each
one steamer only

The one-ship company is an mnportant featureM
of the shipping industry and new formations of that
nature are usually the rule. Any one with a
knowledge of the business and in a postion to raise
about 4 50,000 can become, if luck favours him, a
successful ship-owner theoretically competing on equal
terms with the nchest shipping magnate in the land,

.
e e———



CHAPTER 111,

THE CHARTERING BUSINESS AND THE FREICHT
MARKET,

We have so far dealt with the subject of the
steamers from the point of view of ownership which
necessitates the locking up of a certain amount of
capital, The business of chartering, howevar, provides
a method by which steamers may be operated without
being owned * This is particularly necessary when it is
desirable to find out by experiments the real nature of a
certain trade In such cases it 18 essential to make
experiments before sinking a large sum of money 1n
buying steamers Under the circumstances it is usual
to hire steamers on tune charter basis. The hire
money is pad monthly on the dead-weight tons of the
steamer, It would, therefore, be uneconomical either to
detain the steamer too long at a port or to sail the
steamer without her full weight of cargo. For such
experimental purposes, therefore, it is safer to operate a
small steamer which reduces the amount of loss if
incurred. For permanent use, however, from the
shipowning ‘' company®s point of view there is nothung
to compare with the economies of a Jargesizell steamer.
As a rule, the daily hire money of a 50004t0a steamer
will approximately equal the daily constant costs of a

® It may be pointed out as & matter of interest that, in the
allied branch of transport by railway, this division of functions
has never heen known to operate in normal cases though
allowed for 1n early raiway legislation,
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7000-ton steamer including depreciation and nterest
on capital invested. It follows, therefore, that other
things being equal a 7000-ton time chartered steamer
will show, when compared with a simidar owned
steamer, a loss of the hire money for 2000-tons d w.
On: may therefore conclude that though for ex-
perimental purposes chartered vessels have their uses
it is only large steamers operated under ownership
that will pay thewr way if a regular line 1s to be run.

. Some trades are, however, owing to various special
features,—such as thewr seasonal character or want of
return cargo, which prevents the establishment of
frequent regular sailings—wholly catered for by
steamers chartered from the “ tramp ” tonnage of the
world It would, therefore, be desirable to deal with
the subject a little more exhaustively.

The tonnage of the world 18 divisible mto tw
main classes—the liner and the tramp The lmej
providing a regular service along specified trade routes,
1s the successor of the ships belonging to the chartered
compames having a monopoly of certan trades, for
example the East Inlia Company owned a splendid
fleet of vessels ranging from 1000 to 1500 tons
capable of regularly meeung all their requirements for
cargo and mal services. The efficiency of therr
vessels was such a characterstic feature that the ships

" of the lner class were, for years, known as Indiamen,
a name at first applied only to the vessels belonging to
the Company The other trades of the world were,
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however, served by smaller saling vessels of about
500 to 700 tons demanding less expanditure than the
larger vessels and not bound to run along specified
roulels Useful as these free traders were in the early
stages, their importance rose when, during the second
half of the last century, the trades of the world became
open to all who cared to participate in them These
Free Traders are the precursors of the modern
tramps which account for over 50 per cent® of the
present tonnage of the world.

A tramp has been described as «a handy sized
vessel, capable of visiting a large number of ports and
of being employed in many different trades , thus she is
ready to go where there 15 money to be made” t It
follows therafore that the difference between a liner and
a tramp is based upon the method of working the ship
and not upon any peculiarity in the ship as such.
Regular runs make a lhner, promiscuous calls at
profitable ports earn the designation, tramp.

The full nature of the work of a tramp will be
readily seen from the followiag table appearing in
Prof. Kirkaldy's « British Shipping”  The last column
has been compiled from material provided in the book

* Estimates vary, but expert wituesses before immportant
Committees and Commussions 1a Great Britain have given the
proportion of tramp tonnage as varyiag from 50 to 80 per cent
of the shippiug of the world.”

{ Kirkaldy and Evans * The History and Economics of
Travspors.” *
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Dist m
|  Nature of work done
Lette Amyved. n::g‘:l st port n column 3
May 17 |{London ., |Fremantle ., |June 18 |10,919(Loaded general cargo
July @ |Fremantle .. (Bunbury ..[July 7 118/Left 1n ballast.
» 11 {Bunbury Flinders Bay { ,, 12 12¢|Loaded Jarrah Wood
» 2L [Flinders Bay [Melbourne , { 5, 27 { 1,500 " -
» 31 Melbourne .. [Sydney - jAug 2 578{Loaded Harvesters.
Aug. 8 |Sydopey Balua BlancaSept 3 | 6,9L6|Coaling
Sept. 13 |Bahia Blanca |Buenos Ayres| ,, 15 §51)Discharged Australian
cargo
Oct 12 [Buenos Ayres|{Durban ., [Oct 28 | 4,485/Loaded grain,
» 81 |Durban Maunts . [Nov. 5| 1,5658iCoaling
Novr. 7 Mauritaus  ...[Caloutta .| ,, 18| 8,231 Discharged grain
Decr 9 (Calcutta . .Colombo ..|Dec 14 ] L26y|Discharged grain;
loaded jute and seed.
» 15 {Colombo .. [PortSad . |, 28] 8,402Coaling
» 29 |Port Sad ,|Gibraltar ,.|Jan. 7| L921]
Jan 8 |Gibraltar Boston | o 221 8,138
Feb. 3 [Boston . |[New York . [Feb, 4 295 Dlsch;rged jute and
see
Mar. 2 {New York .. (St Vincent. Mar 14| 2,988Discharged jute,loaded
general cargo
» 15 [St,Vincent .. [Capetown ..\ , 80! 8,958Coaling
Apl. 2 Capetown .. |Fremantle Apl 21} 4,806/
» 26 |Fremantle ..jAdelade . |May 2| 1,420
May 4 |Adelade . (Melbourne .| ,, 6 515) { Discharged  Ameri-
» 11 [Melbourne .. [Sydney o 13 582 can general cargo.
» 16 [Sydney .. {Brisbame J oy 18 456
» 23 |Brisbane ..JPort Pire ..| ,, 28| 1,620|Left 1o ballast.
June g Port Pirie .. Brlsbm «oiiJune 18 l,Gi; Loaded ore
22 {Brisbane ., (Sydney .. { 5 24 §
» 39 [Svdney . [Melbourne [Ty 8| o7s|}Loeded general
July 6 Melbourne .. [Albany  ..j, 12| 185} ga.
» 12 [Albany  ..jDurban ... 1| 4,669/Coaling,
Aug 2 {burban .. {Las Palmas,| ,, 24 6281}
» 26 (Las Palmas., [Dunkirk .. [Sej 1} 1,657
* Sept. 8 Dunkick  ..London .| , 8 04 ...

71,‘9281
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Such being the manifold activities of the tramp, it
follows that 1ts successful management would require
a live man better nformed and more alert than his
neié'hbours. The qualities that make for success in this
fine of business are well summed up in the statement
that ¢ The manager of a modern tramp steamer not
only needs to know the main facts about steam, fuel,
construction materials, and the many items of knowledge
which are necessary if he 18 to keep the vehicle he
employs abreast of the times, but he must know
the exporting and importing centres of the world
and the commodities available at or for each. He
must keep hus finger on the pulse of many markets,
know when the crops have faled in one part of
the world, and have been above the average in others.
He must be watchful and on the alert, so that lus ship
or ships may be where they were waated at a given
moment and not side-tracked whenthere 15 a boom with
consequent high freights. The successful tramp
owner must be a many-sided man, knowing just a
little more than his average competitor ” *

It has been said before that the tramps account for
over half of the existing tonnage. It 15 an equally
remarkable fact that Great Britain owns a very large
proportion, may be even 80 per cent of the total tramp
tonnage. Ships of this class are, when required,
chartered erther for a definute period of time or for a
certain number of voyages. )

*® Kukaldy and Evans“ The Fustory and Economics of
Transport.!
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Charters are of four principal kinds t—

The Bare-boat form under which, as the name
smplies, the owner hires out the bare steamer to the
charterer who pays all the expenses of staffing,
msuring, running and repairing the steamer.

The Tume charier provides a contractible arrange-
ment between the owner and the charterer under
which the former and the latter respectively pay the
constaat and the variable costs of running the steamer,
Its main terms are clearly brought out in the following
clauses taken from an actual time charter party .—

That the owners shall provide and pay for all
the provisions and wages, and for the imnsurance of
the steamer and for all deck and engine room stores
and mawtain her 1 a thoroughly efficient state in
hull and machinery for and during the service

Owaners to provide one winchman per hatch, if
further winchmen are required or if the stevedores will
not work with men from the crew at the winches
charterers to provide and pay winchmen from land,

. That the charterers shall provide and pay for
all the coal, fuel, water for bolers, port charges
pilotages ( whether compulsory or not ), canal
steersmen, lghts, tug-assistance consulages (except
consular shipping and discharging fees of the Captamn,
officers, engineer, firemen and crew ) canal, dock and
other dues and charges ( also to pay all dock, harbour
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and tonnage dues at the port of delivery and re-delivery
unless mcurred through cargo carried before delivery
or after re-delivery ), agencies, commuissions, expenses
of loading, trimming, stowing, unloading, weighing,
tallying and deltvery of cargo, surveys on hatches and
protests { if relating to cargo)and all other charges
and expzanses whatsozver except those above stated.

That the charterers at the port of delivery and
the owners at the port of re-delivery shall take over
and pay for all coal remaiaing in steamer’s bunkers at
ths current price of the respective ports,

That the said charterers shall pay as hire for the
said steamer 5s, 1d. (five shulings and one penny) per
ton on ‘total dead-weight as aforementioned, per calen-
dar month commencing from the time the steamer is
placed at the disposal of charterers and pre rafa for
any fractional part of a month ( the days to be taken
as fractious of a month of 30 days ) until her re-deli-
very to owners as herein stipulated

That the payment of the hire shall be made as
follows : In London in cash without discount, monthly
in advance

The mel forms charter 1S a modification of the
time charter form.  Under it, not the period of voyages
but the number of voyages is defined; the operating
expenses including fuel are paid by the owners, the
voyage and cargo expenses by the charterers.
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The gross form of charter party is an antithes:s
to the bare boat form. Unhke the latter, in which the
greatest number of obligations rest upon the charterers,
under the gross form the owners pay all the usual
expenses incident to the voyage from the time the ship
is berthed to the time the last ton of cargo is discharg-
ed The charterer has to pay only extraordinary
charges such as those incurred on very heavy packages,
or night work or hohday work,

Upon these four forms are based all the charter
parties current in the world of commerce. Varied asare
the forms, prevalent, whether evolved, by orgamisations
or exchanges, such as the Baltic tume form, the Produce
Exchange berth form, or, by private firms such as Rallis
or Grahams, the basic principles are borrowed from
one of the four forms mentioned above. It sometimes
even happens that a trade utilises various types of
charter party according to its special requirements.
Thus in the coal trade, while the South American coal
charters are based upon the net form, the West India
coal form is almost wholly gross 1n form. The English
Chamber of Shipping has separate forms for Welsh
coal and East Coast coal. )

The dead-weight charter pa:"ty form, printed below,
under which a large percentage of the carrying trade
between the West Coast of Inda and the United
Kingdom and Continent of Eurcpe is handled, 1s an
example of the gross form modified to suit the local
conditions at the Western Igdian ports,
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Scinpia SteaM Nav. [Dead-weight Charter.]
Co, L1p, Bomsay
Telegrams : “ Jalanath, ”

GHARTER PARTY.

—— o me e Ipre—

5.5,

Loxnon - _192

It is this day mutually agreed between
Messks  Scinpia Steam Navication Co, Lrp, of
Boumeay, CHARTERERS, of the one part, and the Qwyers
of the good Steamship called the .
apd classed 100 A-1 or a class equal to it, of the
measurement of . . ..Tons nett Register ot
thereabouts, now o e e}
of the other part.

1. That the saxd Steamer, being tight, staunch
and strong, and in every way fitted for the voyage, shall
proceed to Bombay and/or Marmagao and/or
Karachi, in order as determined by Charterers, and
load in customary manner from the Charterers or
their Agents, always afloat, a full and complete cargo
of Wheat and/or Seeds andjor Ore andjor other
Lawful Merchandise (Ots, Liguids and Asafetida
betng exeluded ), not exceeding what she can reasonably,
stow and carry over and above her tackle, apparel
provisions, furniture, and coals for Steamer's use,
the enure dead-weight capacity of the Steamer,
excluding tons bunker coal, and also
the entire cubic capacity of the Steamer to be placed
at the Charterers’ disposal, which Owners undertake
will be about tons dead-weight for cargo
and not less than cubic feet
space for caryo, and being so loaded shall with consent
of Charterers therewith proceed without delay, vea
Suez Canal, to Trieste, Venice, Genoa, Mar-
seilles, Avonmouth, Portishead, Sharpness, Man-
chester, Garston, Birkenhesd, Belfast, Barrow,
Fleetwood, Liverpool, Mostyn Deeps, Glas-
gow, Newport, Cardiff, Maryport, London,
Hull, Leth, Buratisland, Dundee, Aberdeen,
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Middlesbrough, West Hartlepool, Antwerp,
Dunkirk, Boulogne, Dieppe, Havre, Rotterdam,
Amsterdam, Hamburg, Bremerhaven,

as ordered on signing Bills of Lading, or at Port Said
at Charterers’ option (satd orders 1f at Port Said to be
given on Steamer’s arrival there, the Captam telegraph-
ing to “Jalanath, London,” his arrival homeward at
Suez), and deliver the same in any safe Dock or Berth
the sard Charterers or thewr Agents may appoint,
agreeably to Bills of Lading on being pawd Freight (in
full of all Port Charges, Pilotage, primage, steamer
cranes, winches, and cost of handling cargo as customary
1n an ordnary rate per scale ton charter)

at per ton of 20 cwt or 1016 kilos nett
weight delivered if ordered from one port to one port

RS————— o e e A e e e

-~ e b s e [ ooty e

at per ton of 20 cwt. or 1016 kilos nett
weight delivered if ordered from one port to two ports

espe bt rsp s e e b pibens faie ot ettt [ -,

at per ton of 20 cwt. or 1016 kilos. nett
weight delivered if ordered from two ports to one port

PRI

at per fon of 20 cwt or 1016 kilos nett
weight delivered if ordered from two ports to two

ports

the Charterers undertaking to provide such a cargo as
will load the Steamer down to her loadline as authorised
at time of loading, faling which the Captain and
Charterers to agree from her draft how much further
weight would put her down to her authorised loadline,
and freight to be paid on this quantty in addition to the
quantity nett delivered

2. If a West Coast United Kingdom port be
combined with an East Coast United Kingdom pest,



59

or if a Continental port north of Amsterdam be com-
bined with a West Coast United Kingdom port, £50
extra, except when the last port of discharge 1s New-
port or Cardiff

‘4. Ifan Adnatic or Mediterranean port be com-
bined with any other port, the Aduatic or Mediter-
ranean port shall be the first port of discharge If
ordered to Liverpool, Master porterage to be done by
Charterers or their nominees

4 The Freight tobe paid without discount on’
unloading and right delivery of the cargo if discharged
m the United Kingdom 1n cash, and if on the
Continent by approved Demand Bank Bills on
London or 1n cash at current rate of exchange of
such Buls .

5. The Master to s gn clean Eastern Trade Bills
of Ladmg, as presented for the whole or any portion
of the Cargo (provided that the Cargo s shipped m
good orde1), at any rate of freight as required by
Charterers or their Agents, without prejudice to this
Charter-Party , but tn the event of such Bulls of Lading
agpreging less or more than chartered freight the
diference 1s to be paid to the Master 1n cash, less
1} per cent at the current rate for Banker's Demand
Bills on London or by the Master by demand draft on
Owners against payment of freight, and the final
adjustment 1s to be made i London on the nett weight
delivered, ascertained after completion of discharge
RALLI BROS’ and L DREYFUS AND CO/S
Forms of B/Lading to be accepted for any cargo
shipped by them.

6 The Owners of -the Steamer to have an
absolute lien on all cargo shipped for all freight, dead
freight, demurrage, difference of freight and other
charges payable by the Charterers or the Owners of the
Cargo, but as to Cargo (not the Charterers') shipped
under the Charterers’ re-lets such hien to eatend only
to freight according to Bills of Lading, Charterers
remaining responsible for any difference.

7. Charterers or their Agents to have option of
underletting the whole or part of the Steamer, they
remaining responsible for fulfilment of Charter,
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8 whether working
days, according to the custom at the port of loading
(Sundays and hohdays according to the Bombay/
Marmagao/Karachi Chamber of Commerce lst
excepted) are to be allowed the said Charterers or their
Agents (if the Steamer be not sooner despatched) for
loading the said Steamer. Lay Days to commence
24 hours (Sundays, holidays, and non-working days
excepted) from the time written nouce by the Master
that the Steamer is clear of nward cargo and ready
to load has been handed to the Charterers or theiwr
Agents Provided that if a berth in dock or at the
wharf be not immediately available, lay days shall not
commence until 48 hours (Sundays, holidays, and
non-working days excepted) after expiry of sa:d notice.
Any ume lost through riots, strikes, lock-outs, civil
cummotions, labour disputes, or scarcity of labour
owitig to epidemics, or throvgh accidents, obstructions,
breaches or delays on railways, in harbours,at or in
connection with wharves or other loading places, or
by reason of floods atmospheric disturbances, or any
other cause or hindrance beyond the control of the
Charterer, is not to be computed as part of the loading.
time, unless vessel already on demurrage.

9 Ten days on demurrage over and above
the said lay days to be allowed to the Charterers
at £ per day, or portions of days, pro
raia, to be pard by them to the Master or Agents day
by day 1 cash, at the exprration of which Steamer
may sail full or not full, Charterers paying dead freight
at above rate on dead.weight not used. Steamer
to pay £ despatch money for each
running day saved. :

10 All goods to be brought to and taken from
alongside at Merchants' nsk and expense, and according
to the custom of the port for Steamers

11. If Steamer load at more than one port,
time occupied between ports not to count, and a
further twenty four hours’ notice of readiness to be
given at each subsequent port.

12. No Cargo whatever to be taken on board the
Steamer without the wntten consent of Charterers
or their Agents, '
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13, Lighterage on the Continent, if any be
incurred to enable the Steamer to enter port of discharge
by the first tide after her arrival and be always afioat, to
be at Merchant's risk and expense, any custom of
the port to the contrary notwithstanding,

14 Should the Steamer carry any Creosoted
Sleepers or Petroleum outwards, she 1s to be fumigated
to the satisfaction of the Charterers’ Agents, and, if
required, a satisfactory Survey Report from Lloyd's
or other recogmsed Surveyor to be furmshed by the
Captain to Charterers or their Agents before the
Steamer commences, to load  All mats and requistte
dunnage to be provided by the Steamer.

15 Charterers or their Agents have the option
of naming the Stevedore for the loading of the vessel
at the usual charges paid by Owners for any recogni-
sed first-class Stevedore, subject to the Captun's
approval and direction as regards the stowage of cargo,
and also for discharging. Steamer to work mght
and day, and on Sundays and on holidays 1f required
by Charterers they paying extra expenses.

18  Lay days at Charterers’ or their Agents’
option not to commence before the .
and Charterers or their Agents to have the opuon of
cancelling this Agreement should the vessel not be
in a seaworthy condition, free of inward cargo, also
enlered outwards at the Custom House, and ready
to load cargo in all holds, and notice to that effect
given by 4 p. m. on the !

ittt e e - -

17. The Steamer 13 at hberty to call at any
port or ports in any order, to sail without pilots, to
tow and assist vessels in distress, and to deviate for
the purpose of saving life or property

18 It is hereby agreed that insertion of the
following clause be allowed on all Bills of Lading
for cargo which may be shipped in the Steamer—The
number of packages signed for in the Bills of Lading to
be binding on Steamer and Owners, unless error or
frand be proved, and any excess of shippers’ marks
to be delivered.” .
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1 19, In the event of any question bf General
Average arising, the same to be settled in England
according to the York-Antwerp Rules of 1890,

20  Charterer's hability to cease on vessel bemng
loaded

21 It 1s agreed that the following exceptions
and conditions shall apply to this contract —

The Act of God, perils of the sea, fire on
board, in hulk or craft, or on shore,
barratry of the Master and Crew, enemses,
pirates and thieves, arrests and restraints
of Pnnces, Rulers, and people, collisions,
strandings and other accidents of naviga-
tion excepted, even when occasioned by
neghgence, default, or error w judgment
of the Pilot, Master, Mariners, or other ser-
vants of the Ship-owners Steamer not
answerable for any loss or damage ansing
from explosion, bursting of boilers, break-
ages of shaft, or any latent defect in the
machinery or hull not resulung from want
of due dihigence by the Owners of the
Steamer or any of them, or by the Steamer's
husband or manager

22  1fBuffalo Horns, Hides, Skins, and/or Stnewa
be shipped, they must be dry and free from flesh and
bone, and 1f required by the Captan, a Certificate to
this effect froma cerufied Surveyor, vised by the
Consul of the nationalty of the port to which the
Steamer 15 proceeding, 1S to be sent on board with
such Cargo

23 If Ore be shipped, it must be either stowed
in separate holds from cther Cargo, or separated from
same by wooden dunnage sufficient to prevent any
contact between the bags and Ore, at Steamers
expense, and be discharged by the Steamer with
all customary despatch, where, and as directed by the
Consignees, alongside any wharf or dock.

24 Penalty for non-performance of this agree-
ment to be proved damages, not exceeding estimated
amount of freight i
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25. Steamer tobe consigned to Charterers’ Agents
at loading ports, paying them 1} per cent commussion
on estimated freight, dead freight and demurrage, and
six annas per ton brokerage on estimated number of
scileitons laden, payable at loading port, and, if at
Marmagao, paying an additional fee of £10 10s, for
attendng to Steamer’s business  Steamer to be
consigned at port or ports of discharge to Charterers’
Agents, paying usual commussion and fee for collecting
freight and attending to Steamer’s business

26 Nothing in this Charter shall relieve the
Owner of any liability which would ordinatly be his if
th s Charter were at a rate per scale ton instead of on a
lump sum or dead-weight basis

< 27. Any dispute that may ande under this
Charter to be setiled by arbitration, each party appotnt-
ing an Arbutrator, and should they be unable to agree,
the decision of an Umpire selected hy them to be final

The Arbitrators and Umpre all to be Commercial men
and resident 1n London, and the arbitration to take
place there  This submission may be made a rule of
the High Court of Justice in England by either party.

28. Charterers have the option of discharging
and/or loading part Cargo at Suez andfor Port Sad,
paying any extra expenses thereby incurred.

29. ‘The Owners shall keep the Charterers
fully advised of the Steamer’s movements, and
the Captain shall telegraph to * Jalanath,
Bombay,” the name of the Steamer on her
departure from the last Port of Call on the way
to India.

m———atn o s 3+ At oA e s st

N e - Y . -

Signed this day of 193 .
Owners of .8 Charterers of SS.
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Thus charter party form has been evolved to meet
the peculiar requirements of the shipmentsfrom Bombay
Cargo for shipmeat from Bombay and Karach
1s booked according to the Chamber of Commerce
tonnage scales 1n force at these places, baled and
cased goods being booked per ton of 40 ¢ ft measure-
ment and bag cargo being booked per ton of a varymng
number of cwts according to the nature of the cargo:
cotton seed 13 cwts, linseed 16 cwts, wheat 18 cwts,
etc It was formerly customary to charter steamers on
scale basis, to load at Bombay and Karachi, but this basis
did not suit the ordinary ship-owner who did not under-
stand what it meant, and had np means of calculating
what freight the steamer could probably earn, unless the
charterer could guarantee what the cargo would consist
of. But it did not swt either the charterers or the
shippers, as a rule, to give guarantees of cargo as it
hampered their operations, Consequently the scale basis
of chartering fell into disuse and the system ‘introduced
was to charter on lump sum basis, that is to say, a Jump
sum freight was paid to the owners, the latter guaran.
teeing certain dead-weight and cubic capacity. This
method of chartering, however, proved unsatisfactory
from the charterers point of view, as owners _generally
overestimated the capacity of their steamers in order
to get a larger lump sum. In practice, it led to
numerous disputes ansing from the difficulty of proving
a steamer's actual capacity. The present system by
which owners are only paid on the actual quantity of
cargo weighed out at destination in far more satisactory
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for the charterers, and 1t is at the same time quite fair
to the owners

‘The steamer is chartered on * dead-weight
basis” whrch amounts to its being chartered on “voyage
basis " to foad at Bombay and/or Karacht and/or
Marmagoa for various optional ports in U K. Conti.
nent.at a certain rate per ton of 20 cwts. for all
descriptions of cargo, net weight delivered at destination,
owners undertaking to place at charterers disposal a
certain specified dead-weight cargo capacity and cubic
fest space. The charterers on  the Other hand
guarantee the owners that they will provide suck a
cargo as will load steamer down to the maximum draft
allowed, paying dead-freight if they fail to do so.

To ensure the steamer being loaded down to the
draft required, it is usually necessary to ship a certain
quantity of manganese ore, the proportion of course
varying according to the steamer and according to the
description and assortment of the remawnder of the
cargo to be shipped Steamers vary as regands the
relative dead-weight and cubic capacity , therefore
accurate knowledge of the space occupied by various
descriptions of cargo is necessary and care bas to be
taken that the proportion of ore is regulated accordingly,
the usual aim and object being to provide such a cargo
as will load steamers down to the maximum draft
permitted and at the same time il vp the availabe

space.
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The steamers are chartered on “ voyage basis” for
the voyage Inda to U K Continent only, which means
that the owners of the steamer have to bear all running
expenses of steamer, wages of crew, bunker coal, etc,
also cost of loading and discharging, claims for
shortage of cargo, etc. It 1s, therefore, merely a
question of adjustment between the amount payable
according to charter party on dead-weight basts, and
the amount of freight payable by the shippers accord-
g to the rates at which the various cargoes are
booked on scale basis, the balance providing profit or
loss, as the case may be, for the charterer

A feature of particular interest in connection
with the freight market of Bombay s the predominance
therein of the Indian element from the very early days
Ever since “Ottia Mottia"—trade soubriquets for Messrs
Ottamchand and Motichand—squatted on their mats
in Elphinstone Circle, Circa 1830, the citizens of
Porbander 1n  Kathiawar have been playing a
promment part 1n all activities connected with shipping
on the western coast of India. Of the various Indian
firms that have conducted fresght business in the
past, particular meation may be made of. Messrs.
Nathoo Soonderjee & Co., and of Messrs Soonderdas
Dharamsey & Co. But they were all put in the
shade by the emergence towards the end of the last
century of Messrs. Chhagandas & Co whose senior
partner, the late Mr., Devkaran Nanjee was, mn his
time, the doyen of the freight market of Bombay,
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It is said that it was he who started the modern
method of booking in advance freight or tonnage,
as the case may be, to meet the probable requirements
of the freight market To himis also ascribed the
introduction of the method of booking cargo ahead for
a steamer by her class, 100 A.-1, as against the earlier
system under which the cargo was booked by the name
of the particular steamer then 1n berth in the docks

The importance of the Indian element 1n the
freight market of those days may be gauged by the fact
that the quotations of freight went up or down by
1s.-3d., that is, by 1/16th of a £ /- on the analogy of 16
annas to the Rupee (s -3d. is, it will be seen, the 16th
part of £1/-}—the usual Indian method of quoting rates.
The freights would thus stand at 30s, 31s. 3d., 32s-6d.,
33s-9d, and 85s. as against the pressnt day rise by
84 as a rule. The freight requirements of - the
Bombay market are to-day met by the regular liner
companies, supplemented by the dead-weight chartering
business of Messrs. Turner, Mornison & Co, Messrs.
Graham & Co. and the Scindia Steam Navigation Co.,
Lad

.
Bombay bewng a free port, s.e, untrammelled by
any Conference restrictions, her freight market
provides useful material for a study of varous
teresting  points baaring upon the fixing of freight
rates by the operation, in any open muarket, of the
economic laws of demand and supply. The rates for
general cargo from Bombdy to U, K./Conunen: as
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also the rates on coal from Cardiff o Bombay are, owing
to therr bemng fixed in an open market, in a way
1eprésentative or perhaps dlustiative of the tendencies
prevailing in the fraight markets of the world, To
facthtate a proper grasp of the subject the subjomed
chart has been prepared fiom matenal dertved from the
annual freight reports * published by Messrs Angrers
Brothers since 1870 It is hoped that the freight and
trade movements would thus be more tharoughly
understood Tor the sake of convenience, the freight
rates for alternate vears only are charted , those for the
odd years, howcver, with few exceptions, share the
indications of the chart,

The Chart gn es facts of Bombay treights, inwaids
anl outwards, shows prababilitiss of Indian freights and
indicates Zendencres in World freghts,  Theyriphs also
present a rough ndzcatzon of the puces of tonnage
and the iates of Lune charler as these are directly
contiolled by the freight market, rising with high
freghis and falling 1n days of depiessed trade, lhey
also present o funt omtlinz of the trade eonditions 1n
India and abroad,

The graph as a whole further pomts out that,
during the period coveied by 1t, the freights have been
always falling unless interrupted by war or spurts of
commercial activity—a  steiking  1llustation of the
advancement of science lowering the casts of the
essentials of Iife by increasing the size and speed of the
meichant vessels of the world,

* Extracts from the reparts are, where Inecessary, given
full in the body of the book =«
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Openmg under the shadow of a great European
War and closmng under the economuc strain  that
followed a greater World War, the chart records the
freight history of the last hfty three years beginning
with the year 1870 A D The Suezr ( anal had been
opened the year previous, cutting oul henceforth the
satling vessel which had <o long monopohsed the Eastern
trades The steanung distance was moreover, reduced
by 4,500 mles 1n the case of the voyage from London
to Bombay and by 3,000 miles on the London to
Yokohama run A cargo vessel steammg say 210
mucs a day would thus save about 1§ days i the
former and ahout 16 days 1n the latter voyage What
this saving means i terms of money will be realised

after studying the chapter on shipping expenditure

Starting at furly high fgures m 1870 when
steamers from Cardiff to Indian ports w22 Sucz Canal
and back eained approximately 90 shilings per
round voyage, tempting to Bombay even the Greas
Eastern,” the record-ship of thosc days, the freights
progressively declined during the ycars that followed,

particularly 1n the Eastern rrades referred to 1n those

* Buit in 1838 the Greal Fasirn, a miked cargo and
passenger vessel, was the first 1ron ship measurmg 15,914 tons
gross with a length of 680 feet, exceeded onlv in 18G1 by the
Celtte with 20,904 tops g@oss and 680 feet inlepgth Her
ample proportions sufficed to carry enough coal for a round
voyage between England and Australia  She was, besides, the
first ship fitted with steam steéring gear
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days, as the long trades from the number of days the
sailors used to take for completing one round voyage.

Though the freights were depressed during this
period, the general condition of trade was farly goad,
the total export of coal and won from England for
example showing an increase over the preceding years.
This paradox resulted from the enovmous increase 1n
steam tonnage wlich characterises thess years  Reflect-
ing the general condition of freghts all over the
world, the rates for coals from Cardiff to Bombay as
-also those for the return voyage with general cargo
follow a downward path until 1873 when there
commences a slight improvement 1n the mintmum rates
for general cargo and the maximum rates for coal , but
these rises were merely temporary as is indicated by
the continuous fall of the maximum general cargo graph
until the year 1878 when things began to improve
all round, particularly m the Eastern trades’

The graph-points for this year vividly depict some
of the chief features of the trade there mapped out. Alf
shipping calculations are mvariably made on the
return voyage basis so that the homeward and the
outward rates must, n ordinary times, not only meet
all the expenses, but also leave the normal profits if the
service s to be maintained , other things being the same,
the rate on the general cargo from Bombay to.U. K.
Continent will have to be hugh if the coal rate is low
and vice versa.  As we find in the graph the maximum
coal rate for the year 1878 being fairly high, it pays the
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ship-ownér to get his ship back to Cardiff at very low
rates that 13 why the maximum as well as minimum
rates for coal and general cargo tend to meet each other,
the mmimum ones 1n our instance, actually getting across
each other, besides, while the minimum coal rate has
gone vp as compared with the one ruling 1n 1876, the
maximam rate for general cargo has come down.
Moreover as may be expected the maximum coal rate
is much higher than the mmimum rate for general
cargo, because only then could both ends of the ship.
ping account tend to meet. These general remarks

. have been incorporated at this stage betause the comple-

P

mentary character of the trade to and from Bombay s
nowhere more graphically brought out in all its aspects
than during the year 1878 The next year on the
Chart, 1880, also illustrates some interesting features.
While both the mimimum and maximum coal freights
are falling the freights for general cargo from Bombay
are, as may be expected, rising with the result that the
rising minimum general cargo rate is close to the falling
magimum rate of coal thus proving once again the
intimate relation between the iaward and the outward
freights.

This nse in the Indian trade was the anly hopeful
sign of hfe in the freight market which, 1n all other
respects, was almost extinct.  As a matter of fact, even
the nse in the Eastern trade did not last long, for after
a good deal of activity during the first half of the
year, when lurge quanuués of wheat, .mce and seeds
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were available for export, dullness set in as in the other
trades and there began a period of depression which
culminated in the year 1888 which forms the record
year, for the lowest freights reahised up to that
date Doubtless there were fluctuations during this
period but they varied between rates leading to
heavy losses and only occasionally rates barely
sufficient to meet the working expenses, leave alone
the usual depreciation on the steamers and the
reasonable profit upon capital nvested in them. This
state of things 1s traceable direcily to the large
overproduction of tonnage during the first three
years of the period namely 1881-1883. Besides,
most of this tonnage was lard down by speculative
builders for inexperienced owners, whose irresponsible
activities were fostered by large credits given by banks
insisting only upon small margins. Asa result there
was more tonnage than commodities available for
transport, due to the umversal contraction of trade
which charactenises this period Severe diseases call
for severe remedies, with the result that strong reactions
succeed prolonged depressions. Economies are found
out and practised even by Companies which, belore
the slump were known to work with the utmost
economy consistent with efficiency , the costs of running
the steamers are reduced n pertods of continuous trade
depressions, over-production gives place to restricted
output for the best parttes only, insolvent and
mefficient managers sell their ships at huge losses to
experienced men known in shipping circles for their
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business ability and finally the publc, having burnt its
fingers in new floatations, henceforth invests its money
only 1n old established concerns that have proved their
capacity and earned a reputation 1n the trade Itis
worthy of notice that it was during this slack period
that the ship-owners aware of the benefits of a corporate

unit began to get busy over the formation of a shipping
federation,

“r

These vanous_causes 6peratmg together” lead us
to a pert od which may be called “ normal” 1n so far as
it presents a varied picture of nses and falls almost
rythmic, iustraning the inter-action of vanous known

forces and the total absence of any unknown factors.

The changing conditions were so welcome that
the first year of this period, }888, has been described
“as a remarkable one in the hustory of the shipping
interest—a transformauon scene of the whole trade—
from abject depression to revival and prosperity”—and
the freight drama played against this attractive back-
ground for almost two years—rates of 1889 being even
higher than those of 1888. In the spring of 1890,
however, commenced a decline which in 1892 drove
freights to lower figures than known ever before. The
evil fruits of unrestncted building which continued
throughout the y ears 1887-1890—the period of revived
prospenty-—were now being reaped and a long penod of
depression n freights was anticipated on the analogy of
the equally low rates characterising the four years that
followed the over-production of tonnage during 1881
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1883. The predicton came only too trus, and the
depression went deeper and lasted longer than before
though the rates of freights and the prices of
steamers spurted up 2 little n 1894 on the prospect of
an anticipated naval programme disabling the builders
from taking up contracts for merchant vessels. This
spurt, though short Lved, helped to demoralise the
freight market stll further as 1t led to a farge output of
new tonnage butlt to the orders of nexperienced men
who were nusled 1nto ordering new steamers. The
evil ansing from thus source has been thus described

“The ship-owners proper are not whally res
ponsible for this suicidal policy of building
tonnage not wanted, the trade 1s overrun by large
outside capitalists who invade it as they do any
class of trade which has produced profit, thereby
bringing it down to a precarious venture with a
wide field for making heavy losses and hitle chance
of profit. The evil is.quickly done, but the cure
though sure to follow, 1s a long and tedious one.”

The mullion tons of new shipping turned out
during this year, 1804, on the top of the continued
over-production during the years 1887-1890 and the
consequent continued depression falling during
periods of dull trades and lack of new avenues of
employment brought about another transformation scene
in the freight drama~from prosperity short and rejuve-
nating to penury long and arduous—for the freights
reached ther nadir in 1896, the maxima and mimma
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for general cargo from Bombay to U. K./Continent
being the lowest so far known, the mmmma not beng
surpassed since.  Analysing further the partlcular year
under review, namely 1896, we find that though-—-but
perh1ps because—~the general freights are low, the coal
freights have advanced and continued at a good level all
the year round as both the maximum and the mmunum
coal curves have gone up  But even these rates failed to
meet the working expenses of steamers when combined
with the ballast level rates prevaling for the comple-
mentary trade outwards from Bombay The following
extract from a shipping report for the' year will well
lustrate the many world-wide 4 factors—political
activities, military movements, trad econditions, duections
and positions of steamers—that regulate the rates of
freight.

“ Meantime, the following influences were at
“ work. The general trade of this country (England)
“mamntamed the 1mprovement and expansion
* awakened and started over twelve months ago
“ The great American Republic, was, however,
“ practically foff’ business and all-absorbed in
“ domestic politics for six or nine months, but these
* matters settled by the elections for a four-years'
“ spell, and in the direction best cafculated to ensure
¢ stability, credit and confidence, all sections at
“once turned with renewed vigor to busmess
“operations. lIndia and the Far East trades
“had relapsed from the exaggerated stumulus
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“of the japano-Chinese War mto a comatose
“state, overburthened by an enormous incubus
“of tonnage, attracted out by, and employed
“during the war, but which when released
“ with the end of the war overcrowded the Far
“East and Eastern waters, and was unable to
“ find any employment there or freights to bring
«1t home. This locked up a large proportion of
“ the carrying power of the world, and kept 1t idle
“and away from the nearer trades The corn
« trade this year assumed a novel and unexpected
* position—azz , the production of the world was
“shghtly shgrt of the cansumptive requirements,
*even with all stocks taken into account, two of
*“the large producing and exporting countries
“(India and Australia) being actually converted
" ;nto considerable importers, and several hitherto
“small importers makmg largely increased
~demands. Animportant sumulus was thus given
“ to gran movements. These combined influences
“came to bear on the freight market almost
« simultaneously, shippers of nearly every descrip-
“fion all wanting the same thing at the same
“moment, a rather short supply of the article,
“ result, blind compention sending up the prce of
“ tonnage (fictitiously to a large extent) by leaps
« and bounds, in many cases 200 to 300 per cent.
“during a few weeks, end of September to end of
« November. This condition could not last, rates
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“in the short trades having advanced so high
“ steamers we reable to run hitherto unheard of
“ballast passages, and to make up the cost of the

1 ballast passage, and a profit besides, on the short
““ voyages, and thus, distubution of tonnage being
* again equalised, the well-known fact very soon
“ revealed itself that under normal conditions all
“ trades can be more than amply supplied by the
“tonnage afloat. By so much as the nise was
“rapu by so much was the decline equally rapid,
“and at the close of the year we find freights all
“ round 1n every trade worse, if anything, than at
* the commencement.” “

In 1897, however, a better tone was given to
the freight market, as on various other o:ccasions
following trade depressions, by the rice ports of the
East and the improvement slowly permeated all trades
so that in 1898 profitable freights were ruling. once
again, owmng to the demands from all quarters for
tonnage exceeding all the tonnage afloat, including
the many large steamers built during the year 1398.
{This year marks almost the complete cessation of the
building of sailing tonnage in the United Kingdom )
Another factor which helped the freights at the time
was the Spanish American War which besides
providing lucrative employment for many steamers at
substantial profit helped to harden freights by removing
s0 much tonnage from the normal trades of the world,
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Nearer home, the freights had improved to very
profitable levels indeed. As the chart shows the
maximum and minimum rates for general cargo record a
big rise as compared with the figures of two years ago
though the coal rates seem to have remained practi-
cally stationary. This was due to the fact that—these
coal quotations being practically nominal, owing to
a coal strike in Wales,~the chief source of tonnage
supply to Bombay was out off. The available steamers
in the East were therefore drawn upon for the export
trade. to Europe. But even here the supply was not
equal to the demand as a large number of tramps were
engaged 1t cafrﬁ.ng rice from Burma and Siam to
Chura and Japan 1n consequence of a poor harvest in
these countries Normally the coasting trades of
China and Japan were at this time served by a large
number of small Scandinavian and German coasters,
But these, however, were recalled to Europs for laying
up due to excessively low rates roling for many years
in successipn in these trades. The result was that
when a suddendemand camne, the available tonnage
consisted of large tramps usually engaged in ocean
traffic. No wonder then that the Eastern rates suldenly
went up, the Bombay maximum msing to a figure
unknown for many preceding years.

An almost similac rise in the coal freights to
Bombay ss noticeable i the year 1900 when as a
result of the declaration of war in §outh Africa, which
offered employment ta maay *transports”, the coal
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freights shot up to a level not often surpassed before
or smnoce

The general freights were of course in conse-
quencg, reduced in this particular trade and were further
depressed later but all told the working of the
steamers was on the whole a profitable business during
the year 1900 It provided a necessary relief to the
shipping industry which had passed through a long and
severe strain during the period 1890 to 1898. War
saved the situation now as it had done once or twice
before and as it was Jestined to do once again. In 1901,
however, dullness began to characternise the general
freight market as a result of the over-production of
tonnage, during the preceding three years of trade
revival, coinciding with the general depression in the
mam trades of the world,

Attention may here be drawn to the periodicity
that characterises the fortunes of the freight market.
Three or four years of gool trade and profits are
invariably followed by a period of depression which when
Tater in time continues longer, It would even be true to
say that, as the following table shows, at each successive
stage while the years of prosperity shrink in numbers,
the period of paucity stretches out.

YEARS OF YEARS OF
Hicu FRrEIGHTS Low FRrrIGHTS.
1870 - 1874 1875 - 1879
1880 - 1383 1881 - 1887
1888 ~- 1890 1891 - 1897

1898 - 1900 ., 1901 - 1909
1910 - 1912 1918 - 1914
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since when the Great War and its after effects have
ruled the freight markets of the world It will be
noticed that normally every tenth year marks the
first or the last year of high freights.

Taking the freights given 1 the chart as the basis
for India and adding others ruling in the different
trades of the world, 1t will be possible to arnive at a
world freight index figure which will show at a glance
the relative state of the fresight market in general from
year toyear. Such an index would afford a very good
means of comparison with the commodity indices
published by importaat economic journals,

For this purpose the trade routes of the world
may be divided into six groups comprismg about 26
main routes along which the tramp tonnage of the

world serve as the main carriers.

(1) INDIA —
Carbirr.—Bombay
{Coal))

Bousav.~—Uhnited Kingdom/Continent.
(Seeds)

(2) FAR EAST AND PACIFIC:—
Java,—United Kingdom/Continent.
(Sugar )
Siamese Ports.—United Kingdom/Continent.
{Rice))
Curiean Ports.—United Kingdom/Continent,
(Nitrates)  *
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(3) AUSTRALIA —
AvustraLIA.~United Kingdor?.
{Agncultural and pastoral products )
(4), NORTH AMERICA —

NorrHERN RaNGE.~United Kingdom.
(Gran)

Gurr Porrs.—United Kingdom /Continent.
(Timber.)

{5) SOUTH AMERICA :—
Tyne.—Plate,
(Coal, Iron and Steel )
Sout WaLEes.—Plate,
(Coal)

Souti WaLes—Rio faneiro.
(Coal)

San Lorenzo,—United Kingdom/Continent,
(Woal)

Lower Prate Ports.—U. K./Continent.
(Frozen Meat )

Bauia BLanca.—United Kingdom/Continent.
(Frozen Meat )
(6) EUROPEAN WATERS :—
(e) Brrmsz Home TravE—
Tyre.—Hamburg
Tyne—~Havre.
Tyne—Antwerp.
Tyne—London.
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() TuE Bav.—

Tvne.—Bordean.

BiLeao,—Middlesbrough.
(Iron Ore)

{¢) MeDITERRANEAN.—
Souts Wargs.—Port Said.
Souts Watres.—Venice.
TyNE,~—DBareclona,
TyNE—Genoa.

Arexanpra,—United Kingdom.
{Cotton }

Benisar.~United Kingdom/Continent.
{Gum)

CartraceNA—U, K./Continent,
(Wines)

Basing its caleulations upon the freights prevaling
along these representative routes, the Hionomust, in
its monthly supplement of July 1923, gives a very
interesting graph showing the world freight index for the
last four years, the base being the period 1898-1913. As
may be expected, in view of the prevalent trade
depression, the Economst graph depicts the continuous
downward movement shown on the enclosed chart, the
tendencies depicted by which will be brought more
up-to-date by the following table, taken from the
Economust, giving the freight index for the firstsix
months of 1923 for thesix hainstrades referred to above,
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(Only means of outwards aad homewards trades are given.)
]

: 1923,

Route Group.
Jun, | Feb, | Mar, | April. | May. | Juge.

1. Indla .. 120°20{ 117°83) 125 40/ 133'77}126°99; 125'50

2, Far East and|
Paclfic » 142 14] 134°49] 125 36 134°06|134°48(133'90

3. Anstralia o] 150°44] 144°21{ 135°31(124°63 120°18{ 118°84
4, Morth America,, [126°47]116 85| 124°30] 133'38/140 03; 111°04
5. South Amerlca, )124'85!123'93)130°43| 137 32!143 05,124 56

6. European Waters
{average) ..|132'05)149°60] 163'55) 142'72/134'911131'77

Index | . {182 69| 131 15| 134 061134 31} 188 27,124 27

{Average 1808~1918=100 )

The index for the month of June 1923 namely
12487 marks the lowest pont reached since the war
upto that date.



CHAPTER 1V.
SHIPPING EXPENDITURE.

Shipping expenditure, as we have seen, precedes
shipping incomé. The two are not even always co-
related  In the extreme but not infrequent case of no
cargo being available, evenn the absence of anyrevenues,
a large proportion of the expenditure by a shipping
Companyis kept on in the hope that some cargo will be
forthcoming a little later. To this characterstic opti-
mism there 18 no alternative except the totally ruinous
one of closing the line and losing a bulk of the capital
invested, Day by day, therefore, whether there 1s
cargo or not, provision has to be made for the operating
expenses of the shipping industry They may be
divided into two main classes

1. Constant charges which may be analysed into
three distinct factors—
(a) Upkeep,
{8} Management,
(¢) Insurance
1. Variable charges which include—
{1) Bunkers,
(i) Port, dock and hight dues,
(iii} Stevedoring;
(iv) Cliims.

The upkeep of the steamer and other constant
1tems are remarkable not only in the sense that they do
not vary whether the steamer 8 in port or under steam
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but also in the sense that they do not fluctuate propor
tionately with the size of the steamer.

A steamer of A steamer of
7400 T D W, 4300 T.D W.
per day. per day.
Upkeep e aes 434 409
Management ... 150 150
Insurance e 102 90
686 649

Wages.

The wages and victualling of the officers and crew
of a steamer would naturaily depend upon the number
engaged. It s usual, in the case of an Indian coasting
steamer of 7400 T. D W. to have five engineers and
four officers including the master of the ship while the
crew approximates about fifty-five men, consisting
of twentystwo deck-hands, twentyfour men in the
engine room, e;ght stewards, etc,, for the saloon and
one carpenter. A vessel of about half the size namely
4300 T.D. W. would carry four engineers and four
officers and a total crew of thirty-nine men—eighteen
on the deck, twelve in the engine room, eight in the
saloon and one carpenter.

The messing charges amount to about Rs. 120
per mensem for the officers and engineers and about
Rs. 22/~ for the lascars. The wages and messing
account respectively for Rs 144, Rs. 127 for the large
steamer and Rs 80 and Rs. 65 for the smaller one. It
is usual for the Shipping *Companies to provide better
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food for their officers and crew than what they are

entitled to under therr articles.

Below are given the scales (1) as fixed, by the
Govérnment in India, for lascar seamen, and (3) as
fized, by the Board of Trade in England, for white

seamen j—

General Scale of daily Provisions for Lascars as per

Government Resolution, Marine Department,

No. 193, dated the 22ad March 1922.

Per Day,

. Ib. oz dr.,

Rice ... . 180
Flour e .. 010 0
Dal ... w0 8 0
Ghee... .0 20
Salt ... . ..0 0 8
Curry stuff ... .01 0
Dry fish at sea, on five days a week .0 4 0

Fresh meat fres from bone at sea on two

days a week ... o w0 40
In harbour, daily fresh meat free from bone. 0 4 0
Vegetable, dry at sea, such as omons,

potatoes . .0 86 0
Vegetables, fresh, in harbour 0 8 0
Tamarind e e w0100
Tea ... . w0 0 4
Sugar . N 01 8
Lime juice ... .. - “w 010
Oil (mustard) 0 012

Water asrequired .v  wn e e einen
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Scale of Provisions required by Section 25 of the
Merchant Shipping Act 1906 to be allowed
and served out fo the crew during
the voyage.

Nore.~The scale agreed upon is in addition to
the Lime and Lemon Juice, and Sugar, or other anti-
scorbutics required by the Merchant Shipping Acts,

Per Week,
Water Se « Qrs. 28

Soft bread . - .- «lbs. 8
Biscuit - e n 4
Salt beef ... . - 8
Salt Pork ... . v . e o 2
Preserved meat ... v R
Fish . . ee - e
Potatoes e e a 6
Dried or compressed vegetables ne ¥
Peas, split ... . e e P 3
Peas, green . - e b
Calavances or Haricot beans o, i
Flour . . . .- .. wlbs, 2
Rice ... . . e . o 3
gac-meal e . e OZ 8
ea .. . .- . . " 1
Coffee . . . : i
Sugar - wes - on lbs. 1}
Milk condensed ... . . o w i
Butter . - .. “ 3
Marmalade or jam ... . e . ]
Syrup or molasses .. e g %
uet . . vee vee ves . 4
Pckles ... .- . - . Pt %
Dried fruits . e OZ 5
Fumesalt ... . . e s 2
Mustard ... . . v
Pepper e -
Curry powder A N
ions o o o e s n 3
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Conditions and Exceptions in applying scale.

1. The issue of provisions for which a total
weekly, and no daily, amount is given in the above
scale: shall be reasonably distributed throughout the
week,

2. The issue of soft bread under the scale shall
not be required.

{a) n a ship of less than 1000 tons gross
registered tonnage ; or

(8) if rough weather renders the making of the
bread impracticable, or

(¢) if any ship until the date of the first agree-
ment with the crew entered into after
the first day of January nineteen
hundred and eight, but where soft
bread is not issued, an equivalent
amount of biscuit shall be issued
nstead,

8. An equal quantity of fish, up to an amount
not exceeding three-quarters of a pound in any one
week, may be substituted for preserved meat under the
above scale.

The fish issued, whether under the scale orasa
substitute, must be fresh fsh, drned fish, or canned
salmon or canned herrings.

4, Within the tropics, a pound and a halfof
preserved meat or three pounds of fresh meat thay be
substituted for two pounds of salt pork.
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5. Fresh potatoes must be issued for at least the
first eight weeks of the voyage mn the case of every
ship leaving a port within' the home trade limits at any
time between the last day of September and the first
day of May, and at any other time when they can be
procured at a reasonable cost

When fresh potatoes are not so issued, an equal
amount of jams, or vegetables preserved m tins, or an
equivalent amount of dried or compressed potatoes or
dried or compressed vegetables in the proportion of one
pound to six pounds of fresh potatoes, must be issued
in their place.

6. Fresh vegetables or vegetables preserved in
tins, may at any time be substituted for dried or com-
pressed vegetables in the proportion of half a pound of
fresh vegetables or vegetables preserved in tins, to one
ounce of dried or compressed vegetables.

7. A mixture of coffee and chicory containing not
less than seventy-five per ceat of coffee may at any time,
be sabstituted for coffee in the proportion of five ounces
of the mixture to four ounces of coffee.

8. The dried fruitissued under the above scale
must be raisins, sultanas, currants, figs, or prunes.

9. The onions to be 1ssued under the above scale
must be fresh ontons when in season ; and, when fresh
ontons are not in season, an equal amount of onions or
vegetables preserved in ﬁn;, or an equivalent amount .
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of dnied or compressed onions or vegetables in the pro-
portion of one ounceto halfa pound of fresh onions
must be 1ssued,

'10. In port—

(a) soft bread shall be issued i lien of
biscuit; and
¥

(8) when procurable at a reasonable cost, g
‘pound and a half of fresh meat and

half a pound of fresh vegetables shall

be issued daily, and, when fresh meat

and fresh vegetables are issued, salt

and preserved meat and dried or com.
pressed vegetables need not be issued,

11, The stokehold hands are to receive sufficient’
ocatmeal and one quart of water extra daly while
under steam,

This long lst of the provisions to be supplied to
the white crew together with the higher scale of wages
pad them accounts for the fact that along the Indian
coast, though more is paid to the officers, usually 25%
more than the national maritme scale of wages, but
without overtime, and more lascars are engaged—
usually 55 men as against the 28 men that would be
signed on in Europe for a ship carrying 7,400 tons of
cargo —the total wages and victualling bill is much
smaller due to the economic Superionty of the lascar crew,
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A monthly wage and victualling bill for a 7400
ton d. w steamer.

European officers  European officers

and crew and Indian crew.
Rs Rs.
Wages of officers * .. 2,762 8,4%0
Messing of officers .. 1,080 @ £ 8per 1,080 @ Rs 120
officer per per officer
month. per month
Wages of crew * ... 8,920 L700
Messing of crew ~ 1,260@ £ 3 per 1,083@ Rs, 19-11
head per per head per
month mouth
11,022 7,348

a difference of about Rs. 3,700 per month in favour
of the Indian crew, without the overtime allowance.

Stores.

Stores form the next important item of the upkeep
of a steamer under which may be included the expenses
of panting and docking thé steamer. All well-kept
steamers have to be properly dry<docked and painted
twice a year Not only does a steamer so well kept
give a better speed, but she adds years to her working
life. The question of the proper maintenance of a
steamer 1s one of great importance and some experts

* An overime allowance of one shiling six pence to the
European crew and of two shillings six pence to the officer for
every hour of work in addiiontoeight hours per day is now
payabie and may amount to Rg 1,500 or Rs, 2,000 per mouth
per steamer



93

go as far as to say that the maintenance <;f the vessels
is quite as important as their construction and recom-
mend the whole ttme appointment of a maintenance
engineer, thoroughly aequainted with shup construction
and the particular localities in ships bable to decay. It
is therefore necessary at the time of the construction of
the ship to provide adequate access to such parts as
ballast tanks, bunkers, bilges, peaks, etc.

Repairs.

The item of repairs is only occasionally a high
one, but provision must be made for it per every day
of the steamer’s Lie, because when they do come,
shipping repawrs are large and expensive. But apart
from the ordinary repairs, there are the re-classification
surveys which come every four years. As a rule
the ship being thea only four years old, Survey No. 1
is easy and inexpensive. Survey No. 2is no more
troublesome But it is when we come to Survey
No 3 that the possibiity of huge repairs stares
the ship-owner in the face; and unless the ship has
been properly kept while in commission, this
survey might cost even the whole of the selling value
of the steamer at the tme. A close study of the items
wmentioned in the footnote will convince the reader of
the seriousness of Survey No. 3 and will explain the
seeming paradox that a thyteen year old steamer, with
the survey passad, is a better proposition than a elevea
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year old steamer awaiting Survey No. 8, *

* The Spectal Survey No 8 s to be held by two Surveyors,
one at least to be an Officer of the world famous Society, Lloyd's
Register of Shppwng It includes the exammation of the bull,
machinery and boilers of the steamer.

Thbe vessel 1s to be placed on blocks of sufficient height in & dry
dock and the holds, bunkers and peaks are to be cleared for examina~
tion.  All close ceiling 15 to be removed so that ¥he fat of bottom
may be thoroughly examined The whole of the frames, stringers,
hooks, floor piates, keelsons, engme and boiler bearers, ends of
beams, water-tight bulkheads, nivets and inner surfaces of the outside
plating are to be exposed  If the Surveyors deem 1t necessary, the
thickness of the platng 15 to be ascertained by dnlling holes mn parts
to be indicated by them  This drilling 18 compulsory at the second
Special Survey No 3 in the twenty-fourth year of the steamer.

' If the vessel has a double bottom, the cellmg 15 to be removed
therefrom and the efficiency of the tanks tested by a head of water
to the height of the, hight water-line

When & deck onginally required to be 4 mches thick 15 worn to
8 mnches, 8} inches to 23 mches, 8 inches to 2§ inches, 1t 1s to be
renewed, *

The chamn cables are to be ranged for nspection, and the
anchors exammed and put in good working condition

‘The masts, spars, and general equipment of steam vessels must
be examined and found or placed, m good and efficient condition

The hatches throughout are to be examined in position at the
hatchways, and, if defective, are to be renewed or made good. The
ventilator coammngs and covers are to be exasuned, and special care
1s to be taken to see that they are in an efficient condition

The stesnng engme and us connections, the steering
rods, chains, blocks rudder quadrant, tillers, steering gear, windlass,
pamps, stuice valves, watertight doors, and air and sounding pipes
are to be carefully examned

As regards the machmery, the propeller, stern<bush, seat
connections and other fastenings as also the screw shaft are to be
examined, while the vessel 15 ;n dry dock  The screw ghaft s to be
drawn every third year if the liner, as 1ts cover 1s called, 15 continuous
and every second year if it has a jont which renders it more
lable to corrosion st that part The cylnders, pistons,
shde valves, crank, thrust and tunnel shafts and pumps are to be
examined , the condenser to be examined and tested. The arrange-
ments of cocks, pipes, bilge suctions etc, are also to be examined,

Particaiar attention 1s paid to the survey of botlers as they are
subject to corrosion and cther troubles and thew falure would lead
ta much luss of bfe and property. They are, therefore, surveyed at
the first four year old survey and agamn when they are six years old
and afier that annually Water Tube Boilers, bowever, ate to be
surveyed annuaily from the very start,

The boilers and superheaters are to be exammed mternally and
externally, and 1f deemed necessary by the Surveyors, both bailers
and superheaters are to be dniled or tested by hydranlic pressure, the
safe working p 15 to be d d by thewr actual condition.

The steam pipes and the prncwpal boder gs are to be
examined and the safety valves set to the safe working pressure,
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This periodic expenditure, though occurring every
twelfth year, has to be constantly borne 1n mind by the
ship-owner throughout the hfe of the steamer. The
cautious owner would therefore provide for about
Rs. 100 per day for stores and repairs in esumating
the cost of a particular voyage by an ordinary cargo
steamer.

Management.

In the charges of management are included the
rents of the head and branch office establishments,
salaries of the large office staff of heads, assistants and
clerks, stationery and advertisement charges, remune-
ration of representatives abroad, etc.

The management expenses per steamer would no
doubt dimmish if the Company's fleet increased in
number, though perhaps not in an exact ratio; because
more steamers would mean more work requiring more
men on the staff, and more space for their accommoda-
tion.

Insurance.

A Marine Insurance Policy usually covers the
hull, machinery, masts, etc, of the vessel, the premiums
to be paid; the freight to be earned and the disburse-
ments to be made.

The rate of premium varies of course with each
one of the items mentioned above as alsu the amounts
for which the insurance is eflected. The hull and
machinery of a new steamer would paturally be insured
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for a higher amount than those of a steamer say ten
years old, Sumidarly the freight amount covered
would be much greater in the case of a steamer nor-
mally running say between Austraha and the United
Kingdom than a steamer engaged in the coastal trade
of India. The amounts of premia and disbursements
would also vary.

The following concrete example of the detailed
itemsan the msurance policy of a Lloyd's100 A-1,
steamer running along the Indian coast will illustrate
the above remarks :—

SS.

fnsured Value:

Hull, Machwery, &e. £ 50,000@ s 100/-% £ 2,600 0 0
Premwum . , 2470 @s. 22/6d 9 2715 9

7400 T. D. W., six years old.

Freight . . 6,000@s 40-%° , 120 0 0
Disbursements » 3000@s 40+% , 60 0 O

£250715 9

Less—Brokerage @ 5%
on .. A 9,707 15 9
. 188 7 8

Discount for prompt
payment @ 10%, on. £ 2,572 8 0 L 257 48
£ 245011 o0

Less—Half  Brokerage

returned by the
underwnters ves - 67 18 10
4 2,882 17 2

Add—Policy & Stamp

6 per 1,000
?f:usurgdvﬁuc’. £ 18 50

Premium for 12 months ... 2,889 2 2
Premwum for 1 month .4 199 18 6

@ Exc. /4 Rs. .. wRs 2,008 14 0
. Premium for $day w.Rs. 140 0 0

|
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In addition to the marine insurance of commerce,
there is another variety based upon the principle of

v L) - ¢
co-operation, and most steamship companies are

memblers of these Protection and Indemnuty Associations,
of which the most well-know: 1n Great Britan are the
West of England, the North of England, the Standard,
the London Mutual and the’ United Kingdom Mutual
Associations, They protec\t the members in respect of
claims ansing from loss of life or personal njury on
board or in handling cargo, hospital and medical
expenses of officers and crew as also their repatriation
expenses. They indemmfy the members for claims
in respect of the shipmeat, carriage, discharge or
delivery of goxds, the intention being to cover the
members against the neglhgence or default of their
servants or agents.

The contributton by members is based upon the
following co-operative practice The funds required
for the payment of claims are raised by contributions
from all the Members in respect of the tonnage entered
by them at the estimated rate, per annum of 1/- per
ton for Protection and 4}d. per ton for Indemnity nsks,

payment to be made in equal instalments every four
months.

It is worthy of remark that the principle of laid-up
returns so well-knowa in marmne insurance and
discussed below is also adopted by thess protection
clubs. For a steamer lmd-up in any safe port for the
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space of 30 consecutive days, the contribution is returned

usually at the rate of 10 d per ton per annum upon

tonnage entered for Protecion Risk and 3 d per ton

per annum 1a respect of tonnage entered for Indemmty

Risk. When, however, the steamer is laxd-up without

cargo, the return is made at the rate of 11 d. per ton

per annum for Protection Risk and 4d per ton per

annum for Indemnity Risk.

The following c}auses, known as Institute

“Warranties, are usually added to a marine insurance

policy —
0]

@

(3)

*

‘Warranted not to enter or sail from any
port or ports, place or places, in British
North America on the Atlantic Coast,
except Hahfax, Louisberg and Sydney
for purpose of coaling only, and not north
of 50° N Ilat., on the Pacific Coast,

Warranted not to énter the Baltic beyond
18° E. long., or sail from a port therein
between 1st October and 1st April.

Wartanted nct to sail for or from any
port or place on the north Coast of Europe
between North Cape and Cape Kanin
and not to proceed East of Cape Kanin
in the Arctic Ocean.

Warranted not to sail for or from any
port or place in the Behring Sea or Alasha
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or Sibena (except that vessels may enter”
ot sail from Vladivostock between 1st May
and Ist November.)

J) Warranted not to sail with Indian Coal
as cargo between 1st March and 30th June

In addition to these “ trading warranties,” there
are the “loading warranties” which limut or prohibit
the loading of certain heavy or dangerous articles,
such as, * Warranted not to be loaded in excess of her
registered tonnage with either lead, marble, stone, coal
or iron , also warranted not to be loaded with Hime under
deck ; and if loading with grain, warranted to be loaded
under the inspection of the Surveyor of the Board of
Underwriters, and his certificates as to the, proper
loading and seaworthiness obtained ”

Total prohibition is effected by a warranty “not
to load or carry crude petroleum, naphtha, benzine or
gasoline.” Some of the other warranties such as the
coal warranty, mentioned above, may however be
waived by the payment of a higher premuum.

The insurance of a steamer is effected to safeguard
the interest of the owner in the event of the partial or
total destruction of the vessel, the payment of a premiuum
being the consideration which binds the insurance
company tothe terms of the contract. It follows, therefore,
that if the risk of the sea is absent, a certain proportion
of the premium paid should be returned to the ship
owner. The kid-up returns, as these payments are
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called, are paid under one of the * Steamer clauses”
usually attached to the policy. It reads —

** Returns % for every 30 consecutive days
the vessel may be in port or in dock; the vessel
being, durng such period, at the risk of the
underwriters.

These the laid-up returns, too, are based separately
upon all the four items for which’a steamer 1s usually
insured, .., hull and machnery, freight, premum,
and disbursements. The rate of return of premium for
30 consecutive days, is different for each item, but totals
to about 907, of the whole amount of premium
otherwise payable for the period of one month

The accompanying table shows the returns against
the lay-up for 30 consecutive days of the steamer,
whose insurance details are given above.

SS. 7400 T. D. W,
i Insured Rate of  Amougt of
value, retwrn return.

Hull, Machinery, etc. £ 50,000 s.6/11d. ), £ 17218 4
Premmum oo we 3 2470 s ly8dy , 2 L %
Freight e e g 6000 s.2/8dY , 8 0 0O
Disbursements w p 5000 s 1/104% , 217 6

£18517 0

The premium on a steamer’s insurance accounts
for approximately 6 per cent of the operating costs.
It therefore pays a company owning a large fleet to
be their own underwriters, % ¢, to set apart every yeas
a certain amount as insurance fund solely fo meet
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the damage" to the steamers ; for example the British
India Company do not insure thewr vessels in the
market,

, Attention may here be drawn to the discrimination
against Indian ship-owners in so far as ships
bolding Lloyd's 100 A-1 certificates, the hall-mark
of the shipping world,” are rated second-class
as soon as they come wuader Indian manage-
ment, who, with their shippers have thes to pay
the higher premia as rates for second-class owners
are much higher than those for owners with a
firstclass status. To remedy this and other evils it
is very essential to direct Indian enterprise to marine
msurance. lIt1s no longer necessary to emphasize the
fact that the commercial development of a country is
bound up with the growth of its banking, shipping and
insurance 1nterests ** Appreciating the numerous
property and credit connections that radate from’ the
leading shipping, banking and wnsurance interests at
practically every center of foreign trade, British
commercial interests, for example, have long realised
the advantages of co-operation betweea these three
complementary factors, since each can be made to serve
aad hasten the growth of the others " * The existence
and co-operation of thesa three factors 1s the keynote of
commercial greatness. The receat American attempts to
develop the merchant shipping have beea accompanied
by equally strong steps taken in connection with maring

* Prof Hwbmmhl;'umnelmm'
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insurance. The Shipping Act of 1916 lays down, in
clause 12, that the Shipping Board is authorised “to
ascertain what steps may be necessary to develop an
ample marine 1nsurance system as an ad to the
development of an American merchant marine.” The
Merchant Marine Act of 1920 goes a step further and
lays down, 1 section 10, that the Shipping Board should
create and mantam out of net revenues from operations
and sales of 1ts steamers an insurance fund to cover the
vessels, plants and materials belonging to the United
States of America.

By the creation of large shipping and insurance
tompanies, in addition to the adequate banking
orgamsations which they possess, the Americans hope
to domnate the international trade of the world as the
English and, to a certain extent, the Germans have done
before them. India would do well to follow the
Ame':lcan lead
Bunkers.

We have so far dealt with merely the constant
charges upon a steamer which have to be met whether
the steamer is running or not. There are, however,
other charges which come to the forefront as soon as
the steamer begins to move whether in ballast or iaartly
loaded or fully loaded § and the most serious item of
these, m fact of all other charges is Bunkers.

Now bunkers may be coal or oil according as the
vessel 1s driven by steam or motor. Moreover there is
one case 1n which o1l bunkers are used to raise steam,
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the boilers being fired by oil instead of coal. A coal
burning engine may be transformed for this purpose at
very small expense. We'thus get coal-burning engines,
oil-burning engines and internal-combustion engines.
The last has been exhaustively dealt with under the
hedding of motor-ship on page 31

The economies which are referred to there as
resulting from the use of oil partly hold true even in
the case of steamers worked by o1l though the full range
of advantages from the use of oil can be realised only
by the motor-ship. ¢ The substitution of o1l for coal
merely affects the fuel and not the mechanism
through which: this is translated into  energy,
whereas internal-combustion engines utilise new
mechanical principles as well as the advantages of the
material," *

The following table amply illustrate the relative
economues resulting from the use of oil in so far as the
labour force is concerned :——

kor bor
Coal- Qil- . .§ ——¥or
burning | burmng Diesel
Steam Steam Engioe
Engine | Enuine
Chief Engineer “ 1 1 1
Aswstant Engineers .. 3 3 3
Oilers .. . - 8 3 8
Wipers .. w ) 3 3 3
Store-keeper ... .] 1 1 1
Firemen . 9 3 -
Deck Engineer O | 1 s
Water tenders .. «“ 8 3 .
Coal passers ... - 3 e e
Mechamst s nes e sen 1
Electncian .., . 1
Total 37 18 13

* Riegel * Merchant Vessels. ¥
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In view of the many advantages of oil, the
question may be asked as to why it 1s that motor-
ships have not yet replaced steamships in the
Indidn trade in view of the supply of oil being ready at
hand in Burma. So far as the coastal trade is
concerned, as the main advantages of oil-fuel mainly
refer to long ocean voyages, steam vessels are likely to
hold their own in the coastal traffic for many years to
come. As regards the foreign trade, what frightens
motor-ships away from the Eastern waters 1s the
difficulty of large repairs should they prove urgent
whilst the ship is out here. It is, however, possible
that oilburning steam vessels will im due course
supplant coal-burners as even the partial economies,
rendered thereby possible, would be appreciated for the
short runs along the coast; and the machinery not
heing much different could be easily atiended to by the
existing workshops in India.

Whatever however the material that 1s used as fuel,
the costs of bunkers amount to a large proportion of
the operating expenses of the vessel, being about forty
to fifty per cent in the case of a coalburning steamer.
The steamship i the Indian trades is served by three
types of coal, Welsh, Durban and Bengal in the order of
their importance as ship’s fuel. An 8000 d. w. ton
steamer, making 11 kno? on 30 tons of Welsh coal per
day, would burn, to maintamn the same speed, 1217
more tons of South African coal and 207 more tons of
Indian oal. Other things belng the same, however, the
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ship-owners prefer to nse Welsh, coal owing to its
higher steam-raising qualities. Maid and passenger
steamers therefore burn, as a rule, Welsh coal. But
when a maintained high speed 1s not the sole criterion,
the otHer coals are used if they give similar results at a
cheaper price. Therefore, the transport manager, when
estimating for a long voyage, will have to choose the
quantity and quality of his coals according to their
respective prices at various ports of call along the
proposed route. A.cargo steamer may bunker Moy
coal at Yokohama, Welsh coal at Singapore, Bengal
coal at Calcutta, Welsh coal at Colombo, Natal "cual
at Karachi qand finish the voyage to the United
Kingdom with Welsh coal from Port Said and
subsequent ports, where the steamer may be bunkered
at successively reduced rates as the port gets nearer to
Cardiff. The quantity of coal taken on board at a port
would depend upon the freight rates prevailing, for no
sane manager would take bunkers when money s to
be made by taking cargo. In dull times, however, when
freights are very low, it would be cheaper to save time
by taking in the requisite amount of coal for the final
port of discharge by bunkering to the full capacity at
the cheapest coaling station on the way

It need hardly be said that the quantity of fuel
consumed vanes directly with the distance travelled
It would, however, be a mistake to imagine that coal
consumption merely refers to the ruoning of the
steamer, Fuel is not only consumed for driving the



104

vessel, but for the auxiliaries, working winches and
deck machinery, steering gear and heating ship, (when
necessary) for hghting up, getting up steam, and on
stand-bys. In certain trades, and under not infrequent
aircumstances, the fuel expenditure under the heading
of what might be called secondary items 15 a not
inconsiderable percentage of the total. As an instance,
the coasting trade, with its halts at many ports, might
be mentioned,. When a steamer 18 1 port, ether
loading or discharging cargo, she consumes about five
to seven tons of Welsh coal per day as against the
thirty tons she burns when she is gomng full-spéed

ahead at eleven knots
Port Dues.

Port, dock and light dues though connected with
the absorbing topic of ports and hghthouses have only
a subsidiary place 1 the shipping industry though low
dues are to be recommended as developing trade and
guaranteeing a good custom for the port Examples
are not wanting of ports being shunned by steamers
due to their heavy charges or slow work. Along the
Indian coast, Calcutta is known to be a very expensive
port and ligher rates of freight are consequently
charged upon commodities shipped from or to that port.
Stevedoring.

The cost of loading and discharging the steamer,
as also_the payment of claims, upon cargo suffering in
transit, are the only two items, among the many that
sompose operating expenbes, wherein the separate costs
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of the items, approximately ten to twélve per cent of
the total, are krown to the ship ownér, all the rest
coming under the jont and indeterminate cost of
providing the service. -

Kome aspects of the subject of stevedoring, as
relating to the economics of shipping, will be found
discussed under the chapters on rate making and
classifications.

It may, however, be stated here -that the sabject
of “stowage,” asthe proper arrangement of cargo 1s
called, is a highly technical matter, success in which
requires knowledge, experience and co-operation between
the office, the stevedores and the officers of the ship,
In order to get the best stowage results, it is usual to
have a cargo steamer fitted with ‘tween decks which,
facilitating the separation of cargo according to its
nature and destination, provide its quick discharge in a
good condition.

No cargo should be taken on board before the
holds of the steamer are carefully cleaned and provided
with an adequate amount of dunnage which should be
perfectly dry because, if any moisture 1s present, 1t will
begin to evaporate as soon as the hold gets heated and
thus damage the finer kinds of cargo carried by the
steamer. Good dunnage s provided by dry bamboos,
rattans and reeds which must be piled extra thick if
heavy cargo, is to be taken, otherwise for ordinary
general cargo, it is sufficient to lay down 6 inches on
the floor, 8 to 10 inches on ‘the bilge and 1 to 1}
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inches on the sides. In the case of juteor rice ship-
ments, however, it is necessary to dunnage the sides of
the hold right up to the deck to prevent the sweat
from coming in contact with the cargo. Mats may
also be used for this purpose  If, however, a ship is to
constantly ply in the rice trade, it would be advisable to
fit the sides of the vessel with sparring

The stowage of rice and other cereals require
great care particularly if they are to go over long dis-
tances. INot merely must the bags not come in contact
with the sides of the steamer or other 1ron work, but
they must not touch any other cargo which is likely
to damage rice by smell or contact such as hides or
oif Proper ventilation of the holds is, moreover, very
unportant as otherwise decomposition sets 1n through
* steaming.” For short runs such as those along the
Indian Coast, however, elaborate ventilation 18 ords-
narily not required but for ocean voyages great attention
has to be paid to this point * It 1s worth noting that

* « The system of loading a cargo of rice in Rangoon for a
European port 1s to lay down five heights of bags fore-and-aft
the hold, parallel to the keei, and then, mudway betwixt the
centre line and the sides, to place wooden ventilators on edge
(supphied by the shippers, as well as ventilator boards) at nght
angles to them, and about five paces apart, others are lad from
side to side, intersecting the fore-and aft ones, and all opening
wmto each other ; then vertical ones are placed, having their lower
ends resting on top on one of the junctions, and theirr upper
ends placed inside the ship’s srop ventilators , others are placed
at the four corners of all hatchways

Then, and up and down the midship stanchions, fore-and-aft
the ship, ventilator boards, are lashed, one on either side, and
kept & httle apart, so that when the ship 13 loaded you can
stand 1n the upper hatchway aud look down through the sht
betwaxt the boards to the keeison,

After the first tier of ventiators are in, work goes on
again until another five tiers have been added, then come more
ventilators, and so on till the shup 19 full —Captain McKudy as
quoted by Captain Hihcoat 10’his “ Notes on Stowage.”
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the main reason for European shipments of *“ cargo rice,”
80 per cent rice and 20 per cent paddy, instead of rice
proper, 18 that the mixture of paddy with rice keeps the
piles apart from each other and thus secures better
ventilation, enabling the cargo to reach its destination
in a good condition. During the voyage, moreover, 1t
18 usual to remove, in fine weather, the hatches of the
rice holds so that the cargo may be fully ventilated.

The various precsutions, taken n the matter of
stowage of cargo, dealt with so far, are due to the private
itiative of the owner or the officer acting on tus
behalf. There are, however, varioustypes of cargo whose
shipment is regulated by law.  The carriage of cattle,
dangeious goods such as acids and explosives and of
gran in bulk1s worked, n different countries, according
to the special laws passed by each, with a view to the
safety of the ship and the cargo. The Cattle Acts pro-
vide for stalls, fresh water, hay, attendance, ventifation,
disinfection, medical inspection etc. ; dangerous goods
are regulated in the matter of their packing and stow-
age, while the Grain Acts, mostly regulating the
carriage of grain in bulk, require shifing boards and
properly constructed feeders.

When gramn is being shipped in bulk, it 1s
nowadays usual to pass it into the ship's holds through
elevators. By this means as many as 2300 tons of
grain are loaded in one day by a single elevator ia
America where the elevators’ are used even when
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the grain 1s to be bagged, the empty bags being held
up against the holdend of the elevator shoots and
when filled, sewn up and stowed away i :ts proper
place l

Spa‘ce ina ship’s hold is money. Care should
therefore be taken to leave no part of the hold unodtu-
pied. Places between beams and some out-of-the-
v;ray corners do not admit of the stowage of bags In
such cases, it 1s usual to book, at low rates, small bundles
of infersor quality goods which are useful in filling up
odd empty places known as * broken stowage.,” Itis
said that the selection of suttable articles for this
purpose will enable the ship to stow about five per
cent more cargo than would otherwise be the case.

The use of altavailable spaces must be accompani-
ed with despatch in doing so, otherwise the game would
not be worth the candle. The saving of timeat a port
18, if anything, more important thaa the scaling of the
cargo nght up to the cetling. It is, therefore, necessary
that the stevedores should do their work with all due
speed.

As damage may be done to the cargo 1 the
process of its transfer from the ship to the shore or vice
versa, 1t is necessary that great care should be devoted
to the handling of the cargo during the process.' For
this purpose, small packages such as bags, crates etc,
are bound together in a sling and hooked on to a cable
worked by a crane or a winch. Ordinacily a single hook
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18 used but for hfting barrels, pieces of old iron etc,
cant hooks are employed as they enable more cargo to
be hifted in one “draft* or lift. Slings, whrch bind the
cargo Rackages, are of various kinds. The wope sling 1s
used for boxes, bales etc.; the wed s/ing for soft bags;
the nef s/tng for cement bags, and frozen meat, chamn
shing for steel rals , while special platform slings fitted

with angle irons are used to protect fragile cases and
cargo

The work of st'owage and stevedoring can, how-
ever, run smoothly and continuously only if, particularly
in the case of loading a steamer, the traffic manager has
made his plans well in advance, booking cargo of the
right type and waight required to put the steamer
down to her marks, and arranging for the consignees
of the inward cargo to remove therr stuff as quickly as
possible from the wharf so that, from the berthing of
the steamer to the covering of the holds with the
hatches, no hour of the working time is lost n doing
nothing.

To give the reader some idea of the normal rates
of loading and discharging various types of cargo with
ships’ winches or shore cranes or both at representative
world ports, the following tables, presented by
Mr. A R.T. Woods, the General Manager of the
Nelson Line of Steamers to the International Naviga-
tion Congress, held in London, in June 1923, are
reproduced below ¢— '
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Tons of Cargo Loaded per Hatch, per Day of 8 Hours with an
Average Gang of 14 Men.
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As most ordinary cargo steamers have four or five
hatches, the larger ones having as many as eight, the

figures, given under each port, should be muluphed
accordingly, if the average rate of loading or discharg-

ing cargo for the ship as a whole 1s required.

The first lesson of the tai)le 1s that all ports are
not equal either 1 capacity or equpment. Efficiency
or otherwise of the personnel may also account for the
varieties i the rates of speed at which work is done at
different ports. Turning now to the method of ship.
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ment, we find that grain when shipped in bulk is more
quickly handled than in bags as the former method
renders possible the use of elevators which, at Montreal,
Toad the holds of a steamer with as many as 4000 tons
of grain per day. Mechanical appliances add to the
speed attamed in dealing with coal also. Cargo mn
bags leads to quicker work than either baled goods or
cased cargo because with bags the making of the “draft,”
its -shnging and movement become ever so much
easier and consequently quicker,

Taking the commodity as such, we find that
timbe}' is very slow to discharge ; it 18 equally slow to
load. However, it makes up, for the delay it causes,
by the high rate of freight it pays

It will further be seen that the combination of
ship’s winches and shore cranes does not give
proporti:mately good results, This is due to: the fact
that nowadays with the equipments of modern cargo
gear on the ships and the installation of up-to-date
machinery on the shore, the speed of loading and
discharging cargo has overtaken the quantity that can
be stored on or taken away from the wharf Ample
storage facilities on the wharf and despatch in the
removal of cargo are now wanted to supplement the
facilities pravided by the ship-owners and the harbour
authonities, so that the ship may be turned round from
the port in as short a time as possible. At some ports,
however, where the wharf facilities are not adequate for
all the ships calling there, the work of loading and
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diacharging is carried out ¢ 1n stream,” both sides of the’
ship being worked simultaneously with the aid of
lighters, as at Rangaon, the quick despatch thus acquired
giving the port a well-deserved reputation in that
regard  The saving of time by working both “sides is
50 great that, even n ports like Bombay where steamers
are usually berthed alongside a wharf, the cargo should
be dealt with simultaneously on either side of the
steamer, small packages being handled on the wharf
side, the heavy packages, timber-etc., being discharged
into highters onthe waterside,

Clalms.

Claims, preferred by the shippers against the ship-
owners, are usually for short delivery and slackage of
bags or for damage to their contents. The first arises
when the number of bags delivered to the consignee are
less than the number shipped at the port of shipment.
Such a claim should be forwarded to the Company
within a month of the arnival of the steamer. If the
claim is proved, the full value of the contents according
to the current market rate has to be paid for, Slackage
results from torn or mouth-burst bags aad claims
arising therefrom are usually not pad by the shipping
company 1 India except in the case of imports of rice
from Rangoon to Bombay. The necessity for the
proper packing of cargo s very great, cargo in thin or
torn bags not being accepted by the ship, in cases of
doubtful bags, the fact is noted on the Bill of Lading,
thus exonerating the company from payment of the cimm
in case one ig preferred. In some cases even, particularly
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where the cargo is a valuable commodity, the nature of
the packing required is indicated on the Bill of Lading,
for example, the usual pepper clause reads “Ship not
responstble for tearing of bags or loss of eontents unless
bags are of A twills, 48 by 26} inches and of 2§ 1bs.”

As regards loss of or damage tothe cargo, the ship
1s usually protected by the following clause in the Bill of
Lading: -

“ The Company shall not be habls for loss damage
or defay resulting dwectly or indwectly from any
of the following causss, howsoever, occasioned vzz. . Act
of God, King's enemies; piracy, robbery; theft or
pilferage with or without violence on board or elsewhere,
and whether by persons in the service of the Company
or not, arrests and restramnts of prnces, rulers, or
people ; riots and cvil commotions , strikes ; lockouts
or other labour disturbances, barratry, jettison,
collision ; fire ; breakage or leakage, vermin, sweat,
rust, temperature of holds, climate, ran, injurious
effect of other goods, whether by contact or otherwise
howsosver, perils, dangers and accidents of the sea,
nivers or navigation, unseaworthiness, unfitness or
defect of any kind in hull, machinery, tackle equipment;
or appurtenances at the commencement or any stage
of the voyage (provided reasonable medans have been
taken by the Company at the port of shipment
to prevent same), any act, neglect or default what-
soever of pilot, master, officers, mariners, engineers,
stevedores or other servants or agents whatsoever of
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the Company, on board or elsewhere, in the manage-
ment, navigation or otherwise of the steamer or of any
other steamer belonging to the Company, or in the
loading, stowing, cartiage, unloading or delivery of the
cargo,”

Special clauses are also inserted m the Bill of
Lading for various kinds of cargo In the case of
shipmetits of rice, the shipping company does not hold
1self responsible for damage from heating or caking of
rice or bran

The timber clauses n India usually read as
under :—

“In case of Timber shipment the Steamer 18
not responsible for bursting of bundles and loss of
contents.”

“ Number of pieces in bundles not known.”

*“ Not responsible for breakage, chippage, splitting
of ends, marks and counter marks.”

“Claims for shortage of scantlings &c. will only
be entertained on the basis of the average measurements
declared in Bill of Lading.”

‘

* Not responsible for breaking or loosemng of
bundles and shortage at the time of dehvery, loose
pieces to be delivered to consignees in proportion t
their consignments.”
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* Delivery will be given by the Company’s landing
contractor at Lakari Bunder or Sewri in Bombay)
on payment of usual landing cfxarges."

The landing contractor is introduced, in the case
of timber shipments, as an intermediary between the
ship-owner and the consigree because thereby undue
delay to the steamer, resulting from slow discharge, is
avoided.

No allowances are made for wastage, shrinkage or
dryage 1n the case of salt, saltpetre, dates, fruit and
perishable goods.

Glass, china, earthenware, iron casting and other
fragile articles are carried on the express condition that
the shup is free from hability for breakage, howsoever
caused. |

As regands damage to the cargo through water,
if due to fresh water, the ship 1s responsiole , if due to
salt water, the damage has to be recovered from the
insurance company with which the goods are insured.

Claims against the ship-owner for damage to the
cargo must be notified to the company n writing before
thé goods are removed  The payments made by a
shipping company in regard to claims are recoverable
from the Protection Club as stated in the section deal-
ing with insurance on p. 97.

In summing up all the expenses,both constaat and
variable, we append a tabje giving the percentages of
each item for a large.sized and a small-sized steamer. ;
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Percentage of total expenses of two steamers
carrying rice from Rangooun to Bombay
and returning in ballast.

7400tond w | 4,300 ton d. w.
Steamer Steamer,

Upkeep 259 279
Management .. 86% 997
Insurance ... 57 6 :A
Bunkers ] 4137 397/
Port Dock and Light

Dues 677 597
Stevedoring  ese .| 10v % 837
Clams... . 2:7% 237

This table, as also the previous ome on p. 88,
dealing with only the constant items of expenditure,
conclusively shows that a large vessels preferable to a
smaller one. But the size of a ship will depend upon
the trade she is intended to serve  'We may, however,
lay down the general proposition that, other things being
equal, a large vessel would prove more economical in
running than a smaller one  Apart from the economy
of staff, a larger steamer would earn a higher amount
of freight The possibility that voyages in ballast
may prove more costly in her case needs to be faced
but it will be found, in practice, that this shghtly
higher loss is more than set off by the much higher
earning capacity.

The reason why only large steamers are used
by companies enjoying a monopolistic control of a
trade lies in this fact that other things beng equala
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larger steamer earns a higher profit than a smallet
one

It thus follows that, duning a freight war, for
example, a larger vesse! will lose more than a smaller
vessel A new company trying to enter a trade mono-
polised by existing interests should, therefore, begin by
chartering small vessels, i addition to large owned
vessels, for the sake of competiton  Experience shows
that during a rate-war, a small steamer helps the traffic
manager to mintmise his losses, besides enabling him to
use heras a “fighting ship.” Thusduring the last great
freight war on the Indian coast, between the Bntish
India and the Scindia Company, when the rates of
freight of rice from Rangoon to Bombay were forced
down from Rs. 18 to Rs 6—against the probable
cost of Rs. 11 to carry a ton of rice for the
distance of 2,000 miles—while a 7400 d w
tonner with full cargo of rice from Rangoon to
Bombay and return 1n ballast to Rangoon would have
shown a loss of about Rs. 33,000 for the round voyage,
a smaller vessel, of say 4,300 tons, would, in an
equivalent case, show a loss of Rs. 26,000, a difference
n favour of the smaller steamer of Rs. 7,000. Of
course, when normal rates prevail the amount of profit
on the larger steamer would be much higher as the
following estimates* show :—

7400 d w, ton 4,800 d w. ton

Steamer Steamer
AtRs. 6 Zoss Rs. 83,000 Rs. 26,000
» » 10 » 6,000 ”» 11,000

w w12 Proft . T500 . 3500
2 nl » ” 27,500 3 9,000
”" » 18 n ’» 47,500 » 21,000

® In these estimates the item of depreciation of the
steamers has not been taken mto account,
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From the point of view of operating costs, thereford,
the larger vessel 1s more economical, Its proportion
ately smaller capital cost per deadweight ton has been
refelrfed toonpage 21 A large-/sxzed cargo steamer is,
therefore, a more paying proposition than a smaller one,

There are, however, other considerations, Short
runs which do not provide very large quantities of cargo
either at the terminal or mtermediate ports would
require small vessels which only could provide economrc
service A cargG service between Karachi “aad
Tuticorin or one between Burma ports and those in the
Bay of Bengal would call for vessel$ not exceeding
5000 tons d. w.

Sometimes even natural factors may render
small vessels desirable. If a regular service is to
run from and to a tidal niver port hike Moulmein, it 18
necessary that the draft of the steamer should be smali
enough to enable her to navigate these waters when-
ever required,

There is one more argument in favour of the
small ship to which special attention must be drawn,
as it affects the interests of the shippers. Not merely
can the small steamer be easily filled up, but she has
not to be kept waiing for the balance usually required,

- in slack seasons, to put a large steamer down to her
marks. The early shippers are not thus victmised in
the interests of the ship-owner as the shipper may
‘posmibly lose his market, and has, inany case, his funds
tied up by the delay in sailing. Besides, along many of
the parts on the ladian coast, enquiries for lotsof 8 to 5 °
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thausand tons ate quite frequent It 1s possible, moreover,
that the smaller S\'Ilpﬁ may help to bring into prominence
some of the decaying ports of India. Larger steamers
are chary of calling at these ports because the smallness
of the quantity to be picked up may not even pay
the port and dock dues of large vessels, which are
usually reckoned per net registered tons

It thus follows that though the interests of the
ship-owners would incline them towards large tonnage,
the interests of some shippers and of trade at small
ports necessitate the provision of small vessels, An
analysis of the services maintained in India by the
British India Steam Navigation Company will show
that the interests of small ports are very wnadequately
attended to. For the 4000 long sea<coast of India
only a few terminal ports are provided namely Rangoon,
Caleutta, Madras, Bombay and Karachi, the maritime
province of Bihar and Ormssa not bemng allotted
even one termmal port for shipment of cargo.
The result 1s that products of Orssa have to be
sent to Calcutta by rail before they can be shipped in
steamers. What a handicap to the growth of the trade
of the Province |

Besides, the trade of the small ports along the
western coast of India remains undeveloped Ship-
ments from Kathiawar ports to other Indian ports
are difficult without transhipment at Bombay which
means an additton of Rs 6 per ton of the commodity
carried  Shipments from Marmagoa to Colombo
sometimes reach thew desunation after a voyage to
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Bombay or even to Karachi! The products in
the hinterland of Marmagoa, so far merely a centre for
shipment of manganese ore to Europe, find no adequate
outlet to the great loss of the country. The shippers of
Badagara, Tellicherry and Cannanore ports have to
arrange for shipment of their cargo from Calicut because
the large steamers in the trade prefer to take all
cargo at one central port. The shippers of Alleppey
have, sometunes, to send thew goods by steamers
awaiting at Cochin .

The question requires, moreover, a.study from the
View point of the consumers at these small ports and
the areas served by them As there 18 no direct and
regular service from Rangoon and other Burma ports
to the Konkan and the Kathiawar ports the consumers
of Burma rnice at these ports have to pay on thewr nice
the additional cost of haulage from Bombay by rails.
Direct service to Verawal, Porebander, Vengurla and
Marmagoa would reduce the price of rice to the poor
consumers of the districts.

A well managed shipping company should, there-
fore, have in addition to the necessary fleet of large
steamers, a few vessels of smaller size, The large vessels
will be economical and very profitable in busy seasons,—
during which a fleet of small steamers alone will neces-
sitate frequent shutting out of shippers cargo, a pro-
cedure to be avoided as far as possible by the prudent

- traffic manager,~—while the smaller, steamers will meet
aduquently the requirements of small ports and slack
seasons.



CHAPTER V,
SHIPPING CONFERENGCES.

A pecuharly characteristic feature of the shipping
industry 1s the Shipping *Ring” or “Conference,”
which 15 a combination, more or less close, of shipping
companies formed for the purpose of regulatng or
restricting competition in the carrying trade on a given
trade route or routes. The vessels employed by these
companies are usuaﬁy of the class known as Liners,
i.e., vessels of high class and speed, sailing and arnving
at fixed dates adverused beforehand, In addition to mail
steamers and passenger steamers, they mclude vessels
which carry cargo only and are known as cargo liners,
In some cases, vessels which operate elsewhere and at
other, times as tramps are also employed by the
Conference Lines

The operations of a Conference are confined to a
particular trade route, that is to say, the engagements,
which the various companies eater into with one another,
only apply to the trade within certain definite areas or
between specific ports. A steamship company may be
a member of several Conferences, but its engagements
in one are independent of those m any other. The
allunce is not one of steamship compames for all
purposes, but only as to thewr operations within a
specified area. :
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Large economies thus result by the elimination of
competition among the ship-owners themselves who
are thus enabled to make larger profits Not content,
however, with the mamfold advantages of co-operation,
the ship-owners have gone a step further and attempted
to command the continued “loyalty” of their shippers by
the'adoption of a unique system which, in view of its
evil effects, must be exhaustively examined

The system of Deferred Rebates, by which the
Shipping Conferences turn themselves into practically
monopohistic and generally anti-social organizations;
works as under —

The companies issue a motice or circular to
shippers jnforiming them that, if at the end of a certain
periad (usually four or six months) they have not shipped
goods by any vessels other than those despatched by
members of the conferences, they will be credited with
a sum equivalent to a certain part (usually 10 per cent)
of the aggregate freights paid on their shipmeats
during that period, and that this sum will be paid
over to them, if at the end of a further period {(usually
four or six months) they have continued to confine their
shipments to vessels belonging to members of the Con-
ference. The sum so paid is known gs a deferred rebate.
Thus, in the Indian Coastal Trade, at the present day,
the amount of the rebate payable is 19 per cent of the
freight paid by the shipper. The rebates are calculated
1 respect of two s;x-mon'thly periods ending with 2Gsh
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June and 31Ist December respectively, but their
payment to the shipper is not due unti] a further period
of six months has elapsed, that is to say, as to
shipr:\lents made between the Ist January and the 30th
June, the rebates are paysble on the lIst January
following, and, as to shipments made between the 1st
July and the 31st December, the rebates are payable on
the Ist July next. It follows that, in every instance, the
payment of the rebate on any particular item of cargo is
withheld by the shipowners for at least six months or
more and that, in the case of cargo shipped on the 1st
January, or st July, it 18 wathheld for a period of full
twelve months. Jf duning either six-monthly period
a shipper sends any quantity of goods, however small,
by a vessel other than those despatched by the Con-
ference Lines, he becomes disentrtled ta rebates on any
of his shipments by Conference vessels during that
period and the preceding one. He moreover, courts
another danger. It is not unusual for the Conference
Lines to penalize a * disloyal ” shipper by refusing him
space in their steamers for subsequent shipments.
Fear of a possible ruwn, therefore, prevents a shipper
from patronizing a new Shipping Company.

Io order to obtaia the rebate due to him, a shipper
has to make a statement on a form of claim prescribed
by the Conference Lines to the effect that he has
complied with the conditions of the rebate circular, and,
in the case of most Conferences, this statement has to
be sent within a presmbeé perial to the Shipping
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Company from whom the rebates are claimed. If a
shipper has shipped goods by more than one company
in the Conference, he claims from each of those Com.
panies the amount of rebates due upon his shipments in
eachi case. The rebates, 1t will be noted, are usually paid
by the individual members of the Conference and not by
the Conference as a whole, In the Bombay-Rangoon
trade the shipper hasto forward the following letter
to the Shipping Company before he can :receive the
rebate due to him —

“ Annexed we beg to hand you a lst of our
shipments of cargo by your line of steamers
to Rangoon during the six-months ending
.« «» +on the freight of which we clama
rebate of 10 per cent in consideration of our
not having wmade or held any interest
whatever in other shipments from Bombay
to that port by vessels other than those
“bélonging to the Bmtish India Steam Navi-
gation Coy, Ld. and Asiatic S, N. Coy., Ld.,
during the past twelve n‘zonths *

Such is the essence of the Rebate System. Its
chief object is to bind the shipper to the Conference
Lines by making the receipt of a sum of money
in the form -of a rcbate of freight contingent upon
absolute *‘loyalty” to the Conference, so far as
shipments within the area of the Conference are
concerned. The system imposes a continuous obliga-
tion upon the shipper to dend his goods by the Con-
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ference Lines The shipper, 1t 15 true, is not bound to
send his goods by the Conference Lines. He does not
by contract, expressed or implied, bind himself to do so.
But fgr the shipper, who has once sent his goods by-
the Conference Lines, there 15, unless he chooses to
cease shipping altogether for a considerable period of
time, no day in the year on which he 1s frce to ship by
‘outside’ vessels, save by foregoing his rebates. Thus
the shipper, who on the 1st January; claims rebates on
shipments “between the previous lst January and 30th
June, has already béen credited with a certain sum in
respect of his shipments between 1st ‘J uly and 31st
December following, bat he becomes disentitled to
these 1if he shii)s any cargo, even once, by an outside
steamer in the next six months, and by the time that
the payment of these rebates falls due he is credited
provisionally with others, for which a further period
of six months *loyalty '.ha.s to be served and s0 on,

tn perpeluum,

The cardinal principle of the system 1s that a
shipper, who dh:-ix1g a particular period ceases to
confine his shipments exclusively to the Conference,
foses his right to the rebate not only in respect of goods
shipped during that period, but also in respect of goods
éhipped during the previous period.

Turning now to the history of the Shipping Rings
and rebates we find it thus summed up by the late
Sir Thomas Sutherland, for many years, the head of the
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Peninsular and Oriental Steam Navigation Company,
Limited:—

¢ Conferences, pooling arrangements and rebates
were unknown in the Eastern trade until some
years after the Suez Canal was opened. The
carrying trade was free at all pomts to
whosoever might choose to put his capital into
it, and yet rates of freight were then higher
than they have been since, This state of affairs
was due to the fact that the supply of steam
tonnage was then limited. But, in a very few
years, an entire change in the situation was
evolved by what was called the compound
engine, and the tonnage in the Eastérn trade
soon outstripped its requirements. The
natural result was impoverished rates and a
struggle for existence which led to several lines
withdrawing from the field, although they
had entered under fair enough auspices. /7
was n the late seventies that the vemaining
Gines, then engaged in a hand-to-hand com-
petition, began to dvaw together so as to stave
off drsaster by coming lo arrangements bet-
wieen themselves and witk their cusiomers.” *

The “hand-to-hand competition” was not simply
between the tramps on the one hand and the liners on
the other but also between the different hines of steamers;
to put down and prevent such competition became,
therefore, the main object of the Shipping Conferences

* Evidence before the*Royal Commission on Shipping
Rings.
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With that end in view, the First Shipping Ring, the
Calcutta Conference, was formed 1n 1875. It consisted
of the Peninsular and Ornental Company, the British
India Company, and one or two other lines of London;
Geo. Smith & Sons, and the City Line of Glasgow;

-Rathbone Bros, & Co., and T. & J. Harrison of
Liverpool. After expertmenting with various forms of
contract between the shippers and the ship-owners, the
system of the Deferred Rebates was introduced in 1877and
first applied to the shipment of Manchester piece-goods.
Having benefitted by the system, the shipping cc;mpa-
nies lost no time in extending it to other frades and other
routes. It wasintroduced in the China trade in 1879, in
the Australian trade in 1884, in the South African trade
in 1886, in the West African tradein 1895, in the
Ruver Plate and South Brazil trades in 1898, in the
North Brazil trade in 1835, and in the tradeto
the West Coast of South America in 1904 Practically
then, with the exception of the Atlantic trade which
is served by the spacious passenger liners, the system,
so far ag England is concerned, applies to all the cargo,
except coal and special shipments, shipped outwards
from the country.

As regards India, the following Conferences are
of particular interest from the point of view of Indian
trade +— -

The United Kingdom, to Inda Conference
primanly affects cotton and woollen goods which are
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pooled in certain proportions, the Liverpool Lines
having a preponderating share of the pool ewing to the
favoured position of that port. Apart from this pool,
there 1s, of course, a general engagement as to rates of
freight, and as to non-tnterference with each others
legitimate sphere of operations. The East Coast Lines'
sphere runs from Newcstle, south to  Southampton
(inclusive), and that of the West Coast Limes from
Southampton, west ab_ut to Newcastle, The London
companies (P. & O. and B. L) work the East Coast
with "Wilson’s of Hull, and the Hansa Company.
Continental ports such as Antwerp, are included in the
sphere of the East Coast. But this was not effected
without a big freight war between the German and the
British shupping companies regafding the Antwerp to
Calcutta and Bombay trade--a struggle, lasting for
over 18 months, m which the Conference, according to
Sir Thomas Sutherland, lost several hundreds of
thousands of pounds, to say nothing of the losses of the
German company.

The cbject of pooling freight, referred to above, is
that the Lines, between each other, shall play fair.
‘The approximate amount of the freight which each
Line should carry is fixed beforehand, so that
the lumit of paying or receiving should te as narrow
as possible. If any Line carries largely in excess-of its
proper share, there 1s an immediate outery for a
re-adjustment of the pool, 50 as to meet the necessity of
the case. Just as the Rebate System provides a means
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of keeping the shippers “ loyal,” the pool keeps the
Lines straight among themselves, because each ship-
owner is rather keen todo as wall as possible for himself,
It nught even happen that unless a keen watch 1s kept,
a meniber of the Conference may share the pool monies
without carrying any cargo, In fact, it did happen
in the Bombay-China trade that one of the Lines,
coolly pocketed, for some years, its share of the pool
without carrying a single ton of cargo, The effect was
that the other owners insisted upon the pool being
readjusted, and upon bringing the carrying rate up to
90 per cent. The carrying rate under ordinary circum-
stances is only upto about 70 per cent, but ia this
case it was found necessary to correct the mischief by
making the carrying rate 90 per cent. and leaving only
a trifle for distribution in the pool.

The Indian Homeward Conference extends only
to tea from Caloutta, and tea and general cargo
from Ceylon, Asto Calcutta, a certain part of the
freight is pooled and divided nto definite proportions
amongst the Conference Lines, the under or over
carringe of each Lioe being settled at stated periods,

A discount of 5s. per ton is paid over the counter
to all signatories to the new Tea Agreement®-—the
cancellatio 1 of the deferred nature of the rebate allowed

* The new Tea Agr of Tth September, 1807, which
fixes the rate at 87s 6d. net, took the place of the Agreement
of #2nd Apnil, 1893, under which the tea rate was arranged
mouthlv, and was alnays 153 above the mean rate ou jute,
husesd, sand wheat 'he Conference, moreover, 1s now under
obligaton not to give preference to targo paymng & higher rate
thon tea, / ¢, n3t to shut out tea to secure better paying cargo,
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is a remarkable feat achieved by the Indian Tea
Association after many years of strenuous opposition*—
but non-signatortes do not receive this cash discount,
but the same amount 1n the form of deferred rebate,
The signatories, however, practically cover the bulk of
the trade,

All Colombo shipments are pooled and divided in
certain proportions, and the Rebate System applies

So far as the bulk of the Indian Homeward trade
is concerned, as it consists, to a large extent of heavy
and rough cargo, and 1s greatly in excess of the
outward tonnage supplied by the Conference, the latter
merely operates in agreeing, among their own Lines,
uniform rates of freight which are, however, necessanly
affected by the chartering of “tramp” tonnage—a
subject fully discussed on page 50.

The Conference between India, China and Japan
existed before the Great War between the P.& O,
Company, the Austnian Lloyds, the Navigazione
Generale Italiana and the Nippon Yushen Kaisha, With
the exception of opum, which was carried exclusively
by the mail steamers of the P. & O. Company, all
the other cargo was pooled, according to a fized scale
of sailings, by each Company.

The return trade from the Far East towards India
is quite insignificant but is regulated in much the same
way as above.

* For a history ofthes‘ le, see the author's pamphlet
on the “Deferred Rebate Systonss " Feme
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To further illustrate the various types of
Conference control, the following additional examples
are given :—

1 The United Kingdom to China Conference may be
said to run exactly on the same lines as the Indian
Conference. Lancashire and Yorkshire goods are
pooled, and the spheres of London and Liverpool are
defined and respected. The rebate system applies
throughout,

The China Homeward Conference differs from
the Indian Homeward Conference.in as much as
the China Conference wirtually supplies tonnage
for the homeward trade as well as the outward. The
rebate system applies both ways, and the whole of
the homeward trade from Japan, China and the Straits
(with the exception of one or two descriptions of cargo
left open for certain reasons) 18 pooled by the English
Lines mentioned in the rebate cicular, with the
addivon of the Hamburg-American Company, and
the Nippon Yusen Kaisha.

The Australian Outward Conference is ocon-
trolled in a way absolutely different from the
India and China Conferences by a combination of
owners and brokers, popularly known as *Davis.”
“Davis, " is pelieved to be the name of the house or
office wherein this combination, many years ago, com-
menced existeace, in the days when the Australan
trade was principally carnied on by sailing ships. The
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owners of those sailing vessels were up in Aberdeen
and in Greenock mostly—the Scotsmen were very
much to the front in the Australian trade in the early
days—and they could not, of course, load ‘their own
ships 1n London  Consequently they put themselves
into the hands of brokers. After a few years, however,
the owners and brokers combined themselves into
a Conference called * Davis,” various members of
which held their interest 1n it by means of shares,
allotted in proportion to their importance in the
trade. Any member may retire on giving two months
notice._

Shortly stated, the procedure adopted 1s as
follows~—All the cargo steamship owners pay into
the Association account on the basis of 12§ per cent,
of ther freight, and there 1s no chartering except
an occasional sailing vessel m the-event of the steam
tonnage being 1nsufficient for the requirements of *the
trade. The contributions to the Association are divided
amongst -the members according to their shares,
and the cargo steamer owners have -a pool among
themselyes ~ The Association has a fixed tanff
of rates which apples to all cargo steamers. The mail
steamers’ rates are higher than this tanff (except for
weight) and vary according to the demand for space.
They can quote the same rates as the cargo steamers
|f they wish to do so, buf it 1s understood that they will
not quote less The rates of freight “are fixed by the
“ Rates Committee " of “Davis,” very often after
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consultation with the “Merchants' Committee in the
Australan trade,

Theré i5 no Homeward Conference from Australia,
but there are agreements in reference to the conveyance
of the more valuable products, such as butter and frui,
which require refrigerated tonnage and rapid delivery.

The following table summarizes the rebates
allowed to shippers and the periods applicable_tg the
same -~

Outwards, Homewards.

India .10 per cent B8|Calcutta—3s per
months 1n hand, ton on Tea, 8
months m hand or
an equal discount in
Cash to those who
have signed the
agreement.

Colombo.—10 per
cent 8 months n

hand.
China, Japan and|10 per eent 610 per cent. 8
Straits I.f months in hand. imonths 10 hand.
Auirahia 10 per cent. b

months i hand.

Taking, however, a wider view of the subject we
find that the Conference orgaznisat-on controls over half
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the total trade and operates on all the ocean routes of
the world, The followng Lst* of the principal
conferences together with the names of the countries to
which their members belong will reveal therr indifference
to political frontiers, the all-pervading scope of thew
activities, the secret of their omnipotent strength =—

Principal Liner Conferences and Nationality of Companies
(4 lplz(_zbelual Order.)

E ur o pe—S outhBrtish, !Eu rape—So uthBbrtish,
Africa «o({Damsh, America  { East{French

(German. Coast) ..  ..)German
wedish [talian,
Spamish

United States—|
South africa .. |British

Europe~West Indies|British
India—South

and Islands . {Danoish,

Africa .. - Dutch
. French
Hurope ~Australasia|British German.
& New Zealand [French. Ital:an.
German. Spantsh,
Europe—Straits andjAustrian,
Far East .. |British. Europe-—South Ame-{British.
Damsh, rica (West Coast) (French.
Dutch German,
French Itahan
German

{Italian, pE ur o pe~NorthjAustrian,
Japanese, | America ..  .|British,

Russian Sapishn,
Spanish, Dutch
French.
Europe—India andBriush German,
Colombo voi|French Italian,
Germaa. Norwegian,
Japanese. wedish,
- U & A

" Such is the general nature of the Shipping
Conference. Its internal orgamsation depends upon
the nmature of the agreement between the members.

* I. A. Salter ¢ Alied Shipping Control.”
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Where a Conference merely means, as on the Indian
coast, an occasional consultation, generally by
correspondence, when any rate changes are contem-
pla‘t|ed, it is unnecessary to mantan any definite
organisation. A lower form of orgamsation is seen
when a weaker line is content to follow the rates
established by the predominant partner m the Con-
ference , a higher form is represented by the informal
meetings, regular or intermittent at which rates, sailings
and other matters of mutual interest are arranged as in
the Calcutta Homeward Conference But the Shipping
Conferences are sometimes formal orgamsations with a
separate office manned with permanent officials and
working throngh committees, regular meetings, rules,
penalties, etc. This highly evolved type of a Conference
organisation is shown by the Mediterranean Conference
consisting of three groups of lines (1) Briish : Anchor
and White Star (2) German : Hamburg-American, and
North German Lioyd (3) Italan: Navigazione Generale
Itahana, Italia, Veloce, Lloyd Italian, Lloyd Sahando
and Sicula Americana. The affairs of the Conference
are adminstered by a general secretary, an assistant.
secretary, a Board of arbitrators and a select Committee,
The duties and powers of the permanent officials of the
Conference are—

(1) to recaive the statistical statements and
manifests and to examine them and the
accounts, for ,which purpose they have
access to the freight offices of the lines and
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of the agents where they may examine
books, mantfests, correspondence, etc. ,

(2) to communicate the statistics and
accounts to the lines and act as medator
i general in the transactions between the
lines,

(3) to control the freight rates, commissions
and rebates and to see that the lines
receive regularly and at the same ume all
necess;ry statements,

(4) tocollect the payment of penalties and effect
compensation accouats,

(5) to call meetings of the lines and to keep
minutes of such meetings;

(8) to use every exertion to settle difficulties
between the lines in an amicable fishion.*

Turning nox to the objects of the Conference
organisation, we find that the sole aim of the Con-
ferences, whether plying their ships along the Indian
coast or elsewhere, is to prevent rompsistron and fo
raise or miintain vales of freight.

“Under the Deferrel Rebate System,” says the
Minority Report of the Royal Commission on Shipping
Rings “ a number of Shipping Companies combine to
secure a monopoly of a proportion of the ghipping
trade They affect their object by undercutting their
competitors (if any) in, freights until they have driven

¥ This sunmary is taken from Mc W.H § Steven’s paper
on “ The Admmstration and En‘arcement of Steamship Con-
ferences and Agresments.”
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them away, and further by agreeing among themselves

to charge the same rates of freight and to return a

fixed percentage of all freight, after a certain lapse of
time, to all “loyal” shippers, ae., those shippers who

have not shipped any goods by steamers not belonging

to the Ring Matters are so arranged that the

Shipping Companies always have a portion of the

returnable freight 1n hand. Consequently the shipper

can néver free himself from the Rmg, even if he can

find a steamer, not belonging to the Ring, which is

willing to carry lnd goods, except by submitting toa

sacnfice. Unless a very large shipper, he cannot

chatter an entire vessel. -He cannot, as a rule, afford

to lose his rebates, and so in this way he is perma.-
nently tied to the Ring, Even 1f thé rate of freight

has been changed while the Deferred Rebate is in hand,

the Conference claim to retain it of therr customer

ships by an outside steamer.”

Strong 1n its monopoly, the Shipping Ring succeeds
m securning the support of even the merchants to
further 1ts own ends. Not a few merchants are
interested in the Conferences either directly as Principals
or indirectly as Agents. Thus the British India Steam
Navigauon Co., Ltd,, is represented at Rangoon and
the Malabar ports by very influential commercial
houses, These merchants are not merely naturally
unwilling to oppose the Rings, but would also utilise
their local influence to prevent any organizatwon of the
forces antagonistic to the Shipping Conference,
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- Complaints regarding the operation and the effects
of the Deferred Rebates have been made by shippers
before the Imperial Shipping Commuittee whose repart
upon the system bas recently been published by the
Government of India. Broadly, the mamn contention
of the complainants is that the system enables steam.
ship Conferences to maintain a monopoly and to set
Limitations to the shippers’ freedom of action. They
point out that the ship-owners, n a Conference, tie
their customers to them by means of the rebate and
are thus enabled to render o diyfficuit for any other
ship-owner to sigrt a service wn therr partuular trade,
and to prevent a shipper, through fear of the forfeiture
of his accrued rebates, from taking advantage of any
more fovourable opportunity of shipment which may
occur outside the regular hnes  Thus, m effect, they
maintain that the ship-owners are able to achieve a
monopoly through which they can unduly press on
thetr shippers.

A similar complaint has been made by the Govern-
ment of the Commonwealth of Austraha. The
Government contends that by means of the Rebate
System the lines comprised in the outward trade to
Australia from the United Kingdom prevent shippers
from taking advantage of the service of the Govern.
menf Lipe in the outward trade or, in other words,
that the Conference has created a monopoly which 1t
seeks to maintain to the exclusion of the Government
Line.

. It is sometimes argued that the companies
forming the Conferences cempete amongst themselves.
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How small is the scope for competition wall be clear
from the fact that the most mmportant item of freight
is fixed and outside the hnut of competition Even
beforg the Royal Commussion on Shipping Rings, the
ship-owners, when confronted with this question, could
only say “the companies may however compete in
quicker delivery and greater civility "' !

It may further be objected that if the monopoly
is almost absolute, why 1s it' that the Conference
Companes do not ct;arge any freights, however high,
or impose any condilions, however harsh, on the trade.
That the rates charged by the Shlppxﬁg Conferences
operating the Deferred Rebate System, are relatively
high as compared with those charged by Shipping
Companies operating in a {ree market, will be seen at
a glance from the following table submitted to the
Imperial Shipping Committee.

The figures compare the rates to the United
Kingdom from Bombay where no Rebate System exists
and from Calcutta where it has been introduced since

May, 1919 —

Bombay.  Calutia,
1st December, 1920 .. b6s, 8d.* 115s.
15th December, 1920 ... 43s. 94.* 115s.
3rd January, 1921 . 8ls. 8d» 85s.

15th January, 1921 we 38ls. 3d. 70s.
1st February, 1921 .. Sls. 84 70s.
15th February, 1921 . 8ls, 34 55s.
Ist March, 1921 .. 3ls. 8d. 55s.

® The actual quoted freights are 431, 856s,, 855, but these
relate to the ton of 16 cwts or &0 cubic feet,and they have
therefors been increased by 20 per cent to equate them with the
C‘:k:utta freights on the basis of 20 cwts. or 50 cubic feet to
the ton,
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The voyage from Bombay takes four weeks as
against five weeks from Calcutta, and therefore it is
urged that the Calcutta rate should only exceed the
Bombay rate, which was regarded as being governed
by the world freight market, by only a quarter, quite
apart from terminals The pre-war rates, i the
absence of the Conference were 135 from Bombay and
20s. from Calcutta.

But a monopolst, whatever his strength, has his
Limitations and like a ruling tyrant must sport, in his
own nterests, the role of a benevolent despot. That
i1s the key to the character of a Shipping Ring. If (he
conditions imposed were wholly unreasonable and the
monopoly were systematically and grossly abused, the
general public could, and no doubt would, eventually
combine agamst the ring and put an end to it either by
establishing rival steamers or mvoking the .aid of
legishtion  Ifut the persons immediately affected are
the merchants who buy goods 1n one centre and sell
them in_another and they can generally readily adjust
their dealings to suit the rates of freight and i this
way transfer the direct loss from excessive rates of
freight to the producer or the consumer. Moreover,
they are often nvals in trade and their interests are
divergent  They cannot readily combine for sucha
purpose as the raising of capital to build and work a
line of steamers Werea competing line established,
however, the existing comga;nes would do their best to
hatrass and dnve off the new kne by lowenng,
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temporarly, their rates of freight, and it is also
probable that the persons who had raised the money to
build up the new line or those who had subsequently
purcl:?sed shares 1n the new company, would very
soon find it to thew advantage to join the Shipping
Ring. The producers and consumers, who are really
more interested 1n the question than the merchants, are
affected only indirectly and as a whole, and they have
very little power of combination for such a purpose
as meeting and cdunteracting the combination of
Shipping Rings.

Having studied the antisocial character of the
shipping monopoly, based upon the Deferred Rebates
let us now turn to its advantages, if any. The advocates
of the system of Shipping Rings and Deferred Rebates
argue that it is posjtively advantageous to the com-
munity as compared with the system of unrestricted
competition. The chief advantages which they claim for
it are 1~

RecuLAR Saminas,

If, however, we take world shipping asa whole
and particularly the dates when the system of Deferred
Rebates was adopted 1n the different trades, we find
that not merely was there a sufficiently large number of
steamers to guarantee regular sailings in the previous
peniod, but that the very commencement of the Shipping
Rings dates from the years which saw the unexpected
excess of tonnage resulting either from the over-
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building of ships or the increased carrying capacity and
efficency of individual vessels. The history of
mechanical and other inventions which increased the
efficiency of steam navigation shows that they were
the causes and not the results of the establishment of
Shipping Conferences Even the most zealous suppor
ters of the Shipping Rings, appearing before the Royal
Comnussion, were not able to show that regular sailings
were unknown before the Shipping Rings were organized,
Whatever Iintle evidence that has been put before the
Commission on this matter goes to prove that in the
case of certain ports, such as Colombo and Singapore,
the services were as good and regular, before the
introduction of the Deferred Rebate System, as they
have been since.

Cases may, however, exist in which a monopoly is
essential to secure a regular service Such cases are—

(1) Where trade is very small;

(2) Where the trade is irregular, intermit=
tent or seasonal, and

(3) Where itis desirable to keep open an
unprofitable trade route. (It may here
be noted in passing that the opening
of a new trade route is usually the
work of the “Tramp” and that once
the route 1s found to be profitable the
ring with 1ts organization comes along
to oust the pioneer).
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But even in these three cases, it is preferable to
meet the particular circumstances of the trade by means
of well-regulated subsidies if the evils of the Conference
and the Deferred Rebate System are to be ‘avoided.
As a matter of fact, however, such services do not
attract the Con‘erence steamers who are content to
amass fortunes on busy trade routes, leaving the
irregular trades to the Tramp.

To prove the hollowness of the argument that the
Conference System enables regular sailings to be
maintained, attention may be drawn to the United
States of America, a country in which shipping
combinations, like otfxers, are declared illegal. There
is, however, not the slightest evidence—certainly none
was put before the Royal Commission—to show that
that couatry consequently suffers in its trade rom the
want of a regular service of steamers ether in its
coastal trade or in the Atlantic or the Pacific trade or
in the trade between North and South America. What
is true of the Umited States would be equally true of
India, if opportunities were provided for new shipping
concerns to partcipate freely in the carrying trade of
the country -

As a matter of fact, witnesses examined by the
Imperial Shipping Committee have stated that ke
Rebate Systesm twas nal necessary sn order to mainlain
a regvlar, frequent and efficient service. Such a
service, to give Indian examples only, had been
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supplied in the Calcutta Homeward trade until 1919
and still obtains as regards Bombay, without any such
system. Moreover, a regular, frequent and efficient
service is maintained by the Ellerman-Bucknall lne
between India and America without any Rebate System,
which 1s allegal under American Law, This service 1s
regularly supported by the shippers who are satisfied
with it and with the rates.

Strange as 1t may seem, at first sight, the
existence of the Shipping Rings results, asa miatter of
fact, in the available tonnage being reduced as new
competing lines are not allowed to be started. As to
regularity even, the services provided by the Conferences
are very regular only when they are bound by mail con-
tracts. It s, otherwise, not unusual even for them to
blank sailings when a sufficient cargo is not forth-
coming. Merchants at all the Indian ports could give
many an example of such grocedure by the existing
Conference Companies, When regular sallings are
provided, they are the results not of the Conference
System, but of the demands made by medern trade,
which, there is reason to believe, will insist upon and
ges regular sailings even if all the Conferences in the
world were abolished altogether,

It is, moreover, worthy of notice that the much
vaunted regularity of service, in practice, usually
means regularity between certan large ports only and
either the entire cessation of services to other ports or
the inconvenience and expense of effecting tranship-
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ment at the ports of call. One of the reasons why the
minor ports on the Indian coast reman undeveloped 15
that the monopolistic Shipp ng Conference can best
earnthuge profits by serving only the chief ports of
India The present backwardness of a large number
of the ports in this country 1s a very strong' argument
in favour of small local shipping enterprises whose
activities have so far been thwarted by the monopolistic
combme.

StasLe Rates of FREIGHT

It is sometimes pointed out, as one of the mam
advantages of the Conference System, that it enables
stable rates of freights to be maintained. Such a
prevention of frequent fluctuations in freight-rates s, no
doubt, very useful to the merchant who, however, has
to pay a price for such stability. For example, in imes
of serious depression it may happen that prices and
wages fall and there is abundant tonnage to lift the
small quantities of commodities that change hands,
However, the freight-rate remains fixed at 1ts normal
level and the merchant loses the benefit which would
have been his, had the ordinary economic law of
demand and supply prevailed It should, moreover, be
remembered that ke wormal freight is always fixed
by the shipowner to safeguard his own profits.

As an illustration of the adverse effects of the
Conference system upon the rates of freight, we may
note that in the Frozen Meat Trade from New Zealand
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to the United Kingdom, while under the Homeward
trade, without a rebate, the rate continuously fell from
1886 to 1906, under the Qutward trade, with the
Rebate system, there occurred constant rises and falls.
This provides a very good reply to the Conference
argument that under the Rebate system the rates of
freight remain stable. Yes! to provide higher earnings
to the ships,"as the following example will show.,

For a long time in the whole Australiaa trade the
ship-owners’ Conference was in the habit of charging an
average of 2s.-6d. per ton more, for the nearer port of
Melbourne, than for the farther port of Sydney. It*
seems that this sur-charge on Melbourne port was a
survival of the times when Melbourne was a port
difficult of access, without the natural advantages of
Sydney, but with the new constructions of Docks, ete,,
at Melbourne, the port was as good to work for as
Sydney and it was only when the Australasian Merchant
Association took up the matter very stronqu with the
Conference in April of 1207, that this discrimpnatory
rate was removed, All the same the ship owners did
not miss the opportunity of arguing that Melbourne
being an intermediate port they grudged every
hour's delay because they want every hour available
at the terminal port, Sydney, to overhaul the
machinery !

Provision oF HicH-cLAsS S rEAMERS.

It is, no doubt, true that the ships run by the

Conferences are as a rule bigh-class vessels with good
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speed but similar vessels were running before the
Shipping Rings came into existence and run ez ex fo-day
i those trades whick arve nol hampered by the
aclwgties of the Conference. It has already been
pomted out that the best vessels are those provided for
the Atlantic trade which is unfettered by the Conference
System.

UnirorM RaTks oF FRElGHT.

Tt is claimed that under the Conference System
ship-owners are enabled to charge the same rates to
all shippers alike whether large or small In other
wonds, 1t is claimed that the system enables them to
protect the “small man” from his more ‘Wealthy
competitor. Uniform rates of freight, where they are
tnaintained, doubtless provide an advantage to the
small merchant and a disadvantage to the large mer-
chant, because under a system of open competition the
large merchant, dealing with large quantities, could
probably ship his goods at lower rates of freght.
This, however, is a custom prevailing mn almost
every branch of trade and business, and is not
peculiar to the carrying of goods by sea. Under the
competition system, too, the small man gets some
compensations. He may sell his goods in a place where
the bigger man does not compete with him, or he may
get his goods through an agent whoships a large
quantity at a ume and gets a reduction of freight. Ia
any case, the importaace of this portion of the question
is insignificant as compared with the interests at stake
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when it is proposed that the most important portion
of the shipping business of the world shall be cartied
on under a system of monopoly.

It is, moreover, argued that a Conference does not
differentiate between the rich and the poor—the large
and the small shipper, This indeed is, to a large extent,
true. But it would be incorrect to nfer that there
cannot be equal treatment of all shippers in matters
of freight if the Shipping Conference did not exist. Sir

Stephen Demetriadi, giving evidence before the
Impenal Shipping Commuttee on behalf of ten  associa-

tions in the United Kingdom interested in the Indian
trade, claimed that s 2ke Indian trade before the
system of Deferved Rebales was intvoduced, there were
eqnal rales for all shippers, and although large ship-
pers, by offering large quantities, could obtain a lower
rate, this rate became an open rate to all and the small
shipper benefitted as well,

Further, the uniformity clatmed as an advantage
of the Conference System, has not always been
maintamed. The Conference Lines give preference to
Governments, Railways and Municipalities, though the
members quote m their tenders, identical rates and,
notwithstanding protests, to certain favoured merchants.
In regard to certain classes of goods, the South
African Conference have, in the past, violated the
understanding that rates shall be uniform for all
The Shipping Rings are, known to have givea
at the Straits Settlements special advantages to a
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certain number of firms. It is an” open secret that
m the coastal rwe tvade of Burma, prefevemce 1s
shown to large shippers n vespect of (1) rate of
rebote, (2) peviod of payment and (3) facilely of
shipment.

Nor, is it correct to say, that thereis always
complete equality Special terms are given for “large
quantities " or “contract quantities,” the amount of
which is apparently left very much to the discretion of
the managers, To the argument that the Conferences
would, in their own 1nterests, object to giving
preferential terms only to certain customers or to cer-
tain ports, the answer is that in the pastthey have
sometimes given such preferential rates, and there is no
certainty that if at any tume and place therr monopoly
18 seriously threatened, they will maintain uniformity
of rates of freight They are under no legal obligation
to give equality and the probability is that, if their
monopoly 1s 1n danger, they will, if necessary, reduce
their rates of freights, at certamn ponts, for a longer or
shorter period, in order to crush competition,

As a matter of fact many examples of such
preferences and discrepancies could be culled from the
history of the recent coasting trade of Inha. Durmg
September, 1921, when the Scindia Steam Nawvigation
Conmpany—an Indian concern—berthed a steamer at
Moulmein for carrying sleepersto Calcutta at Rs, 17-8-0
net, the Britth India Steam Navigation Company,
registered 1n England, and having a practical monopoly
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of the coastal traffic of India, circulated a letter among
the shippers at that port to the effect that 1t was prepar-
ed tosupply them space for sleepers for Calcutta at
Rs. 12-8-0 less 107, rebate, provided they gave an
assurance in writing that they would not directly or in-
directly support opposition steamers and that they would
confine their shipments enurely to the steamers of the
British India and the Asiatic Steam Navigation
Companies, members of the Indian coastal conference,
The shippers were also informed that if they adopted
the proposal, their rebates which had been withheld
owing to their supporting an Indian Company, will be
paid after « good behaviour” for twelve months.

Further, during the middle of 1922, the British
India Steam Navigation Company charged Rs, 9/~ per
ton of rice from Rangoon to Colombo while the rate for
rice from Rangoon to Bombay was only Rs. 6/- the
reasom being that competition between the two
companies had, by then,extended only to the Rangoon-
Bombay run. Later, as the struggle grew in scope and
extent, the British India Company reduced ther rates
of freight for almost all the Indian ports to not merely
non-paying levels, but to much below the cost of work-
ing with a view to drive out the indigenous company
from 1ts rightful place in the Indian Seas.* Itis a
fruitful study in contrasts to realise that at the head of
the Shipping Company which bas successfully tried

* Since the above was written, an agreement has been
signed by the two rival compantes to charge the same rates
of fresght, alopg the coast of India,
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in the past, and which has been trying its utmost even
to-day, to stifle all Indian shipping enterprise 1s Lord
Inchcape who, prompted by a strong sense of Imperial
citizepship, did, even in old age, undertake a long
voyage and an arduous task to save India from
financial bankruptcy!

No CARRIAGE oN Suir's ACCOUNT.

The remarks as to the alleged benefit of fixed
rates of freight to the small merchant are, to a great
extent, equally apphcable 1 this case. The abstention
of the ship-owners from carrying cargo on their own
account may bz of soma slight advantage to merchants
asa whole, but so far as it has any effect on the pro-
ducer and consumer that effect is to their disadvaatage.
But we do not think that there 1s, as a rule, any sub.
stantial sacrifice on the part of ship owners. The combi-
nation of the business of the merchant with that of the
ship-owner is ( except in the case of a few articles, such ’
as coal and cement ) so difficult and inconvenient that
few ship-owners would, ordinarily, carry cargo to any
appreciable extent on their own account.

Sir Stephen Demetriadi, questoned by the
Imperial Shipping Committee as to the possibility of
a reversion to the practice of shipment on owners’
account in the event of the aboliton of the Deferred
Rebate System, replied that the custom of abstasmng
JSrom this practie wonid perssst, and stated that no
attempt had been made to+ purchase cargo on ships
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account in the Calcutta Homeward trade before the
Rebate System was wtroduced in that trade It may
also bd added that carriage of cargo on ship’s account
1s unknown mn the Bombay to U. K./Continent run
though the trade from that port i3 not controlled by
any Shipping Conference At all events, the interests
at stake in the carriage of goods on ship's account are
insignificant when the shipping business of the world
is proposed to be carried on by a system of monopokes,

EconoMy 13 CosT OF SERVICE,

It is sometimes urged that the Deferred Rebate
System enables the Conference Lines to effect
economies 1 the cost of ther services. But an
exammation of the facts will reveal the unsound
character of this argument.

It is said that there is competition amongst the
various members of the Conference. Attention has
' already been drawn to the hmited scope of such
compehtion and what httle influence 1t has had, has
tesulted in the provision of uneconomic steamers too
good for the particular trade they cater for, the
unfortunate merchant having to bear the cost of such an
uneconomic procedure.: So far then, as the community in
general is concerned, the Conference System 1s economi-
cally injurious not only in that it provides a higher
class of steamers than required, butalso 1n that it attempts
10 squeeze out of existence the tramp steamers that
admittedly form a very large percentage of the tonnage
of the world,
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Another instance of tke uneconomic nature of the
Conference System is provided by the mnflatation of
tonnage to which it leads, As the Minority Report
of the‘ Royal Commission on Shipping Rings pomnts
out “The trade reserved for the hners of the Conference
18 not brought under one monopoly. It 1s divided into
a number of local sections, each section being the
subject of a separate monopoly.

“With a trade which fluctuates 1in magnitude from
year to year, the supply of ships tends to increase ‘to
the extent which will enable it to deal:with years of
maximum tfade and consequently it will be 1n excess in
the lean years. When the trade 13 divided into two
sections, each served by a separate class of steamers,
the tendency will be to provide a maximum tonnage for
each section and the aggregate of the two maxima
will, asa rule, be in excess of the maximum that
would be required if the whole trade were equally open
to both classes of steamers,

" In the same way each Shipping Ring, having a
monopoly of a parucular section of the shipping trade,
will be under a temptation to provide, and will
generally provide, the number of steamers required for
years of full trade in 1ts own particular section, and will
have more steamers than required for a year of lean
trade 1n that section. The aggregate of the shipping
mamtained by all Shipping Rings will, therefore, exceed
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the aggregate that would be necessary for the same
trade under a system of free competition and there is
consequent waste,”

“To sum up then,” in the words of the Report of
the Imperial Shippng Committee, “regularity of
service, stability of freights and equality of treatment,
together with abstention from shipment on ship-owners®
account, are the solid advantages which it 15 claimed
by the ship-owners can only be secured by the existence
of Conferences and the Rebate System or some equally
effective tie.  On the other hand, the shippers are not
unamimous in agreeing that Conferences and their ties
are a necessity without which the advantages could
not continue,”

These alleged advantages, it should be remem-
bered, are all in the nature of only wo/sstary gifts by
the Shipping Companies and not grven by - them wndey
any contyact enforcible at law, so that any or all of
them may be withheld, without the shippers having
any legal redress

The burden, moreover, of the uneconomic nature
of some of the activities of the shipping concerns falls
upon the merchant. He perhaps succeeds in shifting
it either to the producer or the consumer of the
commodities he deals in. The burden on the com-
munity, however, 18 unquestionably there and can only
be removed when free competition is allowed to exist
in the business of shipping'. Even the majority report
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of the Royal Commission referred to above, though
it does not approve of the abolition of the Conference
is constrained to remark *It 1s sufficient for us to
state that in our opinion the monopoly obtained by
the Conferences using the system of Deferred Rebates
has in certain cases enabled Conferences to make larger
profits and to place rates on a higer level than they
would, but for the system, have been able to do, or at
the least (0 arrest a possible fall in profits or rates.”

Moreover the evil effects of the Conference
system upon the development of Indian \Shipping have
been many and have lasted long. The system is res-
ponsible for the practical non-existence of a national
mercantile marine, 1n a country so emraently fitted for
it, for the divergence of trades from their patural sea-
ports to others more suited to the needs of the Confer-
ence ; and for developing Indian commerce along lines
calculated to benefit countries other thaa India.

Under the circumstances the lukewarm finding of
the Imperial Shipping Comnuttee

¢ that the Deferred Rebate System is plainly

open to certain objections, and

although the agreement system is

equally open to objections, we recom-

mend that it should be given to

shippers as a ruonng  option”

cannot be acceptable from thé point of wiew of Iadia,
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The Imperial Shipping Committee has envisaged
the whole subject of its.inquiry practically from
the yview-point of the shippers. It 1s remarkable,
however, that all the evidence put before the Commuttee
from shippers interested in Indian trade, both mnward and
outward, was unanimously against the operation of the
Deferred Rebates The Calcutta Jute Fabrics Shippers’
Association, the Baled Jute Shippers’ Association, and
the Calcutta Wheat and Seed Trade Association made
a representation agamnst the Rebate System as applying /
in the trades from India to Umted Kingdom, South
Africa, the Plate and West Coast of South America and
to China, Japan and Java. Besides, ten Trade
Associations 1 the United Kingdom interested in the
Indian trade made a joint representation against the
Rebate System as obtaning m the Calcutta Homeward
trade. However, the question~-from the point of view
of India to-day, the very mmportant question—of the
entry of a new Iine into a trade has been very cursorily
treated by the Commuttee , the two paragraphs dealing
with the subject do not cover even one page of its
Report  As the main unanimous report of the Indian
Fiscal Commission points out  the system of shipping
rebates is one of the strongest buttresses of monopoly,”
and the interests of Indian industry and commerce
demand that such a monopoly should be abolished. *

* Precedents exist in vanous countries for detals of
which attention is drawn to the author’'s pamphlet * The
Deferred Rebate System.”  «
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As a matter of fact the Imperial Shipping Com.
mittee themselves have come to the conclusion that
“ the Deferred Rebate System 1s plamnly open to certain
objectipps ” from the pont of view of the shippers;
but the 1nterests of the ship-owners had also to be con~
sidered—perhaps demanded a more sympathetic treat.
ment in view of the dislocation arising from the losses
incurred during the Great War. British Shippers are
mostly restricted to the British Isles. British Ship-
owners, however, have an international position and
must be helped—if necessary by the stateewto re-
cover their old position because the material pros-
perity of Great Britain is largely dependent upon
British Ship-owners, To safeguard their interests
became, therefore, the duty of the Imperal Shipping
Committee who mstir;g about for a tie chanced upon
the system of agreement which sounds more equitable
than the Deferred Rebate which is wholly one-sided.

Let us now examine the Agreement System and
the reasons why it was selected out of the various
alternative ties to the Deferred Rebate System placed
before the Impenal Shipping Committee. We find
from the report that there are two alternatives suggested
to the Committee s—

(1) PrererentiaL CoNTRACTS.~It Seems to have
appeared to the Imperial Shipping Committee that
the Preferential Contracts which were in operation in
various trades before introduction of the Deferred
Rebate System may now be usefully revived but the
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ship-owners to whom reference was made state that
they were reluctant to enter into such contracts wow
as they lead to trouble and jealousy but if a trade
became “ open,” ship-owners would be compelled to
adopt it to ensure regular support. An analysis of
this statement will show that the ship-owners having
got hold of a very useful instrument of monopolization
were reluctant to give 1t up unless they were forced to
do so. They would however willingly accept the tie
of Preferential Contracts if their favounte Deferred
Rebates was abolished by Law.

{2) Tue Acreement SvsteM —This system is

n operation in the South African Trade. Its genesis
however provides an excellent commentary upon the
methods by which certain ship-owners circumvent

. wholesome legistation. The Deferred Rebate System
“ prevailed i South Africa until it was declared 1llegal
'"by Law. The ship-owners, not to be thus thwarted
1 their customary mode of controlling the freedom of
the shipper, instituted the Agreement System as a tie
‘in place of the Deferred Rebates now declared illegal
By this method in a way the pious intentions of the
South African Legislatures have been evaded by the
ship-owners interested in the African trade. The Agree-
ment System should be regarded not as a preferable
alternative to the Deferred Rebate System but a loop-
Yhole by which the recognised intentions of the Legis-
§} lature have been circumvented by interested parties.
The requisite South Affican Law is called « The Post
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Office Administration and Shipping Combination
Discouragement Act” which, passed m 1911, was
intended to deliver a flank attack upon the Deferred
Rebat¢ System through the medum of the mail
contract. It provides that the Governor-General shall
not enter into any Ocean Mail Contract with any per-
son who gives any rebate upon condition of the exclu-
stve shipment of goods by vessels of particular lines,
The Shipping Companies that would have been
brought under this Act set about evolving new ties to
keep the shippers under proper control and through the
South African Trades Association which seems to
consist of large shippers from Great Britan who are
mterested in the South African Trade succeeded in
getting signed an agreement which forms the proto-
type of the one recommended as optional by the Impe-
nal Shipping Comnuttee and which apparently meets
the requirements of the South African Trade.

The main features of the Agreement as printed by
the Imperial Shipping Commuttee in their Report may
be summed up thus —

(@) It gaves equality of rates and stability of
freights to large and small shippers
alike except that it does not apply to
large parcels of cargo, not being mer
chants berth cargo and special rates for
large parcels are quoted to mining com-
panies, mur:icxpalmes etc, without
reference to the Trade Association,
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() The Association regarded their support as
contingent on the Lines carrymng the
goods at “reasonable rates.” If they did
not regard the rates as reasonable
either there was to be arbitration or the
signatory shipper can give six months’
notice to terminate the Agreement. The
Lines were bound to consult the Asso-
ciation before making any general altera-
tion in rates, but could raise rate on
particular commodities without notice.
Be it noted that this leaves a consider-
able amount of latitude to the ship-
owners who conld enhance the freight
rates upon particular commodities with-
out notice and without the shipper
having the right to complain or to
seck arbitration This apparently small
concession would seem to turn the
contract wholly in favour of the ship-
owner. Besides, no check seems to
have been proposed on the ship-owner
charging higher rates on commodities
by putting them in, a higher class—an
evil particularly evident in the South
Afvican Trade at the Time of the Royal
Commission—the term in the Agreement
would even seem to encourage this evil,

() In the event of competition offering
lower rates, the Lines are bound to
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protect the signatories, who may with-
draw after 80 days’ notice if they con-
sider the protection inadequate.
Recently foreign hnes had started load-
ing to South Africa, and had
quoted low rates. The Conference
had met their shippers by reductions in
their Tanff rates on various classes of
goods in order to meet foreign com-
petition, and in addition allowed a
temporary reduction in freights on other
similar goods sent by boats loading,
first of all within a week each way and
now within a fortnight each way, of a
boat sailing from the Continent.

It is worth remarking that the Agreement System
has not evoked the enthusiasm of either the shippers
or the shipowners. Sir Allen Anderson in his evi-
dence before the Imperial Shipping Committee stated
that the South African Agreement System was in
practice working not unsatisfactonly, but that it was
not very popular with either side. He further added
that it was cumbersome though he had not himself
come across any concrete mstances of objection to it.
The general opinion among both the parties concerned
would seem to be, particularly from the shippers’ point
of view, that of the two evils of the Deferred Rebate
and the Agreement Systems, the latter, if practicable
in all Trades, was less reprehénsible in results.
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It 1s further urged against the Agreement System
that-it would be more difficult to make the Agreement
apply to all merchants generally unless they were
organised in one body ke the South African Trades
Association. It is moreover argued that the efficacy
of the system still remains to be demonstrated parti-
cularly so because the system was introduced during
the war when there was practically no competition but
since the war as a result of new competition from
Foregn Steamship Lines difficulties have already
arisen as a result of the low compentive freights fixed
by the Foreign Steamship Lines

It 1s further pointed out that the Agreement
System, though practicable in a well organised trade
like the one to South Africa controlled by a Central
Association like the South African Trades Association
with its membership mostly confined to men of British
Race and Nationality, was bound to break down when
applied to the unorgamsed foreign owners and shippers
belanging to various nationalities without any cohesion
or prospects of immediate concerted action.

Another difficulty in the application of the
Agreement System 1s provided by Trades in which
the volume of cargoes and the irregularity in their flow
makes it impossible to préjudge their requirements.
Such trades scattered in different hines can scarcely be
brought under a system which presupposes for its
successful operation the existence of central organisa-
tions capable of collective’ bargaming. - .
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It is moreover possible that the Agreement System
would lead to greater discrimination, more mjurious in
its effects, than the one which prevails under the
Deferred Rebate System  If the contract is to run for
a definite period the ship-owners will insist upon the
right, conceded to every other trader of selecting the
persons with whom and the occasions on which theyenter
into such contracts, It 1s easily seen how these factors
will open up the possibility and strengthen the character,
of the discrimination which would then be practised by,
the ship-owner against the offending shipper

In view of the particular nature of the Agreement
the ship-owner who is bound down for a definite period
may well ask for guarantees from the shippers that
their part of the bargain will be kept. Mere verbal or-
written assurances of good faith will not then be enough
but monetary securities may be demanded, which will
place the shipper in a more undesirable position than
the one he occupies to-day

Besides the Agreement system will open up new
avenues of interference by the ship-owner into the
private affaws of the shipper.  As against the Rebate
System under which the onus of proving that he has
given his entire support to the Shipping Company is on
the shipper, the contract system places the onus of
proving that the shipper has not given his entire sup-
port to the Shipping Company upoa the ship-owner
who will be entitled to the inspection of all the
books and papers of the shipger bearmg on the point,
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In view of the manifold disadvantages of the
Agreement System mentioned above, it 15 difficult to
say how it is an improvement upon the Deferred
Rebate System. As a matter of fact it is impossible
for any system which puts the shipper under a tie to
take the place of the Deferred Rebate System without
producing those evils which admittedly flow from any
system which creates a partial monopoly for the benefit
of the ship-owner by tieing the shipper to a particular
steamship line or a conference of various steamshup lines.
The evil liesin the tie and any recommendation which
through its solicitude for the ship-owner tries to per-
petuate the tie, call it the Deferred Rebate System or the
Agreement System as we will, cannot erradicate the
evils under which the trading community has for a long
time been groaning.

Finally we may point out that opposition to the
system of Deferred Rebates, which is the chief illustra~
tion of the tie principle, has made itself particularly
prominent in those parts of the Empire which have set
their heartsupon the development of a national merchant
marine, South Africa, Austraka and India have ex-
pressed themselves unmustakably in regard to that ques-
tion. The Self Governing Domintons of the Empire
such as South Africa and Australia have already
legislated against this repressive system; in India,
though public opinion as represented by the Indian
Pressand Indian Commercial Orgamisations has de-
clared against 1t, the Govérnment has so far remained
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unmoved, with the result that at the Delhi Session of
the Legislative Assembly in February 1923,
Mz. T. V. Seshagiri Atyar introduced a bill to abolish
the Deferred Rebates and was offered promises of
whole-hearted support by a large number of Indian
Members of the Assembly,

We have so far been concerned with the direct
evil effects of the shipping monopoly. But there is a
case on record which shows that the evil may go much
futther,

Not merely do Shipping Conferentes operate under
a monopoly but sometimes they are themselves res-
ponsible for the creation of other monopolies which
restrict the scope of business, for example in 1908,
there was a “Baps Ring” in the Rangoon rice
trade to Europe which was supported by the steamship
conference. Its evolution is thus explaned

The steamship agents in Rangoon had the right
to declare to the owners that they will themselves supply
full cargoes for the homeward voyages of the steamers
consigned to them ; as they themselves happened to be
important rice exporters, they often availed themselves
of this privilege. Thus it came about that all traders,
except those of the Baps Ring, who were in touch with
the Conference, were refused space when perhaps they
waned it most. The ulumate consequence was that
the rice trade between Rangoon and Liverpool and
Londoa was confined to the nng whose cabalistic
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name is derived from the initials of the names of
its members Bullocks; Aracan Company; Pandorf
(later Mohr Brothers) and Steels. Attempts were no
doubt made to ship Rangoon rice to London and
Liverpool vza Calcutta, but as expected, failed and the
four shippers’ monopoly backed by the ship.owners
continued to thrive The system no doubt benefitted
the nng but hampered the growth of the rice trade
along desirable lines.

There is however one instance, in which the evil
resulting from the selfish acuwities of the Conference
recolled upon 1ts own heads. In the year 1881
the Bombay Conference €onsisting of the Pemmnsular
and Orental, Hall, Anchor and Clan fines, having
for the time overcome all opposition, fixed upon a
“thraugh * rate, from Manchester to Bombay, of 40-
shillings per ton with ten per cent primage. Under the
circumstances, this rate was regarded as fair and
reasonable, but after a time the Conference, at the
instance of the Clan line, which meant to recoup its
losses during the rate war that preceded its entry into
the Conference, raised the rate to 60 shullings per ton.
Outside steamers immediately appeared on the scene
and quoted lower rates. The Conference retaliated by
offering to return 35 s. out of the 60 shillings charged to
all who supported their steamers and at the same time
did not make any shipment by the opposition steamers

Manchester shippers had not tifl now made any
attempt to form a combination in opposition to the
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Conference. Their past experience of a well-organised
service together with the advantage of occasional outside
steamers and low rates of freight was sufficient to
warrant the continuance of the policy which left all
such matters to regulate themselves or rather in
practice to be regulafed by the Ship-owners' Conference.
Short-sighted as this pohcy was, the eyes of the
Manchester shippers would not have been opened but
by the united action taken m an altogether unexpected
quarter, The Indian merchants of Bombay had not
been idle spectators of what was happening 1n England.
Under the indent system, which was then just coming
into operation, the Bombay merchants used to order
their supplies at fixed prices under indent. It, therefore,
became a matter of some moment to them if, after
they agreed to pay a price based upon a certam rate of
freight, they learned that the Manchester suppher was
receiving return of rebates varying in amounts according
to circumstances. As a result of this knowledge, the
Bombay merchants decided to secure the rebates for
themselves. The combination of Indian merchants,
however, was so little regarded as being possible that,
on the reports of the new feeling being conveyed to
England, the Manchester shippers began to get busy
to arrange shipments by Conference hines only at a
fixed rate of 40s. per ton for a gwen period. Before,
however, a permanent agreement could be arrived at,
the Bombay indenters formed themselves 1ato a body
called the Bombay Native Piecegoods Merchants'
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Association. This new organisation immediately
opened negotiations with outside steamship owners and
placed their first freight contract for the conveyance of
all Manchester indent goods at a through rate of 30s,
per ton. The surprise felt at the foundation of the
Association was deepened as years rolled on, because
contrary to expectations the Association continued to
grow in strength and influence.



CHAPTER V1.
SHIPPING INCOME.

PRINCIPLES AND PRACTICE
oF
RATE MAKING.

It is a well recognised principle of transport
economics that distance is a relatively unimportant
element in the fixing up of rates ; the opposite principle
of arigid distance tariff has been wholly given up by
responsible authorities throughout the world. The
latter though important, becanse practised on
occasions, in the case of railways where distances are
contiguous may be wholly dis-regarded in a study of
shipping rates because, as a rule, no two important ports
are situated within a 100 miles of each other. As a
matter of fact along the coast of India, the first ports of
call from, say, the terminal ports of Rangoon:and
Bombay are situated at longer distances. Where,
however, as in England, ports are close to each other,
the rates quoted to and from them do not much vary.
For imports particularly the same rates are quoted for
all the ports of the United Kingdom, Itis a logical
derivation, a corrolary of the theory of joint cost
discussed in the first chapter that the rates should be
fixed upon various factors in which distance holds a
very modest place. As Ripley says, « This theory
justiies the classification of freight, namely, a wide
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range of rates nicely adjusted to what the traffic in each
particular commodity will bear while always allowing
each to contribute something towards fixed and joint
expenses.” This theory ezxplains why it is that while
shipments of gold, siver and other costly articles are
fixed on the basis of the percentage of the value of the
metal, for example, on the Indian coast from about } of
17 to 27, on specie or the value of the precious metals
shipped, on some commodities the rates charged are so
low that they barely meet the expenses incurred wholly
for the traffic that 1s served, as for example when tin ore
was carried from the Straits Settlements to U. K.
Cont., a distance of 10,000 muls, at a ballast rate per
ton of 5/, the approximate cost of loading and dis-
charging the commodity. The Traffic Manager's
reason for taking cargo even at this low rate is
provided by the fact that such mcrement not only adds
to gross revenue earned by the carrer, but at the same
time it ightens the burden of the constant operating

cost upon the remainder or the halance of the traffic.

Such ballast rates, however, cannot afford a basis
upon which the daily shipping requirements of the
world can be met. The shipping ndustry must thrive
if the requsite capital 1s to be forthcomung in large
amounts. The practical fixing of shipping rates
should, therefore, depend upon a method which
contrbutes in the end 4o the mamntepance of the
shipping industry, as a whole, in a state of efficiency.
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In theory the rate for any service may be fixed
with reference to—

(1) The cost of the service to the agency
which petforms the work,

(2) The value of the service to the party that
is benefitted by the work done,

{3) Both the cost and the value of the service
#.e., what the traffic can bear

As regards the freight rates on commodities being
fixed with reference to the cost of service, we may say
at the outset with Sir Wilhiam Acworth that © such a
basis is impossible as no one knows or can know what
the cost of carriage is. To begin with, the phrase
itself 15 ambiguous, Cost of carmage of a particular
item may mean the additional cost of carrying that
ftem : this is normally so small as to be negligible. It
may mean the additional cost p/us a fair share of the
standing costs of the undertaking.” But the plus
figure wall have to be arbitrarily fized.

Rates for transportation by water should, therefore,
provide for the cost, including depreciation, incurred in
the carriage of goods or passengers plus a reasonable
profit on the capital invested in the purchase and the
running of the ships It is particularly necessary to draw
attention to the amount of capital 1nvested in the ships
because in lay circles it is sometimies believed, though
erroneously, that the cost,of transport means the
operating expenses cnly—a result of confusion ansing
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from the ordinary meaning of ,the term “cost.” The
“cost of service” however includes interest on the
capital invested, depreciation charges, operating
expenses, reasonable profits, etc, This theory, no
doubt, appeals particularly to the shippers who argue
by analogy from the trade lines known to them mn
commercial circles. Whatever, however, the imitations
of thus theory, 1t provides a sound basis for the deter-
mination of mimmum rates of freight On the other
hand, as we have seen before, transport being produced
under joint cost, it is impossible to know precisely the
costs of a parucular transportation service. So much
money 18 spent for the undertaking as a whole that it
has bat very little connection with the carriage of a
particular commodity. A ship carries a large number
of commodities xa varying amounts for various distances
and the traffic manager can only make bis calculations
on the basis of the whole of the ’gross receipts
meeting the expenses of the continuous services ren-
dered. Even if it were an easy matter, which it 1s not,
for the manager to divide the total cost equally among
the various articles carned and charge accordingly,
it would mean an instantaneous stoppage of the trade
in so many commodities because cheap articles, if
they are to be marketted, could never pay the same
rate of freight as would be charged to the higher-priced
articles. It is not, therefore, desirable from the social
polnt of view, to base the freight rates upon the cost
of service as that would mean that small articles of
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high value would pay less and bulky articles of great
utility would have to pay more than they pay now, which
would prove a great handicap to the industrial growth
of the country. Cost of service, therefore, will prove,
even 1fipracticable, a very unsatisfactory basis for ap-
portionment of the transport charges, the more so when
it 1s remembered that the rates must be fixed in ad»
vance whilst the cost will be known even approxs
mately long afterwards, Commercial competition, it
is argued on the other hand, provides not merely the
price at which the commodity will be sold but also the
freight rate at which it can be transported to its market
1t 1, therefore, claimed that the rate of freight should:
be based upon the value of the service rendered by the
carrier in the marhetting of the commodity in question.
The theoretical side of this question 1s well expressed
by Prof. Taussig when he says, “ Ability to stand
the transportation charge is the test of the utility of
the carriage.” The main function of transportis ta
create place-values by faciluating the sale of articles,
produced more advantageously in one place, in the
market of another less propitiously situated. It thus
* furthers the geographical division of labour. It is
principally an ancillary activity though the number
of persons engaged therein is relauvely large. In
India alone the number of men engaged in trans-
port by land is very considerable according to the state-
ment of the Secretary of State in his memorial to the

League of Navons regarding the industrial position
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of India The number of men engaged in
sea transport must also be large if we reckon
the skilled and unskilled operatives who build the
vessel, the officers and crews on the vessels, the men in

“the offices of the shippers and the ship-owners, and the
large number of menengaged in the services of the ports;
these in addition to those engaged 1n the construction
and the operation of the railways and the main roads,
will give us some idea of the huge number of men
engaged not in the production of articles but in
creating place values for them.

Particular emphasis has been laid upon this point
because this theoretical treatment enables us to under-
stand as to why it is that the provision of service ger
se and not thecost of such service plays such an
important part mn the determuation of the rates of
freight  As Rl{)ley says, “ The cost of each shipment
is so largely joint and indeterminate and so large a
part of the entire plant is indistingu.;nshably devoted to
the general production of transport without reference
‘to particular units of business,” that the tofal charges
for transport should equal the total expense of provid-
ing the service p/us interest on the capital engaged at
the normal current rate, 2.¢, the shippiag manager has
to fix his rates on various types of commodities on the
principle of “ what the traffic can bear”

Let us now apply these consuerations to the

transport of rice from Rangoon to, say, Bombay. As
we have already seen the cost of service would faif to
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prove a practical guide in assessing the rate to be
charged for carriage of one ton of rice,

If however the value of the service principle is
adopted, rates would be fixed with reference to the
place value created by transport, 7., the value added
to an article by being carried from one place to another.
Rice, for example, has, a certain market value in Ran-
goon lower than what it has in Bombay and the excess in
the price of rice in Bombay over the price of rice in Ran-
goon will indicate how much value transportation® has
added to the commodity. But as the prices in the two
markets vary from day to-day or even many times
during a day, it is difficult to gauge the exact amount
to be credited to transport.  All that the traffic mana.
ger has therefore to do isto watch the effects of the
rates upon the volume of the business done. If, other
things being equal, an increase in rates reduces the
quantities of rice sold, the rates are presumably higher
than the market value ofthe service and should be
reduced. In practice, this rate may be found by
charging as high an amountas will just enable the
article to be sold at a reasonable profit. Positive
refusal on the part of the shipper, due to his m-
ability to sell his wares profitably, will indicate to
the shipping traffic manager the limit beyond
which it will be futile to go. Thus ifthe price per

*It should be remembered, however, that as Prof. John
M. Clark points cut @ the difference in perce itsell depends on
the transportation charges.”
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maund of cotton in Bombay is higher than in Tuticorin
or Calicut, no freight charge will be paid which would
wholly absorb all that increment of place value due to
transportation. A reasonable margin of profit must be
left to the shipper who buys cotton in Tuticorin to sell
it in the competitive market of Bombay. This provides
(the practical test of charging what the traffic can bear.
Men experienced 1n the daily work of transport regard
this principle of charging what the traffic can bear as
one of such everyday occurrence that some rash
managers have gone to the length of saying that their
guiding principle is to “impose on the traffic just as
much as it will bear.” A famous French manager is
guoted by Prof. Acworth as declaring, “ Fates payer
au trafic tout e gu' o peut payer ; lout autre principe
est un monsens,” Equally dictatorial have been the
pronouncements of many American managers with the
result that a well-known principle of applied economics*
has come to be regarded by many as the sinister talk of
interested parties. Rightly understood, however, the
principle is merely an appplication, to transport econo-
mics, of the modern canon of taxation which enunciates
not an equality of payment, but an equality of burden or
sacnfice. As Prof. Acworth puts 1t, “ Can any system
of apportionment of this necessary expenditure be more

® Prof. Acworth has devoted a whole chapter of his
¢ Elements of Ratlway Ecc " to establishing the juste
fication for charging what the traffic will bear by a careful
analysis of various analogigs drawn from variows trades,
professions, private and public undertakinga,
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equitable than one under which the rich—well-to-do
passengers, valuable freight, traffic with the advantage
of geographical situation close to the markets, and the
like—contribute of their abundance ; while the poor—

thitd class passengers, bulky articles of small value,

traffic that has to travel far to find the market, and so

forth-—are let off hghtly on the ground of their

poverty? Translated into raiway language, the prin-

ciple means this: the total railway revenue is made

up of rates which, in the case of traffic unable to

bear a high rate, are solow as to cover hardly more

than actual out-of-pocket expenses; which, in the case

of medium<lass traffic, cover both out-of-pocket

expenses and a proportionate part of the unapportioned

cost; and which finally, in the case of high-class traffic,

after covering that traffic's own out-of-pocket expenses,

leaves a large and disproportionate surplus available as

& contribution towards the unapportioned expenses of )
the low-class traffic, which such traffic itself could not
afford to bear.”

Strong support is lent to this view by the finding
of the Inter-State Commerce Commission of the
United States of America who, in their first annual
report as early as 1887, wrote “If these transport
agencies of commerce were to accomplish the greatest
practicable good, the charges for the transportation of
different articles of freight could not be apportioned
among such articles by reference to the cost of trans-
porting them severally ; for this, if the apportionment
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of cost were possible, would restrict within very narrow
limits the commerce in articles whose bulk or weight
-was large as compared with their value, On the system
of apportioning the charges strictly to the cost, some
kinds of commerce, which have been useful to the
country, and have tended greatly to bring its different
Sections into more intimate business and social relations,
could never have grown to any considerable magnitude,
and in some cases could not have existed at all, for the
‘simple reason that the value at the place of delivery would
not equal the purchase price with the transportation add-
ed.” Itfollows, therefore, that commodities should pay
freight rates as high as they can economically bear.

Under this policy of charging “what the traffic
will bear,” may be included the basing of the transport-
ation charges not upon the place-values thus created
but upon the intrinsic value of the commodities shipped.
It would be theoretically possible to construct a schedule
of shipping rates by fixing the charges nesther accord-
ing to the cost nor value of service, but primarily
according to the absolute and relative values of the
commodities carried. This theory underlies the policy
of charging higher rates upon valuable commodities
than those of less worth. It is beneficial to trade and
really harmful to none that ivory exported from Burma
should pay a higher rate of freight than nce. The car-
rier is thus enabled to increase his gross receipts and
consequently charge less upon such essentials as rice
and foodstuffs, .
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The principle is, moreover, capable of a much
wider application. Not always 1s the maxim strictly
interpreted to mean “ charging what the traffic can be
made to bear”, sometimes 1t is softened down to mean
“charging what the traffic 1s able to bear.” It is
because of the not uncommon practice of the latter de<
finition that many businesses are carried on to-day ; for
example, the large shipments of manganese ore from
Bombay and Marmagoa to the United Kingdom are
directly due to the fact that the ship-owner is content
to charge a low rate of freight, usually between 20 to
25 shillings, because the steel manufacturer cannot
afford to pay a higher rate  Similarly old iron shipped
from Bombay to Genoa generally pays only about 25/~
though its loading is very slow work, It should, of
course, be remembered that both these commodities
provide very good ballast for the steamer.

It will be seen that in the above statement dis«
tance plays a secondary part, yet the length over
which the commodity is carried forms an important factor
affecting the cost of service; due importance should,
therefore, be given to that factor by the traffic manager
who would make profit out of the shipping industry.

The traffic manager does not, however, consciously
endeavour to follow any one ocall of these theories
of charging freight rates but 15 guided by the useful
facts of the market whcch gome to him daily
almost hourly. He studies the traffic and charges
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what the traffic will bear, Unable, even though
willing, to guide his actions by the cost of service,
afraid to charge the maximum rate based on value
of service lest business may be lost altogether,
unwilling to charge the minimum rate on each article
based on the cost of service lest loss should result in
spita of a full ship, the traffic manager decides to
charge what the traffic will bear. Sound judgment
rather than scientific adjustment rules the action of the
shipping man, It is thus only that profit to the
carrier may be combined with the development of the
business catered for, which means more profit and so
on, in fact he wishes to benefit by the law of increasing
returns operating 1a shipping as it works in various
other branches of economic activity.

A just or a reasonable rate of shipping freight
is not so vague as it may at first sight appear. Though
a scientufically precise rate cannot be arrived at, it is
possible to charge a reasonable rate that will appeal
to the shippers and be profitable to the ship-owners.
Reasonable rates, according to Prof. Taussig should
not be, generally speaking, higher than will suffice
to yield a normal return on the capital invested, a
“normal” return bemg understood to include not only
interest, but something in addition, by way of compensa-
tion for risk and judgment, ze., profit. The adoption
of such a practice by law is illustrated by the
enactment of the American Inter-state Commerce
Actof 1887 that railway rates will be “ reasonable.”
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To quote an instance nearer home Clause X of the
Bill introduced by Mr. T. V. Seshagiri Aiyar in the
Indian Legislative Assembly to provide for the preven-
tion of the Deferred Rebates and for the prevention of
rate wars and resort to retaliatory or discriminating
practices in the coastal traffic of India reads : —

* Whenever the Governor-General in Council finds
that any rate or fare is unjust or unreasonable, he may
determine, prescribe and order the enforcement of a
just and reasonable maximum and munimum scale of
rates and fares.” '

Turning now from the general principles to the
method of rate-making, the subject is well summed up
by Pro. Ripley when he says * the task of constructing
a freight or passenger tanff 13 an eminently practical
one The process must be tentative and experimental.
Little can be calculated in advance, Tariffs are not made
out of hand they grow. Not until a rate has been put
into effect, can its results be known.” The lower-imut of
charges, however, 1s more or less fixed by the cost of
the service rendered. Obviously the rate cannot be
less than that p'ortion of the varable expenses incident
at least to the loading and unloading of each
particular unit of business. Along the Indian coast
the terminal outlay for loading and unloading may be
taken at an average figure of about eight annas per ton
at each end of the line ; that 1s to say, at an average
of about five to ten per cent of the freight rate as the
case may be. jmwhere', above or below this average,



188

the figure for any particular tariff will fie, depends
upon a multitude of details  This terminal expense
is obviously quite independent of the length of the
haul It costs no more to foad for a carrage of
rice from Rangoon to Bombay, 2,000 miles, than to
Barua, 800 miles. The movement expense, however,
varies directly with the distance. The steaming to Bom-
bay will exceed that to Barua by about eight days which
means added cost of bunkers, upkeep, etc  The move-
ment expense, apart from the 1nitial cost of getting vp
steam in order to move at all, rises proportionately to
the distance traversed Reverting, however, to the
termipal expenditure of loading and discharging the
cargo it is easily seen that the shipping company could
not afford to charge rates based merely upon this one
item of expenditure which forms one of the many
factors influencing the scientific fixing of rates

The making of rates 1s well illustrated by the graph
on the page opposite. It represents the fair-season
rates of freight on full-pressed cotton carried from Bom-
bay to various Indian ports.  Cotton has been selected
for illustrative purposes because, paradoxical as it may
seem, not much quantity of that materialis sent out from
Bombay by sea. During 1921~22, which may be taken
as a representative year, there were despatched from
Bombay, 236 tons of cotton to ports within the province,
1,625 tons to Bengal, 688 tons to Madras, 63 tons to
other provinces, 3,348 tons to various non-British Indian
ports, totaling 5,970 tons °per year, The amount
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of cotton being thus restricted, it is not likely that the
shipowner will try to levy a high rate upon 1t
because the earnings would not be much affected
even by charging high rates rendered possible by
the monopoly which guarantees that, on. the other
hand, a rate lower than the cost of service will not be
charged, Moreover, mn this graph the rates from
Bombay are given because for all practical purposes
it may be regarded as a port of discharge; anyhow 1t
never provides full cargoes for coastal ports. It may,
therefore, be presumed that the steamers are keen to
return to Calcutta or Rangoon where full cargoes of
coal and rice respectively may be had. During the
busy rice season in Burma, the traffic manager is anxious
to turn the ships round to Rangoon, Akyab or Bassein
as swiftly as possible The rate, therefore, charged
from Bombay would be a low one indeed. If just the
cost and a little more could be realised, the cargo would
be taken if undue delay is not likely to result from
doing so.

The Cotton rate from Bombay would, therefore,
represent almost the cost of running a steamer from
Bombay to Rangoon if active competition were
prevailing along the Indian coast But even as
matters stand, the rate, including profit, gives us some
idea of the cost of operation which in the graph 1s
represented by the parallelogram A. B. C. D.

Moreover, the graph illustrates various features
characteristic of rate-making in practe. The first



is8

principle guiding the traffic manager should be to reach
the normal rate of freight as quickly as possible, any
future changes to take only the upward direction. Of
course, if conditions of full competition prevailed, 1t
would be necessary to cut the rates at those points
where competitive iines met. But this eventuality
rarely occurs on the Indian coast. Occasonally, no
doubt, an American or a Dutch steamer engaged mn
ocean trade may, in slack tumes, arrive with sugar from
Java for Indian ports and mnstead of going direct to
South Africa in ballast to load Natal coal, carry rice
from Rangoon or coal from Calcutta to Colombo at a rate
much lower than the one demanded by the monopolistic
combine; but such occasions are rare, as normally an
ocean steamer could 1]l afford to spend her tune taking
cargo to local intermediate ports, A much stronger
deterrent 1s however provided by the fear of retaliation
by the aggrieved party along the lines specially catered
for by the new rival, for example, it 15 the fear of the
British India lne competing with the Japanese lines
along other routes that keeps the later companies away
from the Indian coast It is as a result of the practi-
cal monopoly thus realised that the graph does not
indicate any sharp falls at competitive points because
there 1s no competition in the coastal trade of India.

Having, therefore, reached at the very first port the
normal figure which leaves a handsome profit, the
traffic manager 1s content to charge the same figure
Rs. 12 for the first seven hundred miles, aboug one-
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third the total distance to Rangoon. At Tuticorin,
however, the factor of distance comes into play and the
rates goes up to Rs 14 the same figure ruling at
Colombo which though a hundred miles more distant is
a port of call for oceamc steamers, which fact pre-
vents the rate from going up. Had there been no mono-
poly, however, as said before, the rate at this compet1~
tive point would have gone down instead of rematning
stationary. At Galle, however,.only a few miles
beyond, the rate jumps up to the highest point Rs. 24
descending a little at Cuddalore to Rs 20 owing to its
close proximuty to Madras which, being'an ocean port,
pays only Rs. 12 for over 1,400 miles, the rate
being the same as charged for the first six hundred
miles. Beyond Madras, however, the rate nses to Rs. 16
for Cocanada gently dechning to Rs 15 for Rangoon, a
distance of over 2,100 miles from the port of loading.

It wll be observed that the rates at Galle. and
Cuddalore seem unduly high, but, from the point of
view of the shipping manager, they are easily accounted
for by the fact that not merely has the ship to pay extra
dues and incur expenditure through time spent in dis-
charging the cargo but that there may be no other
cargo to discharge or to load which might otherwise
reduce the additional expenditure incurred by calling at
the port.

* The case of the main ports is, however, different.
Not merely do they normally provide various types of
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cargo to load, but they belong to a class apart as they
stand on the main routes of world commerce; for
exatple, Bombay being usually the first Indian port of
discharge for steamers from U, K. Continent, its rates
of freight to other Indian ports touched by European
steamers deserve attention. In England, the same rates

Iare quotsd for the chief Indian ports at which the
ocean steamers call. It is, therefore, necessary that
the rates from Bombay to these ports should be
relatively low and approximately the same which is
seen by a study of the graph. Besides, these chief
ports being themselves important centres of inland
distribution have to be encouraged n the interests
of the shipping companies themselves.

This treatment of the subject demonstrates why
even under the very simplest conditions a straight
mileage tariff is unscientific and unreasonable, for the
running expenses, spread evenly over the growing
mileage traversed, are progressively reduced according
to the maxim, the longer the haul, the lower the ton-
mile cost.

As a rule, therefore, the current rate of freight
on a commodity will be one that yelds profit.
Exceptions are, however, sometimes made in cases
of shipmentsto important ports and a much lower than
the ruling rate quoted in order to take the business
irrespective of its paying character. An entirely new
principle, then, comes into play, Adopting Hadley's
phraseology in connection with railways : if you take at
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eleven cents freight that costs you twenty-five cents to
bhandle, you lose fourteen cents onevery ton you carry.
If you refuse to take it at that rate, you lose fifteen
cents* on every ton you do NOT carry, for your
chatjes for interest and repairs run on, The rate must,
therefore, be cut, if not to make a profit, at least to stop
a greater loss. #The lowered rate may, however, so
stimulate new business and enlarge the volume
of traffic, that it may be handled at much lower
cost. In fact, this eonsideration alone, in the absence
of all competitions, .may induce a lowering of rates at
certain points out of line with the general schedule,
This incentive, conditioned by the Law of Increasing
Returns, is always present in the mind of the transport
manager.

Cutting the normal rate at competitive points or
at important points in order to stimulate traffic,
conformity with the principle above stated, gives the
peculiar character to our taniff diagram which indicates
lower charges for longer distances. For these ports
the tanff 1s fixed at a lower point determined not
primanly by, yet keeping close to, the cost of service,
but by the available demand, = Traffic at these points
is charged not as much but as little as it will bear,
which, being translated into practice, means that the
charge is set as high as possible, sull holding the
volume of business constant, or even increasing it if

% A fifteen cent rate is regarded adequate to meet interest
sod repair charges.
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that can be accomplished. The total profit is consti
tuted of the profit-per unit of freight multiplied by as
volume. The centre of interest is here shifted from
the average profit per unit considered alone, to the total
profit thus obtained.

These changes in rates at competitive points are
usually accompanied with transition to a new Ilevel
of rates determined by the conditions at the next
competitive point beyond as at Cuddalore in our graph,

An important fact concerning this tariff thus far
developed, is that of course, the height of the upper level
at the most remote point must never exceed what the
particular tariff will bear. In other words, supposing that
the traffic consisted of grain or coal, not more than a cer-
tain amount could ever be charged, no matter how great
the distance, without so far diminishing the profit in the
transaction as to render the business impossible, * As
ocean transport brings together ports which are not
contiguous to each other, a fundamental difference
distinguishes it from railway transport, which simul-
taneously with bringing, say, Bombay and Calcutta to-
gether also brings together two places divided from each
other sometimes only by a boundary line If the rail
rates are high the goods may be sent by road. The sea
transport has, as a rule, no such rival and therefore we
do not find in shipping rates those gradaa’l* rises
which are so characteristic of the railway.

There are not hikely to be more thdn two ports
within say’ a hundred miles of each other and
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allowing for clusters of ports as on the Malabar Coast,
sometimes within even 500 miles, so that goods are
sent by sea becausz they must beso sent and a market
cou!«li exist only if the shipping rates are paid Though
this does not mean that the ship-owner can go on
raising his rates, it leaves him a very wide margin
of which he makes the utmost use. This difference
between rail and sea transport must be noted.
Taking the shipments from Rangoon, we find
that each commodity, mentioned in the attached graph,
rice, timber, seeds or general cargo, having attained a
certain level of rates, never rises thereafter, no matter
what the distance Each attains the maximum of
what it will bear  That level it can never exceed.
This immediately leads to another consideration. No
single rate 18 applicable to any large number of
commodities  Each one must be regarded as a law
unto uself. Not only does the ultimate amount which
each 1s able to bear depend upon the value of that
commodity, ‘but also upon the conditions, determining
competition with respect to it, and consequently varying
all along the line.

Thus it 1s that the heightof the extreme upper-
level in our diagrammatic senes of rates 1 fixed by the
highest charge which that particular traffic will bear.
Beyond a certain pont, however, no matter how
great the distance, the rate cannot be increased.
This maximurm varies, of course, with each commodity,
The problem of the taffic mapager 1s to attain this
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highest rate as speedily as possible with increasing
distance, and to grade his rates with distance upto this
level as quickly as possible, consistent, of course, with
the mamtenance of a full volume of business Not only,
however, 1s the final limit of what the traffic will bear
different for each commodity, but the steps or stages by
which the rate progresses upto this maximum are quite
independently determined

Rates on commodities are moreover conditioned by
various considerations. A new market could be created
by reasonably low rates to enable the manufacturer
to meet the foreign competition, perhaps even dumping
The sale of Porbander cement in the Madras
and Rangoon markets depends upon the rates of freight
to these ports. The weight and value of goods also
shape the freights they are charged, for example, a cheap
heavy commodity like coal cannot pay the rate of a dear
heavy commodity like timber  Furthermore, high
terminal charges for handling certain classes of
goods have to be considered as in the case of
engine shipments. Wherever they are high, the
rate must rise at once sufficiently to cover these,
no matter how short the distance, but thereafter
the rate need not increase for that particular purpose.
Besides, when steamers are wanted at a port
in an emergency, very low rates would be accepted
just sufficient to meet, say, the steaming expenses
Thus if there is a coal strike in Wales, plenty of
steamers would run up to South Africa from the
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Mediterranean sea and from even the Indian ocean in
order to load Natal coal,

Few generalizations in this connection are, however,
possible because most would require modifications.
Rate making isa matter of infinite detail It is generally
true, however, that beyond a certain point the tariff on
different grades of commodities will separate more and
more widely with increasing distance This fedture is
well brought out by the Rangoon to Bombay graph
which indicates the early closeness of the four lines
characterised later by wide separation as the distance
from the starting pomnt increases. For,‘obviously, after
the low-grade goods have reached the maximum
which they can bear—and this they tend to do speedily
—they must remain practically constant , while those of
higher grade continue progressively mising And for
short distances the rate on the low-grade goods may
even exceed that imposed upon higher-class tonnage,
as for example tn our graph, cotton seeds pay more for
Calcutta than teak imber though the later commodyty
pays the higher rate at all subsequent ports except at
Calicut where the rate is reduced to enable the Rangoon
merchants to meet the local competition from Malabar
timber. Long experienceé on the part~of the carriers ‘
has, however, enabled them to arrange their tonnage in
classes for each of which the conditions are more or
less uniform. _

The foregomng description of the development of a
freight tanff is applicable to only that part of the traffic
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which is not subject to competition. For the markets
n which the tramp steamers are carriers, the making
of the freight rates in practce s an extremely
comphcated matter No single line is independent of
rates made by its rivals—rates applicable not only to
competing commodities and markets, but also as
affected by apparently the most remote and disconnected
contingencies In order to understand this it will be
necessary 10 describe somewhat in detail the nature of
competition as applied to transportation, and then to
show by a few concrete 1llustrations, the various factors
which actively enter into the determnnation of speafic
rates. Laymen and legislators do not sufficiently
apprectate the extremely delicate nature of the work.
Much discussion relative to transport competition secems
to be based upon the assumption that it consists
m the main of the competition of lines more or less
parallel or else operaung under substantially like
conditions. As a matter of fact competition in
tra:sportatxon 1s t0 a large degree far more complex.

Transport competition 1s of three entirely distinct
sorts. ‘These may be denominated, respectively,
€ompetition of lines, competition n facilittes and
e'ompetition of markets. The first of these, competi-
tion of lines, as the name suggesEs, 19 limt
ed to the activites of the carriers alone. The rivalry
is direct and physical The only competition possible
is that concerning the ship by which traffic may move
between two points. Such competition naturally arises
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between lines that send their steamers to and from the
same ports of ongin and destination. But this s
merely theoretical because the compettion lasts only
for a short space of time. The same sort of simplg
con‘xpetmon prevails, of course, between a steam -hine
and a railway line between two ports Calcutta and
Madras or between a port and an mland town as when
wheat flour from La.hore:qould go to Tuticorn by sea via
Karachi or all the way by rail which provides a cheaper
route when sea-fresghts are high  Such simple competi-
tion as this, where confined to steamshjps alone, almost
inevitably leads to one of two results: the hnes may
remain independent, preventing ruinous rate wars by
forming a conference or else, as a result of long con-
tinued cut-throat competition, the bankrupt line may be
wholly destroyed or bought up by the powerful nval
The disappearance of many Indian shipping compe;mes,
as also the prelimwary rumoured offers of purchase!
of the Scindia Company by the B 1. Company before,
the two arrived at an agreement, would amply 1llustgate
these points

Competition  of ;at:iliues, the second of the
three phases of competition above mentioned, deals,
as its name mmplies, not at all with the rates
charged but with the facilities or conventences aforded

Instances of competition of facihties are provided
by promptness in setthng claims, efforts not to shut out
cargo, sahing of steamers according to programme, etc,
m the cargo business and the provision of  palatial
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steamers in the Atlantic trade travelling at a very fast
speed, which cannot possibly be economical, may be
regarded as further examples of the same fact in the
passenger trade, Though high sounding, competition
of faclities forms a trivial part of the business of
shipping though prominence was given to it by the
witnesses who supported the system of shipping
conferences before the Royal Commission of 1908,
Such competition 1s confined solely to rvalry for
business at the established rates Immediately on the
appearance of any departure from these conditions the
question becomes one of competition of either of the
other two sorts.

Such facilities, however, as might have a distinct
money value, as, for instance, free storage of luggage
and provision of free food during a rate-war which
practically amounts to giving somethmg for nothing
are, of course, equivalent to a reduction of the rate;
and do not belong to this class of considerations at
all* Only those conveniences or facilities, which,
while attempting to secure business may not be
compounded for money, should te classified 1 this
group.

The third form of competition in transportation
1s dependent upon the competition of markets, and
is not, in reality, direct competition between carriers
at all. This is the most difficult of all forms to
understand  Although "indirect and often obscure
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it is of fundamental and conclusive importance in the
determination of fresght rates. Commercial competition
deals not with a mere choice of routes but with
alternative markets The carriers act, not independently
and ‘of their own wvolition, but only as agents or
representatives for ther constituents, the shippers.
They may become tools or weapons mn the hands
of merchants or manufacturers who are the real
contestants It 1s largely n this sense that it is sooften
alleged, and nightfully, that traffic managers oftentimes
donot make rates at all. Their energies are bent to
the analysis of those circumstances by which their rates
are made for them and through which the economic
demand of the world effects its own adjustments,

The production or preparation of commodities
for final consumption falls naturally into two distinct
parts, the creation of form value, succeeded by the
conferring of place value. Transportation is concerned
alone with the Ilatter process. Of these two
operations, the latter, the creation of place values, ,is
by far the more elastic and adaptable process.
The grower, the miner or the manufacturer has
his first costs more or less rigdly fixed by natu-
ral or human conditions, such as the fertility of
soll, the grade of ore, the prevailing scale of wages
and so on His pronimity to the status of a
marginal producer, depends upon his relative position
in these respects. \Vith the carrier, matters are
more contiofrent, Including within its reach, as it
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does, many grades of producers and consumers, each
more or less rigidly held bound by his own circumstan-
€es and conditions, as said above, the carrner 1s able
to exercise a wide range of choice 1n fixing that
margin of the tofal value which 1t reserves for itself.
And at all times, by reason of the factors set forth
elsewhere, primarily its subjection to the Law of In-
creasing Returns, this intermediate share of the carrier
tends to adjust or accommodate itself to the end that
i may discover or produce a wider margin between
the values in the hands of producer and consumer,
respectively. This may be best accomplished by a
progressive widening of its field of activities, that
1s to say, by an enlargement of its physical reach and
scope It is always striving to lower the cost
of production to the marginal producer. Its motto
must ever be, to get more business, if not right
at-home, by search for it abroad—and this always
with the chance that the greater the distance between
the producer and the consumer, the greater the possi.
ble margin of place value remaining as its individual
share. It is thus that jute from Calcutta can afford
to be charged a higher rate than say linseed. ’

This ever-present incentive to widen the market
carries with 1t a direct consequence. A market s
3 commercial area characterized by a prevalent
equalty of prices. Phenomenal development in this
respect 1s charactenistic of the present age. For many
commodities the market is co-extensive with the world
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It 18 the chosen function of transportation agents, by
rail and water, to ensure this result, to preserve an
equality of prices despite the variety of producing
and consuming conditions The steamship and the
railwdy are the agents by which the market is thus
widened and rivalries are thus equalized In transport
parlance this is known as *keeping every one in
business. "

The most satisfactory way to describe commer-
cial competition as applied to carriers 1s by concrete
illustratiois  There are two distinct vaneties or
degrees of it, whih may be denomunated primary
and secondary These mught as properly, perhaps,
be called simple and complex, or direct and ndirect.
Of these, the first concerns those cases wherein a
commodity undergoes no physical transformation bets
ween producer and consumer  Shipments are usually
direct. Only one rate is nvolved Shall Hamburg,
for example, be supplied with odseeds from India or
Argentine? This 1s a case of pure transportation,
the creation of place value alone Such competition,
although simple and diwrect, recogmzes no national
bounds. Wheat from the Punjab or nce from Burma
must be transported to London at rates that will
enable them to compete n these two commodities
with Australia and Siam respectively

The cotton mulls in Bombay mwust have their
output carried to East Afnca under conditions which
will enable them to meet the price there demanded by the
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Manchester manufacturer. This last instance, however,
introduces us to the second form of competition; in
as much as a double transportation is involved first
from the fields to the mill, and thereafter from the
mull to the consumer.

It will also be observed that manufacture now
begins to outweigh mere transportation in importance,
With low grade products, hke salt, the increment of
value due to transportation is relatively high as
compared with manufacturing costs. As the grade of
product rises, however, the difference 1a value and in
form between the raw and the finished product, render
the problem of location of the manufacture more
difficult as affected by the relative adjustment of rates
of transportation for the two. The manufacture of
timber sleepers in Burma properly results in long
carriage being applied, not to the bulky lumber but to
the fimshed product. Obviously the large propottion
of waste or common lumber will not bear a high
addition to its cost by carnage to another place,
The mam point is that the adjustment of a
number of rates may determine, not only the éenetal
welfare of the industry, but even its specific geographical
Jocation with reference to the raw material on the oe
side and the market on the other. It may here be sug-
gested that by a proper manipulation of rates, furniture
trade could be developed in Rangoon to supply the
needs of India and the neighbouring countries, '
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As a high Amerrcan official quoted by Prof
Ripley* puts it—*"It 15 the duty of transportation
agents to so adjust their freight tariffs that, regard.
less of distance, producers and consumers in every part
of thié country shall, to the fullest extent possible,
have equal access to the markets of all parts of thig
country and of the world, a result wholly impossible of
attainment 1f freight rates must be constructed upon
the scientific principle of tons .and mules” This
empirical method 1s not the quackery it may seem to be
because it forms the basis of commodity rates under
which a large part of the world's goods are transported
and which are the only ones known along the Indian
coast, forming a splendid illustration of the principle of
what the traffic will bear

Flat rates, such as those prevailing between the
ports of India and those of the United Kingdom and
the Continent, create an apparent equality for all places
aflected by them irrespective of distance—the transport
agency playing an mmpartial role leaving 1t to the
merchants to fight out their case among themselves by
competition  Flat rates are further favoured by the
ship-owner as they enable him to keép the rates high
as what the merchants to-day resent 1s not so much
high rates as that some rates are relatively higher than
others.

It is this feeling on the part of the shippers that
makes the adjustment of freight rates the complex task

* For the general theory of the subjact discussed 1 thas
chapter, the author 15 much ndebted to Prof. Rupley
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it always has been. Relativity forms the basis of ship-
ping rates, Besides it is fairly comprehensive in seope.
In addition to the relatiyity between directly competing
commodities or places, the shipping traffic managey
must regulate the rates on raw materials, the finished
products and the by-products of an ndustry; as alsg
the rates on goods capable of substituuon one far
another. A few illustrations will serve to make these
details glear, .

In the case of shipments of nseed from India to
the United Kingdom and Continental ports, it is of
great mmportance not merely that the rates from
Calcutta and Bombay should bear a certain relation,
violent fluctuations from which might injure esther port,
but'that the rates for Hull and Hamburg should be
correlated so that both ports may thrive on the trade,
In the particular case the ports are placed upon an
squal basis by the gquotation of a flat rate to U. K.
Continent. -

The question of properly correlatng the freight
rate on raw materials and the finished products made
from them, is far-reacf:ing n its results The
location and development of manufactures depend
upon it. Take, for example, the case of Europe and
India, India 1s keen todevelop its resources, not
only to feed, but to clothe itself and provide
for its other needs No sooner does it seek to
develop local mapufactures than it finds atself
exposed to competiion from the older established;
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manufactl.xrers at a distance Sometimes, even, these
remote manufacturers draw thew Supples of raw
matenal from its own fields and forests. These supplies
are then shipped long distances as raw material,
mam;f;ctured and therealter returned to sell 1n competi-
tion with the local product. A glaring example of
this pracuce 18 provided by the export &f raw cotton to
Japan which, after manufacturing cloth out of it, sells
the finished product i the Indian market m competition
with the Indian textile mills However, looked at from
the pont of view of Japan, this case stands out as
a magaficent example of the results of co-operation
between the Japanese shipping and spiuning compamies
Favoured by long experience, by abundant supplies of
capital and of skilled labour and by other advantages,
the foreigner works in keea competition against the
newly started Indian industry. The outcome of this
competition depends in part upon the policy of the
carriers  If the rate on the raw material be relauvely
low, the remote manufacturer is aided. If, on the
other hand, the rate be farly high on raw materials
‘while at the same time low on outward shipments of
manufactures the result would be the bulding up of
manufactures near the sources of natural wealth, which
are the potential homes of manufacturing

a

Not only are rates competitive as between raw
materials and the finished product made from them, but
the cucle of compettion widens even to include all
commadities capable of substitution one for another,
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A very high freight rate upon shipments of }ute from
Calcutta would favour the use of substitutes,

Ansemn the freaght rate on Indian coal might
result in the greater consumption of South African coal

even 1n Indsa.

, As sufficient attention has never been paid in India
to composing rates of freight to encourage manufactur-
ing industries, we do not find in Indian rates those small
margins that make or mar an industry as, for example,
in the mulling business, where thg margin of profit in
the manufacture of flour may be very small, an

‘infinitesimal  change 1 the freight rate may mean
success or fallure to the industry With proper
shipping facilities, 1ndia should be exporting not wheat,
but tts flour to foreign countries, Mamipulation of
shipping rates, for example, a higher rate on shipments
of wheat from Karach: than on flour, would immeds.
ately set up milling factories in the Punjab.

The obligation on the part of a national merchant
marine to protect its constituency not only 1
respect of particuldr rates, but in general conditions as
well, introduces still further complications, The
freight business of Manchester, for example, consists
first, of the carriage of raw materials and supplies
inwards; and, secondly, thereafter of the transportation
of the finished product out to the consuming markets.
Narrowly considered, it may seem expedient o
crowd the rate on raw cotton as high as thf value of
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service probably will permit, but viewed in a large
way, it may prove to be a far better business
policy to mamtan the rate on cotton, and
other staple supplies so low, that the growth of
population and production may, in the long run
yield far greater returns on the high-grade manu-
factures of the district. Turning to India, even though
the economic conditions are reversed, it may be the
better policy to hold down the rate on raw cotton in order
thereby to stimulate this great agricultural industry and
enhance the demand for the merchandise and foodstufis
which depend upon general prosperity ‘at least until
the Indian textile industry could consume the whole of
the local produce of cotton A free hand afforded
for the suitable adjustment of such apparently indepen-
dent services may contribute far more to the general
welfare than an insistence upon a petty and near.
sighted policy of extorting from each individual service
all the rate 1t can possibly endure. Traffic managers
must take a more liberal view of these great possibil
ties and consider the economic development of the
country as a whole.



CHAPTER VIL
SHIPPING INCOME,— (Cont:nued.)

CLASSIFICATIONS
AND
RATE TARIFFS.

A classification of the articles carmed is of
primary importance *in the making of freight rates
Besides providing facility of reference both to the
shipper and to the ship-owner it enables:the shipper to
know beforehand the rate of freight he will have to pay
for the transport of a particular commodity to a parti-
cular port.  We thus see that the freight rate is made
up of two equally important and distinct elements: (1)
The charge according to the character of the goods; (2)
the charge according to the distance to be traversed A
variation, therefore, in either of the two would mean a
variation in the freight rate as finally compounded.
This well illustrates the facility with which higher rates
could be charged with only a small change in any one
of the two factors: (1) The classes of commodities;
and (2) the rates according to distance,

The freight dlassification is, in practice, largely
empirical—the result of long experience in reacting to
the needs of the business community. In the main,
the cost of service, the value of the commodity and
the value of the service are elements which guide the
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making up of schedules, the principle of “charging
whé the traffic will beaf,” will, therefore, suffice to
explain many of the details of classifications Rates
are adjusted high enough to give the maximum profic
to the ship-owner, yet not so high as to keep out the
shipments of the marginal shipper. In other words,
as a witness before the United States Industrial
Commission put it: “ A fraight tanff is made as 1t is,
not because 1t ought to be that, but because it must be
that” As Professor Ripley says, “Rule-ofthumb
experience, therefore, 1s mainly represented 1n classifi-
cations of the present time ; that is to say, an adjust-
ment of freight rates upon different commodities to
suit the commercial conditions which have happened
to prevail at any given time.  All of which emphasizes
still further the need of scientific revision of these most
important schedules, preferably by the carriers
themselves, but by public authonty if commercial inertia
be too powerful to be overcome.”

Though the shipping freight classifications are
not so bewildering as those of the railways to justify
comparison to a medley of the Encyclopaedia Brittanica,
a universal stores catalogue and the customs schedule
of a modern protectionist country, the shipping
freight lists are comprehensive and complex enough
to require thoughtful attention for complete compre-
hension as a study of the classification and freight rates
of the Union Castle Line printed on page 213 will show.
It will be noticed from the tables given that the shippe
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has to consult two separate publications to get at the
rate he will have to pay for carriage from the United
Kingdom and Continent to any of the South African
Ports He first consults the classification table for the
class allotted to his article and then the rates table or
the Freight Tanff to find out what freight the article
will have to pay

Historically considered, the shipping freight)
tariffs may be regarded as evolved from the tariffs
payable for the use of canals just as the raiway,
rates are the successors of the earher road tolls ]

As regards the publication of the classification of
articles and rate tanffs, divergent practices seem to rule
in different trades and in different countries, It 1s
understood that the German Shipping Companies
published their classification and rates and made them
available to the public as easily as did the Ralway
Companies. On the contrary, with regard to the lines
controlled from the United Kingdom, with a few excep-
tions, the Enghsh Companies, though they publish
their classification and tanffs, are not wiling to let
the public have an easy access to them. They are intend-
ed more or less to help the work of the various members
of the Conference lines. The most important exception
to this general rule of not making the classificanon and
rate tables accessible to the public was provided by the
Pacific Steam Navigation Company until their continental
colleagues on the Conference prevented such publication.
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The reason given was twofold. Firstly, in the tariff
itself it issaid that the rates are subject to alteration
without notice. Consequently, if the tariff is scattered
broadcast, the people will be acting on that tanff and
there may be no end of trouble and complaints and
mistakes. The second pomnt isthat the publication of
the tariff will make it difficult to get occasionally the
higher rate than the rate specified in the tanff list as was
sometimes done. The English objection, however,
seems to be due to the fact that the publication of
the classification and freight rates would make it
accessible to a possible compettor. No doubt per-
severance will get for him all the rates but the
shipper or the broker acting on his behalf will have to
ask for the rates of all commodities—a method by no
means difficult but very hable to detection which will
show to the ship-owner that some competitive trouble

v

was brewing.

As regards the merchants themselves, it is urged
that they always know the rates on therr commodities,
being 1n constant touch with the ship-owners through
their brokers. There does not, however, seem to be any
solid ground for withholding the rates tardff from the
merchants who are thus unnecessarily made to work in
an atmosphere of mystery which is neither profitable
nor useful to the ship-owner. The publication of the
classification st will afford great convenience to them
1n their office and to their agents traveling abroad.
The publication would also provide a guarantee to the
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merchant that higher than scheduled rates will not be
charged by transfer, unknown to him, of a commodity
from one classification to another nor a preference
given toa rival merchant by that device, .

It is remarkable that in Germany where all business
is orgamsed upon a methodical basis, cargo classifications
are published broadcast among the merchants while the
British Companies, who have invested the shipping
business with an air of mystery, do not usually publish
such hsts for the information of their chents, the
hsts being known in only two of the many trades
catered for by them 3., the trade to Sox;th Africa and
the West Coast of South America. The former is printed
below in full to provide the student with a representative
classification ist. The remarhsat the end of the hst
refer to some of the scientific principles underlying the
preparation of such lists.

Classification of Commodities.

(1907.)
Class L
Arms and cartridge cases, Carpets,
Arnsts’ matenals, Cigarettes and cigars, manutsc-
Asbestos manufactur: tured tobacco.
Bedsteads, brass. Clocks not common,
Bicycles, motor cycles snd cars. | Clothing
Billiard tables. Cutlery
Blankets (cases). Dentists’ goods and instruments,
Books, playing cards and games. | Drugs and Drugnsts’ sundnes.
Brassware, Dynamos and elecinc motors,
Bridgework, over 80 . or 40 cwt. | electnc meters,
Brttama metl, clectro-plate and | Essences.
plated jewellery Fancy goods.
Chemcal products (not daoger- | Glassware, fine and plate glass.
ous). Hops.
China, Hydranhe Lifts under 40 cwt.
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Classitication of Commodities.—(Continued).

[ ndia rubber and manufactures.
Lamps, pocket and bicycle.
Leather and Leather manufac-
tures
collars.
Marble, polished
Medicines and malt extract,
Metals—Copper sheets, babbut
metal, zinc.
Musical Instruments,
Notions and novelties
Qul, not otherwise enumerated
Oilskins on deck
Packing engme.
Pamnts i oil, stans, and var-
nishes.
Paper and stationery, In cases
‘Waterproof paper i cases
Perfumery
Photo sundries and materals,
not dangerous
Pictures and prints.
Safes, Iron, under 40 cwt,

Hamess and horse

Seeds.

Show cases

Soua, caustic,

Sulphate of Ammoma,

Tarpaulins and waterproofs.

Tea.

Telegraph and telephones sun-
dries, unenumerated

Turpentme, i tins and cases.

Typewnting machines,

Upholstery and carpets,

Waterproof paper in bales,

Wines, spirits, hquenrs and bite
ters

Wire, brass and copper

Electric cables and hose.

Lamp wick

Blotting paper

Boots and shoes .

Boot pohish and boot polishing
outfit.

Belting.

Class 11,

Agncultural implements (N O.E.)

Blacking.

Blanket bales,

Boiler compound

Brdgework under 30 feet or 40
cwi,

Brushes and brushware

Canvas and canvas manufacture.

Cardboard.

Crucibles, nsulators, glass and
china

Cord and rope, vegetable and
wire, under 40 cwt, other than
mpng netting.

Emery paper, stone and powder.

Iron, packed.

Lead, white, red or black.
Machmery (N O E}
Monld fimshed and

1 4

frames
Naphthaline.
QOakum
Oil, lubricating, and cod liver oil.
Ol resin
Ol seed cake.
Onl castor
O cloth and hinoleum.
Paper (printing) 1n cases, bales
skeleton cases, rolls or reels
Provisians

Felt, tarred on deck. Road machines.
Furmture other than common Sailcloth.
Glass, gl e and | Sep

syphons Slate, enamelled.
Glue. Soap, fancy
Hardware Sugar, refined,
Hollowware and tinware Superphospates.
Horse shoes Tallow.
Incubators and rearers, Tar,
Ink, Telegraph poles, won.
Iron gates, Tents and poles,
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Classitication of Commodities.—(Continued).

Sewing machines,

Toys,

Veneer

Wax

Wheels, metal, not part of

Yeast.

Znc.

Earthenware (NOE )"
Glass paper and sand paper,
Castor oil.

machinery Tnware
Class L
Asbestos cement, Roofing.
Beer. Sash weights,
Buscuts, (Ship's) Sheep-dip (dry),
Candles. Slates (roofing),
Cotton waste. Soda (common).
Clothes pins Sulpbur,
5 Threshing machines (under 2

Cases, sanitary (earthenware ) tons weight),

Mining engmes.

Fertilizers (common),

Greasa.

Harvesters.

Binders.

Malt (1n cask, bags or cases).
Manure (common)

Mining machinery (under 2 tons

Tiles (common, loose).

Wire cages (not bird).

Wire rope (under 2 tons weight)
for mumng purposes.

Peanuts

Earthenware (sanitary),

Hay sweeps

Hardwood

weight). Lava stone,
Nauls (iron or steel), Glycenne,
Putch. Copperas.
Plaster of Pans. Galvanized 1ron arches.
Reaping machmes (under 2 tons | Wire trellis work
weight.) Belting, if shipped with gold and
Rosin, diamond machmery
Class 1V,
Basket willoware, Iron hoops
Bone dust. Iron sheets,
Bottles (empty). Iron, corrugated.
Boxes, ime.
Bnicks (looss) Matches (safety)
Butter dishes (wooden 1n crates). | Mineral water.
Chairs (cheap kd i cases). Mmeral wool
Chalk. Pickets.
Chioa (comman) in crates, Paper bags (in bales)
Drums (empty) Plaster
Fodder {bales), Soap {common),
Girders and joists {under 80 ft. | Spades.
in length and $ tons weght), | Shovels,
Handles (wooden) Scoops.
Iron angles (not parts of machw | Starch,

nery or bndgework,
Tron bars, >

Staves (f shipped on deck 3s,
less per ton.)
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Classification of Commodities—(Continued.)

'l‘lles)(common unglazed, packe

ed

‘Whiting

Windmills

Waoden bedsteads {common),

Wire (barbed and plam, per
2,240 lbs. m couls or bundles).

Frwt jars
Earthenware in crates, skeleton
cases or baskets,

Nitrate of soda i 560 ton lots
Shoes and des.
Corrugated 1ron.

Class V

Asphalt,

Asbestic sand,

Doors,

Frames,

Moulding (rough, unprotected).
Sash

Tanks (empty
‘Windows, »

Salt, 1n bags, if n cases, Class II
(goods not classtfied).

Shingles (rough woodwork for
roofing, unprotected),

Shaoks (box-boards).

Sawdust

Silex and stone blocks for lmung
tube mulls,

Rates of Freight from United Kingdom and Continent.

(1907.)

C Al East Del
Class. | Town, | “Bey |Lomdon | Natal |“ge®
so dils dls disa dls d
i 42 6142 6148 9150 0]52 8
11 30 0{80 0{87 6|87 6:40 0
111 25 0{25 0{30 0{30 032 ¢
v 22 622 6({27 6{27 630 0
\'4 20 0120 0({25 0|25 Q{27 6
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The need for cheap transport rates upon building
materials for a newly developed country requiring
various materials at reasonable prices may be seen
in the classification of doors, tanks, windows and
shmglles i class V and of tiles, girders, iron angles,
bara etc,, in class 1V thus differing from class I by
20 shillings or more. Iron gates being ornamental
are placed in class [I. Safety matches, cheap chairs
and chinaware as also wooden bedsteads intended for the
masses are put in class IV as against brass bedsteads,
carpets, fine and plate glassware included in class I and
common glassware and tinware and furtiture i class 11,
Boot polish and boot-polishing outfit are classed in No.I
not being necessities of life to ordinary people in a
country like South Africa,

One would have expected that agricultural
machinery and seeds would be i a class lower than
the one they occupy particularly in an agncultural
country like South Africa.

Blankets are classed I & If according as they are
packed in cases or in bales—presumably the former
being of a supertor kind.

Belting (ordinary) is put ia class I, but if shipped
with gold and diamond machinery, is charged at class
111 rates—a very-reasonable concession ina country of
gold and diamond mines. Similarly wire rope for
mining purposes is in class 111 while brass and copper
wires are in class I; plain and barbed wire being in
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class IV. Reaping and threshing machines and
mining machinery and engines are in class III while
ordinary machinery isn class 1.

Printing paper is carried cheaper than blotting
paper or stationery,

It will now be easily seen that a scientific
classification ought to provide a very good index to the
economic condition of the country under consideration.

It might at first sight appear strange that the
commodities simultaneously transported by a carrier do
not all pay a standard market rate on one basis only.
But the previous discussion aboutthe peculiar nature
of transport has, it is- hoped, made clear that
differenuation is of the essence of the work done.
The economic justification for the varieties of freight
rates depends upon the two main considerations of
operation and traffic. Operation determines cost,
traffic provides a measure of the value of the service
rendered. It is absolutely essent:al that an article which
costs more to handle than another should pay a higher
rate. This provides a justification for heavy packages
being charged a much higher rate than they would
otherwise have paid by weight or measurement.

It explains why it s that the haul of heavy and
machinery packages (such as locomotives and engines)
is charged a special rate for transport between any two
Indan ports. Packages weighing upto 30 cwts. pay
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the ordinary schedule rates; above that weight the
following rates are charged —

Weight of Package,, Rate of Freight.
Ower 1 tons upto 3 tons Rs 30 per ton,
” 3 ” ” 5 » ” 40 3
» 5 » » 10 " 2 50 »
” 10 » " 15 » » 60 »
” 15 »” i1 20 » » 70 »
» 20 , special rates
to be arranged.

N. B —When special gear has to be supplied to
steamers to load or to discharge lifts of 5 tons and
over, a fixed charge of Rs. 125 1s made. This
charge 15 in addition to the rate of freighe for heavy
lifts,

The following list of factors which vary the cost
of operation as sanctioned by the Inter-state Commerce
Commussion of America is reproduced here to
emphasize the fact that similar considerations affect the
warking of transport by land as well as by water :—

“ Whether commodities were crude, rough or
finished ; hiquid or dry ; knocked down or set up ; loose
or in bulk ; nested or 1 boxes, or otherwise packed ; if
vegetables, whether green or dry, dessicated or
evaporated ; the market value and shippers representa-
tions as to their character ; the cost of service, length
and direction of haul; the season and manner of
shipment ; the space occupied and weight ; whether in
car load or lessthan<car load lots; the volume of
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annual shipments to be calculated onj the sort of car
required whether flat, gondola, box, tank or special ;
whether 1ce or heat must be furnished; the risk of
handling, either to the goods themselves or other
property ; the weights actual and estimated; the
carrier’s risk or owner’s release from damage or loss,”

The justfication for classificattion from the other
point of view of the value of service 1s less easy to
understand though it is no less convincing  Itdoes not
at first sight seem reasonable that the carrier whose cost
for carriage of two commodities is exactly the same,
should charge a higher rate for one than for the other.
For example, the round logs of timber from Rangoon
haveto pay twice as much as teak timber, exported from
the same place , the rate charged on assafcetida 18 higher
than that for almonds from Bombay; the precious
metals pay more than, the baser ones; cotton piece-
goods pay more than raw cotton.  This apparent dis.
crepancy may lead some people to condemn the dis.
crimination in the freight rate based upon esther the
value of the commodity itself or the value of the
service rendered by the carrier. An examination of
the subject, however, from the pomnt of view of the
charactersstic feature of shipping economics, namely
the jount pature of shipping expenditure, a large pro-
portion of which is wholly independent of the amount
of cargo carried, will dissipate the doubts regarding the
reasonable and just nature of the principle applied in
practice. Rates of freight naturally vary with the
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prices of the articles carried. Freight rates, like
rent, are rather the effect of price movements than
the cause of them Freight rates are high because
prices are high and the commodities can bear the rate
chafged The converse of this propostion namely
that prices are high because freights are high is not
true of normal cases which are guided by the rules of
supply and demand acting freely but may come true
when the pos~51b1hty of legitimate competition 1s rendered
in-operative by the monopolistic conditions created by
the shipping conferences. ’

.

Ordinanly, however, as Prof Ripley says: “It
18 to the interest of the public that carriers should
be satisfied with relatively smaller profits from the
transportation of commodities of low price which are
in general demand. Under these circumstances
changes in price of such staple commodites as 1ron
and steel or the lower priced grains, should be reflected
in a corresponding modification of rates. Akin to
thig is recogmition of a relation 1 general between the
value of a commodity and its classification. Where,
for example, articles representing different stages of
manufacture have to be graded, it 1s but faur that the
raw material, or the partly made product should be
graded lower than the finished article. Simularly,
articles which may fairly be substituted for one another
ought to be classified with reference to their common
market value, "
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Detailed classifications of the type mentioned above,
when published, are mostly confined tooceanic carriage.
As regards the Indian Coast, 1t 1s not usual to give the
freight or classtfication lists, which are meant only for
office use, to the shippers who are merely quoted rates
for commodities in which they are interested. As a
rule, classification lists are non-existent in India except
mn the one case of the Bombay, Karachi and
Kathiawad trade, and the Indian freight hists which
give against hundreds of unclassified articles the rates
of carriage to particular ports are not circulated among
the shippers

An analysis of the Indian freight lists indicates the
following interesting features .—

Fair weather and monsoon rates, which are higher
by two Rupees per ton, are quoted for certain ports
along the coast due to extra delay to the ships during
the rainy season.

The freight rates are usually based upon the
cargo ton by weight or equally 2,240 Ibs or by measure-
ment of 40 cubic feet  Articles are sometimes quoted
according to the packing

Actds are charged in three different ways, if in a
carboy, each carboy is charged separately; if packed
in a case containing 4 jars, the freight is levied on each
case and if sent in a drum of 50 gallons, the freight 18
quoted per drum.

Bundles of akalkara, assafcetida and aloes are
charged per ton of 20 cwts., but when assafcetida is
packed in cases, the charge is per ton of 40 cubic feet,
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Bag cargo pays per ton of various hundred
weights according to the weight of the article in come
parison with its size, #.¢., the space it will occupy.

Thus bags of potatoes, googal, alum, almonds,
coffee, ground-nuts, feaves (dry), turmeric and coke are
quoted per ton of 20, 17, 186, 15, 14, 13, 12, 11 and 10
cwts.

Goods packed in cases are charged per ton of 40
cubic feet.

Products associated with one article (different pro-
ducts ansing out of one article) or the same article in
varying kinds of packing or cleanliness may have differeat
rates quoted for transport. Rates on cotton and products
connected with it well illustrate this pont. Cotton,
seed and ita products are valued in varying terms;
cotton seed is quoted at 13 cwts. per ton, cotton seed
husks being lighter are assessed at 10 cwt. a ton while
cotton seed flour following other types of flour pays per
bag not containing more than 188 Tbs. Cotton waste
well illustrates the combined case of quality and
packing, Cotton waste soiled and packed in bundles
is quoted at 10 cwt. per ton while clean cotton waste
packed in pressed bales pay at 40 cubic feet to the ton
Thus full-pressed cotton goes at 40 cubic feet to the
ton while half-pressed cotton 18 charged per bundle not
exceeding 6 cwis in weight. Cotton docras are how-
ever charged by numbers. It tnay be noted that pressed
bales of all articles are taken by measurement.
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The following rates for various sizes of empty
1ron or steel barrels will show that they are fixed not
upon their inherent value or carrying power but upon
the ship’'s space they will occupy. Itis thus that
while a 40-gallon empty barrel sent from Bombay
to Cochin is charged 10 annas, a barrel half as large
again with double the circumference will pay only
Rs 1-4-0. On the other hand, an empty barrel which
can contain 125 gallons has to pay a much higher pro-
portion of freight namely Rs, 2-4-0 simply because the
barrel having already reached the normal height at
100 gallon capacity has a larger circumference to hold
25 gallons more. The large amount of space thus
occupied accounts for the freight charge which 15 as
high as Rs. 2-4-0 per barrel. )

The unit in the case of the bag cargo quoted per
number of the pounds it contains vartes according to
the article carried.

The article is quoted as in bags not exceeding a
stated number of pounds

Barley in bags not exceeding 2 pharas

Bran , , - 140 Ibs.

Flour ,, ,, ,, ” 196 ,
w  »om w » 12,

” » » » ” 5 6 ”

Thus oil seeds and cakes (poonac) in bags are
not to exceed 188 Ibs., bran 140 Ibs, and paddy 112 Ibs.
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It 18 evident that the rate-maker has, mn fixing these
quantities, in view the space that would be occupied by
the commodity in question

Flour in bags which 1s shipped in three different
sizes of 196, 112 and 56 lbs, and the freight charged
upon 1t illustrates the principle that though shipments
of larger quantities are encouraged by lower propor-
tional rates, special sized bags or parcels have to pay
more than their proportional share of the freight,
Then taking the normal bag of flour to contain 112 lbs,
paymng annas 12 for shipment from Bombay to Cochin,
we find that the bag with 193 1bs. pays oiily four annas
more, t.¢, Re. 1  With the smaller size, however, the
case 15 different, As there 18 in Cochin a particular
demand for bags of 55 1bs of flour, the freight charge
per unit is not 6 annas, but is rated at 9 annas as it
meets a particular requirement  One more dlustration
of what the traffic will bear'

Whole and crushed bones are quoted per quanti-
ties of 50 tons and above, each tume rising by 50 tons.
It is noteworthy that there is a graduated reduction of
8 annas per each piogressive growth of 50 tons
{18 rupees) upto 450 tons beyond which there is a
uniform rate of Rs 13-8 0 per ton.

Sometimes the nature of the cargo necessitates the
introduction of special clauses 1 the Bill of Lading
Thus the relative bills of lading for glass, and earthen-
ware are usually marhed *ship not responsible for
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breakage ," those for oil “ship not responsible for
leakage” For more examples, see p. 117

Shipments of cattle call for special terms which

usually run as follows *—

(1) Steamer not responsible for mortal‘ity or injury

@

@)

)

(5)

(®

howsoever caused

Fodder and Iitter to be provided by the shipper and
water to be supplied by the steamer.

Any fodder carried under deck to be charged
freight at the rate of Rs, 15 per 40 cubic feet.
Fodder carried on deck (subject to space being
available) to be carried free. Steamer not
responsible for loss or damage to fodder.

One attendant for each 10 animals to be carried
on deck at Rs 20 each, steamer supplying
water only. Food if required to be supplied by
steamer at Re. 1 perhead perday, as supplied
to lascar crew

Half the proportional freight per head of cattle to
be charged on new ones born duning voyage,

Any mats, wooden battens or other fittings required
to be supphed by shippers.



CHAPTER VIlI
PASSENGER TRAFFIC.

B ]

‘As the passenger service deals with the transport
of human beings, and not animate commodities, 1t
is but natural that different considerations should operate
m the treatment of that traffic as contrasted with the
cargo trade. The great desiderata in the freight service
are economy and safety; in the transportation of
passengers, safety, speed and comfort—safety first and
foremost, speed irrespective of cconothy and comfort
according to payment made,

Ag safety 15 the most essential pownt n passenger
traffic all ocean passenger vessels are to-day equipped
with the latest means of securing it, namely steel hulls,
transverse and longitudinal water-tight bulkheads, steel
double bottoms, two to four screw propellers, hfe boats
and lfe-saving apphances, fire appliances and trained
men capable of using them, efficient wireless service, etc.
Speed and comfort are, however, matters that provide
scope for healthy rivalry which, in the Atlantic trade,
has led to various phenomeﬁal improvements The
Atlantic passenger hiner thus sets the requisue standard
of judgment on all matters related to passenger traffic.
As regards speed, the time tahen for the Nocth Atlantic
passagre has been reduced by more than half since the
days when, in 1856, the Persia crussed the distance
between New York and Queenstown in 9 days 1 hour
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and 45 foinutes; as against which the modern record
of the Wauretansa for the same distance is 4 days, 10
hours and 41 minutes It was in an effort to better
the later record by sailing the Great Circle that the
Tetanic, according to one versioh, met herdoom in
1913. In March 1914, however the Lusuanza made a
recordday’s run of 618 knots at an average speed of
nearly 264 knots an hour, thus beating the previous
record of the Mauretanza which was 614 knots per
day. As regards comforts, the luguries provided on a
modern Atlantic hiner equal, if they do not even surpass,
those provided by first-class hotels m the big cities of
the world,

The size of the linersand the accommodation
available for the passengers 1s also upon a proportion-
ately large scale. Their gross tonnage varies between
20,000 and 56,000 tons and the largest steamer now
afloat the Mayestzc, ex-German Bismarek, measuring
956 feet and 56,551 tons and now belonging to the
White Star Line, carries more than 4,000 passengers

The passenger liners on the Eastern run are,
however, not so large because only steamers with a
limited draft, namely 80 feet, can cross the Suez Canal,
All the same, the new M. class of steamers belonging
to the Peninsular and Oriental Steam Navigation
Company with a gross tonnage of over 20,000 tons
have beaten all earlier records regarding size and
passenger carrying capacity in the Indian ocean.
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The provision of the speed and the comfort, the
safety and the size which distinguish the modern liners
from therr predecessors naturally augments the cost
of thewr construction. Before the war, in 1913, the
approximate cost of building a fast mail and passenger
liner ranged, according to the esumates of the Liverpool
Steamship Owners' Association, from 4 30 to £ 35 per
ton gross as against the £ 12 to 4 15 for a cargohner.
Now that the cost of ship construction 1s reverting to
the pre-war level, a modera 50,000 gross ton passenger
steamer of the type running in the Atlantic, such as the
Berengaria, the ex-German Imperator, taken over at
the Armistice by the Cunard Company, would cost
about £ 1,500,000, If she becomes a public favourite,
it would not be a difficult matter for such a ship to
make a gross income of about 4 70,000 per voyage as
against £ 33,000, the cost of running, thus making a
profitof about £88,000 per voyage. Of course in times
of dull season the rate of profit would be reduced or
even for a few weehs the steamer may run at a loss,
But taking the whole year, or say rather eleven months
because one month must be set apart for overhaulng,
such a steamer 18 calculated to show a profit of
£ 2,50,000 per annum. With depreciation at 5 per cent,
amounting to £ 75,000 and with £ 25,000 set apart
for overhauling charges, the net profit of £ 1,650,000
would give a return of 10 per cent, upon the capital
invested in the ship. Of course, thisrate of profit cannot
always be relied upon; but it must be remembered
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that these leviathan ships, the greyhounds of the
Atlantic as they are called, are not built merely to make
a profit but to give the company owning them the
advertisement derived from the world talking about
these wonder ships, It may here be mentioned that the
state too encourages, in various ways, the building of
these colossal ships with a view to utilising them
for varions naval purposes in times of war. The
continuous and normal profits of the passenger business,
however, go to the medium sized vessels between
15,000 and 25,000 gross tons that do thewr work
unostentatiously.

It is a common maxim of passenger traffic,
whether by rail or by water, that third class rates pro-\
vide first class returns Thus a large proportion of
the earnings of passenger vessels, whether oceanic or
coastal, 1s derived from the steerage or deck class of
passengers. The preponderance of their numbers
accounts for the handsome nature of the profits derived
from that traffic whether in the Atlantic or the Indian
waters, As regards the former, according t{oa com-
petent authority, “In 1913, before the war disturbed the
passengervbusmess, 757 per cent. of the westbound
and 65'8 per cent. of the eastbound passenger traffic
and 72 9 per cent, of the total North.Atlantic passenger
traffic was third class or steerage. But 84 per cent. of
the total number of passengers traveled first class and
187 per cent. traveled second class.” *

* Prof Huebrer “ Ocean Steamship Traffic Management.”
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The importance of the non-cabin passengers is so
great that it has been thus commented upon by a
commuttee of steamship owners before the American
Congress Commuttee on the Merchant Marme and
Fisheries *The steadily increasing immgration, together
with the patronage of those who wish to rewvisit thewr
homes abroad, furnishes a steady steerage traffic which
demands and receives the most painstaking attention of
the lines, Itis the very hfe-blood of the bustness, so far
as these superior boats are concerned, without which
their existence and further operation would become
impossible.” .

Equally strong financial support is given by the
deck passengers to the ships carrying them along the
coast of India. Unfortunately for them, however, the
British shipping companies now engaged in the trade
do not devote their * most painstaking attention * for the
comforts of the deck passengers whose number reached
in 1919-1920 the huge figure of 2,107,567. The only
other country in the world where the deck traffic exceeds
two mullions of passengers is the United States of
America. Yet, the Government of India would seem
to be negligent of the interests of this large body of
men for no steps_are yet taken to carry out the recom-
mendations of the Deck Passenger Committee which
reported in the summer of 1921,

Normally, however, the interests of the deck
passengers are, theoretically at least, properly guarded by
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their respective Governments through legislative enact-
ments. The American Passenger Act of 1882, as
amended to date, regulates the maximum number of
steerage passengers that may be carried by American
vessels, and prescribes the minimum space per passenger
on the various decks Italso regulates hight and air provi-
sions, medical attention and cleanlness, the privacy
of passengers, etc The observation of the varous
provisions 1s guaranteed through inspection by the
Collectors of Customs

The deck-passenger traffic along the coast of India
also is worked under certain conditions as regards space,
water, étc  Each passenger ship s licensed to carry a
certain number of passengeis indicated 1 a certificate
called Certficate A 1ssued by an officer spectally appointed
by the Government for this purpose. The duties of
this officer are to 1nspect a passenger vessel and her
fittings as also the provisions and stores carried by her.
He 1s authonsed to issue two Certificates A and B
without either of which the Port Officer will not grant

a port clearance to the master of a passenger ship.

e
Certificate A states that the ship 18 seaworthy

and properly equipped, fitted and ventilated, and the
number of passengers which she is capable of carrying
in fair and foul weather in each part of the ship, includ-

ing the cabins  This certificate is sssued every year,
N
Certsificate B states (a) the voyage which the

ship is to make and the mntermediate ports, if .any, at
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which she is to touch ; (¢) that she has the proper com-
plement of officers and seamen , {¢) that sufficient food,
fuel and pure water, over and above what is necessary
for the crew, have been provided on board to supply
the' needs of the passengers during the proposed
voyage , (#) that, in foul weather, the ship 1s furmshed
with substantial bulwarks and double awuaings as
protection against the weather. Before Certificate B
15 granted the officer in charge must be satisfied that
the ship has not got on board any cargo likely from its
quality, quantity or mode of stowage to prejudice the
health or safety of the passengers. The last provision
" demands a particular care with regard to the cargo
taken on board a passenger vessel as Certificate B,
whick ss tssued before eack voyage, may be withheld
by the officer on the ground of harmful cargo, likely to
Jeopardise the health or safety of the passengers.

It may here be noted in passing that a passenger
ship must have these two certificates prominently

posted 1 a conspicuous part so that all passengers
may know their contents.

In so far as the Indian passenger traffic is particu-
larly regulated by the Government, great importance
attaches to the Native Passenger Ships Act of 1387
and the rules and regulations made under it. This Act,
which repeals the earher enactments of 1876 and
1883 bearing on the subject, divides a voyage—which
is defined as the whole distance between the ship's

port or place of departure and her final port or
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place of arrival—mto two, short and lopg.  This
distinction should be carefully noted as the varous
rules etc., vary according to the kind of voyage.

A Short Voyage means any voyage duning which
the ship performmng 1t will not 1n ordinary circumstances
be one hundred and twenty hours continuously out of
port. Therefare for a steamer running 12 knots per
hour, the longest short voyage would be from Bombay
to Pondichery 1417 miles, or from Bombay to Bushire
in the Persian Guif 1406 miles, or from Rangoon to
Tuticorn 1389 miles, in other words a short voyage is
one which an ordinary steamer running at 12 knots
may accomphsh-in five days. A4 Lowg Voyage, on the
other hand, 1s any voyage during which the ship per-
forming 1t wll, 1n ordinary circumstances, be one
hundred and twenty haours or upwards continuously out
of port, It has been recommended by the Deck
Passenger Committee that this period should be reduced
to seventy two hours or direct steamuing for three days.
The same Committee have also drawn the follow-
ing conclusions from a study of the available figures
regarding the Indian deck passengers “—

(i) “that the conditions on “Short” voyages are
the ones calling for study, since the “ Long ” voyage is
Row a rarity,

(n) that three-fourths of the “Short” voyages are
from one port to another in the same province,



235

(ui) that more than half the passengers carried
in India are carried from one port to another of the
Bombay Presidency,

(xv) that the total volume of the trade has doubled

within the past 30 years, in spite of the extension
of railway facilities.

As most of the voyages along the coast of India
are short voyages, the rules governing them are fully
analysed below.

(1) For seasons of fair weather, a ship per-
forming a short voyage shall contain in the between-
decks at least six superficial feet * and thirty-six cubic
feet of space available for every between-decks passenger
and on the upper deck at least four superficial feet
available for each such passenger and siX superficial
feet available for each upper-deck passenger

(2) For seasons of fow/ weather, a ship per-
forming a short voyage shall contain in the between-
decks at least nne superficial feet and fifty four cubic
feet of space available for every between-dechs
passenger and on the upper deck at least four superficial
foet available for each such passenger and nine super-
ficial feet available for each upper-deck passenger.

(3) But ia seasons.of foul weather a ship shall
not carry upper-deck passengers unless she 1s furnished

* It should be observed, however, that the Native Passenger
Shups Commissian of 1890, after practical experiments, came to

the conclusion that at least mne superficial feet were required
for a passenger to he down comfortably.
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with substantial bulwarks and a double awning or
with other sufficient protection against the weather,

The classification of short voyages made by and
the space allowances provided for passengers under the
Act of 1887 may be 1llustrated as follows .—

(s} Srort VovaGE—FAIR Srison.
Each upper-deck passenger is allowed 6 sq. feet.

Each between-deck® passenger is allowed 6 sq.
feet 1n addton to 4 sq feet of aming space totaling
10 sq. feet.

Now if the between-deck space is 1000 sq. feet
and the upper deck space 700 sq. feet, the number of
passengers allowed i the ‘tween-deck would be
10006 166. Each such 'tween-deck passenger will
also have 4 +q. feet aring space reserved for him on the
upper deck thus 4 x 166==661 sq. feet.

The balance space then available on the upper
deck will be 700—664=386 sq. feet.

The number of additional passengers on the upper
deck would then be 36 +6 —=§.

Therefore the total number of passengers allowed
will be 168 + 6=172,

* A 'tween deck may be described as any lower deck with
onply artificial ighung and ventilated by means of veutilators
from above.
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(4) Smort Vovaee—FouL SEason

Each upper-deck passenger 1s entitled to 9 sq
feet,

1 Bach 'tween-deck passenger 1s entitled to 9 sq.
feet n 'tween-deck and 4 sq. feet awring space on the
upper deck.

As the space 1n the 'tween-deck 15 1000 sq. feet
and in the upperdeck 700 sq. feet the number of
passengers on the 'tween-deck will be 1000 +9=111.

Each one of these will also claim 4 sq. feet from
vpper deck space, thus taking up, 111 x 4=444 sq.
feet. The balance space then available on upper deck
will be 700—444==236 sq. feet, in which the number
of passengers accommodated will be 256 ~ 9=28,

The total number of passengers for the whole of the
available space will thus be 111 4+ 28=139.

At a glance, then, a steamer can carry in fair
weather 172 passengers and mn foul weather 139
passengers.

Further toillustrate this rather intricate calculation,
another example may be added.

A ship with 100 superficial feet available between
decks and 70 superficial feet on the upper deck would
carry in fair weather a maximum of 17 deck passengers,

*
Between-deck  space, 100 sq feet, will take
100 + 6=18 passengers.
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These passengers will claim for airng 4 sq feet
per head from the upperdeck space of 70 sq. feet
leavirg the balance of 70—64=+6 sq feet which will 6
take 6 —8=1 passenger, totalling 17 passengers

The same ship in foul weather will carry 13
passengers thus :

Between<deck space 100-9 11 upper deck
balance space 70-—(11x4) 44—26-9=2, totalling
13 passengers.

This meagre space allowance, to each deck-
passenger of six feet m fair and nine feet in foul season
leads to the overcrowding of the passenger boats
which has a very mjurious effect upon the health of the
travelling public, to say nothing of the serious sk to
Iife in case of an accident. The passengers are
cramped for space and the air they breathe 18 foul,
Proper ventilation 1s conspicuous by its absence and the
extent of the harm thus done to the passengers will be
evident from the following extract giving the minmum
amount of ventilation required for pure air.

“A certan amount of fresh air has to pass
through a given air space in a fixed ume in
order to maintain a certain degree of purity. The
amount has been fixed at 3000 cubic feet for each
healthy person in an hour. Before considering the
apphances of moving this air, we must consider
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what should be the munimum size of the air
space through which the fresh air has to pass.

“ This will entirely depend upon the rate at which
air gan be taken through the space without the move.
. ment being perceptible or mnjurious

# Thus a space of 100 cubic feet must have its air
changed thirty times 1n an hour 1f 3000 cubic feet of air
are to be given while a space of 1000 cubic feet need
only have it changed three times 1n an hour for an equal
ventilation ".*

] It follows from the above that when the area
allowed 1s 36 cubic feet as 1s the case under the Native
Passenger Ships Act of 1887, the air would have to be
changed about 84 times in an hour without the move.
ment being perceptible or injurious The ar in the
ship cannot change 84 times 1n an hour, but if 1t did,
1t would be very injurious to health.

The unsatisfactory nature of the ventilation,
particularly in the ‘tween-decks, 1s also commented
upon by the Deck Passenger Committee who have
recommended that the Bengal Rule—“Exclusive of
hatchways, natural ventilation in the ratio of 5 sq.
inches to every statut¢ adult should be fitted to each
between-deck compartment 1n which passengers are
carred."—should “be applied m all cases. The
Committee have, moreover, recommended a higher space
allowance per passenger, varying from 9 feet to 15 feet,

* Dr. Parkes’ * Manual of Hygiene ”
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according to the nature of the voyage. * For purposes
of comparison, it may be stated that the space allowed to
the lscars under the Indian Merchant Shipping Act
is 12 superficial and 72 cubic feet (the 72 cubic feet
being made up of 12 Superficial feet multiphed by the
height of the 'tween deck’s, 6 feet); and that the
English Merchant Shipping Act allows a European
crew 15 superficial feet and 120 cubic feet of space.

Next in importance is the question of the fresh
water supphed to the passengers. The Government
rales allow one Impenal gallon of water per day for
each deck passenger. But it 1s desirable that each ship
should carry about 10 to 12 gallons per day per head.
It is_usual, therefore, for a steamer accommodating
2000 deck passengers in addiion to the saloon passen~
gers, to carry about 190 toas of water. Besides 1t would
have about 140 tons of fresh water for the use of
engines and past of this may be drawn upon for passen-
gers' use, if necessary All the same it would be advisable
to carry a condenser for emergency purposes.

In order to provide the maxumum of faciines to
the passengers n this respect, it is necessary to provide
a continued supply of water day and night which may

* The Cc have divaded voyages into the followwmg
six classes with respective space aliowances per deck passenger
(1) Short voyage, festival seasons, 9 feet, (2) short vovage, non-
festival season, 9-5 feet, Indian members recommending 10 feet,
(%) short voyage, Bombay coast, fair season, 11 feet ; (4) shert
voyage, fair season, 11 feet . (5) short voyage, foul mn,u
feet ; (6) long voyage of 72 hours, fare and foul seasons, 15 feet

It may be poted that these space allowances are recom-
mended on a flat basis withcut anng space, which is to be
abolished.,
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be done by nstalling at proper places say six water
taps worked by a lever arrangement so that when nor
pressed by hand, the supply would automatically cease
and thus prevent the needless waste sometimes caused
by careless passengers.

The number of the water taps required may be
fixed at one per every 300 or 350 passengers Where
owing ta the length of the voyage, the taps cannot be
kept running throughout the day, they should be kept
open at least three ymes a day for two or three hours
at a time. - .

In the mornings there is a very much larger rush
for water and therefore the taps and pumps must
remain open for at least three hours and at noon and

in the evemng for about two hours at stated umes.

The fresh water supply should be kept in charge,
say, of the carpenter assisted by one or two gunners, if
necessary But these men must be carefuily watched by
the Chief Officer to prevent their stopping the supply
of water to earn small gratuities from needy passengers
when the taps are reopened for their use.

Passengers"should also be allowed an unrestricted
supply of sea water for bathing.

Santary arrangemerits are provided for under the
Native Passenger Sh ps Act as follows:—Two latrines
for the first hundred passengers and one for each succeed-
g hundred or part of hundred, thus giving 111atrines for
1000 passengers and 21 tov two thousand and so on.
The fhgures sanctioned by law have been found
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madequate and the steamers of to-day usually have a
larger number of latrines than thatstrictly required by law.

The Deck Passenger Committee have proposed a
scale of two latrines per 100 passengers, thus providing
20 places for a ship carrying 1000 passengers. On any
ship the maximuin need not exceed 60.

To secure complete cleanliness in this part of the
ship, it would be necessary to have a continuous flow of
water secured by some sort of automatic flushing
arrangements It should be attended to by the Topas,
under a serang carrying out instructions from the
Doctor and the Chief Officer who should be particularly
asked to supervise the men with a view to prevent any
latrines being closed to be reopened on payment of a
small buksheesh by a passenger in need.

Let us now turn from the facilities provided on
passenger steamers to the passengers* themselves
Much need not be said here about the cabin passengers
who, wirether tourists bent on pleasure and sight-seeing
or travellers dominated by the Wea of making money,
are I a postion to meet all thewr requirements by
paying the usual charges and are not likely to be
exploited without their knowledge. The deck passen-
gers, however, are generally not rich enough or bold
enough to instst upon their rights to bare necessities
even though they may have paid for them. As we have
already seeri the Aflantic services are, to a large exfent,

*Passengers by plgrim ships, forming & separate class by
themselves are not treated here separately. The Haj pignims
from Bombay, for example, nre carried under special conaitions
mmposed by the Government,
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mamtained by the emigration Lraffic «. e, the poorer
cluss of Europeans who go out to America to carve
out for themselves careers denied to them in the old
world,  As the stream of emigrants has been going” on
for Mmany decades, the counter stream of the descendants
of the proneers has also begun and provides stability to
the passenger traffic both ways, though naturally the
westbound traffic is much larger and more important
than that bound eastwards, The nature of the furmel
will be easily realized by a glance at the followimng
table compiled by the Departmental Commuttee of the

British Board of Trade.

Emigration and Emigration 1912-1913.

COUNTEY WHLNCE ARRIVED
INTO. United Austris Other
K inedom BUBein | Hung | Kaly | Gpain. | coun Total.
= ary trics
US A (Yearended i
30th Juna 1913) 88,000 { 301,000 | 255,000 [ Ju6,0u0 |N 8. D\ | 298,000 1,198,000
COanada (Year ended
S1ab March 1918 ..§ 165,000 | 21,000 | 22,0001 17,000 [N 8. D 52,000 {* 263,000
Argentina  (Year
oruied Blat Lecem-~ -
bor 1919 e . 3000 [N 8. D | 7,000 81,000 | 166,000 60,000 | a23,000
Braril (Year endod { -
;.,“S.i 1913 . $ovo (N 8. D IN 8. D1 12,000 {112,000 35,000 1 150,000
Total HL000 [I12000 ] 2o H000 | 5,000 [ 3750001 132,000 19 1,000
19 % 1% 20 uy Fixd * g

N R 1. Not separately dintinpuished and induded unde the Lead ‘og oths

countries,

* This fiyure includes 77,060 Portuguees,
+ Thig fgure doss not frolude 139,000 b
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»
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Russia, it will be seen, provided the largest
number of emigrants across the Altantic of whom about
937, migrated, before the war, to the United States

of America. -

Another interesting feature of this passenger traffic
is the great part it has played in the development of
the German mercantde marine. The emergence of a
new power or patent, the establishment of a new trade
ot industry has often helped to create and develop the

merchant fleets of various maritime countries  Justas

the introduction of steamships of iron and steel caused
the development of the British mercantile marine and
the gradual decline of the American ocean fleet which
relied a bit too long on the clipper ship bult of wood,
similarly the swing of the pendulum, indicated by the
increase in the number of emigrants to America from
the continent of Europe as against those from the
United Kingdom, helped to create a hew rival in the

German mercantile marine,

The following statement based on figures published
b} the Immugration Bureau of the United States of
America clearly brings out the gradual transfer of
steetage traffic from British to Continental ports .~
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Average annual immigration into the U. S. A. from various
countries during the years 1825.1914.

Average Annual Immigration from

(2’:‘::‘1:?: Al 1 Unfted | gen | oandl- Austria

““"’: dx‘:;r many | navia, Tialy Hungary Russis. | Balkan
1898—384 | 32,000 | 14,000 4,000 .. e
188644 | 71,000 [ 41,000 | 19,000 . o -
184554 | 284,000 | 168,000 95,000{ 39,000 .. . -
18854 | 150,000 | 79,000 | 49,600| 2,000| 1,000 " e
1866=T74 | 834,000 | 134,000 | 113,000{ 322,000| 8,000 8,000] 2,000
1875—84 | 389,000 { 103,000 108,000 |  45,000{ 13,000 | 17,000; 10,000
188894 | 458,000 | 119,000 | 98,000] 56,000 47,000] 48,000 38,000
1805—04 | 463,000 | 85,000 28,000 | 88,000 | 114,000 | 102,000 ] 77,000 | 18,000
1908—14 (1,018,000 96,000 | 84,000, 41,000 | 390,000 | 385,000 | 199,000 | 87,000

The table indicates how, during the ninety years
under examination, the United Kingdom and Germany
were, for the first twenty-years, the only countries that
provided the bulk of the emigrants , while duriag the
last twenty years their place was taken by Italy,
Austria-Hungary and Russia. The continuous growth
in the figures for the later couantnes is 2 marked feature
of the statement. During the early years of this traffic,
it was but natural that Great Britain, with her pre-
ponderance of emigrants, mostly Irish, and the
geographical advantages of a central positiondominated
the passenger waffic. In 1845, however, Germany's’
annual average for the decade jumped up to 95,000
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-as"against 19,000 of 1844, Moteover, this period coin-
cides with the establishment of the Hamburg America
and the North German Lloyed lines which naturally
flourished with the growth of the German emigration
traffic, When, however, in the nineties the number of
German emigrants began to fal] and it was found that the
number of emigrants, from Russia, Austria and Italy
was growing by leaps and bounds, the German
Government seems to have decided to secure to the
German shipping companies this new traffic which
the North German ports, owing to their geographicaily
favourable position, could handle very satisfactorily.
In 1894, therefore, control stations were established
along the Russian frontier ostensibly to prevent the
‘spreadf? by the Russian emigrants passing through
Germany, of the' epidemic of cholera which had then
broken out 1n théir country, but really to draw to the
German ships the huge passenger traffic not merely
of Russia, but with the development of the control
system, of Austria, Italy and the Balkans, That this
was the real aim of the control stations became gvident
when the management of these stations was vested in
the Hamburg America and the North German Lioyd
lines which were directly interested in the emigration
traffic. Moreover, new control stations, irrespective of
any epidemic, were being erected from time to time,
the last one being estabhshed at St. Ludwig i 1910
The system of control stations may, therefore, be
regarded as an indirect but very effective state aid tq
national shipping.
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The success of the German effort to develop a
mercantile marine by means, among others, of the
passenger traffic found willing followers ip Austria and
Hungary whose ports Trieste and Fiume were, before
the Preat war, busy centres of traffic provided by the
large number of their nationals emigrating to America
Now that these ports have been handed over to Italy,
the Italian shipping lines are leaving no stone unturned
to capture the passenger traffic emerging from ther
own and neighbouring countries, In fact to-day, the
passenger business, particularly when concerned with
the carriage of nationals, 1s regarded as a main factor
.in the development of a national merchant marine,
The moral of this principle when it comes to be
applied 1o India is obvious—namely that the carriage
of Indian passengers along the coast of India should
be gradually reserved exclusively for Indian vessels.

, The passenger traffic in India is, in pomnt of
numbers, second only to that of the United States of
America,

The total number of persons who left Indian ports
in native passenger ships under the Act of 1387 was .—

In the five years ending 1895-96 6,411,126
" » 1900-01 6,713,039
. " 1905-06 8,621,688
n " 1910-11 11,818,413
" " 1915-16 12,196,764
The number in each of the following years was :—
' 191415 2,112,818
1915-16 2,203,681
1916-17 2,089,562
1917-18 1,856,627
1918-19 1,998,851
1919-2¢ 2,107,567
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This vast traffic is composed of two main
geographical branches (1) the Western and (2) the
Eastern, or, the Bombay and the Bay of Bengal lnes,
It is remarkable that these two divisions also
correspond with another classification based upon
voyages namely (a) from and to the ports wethin
a province and (b) from and to the ports without
a ptovince.

As regards (a) Bombay, whose contrast to Madras
in this respect is remarkable, holds a predominent
position in the whole of India as the following figures
will show at a glance

Statement of thbe number of passengers from and fo
the ports within an Indan province.

Bombay &
Sind.

Burma. | Bengal. | Madras.

1909-10 | 1,322,720, 48,115 28,047 2282
1910-11 | 1,600,547 49,166, 29,807] 2,057
1911-12 | 1,524,026] 51,959 28,069 1,562
1912-18 | 1,561,090( 49,697 33,359 1,465
1913-14 | 1,601,302 56,997 381,370 1653
1914-15 1 1,239,178 42,2400 98,081 1,051
1915-16 | 1,304,352 34,532 23218 794
1916-17 | 1,281,847] 28,180 18,663 363
1917-18 1,200,00% 37,252 16,539 184
191819 | 1,298,452 381,227 26,058‘ 204
15,933.21 | 429,365 263204 11,615
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As regards (b) the provinces bordering along the
Bay of Bengal may be said to claim almost the whole
of such traffic while Bombay has hardly .any traffic
deserving to be called inter-provincial, though it far
exceeds the other provinces in the total number of
passengers carried. This will be clear from a
comparison of the following statement with the ane
given above.

Statement of the number of passengers from the ports
of one Indian proviace to those without
the provinge.

v

Bom-
Bihar &

bay &
Onissa. Sind,

Burma. | Bengal. | Madras,

1009-10 | 887,324 189,352 150,856 43,296| 5,526
1910-11 | 220,017| 171,155 145,900, 40,169( 4,68l
1011-13 | 221,218) 164,968 149,863 31641 4,618
1912-18 | 215,083] 175,861 125756] 26,076/ 4,338
1913-14 | 267,130 204,208 150,779] 33,159 4,472
1914-15 | 208,231 188,357 97,269 81281 3,862
1915-16 | 190,993 180,955 124,637 26,607 8,598
1916-17 | 189,728 134,226 80,968 15779 4,022
1017-18 | 173,437 125,393 65378 13,716 8,988
1918-19 | 125,241) 150,239 96,788 22,978 5,830
9,147,39311,684,614{1,188,189] 284,702 44,335
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The eomposition of inter-provincial traffic will be
evident from the following actual illustration which 1s
typical of how various numbers of passengers from
the eastern coast ports might embark on a steamer
bound for Rangoon , —

The steamer leaves Madras for Rangoon via
CGoconada and other Coromandal ports with 786 adults
and 86 children (43 Adults on the basis of two children
to one adult). At Coconada, she takes 630 adults and
12 minors (6 adults) The next port, is Vizagapatam
where she takes 411 adults and 84 children (17 adults);
next at Bimlipatam 97 adults and 8 mmnors (3 adults)
embarked. Calingapatam was the next port where 502
adults and 56 minors (26 adults) came in j then Varvar
333 adults and 21 menors (I1 adults); Gopalpur 379
adufts and 15 minors (8 adults), thence straight on to
Rangoon with a complement of 3303 passengers.

The deck passengers along the Indian coast
though usually manual “Iabourers are not necessarily
confined to that class, Wellto.do artisans and sub-
stantial traders are known to travel on deck in the
absence of intermediate accommodation which, though
not beyond ther means, would just cater for their
wmforts. This is particularly the case in the Bay
of Bengal where there 1s no provision for the better
class of deck passengers \Where, however, a reserved
deck has been- specially allotted to them, as in the
Bombay to Karachi-and mtermediate services, full
advantage is taken of the facilities provided. The rest
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of the Bombay deck -traffic consists of the labourers
from the south who come up to Bombay to seek
employment in the mills, the docks, the railways, and
the engineering works of the city

*'The great bulk, of the deck passengers along the
western coast is carmed by the steamers of the
Bombay Steam Navigation Company which has a
fleet of 24 small steamships, half of which are mixed
cargo and passenger vessels while the rest are for
passengers only, This fleet 1s supplemented by the
two steamers belonging to the Indan Co-operative
Navigation and Trading Co., Ltd., whose shares, as its
name implies, are mostly distributed among the. class
of men who travel ag deck passengers. The steumers
wn this traffic have beea specially designed fcr the
purpose. They are of light draft, short length and
a low free board, There are two upper decks and a
small 'tween deck—an arrangement which under the
existing rules admits of a large number of passengers
being ciarried.

The direct service from Bombay to Karachi,
however, is mamtamed by the large steamers belonging
to the Bntish India Steam Navigation Co. which has,
moreover, 2 monopoly of passenger traffic in the Bay
of Bengal. Rangoon is the chief centre of this traffic
which radiates to and from the east and the west of the
Bay. Owing to its geographical posttion, Rangoon
has become one of the largest and the most important
immigrant ports in the world as 18 seen from the
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fo’llowing statement of its passenger statistics for
15 years ending with 1919,
Rangoon Passepgers.

} Arnvals, Departures. Total,
1905 396,832 274,643 601,475
1906 291,751 260,280 552,081
1907 239,701 226,966 465,687
1908 252,075 227,568 479,843
1909 | 256,482 192,801 449,283
1910 268,107 217,111 485,218
1911 289,445 221,981 511,426
1912 256,985 240,917 497,802
1913 313,089 271,687 684,726
1914 216,841 73,242 290,083
1915 291,968 198,715 490,683
1916 229,865 200,898 430,763
1917 206,789 216,910 423,899
1918 238,138 206,280 444,418
1919 271,453 200,646 472,099

Of these a very vast majority are Indian deck
passengers. They play a large part in the economic
life of Burma and their importance may be guaged
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from the following recorded opinion of the Rangoon
Chamber of Commerce

% Burma has to very largely depend upon India
for the all important labour su;;ply with which to
move her harvests, to man her industries, to deal with
her shipping, to provide railway servants and domestic
setvants and to supply coolies for general purposes.
As matlers stand, the supply does not equal the
demand, with the result that wages 1 Burma are far
above the Indian Ie;vel.”

The following classes supply the main portion
of the deck passengers (in order of therr importance to
Burma):~—(1) agricullural labour; a great deal of
agricultural labour connected with rice, the most
important export crop of Burma, is provided by
Indian deck passengers, whilst the further stages in the
preparation and export of this commodity depend
directly, and so far as the white rice, the foreign
export, crop 18 concerned almost solely, upon them
first in the mills, secondly on the Rangoon wharves,
and in the stream; (2) skslled ndustrial workers; the
non-European element in the chief organised industrial
concerns of Burma, such as the Burma Railways Coy.
the Burma Ol Company, the Irrawaddy Flotilla Com-
pany, etc. is mostly Indian, (3) wnskslled indusirial

torkers; here, too, the percentage of Indians is large;
(4) the lower grades of merckamis in therice and the

piece-goods market as also of medical and legal
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iuramitmners, and (B} clerks in Government oOffices
and business houses, !

The busy seasons for deck passetigers are, for the
outgoing steamers, from. the middle of March to the
mddle of May, and for the incoming steamers, from
the month of September to the month of October.
But since the war a change has come about and the
busy season now overlaps the monsoon season , there
1s thus a more or less contiuous flow of deck
passengers to and from Rangoon throughout the year.

Turming now from the nature of passenger
traffic to the fares for passages, we find that
they are generally divided into three welldefined
classes :—first-class, secondeclass and deck or
steerage, Owing to the short passage between most
of the Indian ports, the tickets are further sub-divided
wnto those without food and with food which may be
Indian or European, the latter bemng provided princi-
pally for mndigent Europeans travelling between India
and Burma. There 13, however, a great demand on
the part of middleclass Indans for an intermediate
class or reserved deck without food which will enable
them to travel in greater comfort than thelabourers who
form a very large proportion of the Indian deck
passengers. If instituted, the two classes of deck
passages weuld be analogous to the two sections into
which the steerage passage from Europe to America s
classified, one for the immigrants and the other called
ihe third class, meant {or steerage passengers who are
not immigrants.
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The European stecrage business is, as stated
before, a very profitable one. The rate of passage-
money including food is about one-third the average
fare charged the first and secondclass but the steerage
passenger does not occupy as much room 1n propor-
tion and costs relattvely less to feed Similarly the deck
passenger traffic along the Indian coast 15, if anything,
more profitable because with practically no exceptions all
Indian deck passengers take tickets without food and pay
at a rate which works'out at one-sixth the average of the
second and first class fares* So the Indian deck
passenger pays, for a coastal voyage'by an over-
crowded steamer, relatively as higha rate as the
Buropean steerage passenger when he crosses
the Atlantic in some of the most magnificent ships of
the world. Yet when concessions on Ins behalf are
asked for from the shipping companies serving the
Indian waters, the reforms are postponed under the

plea that they would enhance the amount of the
deck-fare!

This fact of the high rate of the deck fare
particularly in India in view of the poor accommodation
provided, is easily accounted for by the traific bemg

controlled by monopolisic concerns. The more

5

* The deck passage from Rangogn to Calcuita s Ra 18
without tood while the second and first class fares are
Rs. 68 80 sud Rs 99 respectively also withait food. On
other runs, howaver, the ratio shightly varies.

- ~
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evolved organisation of the Shipping Conference
dictates the fares in the Atlantic passenger business,
The American Atlantic Conference is the most
important gonference in the North Atlantic passenger
trade. It decides on matters of general interest, holds
jomt meetings and takes jont action in matters concern-
ing 1ts components the Continental Conference and the
North Atlantic Conference. The former consists of 10
lines mostly continental while the latter has an equal
membership mainly representing British, American and
Scandinavian interests. Besides these, there are the
Mediterranean Conference with eleven members and a
strong German group, called N.D.L.V. for short, its
full name being Nord-Atlantischer Dampfer Luaieh
Verband. In addition to these four maia conferences
however, there are agreements for various types of
passenger traffic, such as first-class and steerage bustness,
between members belonging to different conferences,
the whole system representing & weird mosaic to the
uninitiated.  In India, the real aim of the conference
system,namely elinunation of all competition,is a ttained
by the British Company, with a monopolistic control
of the Bay of Bengal traffic, starting rate-wars against
an opposition line even when started by the lndians
themselves. Such strifes are known to have gone, to
ridiculous lengths such as not merely carrying the
passenger free of any charge but also presenting hm
with a handkerchief at the port of destination. Such
anti-national antics should be made definitely illegal.
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With a view to stop the ruinous rate-war in the
passenger carrying trade, which would then benefit by
the flow of new capital now held back through
fear of a total loss, the writer, in 1921, advocated before
the Iadian Deck Passenger Committee thé fixing of a
minimum rate of fare by law so that fresh Indian
enterprise may be forthcoming in the world of shupping.
The following is the official summary of the oral
evidence.

“ Rate-War—~What kills new enterprise mn the
shipping field is the necessity of standing a fierce rate-
war at the outset. Witness considers that Government
would be justified in intervening in order to prevent a
rate-war, one reason being that the passenger carrying
trade deals with human beings and is, therefore, in
principle different from the selling of material commodi.
ties. Government assistance should, however, be strictly
limited. In witness' opinion, the less the Government
interferes with trade the better, For the reason given
he consders that Government ought to intervene in
the passenger carrying trade by sea, and the form the
assistance should take 13 the fixation of a minimum
fare. Fixation of the minimum would prevent a rate-
war, and would have the immediate effect of bringing
new companies wnta the field and competition between
them would at once result in more amenities being
provided for the deck passengers. Witness considers a
rate war usually unfair.  As regards the method of fix-
ing the minimum deck passenger fare witness considers
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that the Department of Commerce, has, or will soon
have, sufficient expert assistance to collect the essential
financial data and arnve at what a fair nunimum deck
passenger fare ought to be. He would, however, allow
the minimum to be revised from time to timé, Believes
that some precedent exists but cannot at the moment
refer to one* Believes that the rate-war has been the
cause of the most of the failures of concerns that have
attempted to enter the shipping trade in recent years.

“ Fares~—Witness submits a specimen balance
sheet of a voyage estimate from which he infers that
shipping profits are at present quite high enough to
allow of more amenities being provided for deck
passengers without the fares being raised.”

The following is a voyage estimate for a passenger
steamer (1000 deck and 50 cabin passengers) with a
cargo capacity for 3000 tons running between Rangoon
and Calcutta with rice and jute respectively :—

* The alternative method of restricting an increase of rates
once reduced to drive out competitors 1s adopted in the United
States of Amenica , Sec. 19 of the Shipping Act of 1916 lays down

*That whenever a common carrier by water in interstate
commerce teduces its rates on the carringe of any species of
freight to or from competitive points below a fair and remunera,
tive basis with the intent of driving cut or otherwise injuring &
competitive carrier by water, it shall not incresse such rates
unless after hearing the board finds that such proposed increase
rests upon changed conditions other than the ehmnnauon of
said competition.”
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Expenses for a Round Voyage of 20 days. Rs.
Upkeep (including repairs) and Insurance. 23,500
Bunkers 460 tons @ Rs. 17 per ton e 7,820
Port Charges . e 3,200
Stevedoring s . een e 3,850

Dunnage ... . 500
Claims - . 1,000
Sundries ... . ... 1,600

Management Expenses . ws 2,000

Total Rupees . 43,370

x

. Earnings.
Freight Money * ... ve e e 42,000
"Passage Money ... - . . 81,000

Total Rupees... 73,000

Profit (approximate) ... per trp. ... Rs. 30,000 a

per year for ,, 480,000
16 tnps ¢

If the value of the steamer be taken at
Rs. 15,00,000% allowing Rs. 75,000 for depreclatxon a
5%, the rate of profit 15 37 per cent.

The above esumate put before the Indian Deck
Passenger Committee by the author and not contradict-
ed by the two members on the Comnuttee connected
with the British shipping interests 1s reproduced here
to show that, if they were willing or if forced by legisla-
tion, the shipping companies could amelhorate, to a
very large extent, the conditions of deck travel in
India without demanding a higher rate of fare.

{ As the passenger steamer in the Bay of Beugal has a

gross
tonnage of about 4,000 touns, é 25 per ton gives us 4 1,600,000
or Rs. 15,00,000 as the price & vessel.
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This view of the subject is also shared by the
majority of the members of the Committee whose
recommendation under the heading “ Rate War” 18,
beirig impertant, printed below in full 1

%It was urged by some witnesses that Government
ought to intervene by fixing a mimtmum deck-passenger
fare. Some unofficial and some official witnesses
stated that new capital is debarred from entering the
shxppi})g trade through fear of a rate-war, and itis
common knowledge that in the pést attempts have been
made to enter the trade and have failed, generally partly
owing to a rate-war. These witnesses expressed the
opwion that, if the certainty of a rate-war could be
removed by means of the prescription of a minimum
fare, plenty of new capital would be forthcoming for
new shipping ventures, ands the ensmng competition
would of itself lead, without an increase in the fare, to
improvement 1n the amenities provided for deck passen.
gers. The Committee are averse from recommending
more than the minimum intervention” by Government
in the shipping trade, but realise that Government js
.closely concerned to see that fares remain low in areas
that depend on deck passengers for their developments,
for instance, Karachi, Bombay City and the Province
of Burma, and further that the sale of facilitres for
carryng human beings stands ona different footing
from the sale of commodities for copsumption, The
carriage of passengers by sea is, indeed, essentially a
service in which the public ‘control may justifiably
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exceed that mmposed on an ordinary busmness. The
principle of such control las been accepted in the case of
the carriage of passengers by ral. It s a fact that one
or two shipping concerns at present hold the monopoly
of theipassenger trade in Indian waters, and the
Committee conisider that if a rate-war could be avoided,
a stimulus would be afforded to fresh enterprise, and
that this would lead to ameloration of passage condi-
tions generally, a result which competition has brought
about in the case of the emigration trade from Euro-
pean countries, i

<

“The 1ssues invalved are of a diffienlt nature and
the complete dita needed for an examination of the
question are not before the Committee, A majority of
the members think, however, that if a moderate crease
n space allowance‘s is found to be followed by a mate-
nal increase in fares, Government mught consider the
question whether a munimum fare ought not to be
prescribed.”,



CHAPTER iX.
PORTS.

Ports provide resting places for the shipsand
half-way houses for their cargo. Where Nature is
favourable, a fiord or a crater, a longitudinal valley or
a double bay might providea safe harbour ; in other
places, such as Dovér and Madras, the harbour is “a
challenge flaunted Ein the face of Nature, which in
revenge gets in a home thrust at jntervals,” But
whereever there is sea-borne trade, there 1s a port;
moreover, every port has its own hinterland which
may extend beyond the town and even the geographical
province to which the port belongs; for example, the
port and town of London are synonymous. , But this 18
not so in the case of Hull and Liverpool which cater for
their respective counties. To go a step further,
Karachi provides an outlet for the wheat of the
Punjaub and the sphere of influence of Calcutta ex-
tends beyond the province of Bengal. It is thus seen
that it is not advisable to regard the admunistration of
a port as a municipal matter of local importance only,
though it is true that some ports, such as Antwerp and
Hamburg are successfully administered by their muni-
cipalittes, For this, there are historic reasons which
need not be discussed here, Normally, however, the
best interests of the country require that the control
over paits should be nvested in a central authonty
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which can co-ordinate the various interests concerned.
‘But there the functions of the central authonty ought
to cease. Too much interference in the execution of
the port schemes is not to be encouraged because that
would lead to red tape and inefficiency, There-
fore, with a view to reconcile- the various interests,
the admimstration of the major ports of India 18
vested 1n the respective port trusts—semu-independent
bodies, working under the supervision of the local or
the Imperial Government, consisting of members partly
nominated and partly elected with an official chairman,
and invested with powers to raise loans, levy dues on
shipping and goods, charge wharfage fees and rents and
provide termunal facilities at the port. This power to
spend the money raised by debentures is very essential
for the development of a port because, as the Royal
Commission on the Port of London pownted out “ the
power of undertaking large expenditure and of working
(f need be).for a long timeata loss, with a view
to compensation in a distant future, is, no doubt,
in the keen world competition, an advantage
possessed by wundertakings which bave the force
of Empire, State or a great ‘city behind them.
If in some countries fational and municipal resources
are thus employed, it becomes most difficult for
private enterprise elsewhere to hold its own against the
intelhgent, far-sighted, and formidable rivalry thus
created” As a result privately owned terminal
facilities are now a thing of the past. It might even



265

happen that private ownership of such public uulity
may endanger the interests of the communi'ty. Such
a fear seems to lie behind the purchase, by the
Government of Bombay, of the harbour frontage
property of the Elphinstone Land and Press Company
which had thus become, for all practical purposes, the
owners of the harbour. As the official history of the
formation of the Bombay Port Trust says “The
decision to constitute a Board of Trustees for the
administration of the. affairs of the Port of Bombay
originated in the apprehension on the part of Govern-
ment that the interests of trade were seriously
endangered by the possession, by private companies, of
a monopoly of the landing and shipping facilities at
the Port.”

The case of railway ownership of ports is, of
course, on a separate footing. Ocean water ways are,
from the poit of view of ternational trade,
continuations of the mnland railways and both the
sections of this commercial activity benefit by a single
authority in control of their meeting place, the port.
For one thing, the port owned by a railway 1s keener
to develop the traffic even at a cost of its annual
income, a policy which will not be adopted by a private
owner and cannot be adopted for long even by a port
trust, but the railway can make up by increased land
trafiic what it loses on the port falities. Such an
arrangement, when circumstances permit it, has resulted
in the provision of first rate facilities for the ships and
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in the continuous development of the foreign trade of
the country. It isto be hopedwthat the new port of
Vizagapatam which is being built under the auspices
of the Bengal-Nagpur Railway will come upto the

“expectations of the promoters of the scheme.

The financial operations of a port, moreover,
depead upon the nature of the ownership. While the
municipal or the railway port can afford to develop the
trade even at the cost of their income from the port, a
public trust must, by means of its rates, meet not
merely the interest on borrowed capital but provide
ways and meaas for the coutinued development of the
facilities of the port. The Port Trusts must balance
their annual budgets while the municipalities can, in
case of need, draw upon their rates, thus in a way
penabising the local population for the benefit of the
country or a province as a whole; the ralways
may recoup therr port losses either by increased
traffic or by higher rates on their other lines of business

Another principle of classification of ports is
based upon whether the docks are locked or tidal.
Though the Iatter are much cheaper to construct and
mauntain, they are possible only if the'rise and fall of
the tide does not exceed twelve feet. Hamburg and
Glasgow, are examples of tidal docks,. the range at
Glasgow being only 10 feet even at spring tides. A
low range of the ude along the whole of the east coast
of North Asmerica allows almost all the ports on that



267
side to manage without locks, Where, however, the
tidal range exceeds twelve feet, locks form a necessary
adjunct of the port facihities and we find them provided
in 'I‘aondon and Liverpool, Bristol and Bombay. Of
course, i ports lihe Rangoon and Calcutta which are
situated on the banks of rivers, no docks, either closed
or tidal, are provided their place being tahen by open
of nver quays

So far we have studied the question of the port
from the point of view of the ship Let us now look
at the subject from the view pomt of ‘the cargo The
value of the modern ship no less than that of the cargo
requires that their safety should be the primary consi-
deration of the port authorities. Besides providing
berths or moorings for the vessels it 18 necessary to
construct warehouses and transit sheds for the safe-
keeping of the cargo while it is in the change of the
port authorities, Where, however, a large proportion of
the cargo 18, by the steamer’s own winches, discharged

loverside into barges which through canals and water-
ways carry it to their destinatons, the port need not
provide & large number of cranes or of godowns and
yet the port may have more trade than another
owning numerous sheds and other facihues, \\'he:re,
however, waterways are not available, the cargo is
.usually landed on the wharf and stored in the ware-
house until delivery is taken of it except in a few cases
where the cargo w discharged direct from the ship’s
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hold into the railway wagon or carted out immediately
to meet the large local demand of the port town itself

Ports like Bombay and Calcutta which provide
both inward and outward cargo will naturally draw
most shipping but there are some ports which are mere
import ports such as London and others which
are mere expott ports as for example Bristol and
Rangoon. There is, however, a class of port such as
Southampton which 1s neither an export not an import
port, but serves merely as a junction for the passenger
traffic between England and the Contnent. What has
particularly made Southampton a passenger port is its
position at the head of two estuaries which causes it to
have two tides thus providing a continvous high tide
enabling even large-sized vessels {o enter and leave the
port at any hour of the day,

As sad before, ports provide shelter for the
steamers and the cargo by means of docks and ware-
houses respectively  But before the steamer can enter
the harbour, her passage from the open seas must be
rendered safe by means of a deep wellbuoyed and
well-ighted channel and before the cargo can be
securely placed in the godowns machinery complemen-
tary to the ship's gear should be provided for its
temoval from the holds by means of cranes which are
warked by steam or by electricity. Moreovet, to remain
in effective touch with the hinterland, most ports have
a taillway system of their own or whege the port town
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iteelf is a great consumer or exporter, special roads
have to be provided for the quick removal of cargo,

The provision of these terminal facilities costs
mon:aly and though the capital expenditure 1s usually
met by loans, a large part of a port's income is derived
by means of tonnage dues on vessels and cargo rates
.on goods, Taking the latter first, they are composed of
wharfage charges, ground rent, rents for storage, etc.
Schedules of commodities, their classes and rates of
payment are publis;xed by the Port Trusts concerned.
As regards the port dues, those payable along the Indian
coast are charged under various heads such as port and
dock dues, pilotage and berth fees, moortng and cranage
charges as also coast hight dues. Taking for example
a steamer with a registered tonnage of 2,600 tons and a
dead weight of 7,400 tons, we find that in port and
allied charges, she will pay per day i Karachi Rs, 423,
_in Bombay Rs. 560, in Madras Rs 380, mn Calcutta
Rs: 1,400 and in Rangoon Rs, 800. These figures
explain why Calcutta 1s regarded as the most expensive
port in India. This general study of ports, what
they provide and how they are financed, may now
be summ ed up with a statement gwving useful statis-
‘tics regarding the chief Indian ports. The follow-
ing table, based upon figures taken from the
anpual Admunistration Reports, shows at a glance
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the financial condition and the volume of the trade of
each of the major ports of India.

1921—1922.
Esta.| Iote-|  Net
Captal] Ordi- | Ordi- blish.| Fest | Regustered; Total
Ac- | pary | macy | o and [Tonnage of] Export
count,| Reve- |Expen | .\, 0. | Sink- | Vessels and
nue | diture s ing | entermg | Import
€95 | Fund. | the Port . Tons
Eakhs,|Lakhs |Lakhs |[Lakhs {Lakhs| Tons,
Karach: ,.| 392 ] 6318|6270] 770| 1569] 2,846,617 1,130,586
Bombay .| 1,940 {217 17227 80| 58 88| 8381] 540L178 6,725,000
Madras .| 893 2543|2321} .. 1,948,159 874,080
Calcutta .. | 1,848 [219 17 (240 89] 6018 6385 8,446,021 8,981,777
Rangoon...{ 884 ) 5983] 65985] 14:00] 1998| 8,008,509, 4,562,094
Total...| 4,966 584'28‘620‘05 185 711185 08 16,285,484!1,72,78,537

From figures let us turn to facts regarding the
ports of India, studying at the same time the main pro-
ducts*the export of which 18 concentrated at these ports.

*In proportion to her long coast line, India can-
not pe said to be fully endowed with an adequate
number of ports to meet the requirements of her large
trade. Five major ports distrthuted over a coast hne of
4,500 miles, though supplemented with a fair number
of minor ports, find it difficult to cope with the coastal
and ocean trade of the country amounting 10 1921-22

* The treatment of the products m the text is based
largely upon Mr, Cotton’s Handbook of Ccmmercial Information
for India and ths Reports of the Induan Trade Enquiry hetd
by the Impenial Institutg.
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toRs 1,2594,74,669 and Rs. 5,79,43,71,724 respeo-
tively with the result that the natural development of
trade is unnecessarily hampered.

# Karachi is the nearest Indian port to Europe being
only 1,450 miles from Aden which 1 separated from
Bombay by 1,640 mies. Besides the distance from
Basia to Karachi is about 470 mules less than from
Basra to Bombay. For years it has been the gateway
of foreign commerce not merely for the province of

"Sind but also for a great part of North-Western India,
Baluchistan and Afghanistan. Though not an indus-
‘trial centre, Karachi provides the principal market and
the port of shipment for the districts mentioned. It
also serves as a stock depot for the foreign goods con-

sumed within its hinterland.
*

Thea principal railway line joining Karachi with
its hinterland 1s the North-western railway which
connects it with Lahore, the chief tradjngn%egtre for the
agricultural produce of that proviﬁee and with Amrit
sar with its entreport trade in piece-goods and 3 large
market for skins and hudes. The narrow gauge line
of the Jodhpur Bikaner Railway (Meter Gauge) mbet-
ing the North-western Railway (Broad Gauge) of ‘the
Hyderabad puts the port in touch with the court centres
of Rajputana, Smaller feeder Railways help to convey
the produce of Smd to the port of Karachi.

The capital account of the Karachi Port Trust
* amounts to a little over Rs. 4 crores of which Rs, 393



272

lakhs represent the cost price of Trustees’ Properties,
To begin with, however, the port was a shallow
and Jand-locked lagoon 1naccessible to any but small
craft owing to the existence of a bar at the entrance,
though there was fairly deep water inside, continued
for many years to provide merely an anchorage with
no docks, piers, wharves, etc,, until in 1880 Lord
Ripon laid the foundation of the first ship pier in
Karachi named after the then Commissioner Sir
W. L. Merewether. During the same year was
constituted the Harbour Board which continued to
function till 1886 when a new body was “created by
the Karachi Port Trust Act passed by the Govern.
ment of Bombay, At that tume the port facilities
for accommodating steamers not exceeding 3,000 tons,
consisted of 11 anchorages and moorings for ocean.
going steamers, one pier, mentioned above, for a large
steapter and a 680 feet wharf for the country craft
trade] A new wharfage hne, 2,000 feet long and
capable of accommodating five ocean-going steamers
was planned fo be constructed and the work pushed
ahead under the auspicies of the newly-made Port
Trust which has made great progress since as is seen
from the fact that Karachi can to<lay accommodate
awithin the harbour all ships that can pass through
the Suez Canal; those drawing 25 feet can cross the
bar even at the lowest state of the tide while at the
highest tide even ships drawing 30 feet can safely
enter the harbour. The continuous wharfage Lne of
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8,600 feet In length with 87 hydraulic cranes varying
i capacity from 35 cwt. to 30 tons provides ¥
berths while there are 20 moorings ia the stream. for
ogean-going steamers. The special wharf for country
craft'trade has now a length of 1,824 feet. Besides
there are special piers for heavy kLits and bulk ol
thus making Karachi a first class modern port, and
also the largest wheat exporung port of the British
Empire, the record figure being that of 1,380,000
dead weight tons of wheat in the year 1904-1905.

The Indian production of wheat amounts pearly
10 10 per cent of the total world production. With its
production of about 10 mullion tons of wheat, India
takes the thurd place as a wheat growing country, the
first and the second places being taken by the United
States of America and Russia respectively.

The export ports for Indian wheat are Caleutta,
Bombay and Karachi, the latter of which may be called
the wheat port, as a large proportion of Indian wheat 18
exported from Karachi and because Karachi exports
practically the whole of the quantity of wheat imported
mto it by the railways—the feature which differentiates
that port from either Bombay or Calcutta which
utilises a good proportion of the rail-borne wheat for
grnding 10 the local Aour mills.

Attention may here appropriately be drawn to an
extract from the * Memorandum on Wheat " prepared
by Sir James Wilson. * The railway freight of wheat
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from Amntsar, one of the principal Punjab markets
to Karachi, a distance of 816 miles, is 10} s, per
maund or 5s. 3d. per quarter and the freight by sea
from Karacht to London is now about 18s. per ton of
18 ewt, or 3s. 10d per quarter so that the total cost of
carriage would be 9s. 1d, per quarter and allowing for
insurance, profit, etc., it would seem that 1t should pay
o, export wheat from the Punjab to London wherever
it can be bought in'the Punjab at, say, 11s, per quarter
belg’»l' ¢ London price.”

will thus be seen that, solong as there isa
diversity of 10s. per quarter between the Punjab and
the English prices of wheat, the Punjab wheat will
stand a very good chance of being sold in the London
market,

Karachi commands a large wheat area and from
most districts in the Punjab (except from places close
to Bhatinda, Kot Kapura, Rewari and Delhi where
other railway lines compete, z e, districts between
Bhatinda and the Dethi junctions) the railway freights to
Karachs by the North Western Railway being much
lower, because of shorter distances, it draws the traffic id
‘competition with Bombay, even though the Bombay
prices may rule lhlgh.

Just"as Karachi has in the matter of export of
wheat from India to Europe a distinct advantage over
Bombay due toher proximity to the wheat producing
areas, the two chief ports of the Bombay Presidency
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@iz, Karachi and Bombay may be said to have even a
greater advantage over Calcutta, so: far as shipments
of wheat to Europe are concerned. ~This wil| explain
the;,lposxtxon enjoyed by Karachi m this trade..o7l 5 ¢ 48

In normal years, the chief months of axpodtiare
May, June, July and August, o ist s

India’s placein the wheat. market of Fhe worM
dates from 1870 when the Suez Canal ‘was opéned.
The early shipments were made from' Calkutta
but with the growth of the railway system in India,
Bombay began to compete until Karachi with its
hinterland of the wheat districts of the Punjab came
on the scene and usurped the first place from them
both. Besides, Karachi being a new cty, it affords
cheaper handling and greater storage facilities than are
available at esther of the two old Presidency town ports®
Karachi, moreover, with 1ts low rainfallof 5 inches
per year facilitates storage in open sheds with very
little risk of damage by rain, an advantage wholly want-
ing in Bombay with its heavy showers n the monsdon
months and humid air throughout the year

In Karachi shipment is usually made in bags of
2 cwts. net. Shipment to Europe varying in the
Bombay weight from 182 to 224 Ibs. net.

Quotations to the United Kingdom are generally
per quarter of 492 Ibs, ’

The average type of Indian wheat is what
15 commercially called soft, that of hard varety is
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shipped from Bombay to Marseilles and Italy where
it is used for the manufacture of macaroni.

» In addition to Karachi, however, Sind possesses
two other ports open to foreign trade, viz , Keti Bander
and Sirganda. With no ralway lnes to provide them
with a hintetland, it is not at all surprisng that the
trade from these two ports is insignificant. Whatever
litde trade they have is the result of their natural
position on the mouths of the Indus. South of
Sirganda are the ports of Mandvt and Dwarka situated
m the terntories of the Indan States of Cutch and
Bargda. The industrial mertia which is prominent
in a very large number of the Indian States has also
descended upon these two ports with the result that
they have been allowed to fall into second class ports.
The port of Dwarka, however, promises to occupy
an importaat place in the near future in view of the new
industry of cement which is being established near it
and the attempts made by the State of Baroda to
provide a first class port at Adalja, about 16 miles
north of Dwarka to meet the new requirements. It 1s
to be hoped that the neighbouning port of Porebunder
will also be developed in the near future in view of the
establishment of the cement industry near that port as
well particularly because the foreign trade of Porebunder
was at one time very prosperous though unfortunately
it is only a coastal trade port now. Bhavnagar and
Veésawal are other ports on the Kathiawad coast which
deserve more attention, The port of Diu situated oa the
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southern moat extremty of the Kathuawad Peninsula but
on Portuguese territory {8 now rarely frequented by
steamers, though at one time it had a floyrishing trade
W|§I|1 Mozambique. Between Diu and Bombay lie the
ports of Surat, Broach, and Daman each with a
prosperous shipping history of its own of which bately
even the outward signs are visible to-day.

Bombay is perhaps the best equipped port alang the
Indian coast. JBeing like Karachl, a sea-port proper,
Bombay, unlike Calcutta and Rangoon which are niver
ports situated at considerable distances from the sea, is well
provided with an adequate system of wet docks furnishi«
od with the necessary quays, wharves and sheds. The
water area of 104 acres provides over four miles of
total quayage studded with 200 hydraulic cranes with
capacity varying from 30 cwts. to 100 tons. The
harbour railways, the cotton depot at Sewri and the new
pier on the reclaimed Ballard Estate adequately meet the
nceds of the goods and passenger traffic of the port,

These facilities have been provided with a capital
expenditure of Rs. 19°5 crores distributed In the main
thus t—

Rs. (Lakhs)

Princes Dock ... . 98
victoria Dock ... o 135
Alexandra Dock... we 824
Mereweather dry Dock... 12
Tughes dry Dock . A2
Ru%ways, estates, etg, .., 1150

1949

p—
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The Hughes drydock s one of the six largest
dry docks in the world. Its length of 1,000 ft., breadth
of 100 ft. and depth on sill of 36} feet at igh water,
make it the third longest in the world, the two fonger
ones being the Gladstone Dock Liverpool, 1,052 feet
and the Quebec Dry Dock 1,150 feet.

Even so, the port of Bombay which has had the
largest amount of money spent on its development,
about 135 crores of rupees, compares very unfavour-
ably with some of the large modern ports of the world.
Bombay, with its water area of 104} acres and
4} miles o£ -quayage, 15 a small port as compared with
London  or Liverpool, Manchester or Glasgow.
London has eight deep water docks extending along
22 miles of the river Thames and covering a total fand
and water area of about 3,000 acres of which the water
area separately amounts to 747 acres; the quayage
extends to thirty miles. Liverpool has a water area of
600 actes with 36 miles of quays, The five docks of
Manchester have a water area of 553 acres with 6 5
miles of quay, while Glasgow has 12 miles of quay with
a walter area of 241 acres.

« The principal Indian products exported from
Bombay are raw cotton and oil seeds; though their
shipments are fairly common’ from Calcutta and to a
smaller extent from Madras and Rangoon. For the
sake of tonvemence, however, these products are
d1scussed % detail under this port. Bombay,
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owing to the products being largely confined to the
presidency and its neighbourhood, has a preponder-
ating share of the trade 1n these commodities.

,, The value of exported Indian cotton represents
approximately one third of the total value of all
the raw materials exported from India. The large
extent of this trade is however dependent not merely
upon the monsoon in India but also upon various
outside factors such as the yield of American and
Egjptian cotton as also the manufacturers’ demands
from the old and the new world  All the Indian crop
of cotton is not, howaver, influenced by the vagaries of
the monsoon as the Punjab and Sind are well provided
with costly irrigation schemes. Owing, however, to
the low ferfnlity of the soil, the average yreld of cotton
per acre of land in India is less than 100 Ibs. against
180 Ibs, in the United States of America and even 300
lbs. in Egypt. Thus in 1921-32, the 18 million acres
under cultivation in India yielded 16-5 million Ibs, of
cotton.

Cotton represents the remarkable instance of
India having for years provided her manufacturing
rivals with the raw product, thus enabling them to
compete in a field which is destined by nature to be
bers. The venue of the recewving countries has,
however, undergone a change from England to the
Far East, Lancashire which for many years
consumed large quantities of Indian cotton now takes
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five times as much ‘cotton from Egypt and twenty-five
times as much from America. Japan, its new rival
in the Eastern market, has lately been the chief
consumer of Indan cotton, the amount supphed in
1921 by India being 50 per cent of Japan's total
import of raw cotton, and 55 per cent of India's
available surplus for export. The arrangements made
for the transport of the commodity from India areso
perfect that even the carrying trade in cotton from
India to Japan has passed from the British to the
Japaness Companes.

There is, however, no reason why this trade and
the similar traffic in the Indian monopolies of jute and
some oi seeds should not be utihized to encourage
Indian merchant shipping by charging specially
favourable ralway freight rates on through bills of
lading on goods carried m Indian bottoms.

As regards Indian o1l seeds, largely exporsted
from Bombay, recent study has brought out the
great importance of the Indian trade in ol seeds.
Both the quantity and value are remarkable. The
annual production of oil seeds 18 estimated at over
5,000,000 tons yielding a value of over £ 50,000,000
About one-third of the annual yield is exported to
fon'eign countries.

India has, besides, a monopoly of castor seeds,
mowra seeds, and niger seeds. India accounts for
about 70 of the world's trade in poppy seeds and

4
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rape and mustard seeds. India’s share of the world’s
trade in ground nut, sesame seed, cotton seed and
linseed is 489, 427, 337/ and 237 respectively.

JTaking linseed first, we find that it1s grown in
India for export of the seed, as also of the resultant
oil and cake. It 1s surprising that the fibre of the plant
is nat utilised in the country for the manufacture of
linen probably due to the low quality of the Indian
article -

Though m. 190405 India had practically the
monopoly of the protluction of linseed, competition has
since been experienced from the Argentine Republic,
the United States of Amenca: Canada and Russia with
the result that India's share of the world's produce has
been reduced to 237, '

The busy season for linseed shipments runs from
May to July though small shipments are made
throughout the year, Its chief competitor 1 the
European market 1s the linseed from the River Plate
and Argenuna.

Bombay and Calcutta are the principal ports
through wiuch the Indian hnseed 1s exported, the
percentage of business done being a little over half the
total quantity exported,

The Calcutta shipments are made in single B
twill bags of 164 Ibs or double E bags of 184
lbs. net; while the Bombay shipments are made in
bags of 168 to 104 lbs gross,
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Rape sead is exported from Karachi, Bombay and
Calcuttac The European market- for this seed 1s
served in addiuon to India by Russia, Armenia and
France, China and Japan as also the Argentine
Republic and the Dutch East Indxs\s have an exportable
surplus available.

Shipment is made from Karachi in bags of 164
to 206 Ibs. net, from Bombay mn bags of 168 to
182 Ibs. and from Calcutta n gunni/es of 164 or
186 bs. ’

Sesame seed, known as teel or gingelly seed, begins
to arnive inthe month of November, and the sales are
pretty frequent and heavy till the end of March. Though
all parts of India produce the seed, the chief port of
export is Bombay. India’s chief competitor in this hne
is China with itsannual available surplus for export
a little more than that of India. Marseilles and France
were the central markets for this article until the Madras
groundnuts ousted sesame.

Though Burma grows the seed, it is not exported
as the whole produce is consumed within the country,
Fair quantiies of shipments are made to Earope
from Cocanada, Bumlipatam, Vizagapatany and the
Coromandel coast.

In Madras the umt of shipment 18 the single
gunny bags of 164 lhs. net while in Bombay the bag
holds from 15% to 168 Ibs. net, the Karachi bags
however, hold from 164 to 168 or 184 lbs, net,
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_With regard to cotton seed, India takes in the
world’s market the place next to that of the United
States of America.

The unit of shipment is the bag of 140 Ibs. in
Bombay, the bag of 1233 Ibs. 1n Karachi and 165 Ibs,
in Madres. Shipments which begin in January are
over by July,

Coming now to the ol seeds which were for
long exclusively produced in India, her monopoly
of castor seed 1s being faced with competition from
Java, Indo-China and Manchuria which have recently
taken up the growing of the seed on a commercial
basis. Bombay may be said to be the port of ship-
ment for this seed, fed with supplies from Central
India and Hyderabad.

The market for castor seed runs from March to
May and it is in summer that the shipments are the
heaviest. Shipment goes forward from Bombay in
single B twills of 154 to 168 Ibs. net and from
Calcutta in bags of 150 lbs. net.

India has also the monopoly of the production of
the mowra and niger seeds, the annual shipments
being about 30,000 tons and 10,000 tons respectively
Though Bombay is the chief port of shipment for
mowra seed, Bombay and Madras (Bimilipatam and
Vizagapatam) divide between them equal quantities of
niger seed exported to Europe,
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It will have been notced already that these
various seeds are not packed uniformly for purposes of
shipment nor are they sold under a uniform unit of sale
in the Indian markets, for purposes of export, however,
all quotations are based on a ton of 2,240 lbs. net ¢ 1. £,

As regards the trade 1n these oil-seeds, according
to the Reports on Oil Seeds published by the Impenal
Institute 1n 1919, we find that before the outbreak of
the European War, Germany had become at [east
equal to the United Kingdom in the matter of the
import of ol seeds from India. Not merely were the
more valuable seeds taken by Germany, but she was
able to build up a lucrative transit and export trade in
the manufactursd articles such as oils, fats, marga-
rine, etc, During the War, however, the imports of
Indian oil-seeds nto Germany automatically ceased,
and the trade was diverted to the United Kingdom.
After the Armistice, once agam the imports into
Germany mcreased whilst the share of Great Britan
began to dwindle, as the following figures well indicate.

Imports of Indiap Oil-seeds.

1918-20 1920-2!. 1921-22,

Rs, Rs Rs.
Umited Kingdom .., 13,48,50,470 §6,91,60,380 4,24,08,770
Germany 5,76,040  77,78,050 1,49,96,025

How these changes came about forms an interest-
ing study from the pont of view of shipping facilities
and conditions. It has been said elsewhere that the
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quoting of rates from India to U K Continent
gives to the former country a decided advantage
in the matter of freights because though the distance
to the Umted Kingdom ports from the port of ship-
ment may be greater than the distance to various
continental ports, Great Britain has the advantage
of an equality of rates  There are, however, cases n
which this equality works against British mnterests.

Such a one 15 presented by the transport of seeds
The equality of freghts fiom Calcutta, Madras and
Bombay to Hamburg, the centre of the German ol
industry and to Hull 1a England, m .spxte of the
slightly greater distance from the Indian ports to
Hamburg, gave the latter place an advantage in
competing for tranuit and export trade in 01l seeds to
Russia and other Baluc ports which are closer to
Hamburg than to Hull or London

Larger benefits were derived by that trade by the
system of co-ordmation between the heads of ports,
~banks and business houses whih before the war
secured to Germany a great control 1n trade matters
and enabled her to oust the earhier established houses
n India.

‘While the port charges in Hamburg on o seeds
in transit cost 1 shilling per ton, those in London
would have cost 1 sh. 9d. per ton, thus gwing
Hamburg an advantage of at least 9d. per ton and
somctinies even of 1 shilling per ton.
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It bas been said before that so far as the imports
of the raw material, that is oil seeds, were concerned,
Hamburg and Hull and London receved equal
treatment , the resulting difference, whatever 1ts
amount, was 1 favour of the German port, in so far
as the export of manufactured articles to Russian and
Scandinavian ports 1s concerned, the English mer-
chants had to pay the higher cost of transport on oil
and cake across the Northern sea and thus lost
lucrauve trade. Moreover the freights flom Hamburg
to the British ports were so low that it was posstble
for oil cakes made in Germany out of Indian o1l seeds
to be delivered on the Eastcoast of England and
Scotland at a cheaper price than that demanded by
the British manufacturers. i

In the light of these facts, the recommendations
made by the Indian Trade Inquiry Comnutte; of the
Imperial Institute, in order to draw to Great Britain
the trade in oils and o1l seeds which before the war
was being diverted more and more to Germany, are of
so general an importance that particular interest
attaches to the suggestions made by the Committee
as regards their discriminating treatment in various
adjuncts of the shipping industry and that valuable
lessons may be drawn _therefrom to the lasting benefit
of India 1f therr application be carried out n the
proper spirit. '
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The suggestions are made under three heads :—
1. Owersea Transport of Indian Oilseeds.

Shipment of Indian oi seeds 1 vessels owned
within, the Empure should be encouraged. To facilitate
thig, all possible steps should be taken to secure
cheap transport facihities under British control, between
the different parts of the Empire, One means to this
end would be by discrimination in favour of such
shipping as regards dues and charges within the
Empire. )

2. Transit "and Re-Export Trade.
Steps should be taken to provide better and
cheaper shipping facilities from India and the United

Kingdom to Russwn, Scandinavian, Mediterranean and
other foreign ports, with which transit and re-export

1

trade in Indian o1l seeds was carried on through foreign
countries before the war. Shipping companies should
be asked to extend the system of giving optional
destinations for cargoes at a nomunal fee, and to
develop the practice of quoting cheaper through fares
to British merchants and brokers for cargoes ultimately
df-.stined for foreign countries.
8. Port Charges.

It 1s desirable, especially in the in}erests of the
British transit and re-export trade in oif seeds, that
charges in British ports should be reduced to at least
the same level as those obtaming in the cheapest
Northern Conunental Ports. )
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These recommendations show how mmportant a
part shipping rates play in the creation and develop-
ment of direct or transit trade markets, From the
powut of view of India, however, the intention should
be not to discriminate between this or that European
market in order that the Briush manufacturers, or
merchants may be primarily benefitted, but te so
arrange the shipping rates for “eaport that the
largest returns are made avalable for the Indian

producer

Shipping rates, however, are as stated above,
.based upon “ what the traffic will bear.” It follows,
therefore, that the distance between two given places is
relatively a secondary factor m the economcs of ship-
ping rates, It is no doubt true that 1a the allied subject
of railways it 1s not unusual particularly in the United
States of America for some States to adopt the
principle of rigid distance tanffs. Ordinarily, however,

‘ 'the principle of the equal rate 1s more prevalent among
rallways ‘and shipping compantes than that of the
dxstanpe rate We may, theréfore, well examine the
former at some length The benefits it guarantees
includes an enlargement of the field of competition and
consequent equalisation of prices over large areas; for
example, the quotations of rates of freight from Indian
ports—say Bombay to Umted Kingdom/Continent—
brings about a much keener competition among the
esporters of the [ndian éommodities t3 the European
markets with the result thaf Indian raw materals
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could be purchased in vanous European markets at
the same rates whatever their distance from the port
of origin.

This seems to be, no doubt, very satisfactory
fro' the point of view of the importers of Indian
commodities in the European markets, but the question
which requirés examination 1 whether it would not
pay India better 1f—say—the oil-sesds to Hamburg:
had to pay a higher rate of freight than the oilseeds
shipped to Hull gr London It may, of course, be
that the relative higher price of the Indian seeds in
Hamburg as compared with their price in Hull might
make it difficulc for them to effectively compete with
the Argentine seeds in Hamburg, but does it not at
the same time follow that, if the shipping rates from
Argentine to Europe as well as the shipping rates
from India to Europe had been fixed on a different
basis, the Indian producer would have got a better
rate for hus article than the one he gets to-day ?

The distance. between London and Rio De
Janeiro, Rozario and San Lorenzo 1s 5335, 6665, 6630
nautical miles, while the distance between these ports
and Hamburg is 5335, 6865 and 6880 nautical nules.

The distance between Bombay and Hull is 6420,
between Bombay and Hamburg 6620 and between
Bombay and London 6385 nautical miles. .

. Anexammation of these figures will show prabably,
if the equal rateg did not prevail between India and



290

United Kingdom/Contment, the producer of the Indian
commodities would have got a higher rate for his
produce in certain European markets though it must,
of course, be borne in mind that pari passu in some
European markets the Indian produce could not have
been sold at competitive rates.

Attention-may here be drawn to the immense
advantage the United Kingdom enjoys over continent-
al ports n so far as the same rate of freight
prevalls not merely between India and United
Kingdom Continent, but also between the River plate
ports and United Kingdom Continent. This arrange-
ment 1s the result of the predominance of the English
shipowners in most of the Conferences on the
continent, the penalty for breaking it is the payment
of double the freight to the party aggrieved,

It 1s worth noticing that, while the Eastern and
Plate rates are to Unmted Kingdom/Contnent or
Mediterranean, the rates from the United States are
quoted to the ports of various European countries
specifically by name, for example, West Italy, Greece,
Antwerp; Marseilles and French Atlantic; sometimes
even to the Bordeaux Hamburg range, but only rarely
to Contmnent or U K./Continent.

The conclusion to be drawn from these facts is
that the shipping rates indicate the markets in which
the raw materials will be sold and the centres in which
they will be manufactured. Where the rates upon the
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raw product are not correlated to those upon the article
finished therefrom, economic loss 15 bound to result
particularly soin a country which is in a position to
manufacture goods out of its own matenals, That
suth a loss is incurred by India in connection with the
ol seed business is now realised not merely by, the
people alone but also by the Government of India. To
take up one aspect alone, not merely does the Indian
get the smaller rate of profit on the exported oil seeds but
pays the higher rate of profit to the foreign manufacturer
of oils. The subject was therefore taken up some time
ba,c;k by the Department of Commercial Intelhigence of
the Government of India who published a bulletn on
the vegetable oils and oil seeds of India. More interest
in the subject has since been created in the country and
during the last few years an oil industry worked by
steam or Pther mechanical power has been’ developing
in various provinces Castor seed 1s being successfully
crushed in Bombay, Punjab and the United Provinces,
and mustard seed in Bengal while cocoanut oil mills are
being established along the Malabar Coast in the West.
At all these places, however, the old bullock mill 1s still
at work. Though the internal needs of India are being
met to a growing extent by hand and power mills, the
really large mull catering for the foreign market has not
yet been established though high hopes were entertained
from the floatation of the Tata Oil Mills which has
since, however, under the pressure of circumstances,
decided to supply the home market only n preference
to going further afield.
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Three mamn difficulies are met with in the,
development of the foreign trade 1n oils. ™ Firstly, the
high protective tapiffs of other countries prevent the
import of Indian oils while the import of oil seeds
into those very countries 1s encouraged by shipping
and banking faciliies. Secondly, the freight on ol
seeds js less than the freight on ol or oil cake, for
example while the imported oil pays in freight 409 of
its market value, the exported seeds are carried at a rate
representing only 8] of the value An idea of the
rate of freight on oilseeds from Bombay to U, K./
Continent for the last fity years may be had
from the chatt on p, 68, Thirdly, the transport
of oil seeds m bulk or in bags ismuch easter
and cheaper than the export of oil in casks, drums or
tins which owing to the space taken up would entail
very heavy freight charges unless a return cargo can
be guaranteed which is only rarely possible, The
alternative of shipment in bulk is not to be thought of
when the individual shipments are so small. The
whole business 15 enveloped in a wicious xircle.
Little ol 1s exported because transport is difficult and
dear ; cheap and modern methods of transport cannot
be utilised because shipments are himited 1 quantity,

The only way to solve this difficulty is co-opera~
tion between the shipping and the milling industnes
which, judging from past experience, does not seem
likely until powerful Indian Companies come forward
to help each other,



293

Reverting to the main subject matter of the
chapter, we find in the south of Bombay, along the
Konkan coast, the small ports through which labour
enjigrates to the metropolis and provicies a lucrative
passenger traffic to the shipping companies engaged
therein Marmagoa is, however, a port of eome impor-
tance as it is the terminus of the West of Indim
Portuguese Railway which manages the traffic of the
port. The two important South Indian States of
Hyderabad and \Mysore provide the man articles,
cotton and mabganese, exported from Marmagoa.
The next port along the western coast having
the benefit of a direct railway connection, is Mangalore
which is the north-western terminus of the South
Indian Railway ~ The length of the coast line be-
tween Marmagoa and Mangalore and the existence
between the two of various ports small in spite
of the productive areas behind them cannot but
draw attention to the fact that these ports have
remained uadeveloped owing to the lack of railway
faciliues which, in its turn, results from a waat of co~
urdination between the ports that are Brtish aad their
hinterlands lying within Indian state terntories  Never-
theless the development of new ports like Bhatkul
in the state of Mysore will greatly assist the trade of
this part of the country. In contrast to the policy gf
indifference which hinders the growth of Kanara potts,
stands out the case of the Port of Cochin which will
develop into a first class harbour when the bar across
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the entrance 1s permanently removed, through the

~ combined efforts of the Bniish Indian authorities and

' the states of Cochin and Travancore. When ready,
the new port of Cochin will draw to itself a large part,
of the traffic that now passes through the Coromandal
poris, The ports of the Malabar have, moreover, the
advantage of natural backwaters which afford cheap
transport for the main articles of export namely corr,
copra and cocoanut oil ; tea, coffee and rubber ; ginger,
pepper and cardamoms,

Turning now to the eastern side of the peninsula,
the first important port met with 1s Tuticorin which is
being converted into a deep water harbour to accommo~
date modern steamers alongside the wharves on which
are running the trains of the South Indan Railway.
The passenger traffic between Tuticorin and Ceylon has
recently been diverted to Dbanushkodi which provi-
des a quicker route. The centre, however, of the
passenger traffic of the Presidency of Madras is
Negapatam whence sail, as deck passengers, the Indian
labourers who work in the rubber and tea plantations
of Ceylon and the Federated Malay States.

Madras, however, is naturally the chief port of the
province. None of the major ports of India have regis-
tered so much advance during the fifteen years of this
century, 19041919, as Madras which, at the former
date, was a nominal harbour without even “a place
for small craft to he 1n shelter in dangerous weather.
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Needless to say, this greatly discouraged the provision
by capitalists of an adequate tonnage of lghters,
Between ‘highwater mark and the streets ‘of the
town, of Madras there were to be found a few confused
and ill-regulated railway-sidings and two or three
exiguous sheds. The beach was to be seen at all times
Iittered with timber, coal, railway  materials, general
cargo, machinery, liquors, etc., all in dire conlfusion,
Every packet of dutiable goods landed along the beach,
unless too big to be so handled was obliged to be
carried on men’s heads to the Government Custom
house across the road, while goods a.rﬁvmg over the
old screw pile pier had o be pushed into the same
custom house on lorries. The entire dutiable trade of
Madras had to pass in, and the empty lorries to pass
out through one 10-foot custom house gateway. The
result was that it was no uncommon thing for a
consigaee not to get his packages *under several weeks
or even months, Machinery and railway packages
used to be piled up 1n stacks, sometimes three or four
deep, on the beach, and it was constantly happening
that, before the cargo of one vessel could be delivered
to waiting consignees, that of another had perforce, for
want of sidings, to be dumped on top of it. In fact the
arrangements were about asbad as they could possibly be.”

All this was, however, changed owing to the
foresight, perseverance and organizing powers of Sir
Franas Spring who was Chairman of the Madras Port
Trust during the fifteen years of reconstruction,
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As a result the 200 acre harbour is smooth
epough, in practically all wenthers;, for working cargo
into and out of lhghters, as also for steamers to le
alongside of quays except during the period from
October to January when a shght tossing 1s experienced.
The harbour can accommodate fifteen deep draft vessels,
the cargo being worked by sixty hydraulic cranes
ranging in capacity from 1 ton to 33 tons.

As regards storage, six acres of land are covered
by the warehouses of which three are provided with flat
roofs to facilitate the drying of seeds, groundnuts etc.
There are, besides, seven and a half acres of transit
sheds. Special facilives include a two-acre pond for
timber, a coal yard to hold 32,000 tons and a petrol
berth outside the harbour backwater. ’

The expenditure on capital works in the Port of
Madras amounts to over 3 crores of which 164 lakhs
Have been spent on the backwater, 32 lakhs on sheds
and buildings, 31 lakhs on the west quay and the rest
on plants and peefs, wharves and moorings, railways
dnd dredgers.

The staple product exported from the port of
Madras 1s the ground-nut otherwise known as pea nut,
earth nut or monkey nut. Though first exported to
Europe as carly as 1840, the Indian ground-nut was
fosing the European market towards the end of last
wentury due to deterioration of the article stself
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through disease. A better class of seed was, however,
troduced in 1900-01 from Senegal and Mozambique
with the result that India supples to-day almost half
of the world's demand for ground-nuts.

France consumes a very large share of the world’s
surplus of ground-nut available for export, the percent.-
age being as high as 68. Marselles 1s the most
important European port to which the Indian ground-
nut is shipped mostly from the Madras ports The
decorticated kernels are shipped n bags weighing 80
lulograms equal to 176 English Ibs net and are sold
in Marseilles in franks per umit of 100 kilos.

In the local marhet different umits prevail in the
two parts of the Presidency of Madras. The southern
districts quote their rates per French candy of 529 109
English 1bs. while the northern districts at the Englhsh
candy of 500 Ibs. The sterhng quotations are
generally per ton of 2340 lbs, netc i £

Europe imports ground-nut for extraction of ol
and the best results are obtained from nuts shipped n
the shell but the high cost of sea freights makes
impossible to ship unshelled ground-nuts, thus making
it difficult for the Indian article to compete in the
Luropean market with its rivals from French West
Africa, Gambia, Nagina, Nyasaland and the Sudan.

“Nuts when shipped in the shell occupy nearly
double the space of the steamer than they take when
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shipped as kernels. Ia this respect India is handi-
capped in comparison with the West Coast of Africa
where the freight consideration is neghgible, the bulk
of the crop has always been” shipped undecorticated,
The want of adequate facilities for shipping at the
munor ports in the Madras Presidency 1s a drawback to
the South Indian trade ”

These remarks of Mr Cotton lend the weight of
an unbiased opinion to the general complant that the
existing shipping lines do not pay sufficient attention
to the trade requriements of the small ports along the
coast of India.

Unless improvements are made in the Indian trade
1t 18 possible that the future requirements of France
may be bought by that country from Senegal and other
Afincan districts under the French flag.

Predominence of Madras in the production of
ground-nut has, during the last few years, been

challenged by Burma, that country having produced
120,000 tons in 1915-16

Below are given the rates for the carriage of
ground-nuts from 1877 onwards. They may be

studied in companson with other similar rates given
elsewhere, : -
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seeds or Ground-nut Kernels

Rate Per TON oF 20 Cwr.

Years, nghest.' Lowest, Years |thghest | Lowest,
' Coromandel Coast to
Mediterranean Seeds, eic,
per tom

1875 1898 | 30/- | 28/9
1876 e 1899 | 32/6 | 27/6
1877 76/~ 67/68 1300 | 32/6 | 25/~
1878 | .. | . 1901 | 25/— | 20/~
1879 | 60/~ [ 47/6 | 1902 | 22/6 | 17/6
1880 | 70/~ | 52/6 | 1903 | 23/6 | 18/9
1881 | 70/- | 60/~ | 1904 | 27/6 | 19/3
1833 | 67/6 | 50/~ | 1805 | 25/- | 19/3
1883 | 57/8 | 45/- | 1906 | 25/- | 21/3
1884 | 40/~ | 3379 | 1807 | 24/6 | 20—
1885 | 50/- { 80/- | 1908 | 19/6 | 17/-
1886 41/3 81/3 1909 | 25/- | 21/6
1887 | 37/6 | 30/~ | 1910 | 26/3 | 22/
1888 | 55/- | 80/- | 1911 | 30/- | 23/9
1889 ) 45/~ | 30/- | 1912 | 376 | 27/9
1890 | 38/9 | 26/3 | 1913 | 33/6 | 3379
1891 | 426 | 8173 | 1914 |{ce/3 {188
1892 | 85/~ | 23/9 | 1915 | 155/~ 55/-
1893 30/~ 22/6 1916 | 225/4 150/-
1894 | 813 | 26/8 [ 1917 | .. | ..

1895 28/9 21/9 1918 e

1896 19/6 17/6 per ton,d. w,

1897 | 23/8 | 15/- | 1919 [266/- | 120/~

North of Madras until we reach Masulipatam
there is a notiveable absence of large ports similar in
nature to and between the same latitudes as the
barren region between Marmogoa and Mangalore on
the western side of the peninsula. The ports in this
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iecahty have one factor in common namely that they
are all open roadsteads, the ships anchoring at dis-
tances varying from two to seven miles from the port.
However, the most nteresting port of the Madras
Presidency is Vizagapatam, whose potentialities are to
be worked up by the Bengal Nagpur Railway, which
1s entrusted with its conversion mto a deep water
harbour and with-an extention of its hterland by
construction of a new branch railway to Raipur, nich
m nmunerdls and oilseeds, The Central Provinces will
thus get a nearer outlet on the eastern coast of the

Indian penimnsula.

The ports of the neighbouring district of Onssa
though of great historical nterest have dwindled away,
owing to the rivers upon which the towns stand
having been allowed to be silted up and the trade of
the province diverted to the distant Calcutta. Railway
and sflipping wmterests are suspected of complcity m
the adoption of this policy whose disastrous results on
the western coast are chronicled in the later history of
Surat and Broach

The self interest of Calcutta is also charged with
hamperng the growth of Chittagong, the patural
outlet for the products of the province of Assam. It
appears tha unless the interested Railway Company,
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the Assam Bengal Railway, 1s entrusted with the work
of developing the port as is done in the case of Vizaga-
patam, Chittagong will have no prosperous fufure

before it.
(1]

Under the circumstances the port of Calcutta
alone serves the four Indian provinces' of Bengal
and Bihar, Assam and the United Provinces,
Three railway lnes provide transport for the
cargo it exports. The East Indian Railway brings the
grains and seeds, the Bengal Nagpur Railway the seeds
from the Central Provinces and coal from the coalficlds
of Raneegunj while the Assam Bengal Railway
conveys the jute and rice from Northern and Eastern
Bengal.

The linuts of the port extend, down the river
Hughly,’ to 16 mules below Calcutta and its facilities
include separate arrangements for the main articles of
the trade of the port namely coal, timber, hides, gram,
tea and sugar. A specal wharf is allotted 1o
petroleum at Budge Budge. There are, moreover,
two graving docks and 86 cranes varying in capacity
from 30 cwt to 50 tons ‘The total area covered by
the warehouses and sheds amounts to over 20 acres~
It should be remembered that these facilities have been
provided simultaneously with keeping the port open
through miles of difficult navigation accomplished
under the auspices of one of the most efficient. pilor
seriices in the workl,
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The capital expenditure of the Port of Calcutia
amounts to over Rs, 173 crores distributed mainly as
under—

Rs. (Lakhs)
Jetties and wharves ... w 292
Port and port approaches ... 1'15
Kidderpore docks ... v 260
Other docks ... e we 419

Railways and Ferry Service... 1'46

J21g

Its continuous growth since the first years of
this century was checked by the war which largely
curtailed the foreign trade of the port. It is worth noting
that in this respect the ports on the east of India
suffered jnore than those on the west as the latter
particularly Karachi and Eombay benefitted by the
military traffic, both in stores and passengers, which™
partly saved them from the full effects of the
depression in trade,

Next to coal, jute is the most important
commodity exported from Calcutta. That jute
is a monopoly of India is a fact too wellknown to
require any discussion 1n detail. What is however
not so equally strongly realised s that it is %a
monopoly at a price” as was pointed out to the
Indian Fiscal Commussion by the Jute Manufacturers'
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Association at Calcutta, "It is unnecessary here to
enter intoa discussion as o the fiscal results of this
contention. For our present requirements it is sufficient
o kn?lw that owing to the inability of other countries to
grow jute at competitive world prices and the failure to
find substitutes, India holds a monopoly of the jute
supply of the world,

The cultivation of jute in India is confined to
Bengal, Bihar and Orissa, Assam, Cooch Bihar and
Nei)al. The fibre is obtained from the unner bark of
the stems of Corchorus Capswlarss and Corchorus
Olitorius, annual plants belonging to the natural order
Tilraceoe. The fibre is chuefly used in the manufacture
of coarse textiles (gunny bags, hessians, scrims, etc.) ;
as backing for linoleum , for car[;ets, rugs and matting;
thread, twine and cordage; and in admixture with other
fibres for a large variety of fabrics. As a sule, the
cheaper classes of goods are manufactured 1n the Indian
Mills while the finer grades are woven by the Jute
Mulls of Dundee. The manufactures of jute bags have
a peculiar interest particularly for the shipping in-
dustry in so far as most commodities, if not shipped
in bulk, are packed in bags made of jute.

The relative importance of jute in Indan cultiva-
tion will_be seen from the following table compiled
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under the auspices of the Imperial Institute of
London t—

Table shawing market value of produce per acre for
_ Rice, Wheat, Cotton and Jute in India,

(AVERAGE FIGURES FOR TEN YEARS 1904-13 INCLUSIVE.)

: Whole. | Market

Yield perjsale price| value of
Crop Area Yield. Acre " produce
maund, | per acre,

Acres IMaunds,

Rice .. |569,805,465] 24,025,508 115 ([Rs. 475 Rs. 54'62
tons

Wheat ...| 28,145,474) 8,752,354 ®4 |Rs. 373 Rs 3183
tons.

Cotton.. | 20,876,500 8,835,966, 088 |[Rs. 289 Rs. 25:04

bales
(685,173
tous)

Jate .. 8,114420] 8298690 129 |Rs 943 Rs 12879

Attention may be drawn to the fact that though
occupying the last place as regards the arez under
cultivation, jute yields the highest market value for the
produce per acre.

As regards the consumption ‘of jute in manu-
facture, it is satisfactory to note that about 60 7, of the
annual produce is turned into cloth in India, though it
is noy equally satisfactory that almost all the jute mills
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in Bengal should be under Europeari maragement and
that all skilled labout employed 1n the industry should
be imported from Dundee It is high time that Indian
capital and enterprise were drawn in this imporant
industrial activity:  The jute that cannot be utilised by
the mills m Inda 18 naturally exported io foreign
countries and the following table shows theé relative
tise and importance of varioas countries as jute trlanu.
facturers = -+ ‘
Consumption of Raw Jute, 1901-3 and 1911-13.

- 7
o8 Averagé
Country, Period  |Consumption,
N _ 1 Metric Tons,
United Kingdom ... 1901-3 | 216,908*
191£-13 | 218,902%
France ... we el 1901-3 490,799

1911-18 99,897

Ialy.. o .. .| 190}-3 24,428
1911-18 37,864

Spain we| 1901-3 16,021
‘ 1911-13 27,903

United States we e 1901-8 103,935*

. 1911-13 96,977+
Germany .. ... | 1901-8 116,483
1911-13 146,746

AustraHungary ... .| 1901-3 44,551
: 1911713 | 5791

* . Long Tous,



806

It will be noticed that before the war the jute
manufactare though growing in all the countries
concerned except the United States of America was
practically stagnant in the United Kingdom was
growing very rap dly ia Spain and Italy, in Austria and
in Germany., Considering the quantity manufactured,
Germany shows the greatest development by an
annual consumption equalling 66 per cent of the total
requitements of the United Kingdom, Not merely
had the German jute industry been making a rapd
progress before the war, but it was done at the cost of
the British manufacturer for whom stagnation meant a
relative push backwards as will be seen from the fact
that while * during the ten years ending with March 31st,
1897, the United Kingdom took over 80 per cent of
the exports of raw jute from,India, duringthe decennium
19001909 she took only 40 per cent of the exports.”* ™~

Among the methods employed by the continental
states for the development of jute manufactures in their
countries are some that have a great interest from the
point of view of shipping and its development, It is
stated that “ Austriz and Italy granted preferential
railway rates on jute passing into the interior, provided
such jute was brought from India in Austrian or
Italian vessels. German buyers generally stipulated
that the raw material should be shipped in German

* From a report by the Committee of the Indian Juts
Mills Association on the subject of trade after the war
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vessels, and up to the outbreak of war, the Hansa Line
held a monopoly in the direct shipments to Hamburn
and Bremen, jute shipped to Germany vie London
being penalised by extra port dues on arrival at
destination "*

Growing exporls to the continent of another
article, the trade in which was during the last
century wholly restricted to the United Kingdom, also
deserves notice, Before the great war, Indian hideg
and skins, largely exported from Calcutta, had come
by stages to be controlled by a German ring who
diverted the trade to the continent. This trade
naturally came to an abrupt end with the openning of
hostilities but has again revived since the armistice
in spite of legislation intended to grant preference to
countries within the British Empire. " The following
figures speak for themselves.

Export of Hides and skins from India.
191990 192031, 192128,

Tons. Tons. Tons,
Total British Empire 20,761 7,284 8,218,
Germany " [ 87 8,740 11,765,

The accompanying table gives, for purposes of
comparison, the freight rates on jute shipped from
Calcutta,

* From a Memorandum by the Dundes Chamber of
Commerca and the London Jute Assocation, representing
British jute mterssts,
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Calcutta/t], K. Continent

Jute,

Rite per CArcurra Scarr.-

i

Years, Highest, | Towest, Years, iﬂxghest. Lowest
¥ 1871 100/~ '] 20/~ | 1895 { 30/-| 18/8
1373 92/6 60/~ 1896 | 22/6] 12/8
1873 95/~ 80/~ 1897 | 32/6] 13/-
1874 -, 1398 « 37/6/ 22/8
1875 . rer 1899 + 31/3] 25/-
Wheat ete 1900 33/3 21/5
1876 80/- 75/~ 1901 25/~ 19,6
1871 75/~ 45/ 1902 «23/9% 163
1878 60/- 32/6 1903 21/8 17/6
1879 80/~ 40/~ 1904 30/~ 20/6
1880 85/~ 60/- 1905 25/~ 17/~
T 1881 75/~ 60/~ 1906 26/8 17/6
1882 65/~ 40/~ 1907 20/~ 18,9
1883 60/~ 45/- 1908 20/~ 12/6
1881 42/6 217/6 1909 24/9 20/-.
1885 37/¢ 82/6 1810 24/~ 13/6
1836 33/9 27/6 1911 32/6] 21/3
1887 35/- 27/6 1912 36/3 276
1888 60 /- 30/~ 1913 33/ 20/6
1889 45/~ 30/~ 1914 85/~ 17/6
1890 36/3 22/6 1915 150/~ 34/3
1891 40/~ 32/6 196 210/ 137/6
3892 33/9 12/6 187 915/~ 300/~
1393 30/6 20/~ 1918~ 1,000/4 300/=
1894 32/6 22/8 1919 185/-{ 177 /-
4

Just as Calcutta, is the centre for the trads n jute
Rangoon, the last major port of India,ssa rice port gar
excellence, and the chief port of the province as about
8‘0 per cent of the coasting trade and about 90 pér cent
of the .foreign trade passes under the shadow of the
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Schwe "Dagon. Recently, moreover, 2 large portion
of the trade of Moulmewm, the second port of the
province, has been diverted to Rangoon owing to the
railway having been extended to Martaban on the other
side of the river Salween separatng it from Moulmein.

Rangoon, though the third Indian port in the
volume and value of its trade,* caanot be said to be so
effectvely equipped as are Bombay and Calcutta; for
example she lacks a dry dock for ocean-going vessels
nor is therea proper harbour; yet the conveniences for
Ioading, unloading and stonng of cargo are efficient
enough to make Rangoon the first port in India for
despatch. Its backwardness in other respects, however,
is due to the shufting of the river bed ani the sands of
the Hastings shoal; the former difficulty has been
partly removed by the erecuon of the niver tramning
wall under fhe guidance of Sir George Buchanan-partly
because it has added a fresh danger from an accumula-
tion of sand yust beyond the wall hmus, The existing
danger ansing out of the shoal s met by deep
draft steamers completing their loading of cargo below
Hastings to avoid being neaped, To avod all these
difficuliies, 1t 15 now proposed that a new harbour
should be bult on the Dawbon site which, 1 addition
to providing the much wanted dry dock, will enable
vessels of even 35 fvet draft to get to” their berths at

* The traffic handied m 1931-22 amounted to 2,511,093
tons, the lughest on record.  The unportance of Rangoon as 8
passenger port has been examuned fully on p. 831 et seg.

.
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any stage of the tide without crossing the Hastings
shoal. The scheme marks a complete departure
from the previous policy of the port. In Rangoon, hither-
to, port development has meant only the provision of
wharf and mooring accommodation in the river, even the
proposal to make a channel through the Hastings
shoal and to maintain it at a certain depth having been
given up long since on the ground of expenditure.
The ideas underlying the Dawbon Dock scheme were
in the beginning regarded as novel but have since
recerved the support of the Port Commissioners of
Rangoon and it has now been decided to name the new
docks, when ready 1n about eight years time, “Prince
Edward Docks” in commemoration of the visit of the
Prince of Wales to Rangoon in 1922,

Burma rice exported from Rangoon i1s hard to
beat for an allround useful quality. Vet m the
world market it has two rivals: the products of
Siam and Indo-Chuna which have recently developed
a lucrauve trade 1 the Far East, the Siam rice
even reaching as far as the Umted Kingdom. The
Rangoon rice shipping firms in their statement before
the rice branch of the Indian Trade Inquiry thus
accounted for the success of India’s new rivals,
“The geographical position of Siam and Indo-
China and to some extent the better shipping facilities
and relatively cheaper costs are the main reasons for the
predominant positions taken by Siam and Indo-China
in the Far Eastern trade” Referning to the lack of
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adequate shipping provisions, which if available, would
develop India's trade in these markets, the Committee
says—* As regards shipping facihues, large fleets of
Chinese and Japanese-owned steamers ply regularly
between Siam and Saigon to Singapore and Hongkong
India 1s dependent, to all intents and putposes, onone
or two lines of steamers which are British-owned, and
probably charge proportionately higher freights
Opportunities for shipment are fewer, but these would,
no doubt, have been increased had there been an
urgent demand for them™ When such a charge 15
preferred agamst the British shipping monopoly in
India by Briush firms themselves, there must be a good
deal of truth m the Indan indictment of the foreign
shipping interests to the effect that they are merely
content to make high profits by catering for estabhsh-
ed routes and that they have failed to help in a scientific
development of the trade along lines most suited to the
economic interests of this country.  That these ship-
ping interests are likely to remain deaf to all appeals
for help unless forced to act by official pressure may be
realised from the fact that the Trade Enguiry Committee
makes a direct appeal to the Government of India to
put matters right in the interests of Indian trade. *“The
question of improving shipping facilities between
Rangoon and Singapore in order to take advantage of
the latter portas a distributing centre for nce to the
Far East nught well receive attention from the Govern-
ment of India.” -

As regards the trade in nce with the European
market, we find that before the war Germany was
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pecoming India’s prmcipal buyer of this commodity
as of yjute. The following comparative table will
indicate the relative rlse and position of various
European countries 1n respect of Indian rice trade : —

Exports of rice from India to the United Kingdom
. and Continent.

From Total from
Burma Bengal India
Tons, Tons Tons

United Kingdom—
1%00 .. ..} 101,054] 50,977 | 153,081
1913 ... .| 117,848| 10,855 {128,803

Germany—
1900 ... .. 197,562] 14,367 {211,829

- 1913 ... .. 320,919 18,503 | 339,422
Holland—

1900 s ...] 103,169 ot 103,169
1918 .. .. 255264 17,643 |272,807
Austria-Hungary—
1900 ... ..} 115607} .. |115,697
1813 ... ..1178,987] 2,697 (181,634
) 1900. | 1913
Total to United Kingdom 152,081 | 128,803

Total to 3 Continental countries.. | 430,795 | 793,963
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Germany takes a large quantity of rice fromr India

and after “milling,’ it, exports the grain to many

countries, particularly West Africa, West Indies,

Central and South America and Rusdfla. Her growth
u trade is largely due to the good shipping facihities at

Hamburg and Bremen, most of the mills being situated

at these ports on the water side

The following table

will show how Germany, with a scientific application of

port charges, has succeeded against powerful and long
established rivals i—

Port Charges on Rice,

Amsterdam|Rotterdam |Liverpool
per ton. | perton |perton ?:f‘tl;‘:g
s d s d s. d

Total cost off 8 & 19 $ 1145 { NiL1 No port dues

discharging to are  charged

hghter  an dj and landing

debivery to mill charges  are
rarely payable

Totalcost off 4 6 8 5 5 6 |Nih| as most mils

landing, dehd are situated at

very to rmull for] the watersides,

treatment and

re-export,

Total costf 8 6 2 8} 8 51104 to 15, 87 per

of transhipping] ton  per month

rice  (without according to  de-

treatment 1n| mand far storage

mills) for re- barges.

export by sea-l 3

going vessels

The German trade in Burman rice was developed
by the policy of providing direct services between
German and Burman ports,
thatbut for the German steamship compamies patne

It need h

ardly be added
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otically working in league with the German merchants,
this trade would never have developed. The German
steamers that went to Rangoon to load rice were
utilided in pushing the trade in German salt which was
carried directly from Bremen at lower rates of freight
than were charged by Brush steamers from Liverpool.
The necessity for direct shipments can also be seen
negatively by the dwarfed nature of the American
trade with India as, 1n the absence of a frequent
regular service, most of the American products
were, before the war, transhipped at Liverpool if
shipped from the Atlanuc coast and at Hongkong
when shipped from the Pacific coast—the resulting
delays and the higher freight rates placed American
products 1 & position of imtial disadvantage from
which they normally did not recover. If, therefore,
proper shipping facilities are provided, there is a very
good prospect of a fine rice trade between Burma and
the West Indies and South America which now import
Indian rice through Hamburg, Moreover, even the
United States of America may provide a profitable
market for the Indian produce as that country does not
grow sufficient rice crop for all its requxreménts which
are now supplemented by the rough nce imported
from the Far East,

Not merely were the Germans content to develop
their rice trade 10 Europe but they also set themselves
up as millers in Rangoon and before the war owned
some very modern rice-mills there. Since the war,
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however, their interests have been transferred to British
owners, thus eliminating German competition altogether.
It is to be hoped that this practical monopoly of the
foreign trade in Burma rice in Englsh hands will not
1€ad to any organised attempt to buy unhusked paddy
at a rate ruinously low to the cultivator. This danger
is the more to be guarded against as the English firms
that control the rice mills are also interested in the
shipping companies that run a regular line of steamers
from Rangoon to England. The resultant dynamic
force of such a_combmation, 1f misdirected as in the
cass of the « Bafns " monopoly, would prove ruinous
to the best interests of the province.

The rice freight rates tabled below should be read
in comunction with similar tables for jute and
ground-nuts and with the graphs of the Bombay rates,

Burma/U. K. Continent.
Rice Per ToN—Rate.

Years | Haghest. | Lowest | Years [Highest Lowest.

1870 67/6 52/6 |NewScalefrom Bombay.
1871 00/- 60/~
1872 03/6 65/~ 1883 | 60/-! 41/3
1873 97/6 72/6 1884 | 47/ | 27/8
1874 700/ 82/6 1885 | 44/3 | 30/~
1875 8/6- 72/8 1886 | 38/-1 27/6
1876 | 80/~ | 6%/6 | 1sar | 38’9 | 30/
1877 | 97/3 | 65/ | 1888 | 42’6 | 80/~

1878 | 60/~ | S0/~ | 1889 | 50/~ 80/-
1879 | 57/6 | 40/- | 1890 0/~ 21
1850 | 65/- | 536 | 1391 | 42781 326
1881 | 65/- | 56,3 | 18821 389 2%/6

1882 62/9 4746 1893 ¢+ 30/-  22f6
l !
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Burma/U, K. Continent, -
Rice Per ToN—RaTE,
(Continued )

Years |Highest [Lowest | Vears Highest. | Lowest.

1894 1 33/9 | 26/3 | 1907 25/~ | 20/~
1895 | 30/- | 2173 | 1908 20/~ | 10/8
1896 | 25/6 | 12/6 | 1909 24/~ | 1776
1897 { 28/9 | 16/~ | 1910 24/6 | 18/9
1898 | 40/- | 23/9 | 1911 27/6 | 21/3
1899 | 83/9 | 22/6 | 1912 85/-| 27/6
1900 | 33/9 | 23/91 1913 33/- | 29/6
1901 | 26/3 | 20/~ | 1014 32/6 | 16/3
192 | 24/ | 15/~ [ 1915 | 127/8 | 30/-
1903 | 25/- | 20/-{ 1916 | 270/~ | 140/-
1904 | 29/- | 20/~ | 1917 | 600/~ | 270/~
1905 | 25/- | 16/3 | 1918* i,
1905 {25/~ | 13/9 ] 1919 | 180/- 175

The five muajor ports which almost exclusively
account for the, sea-borne trade of India share with the
twentyfive minor ports the coasting trade of the
country, the thtal yalue of the former beng ‘for
the year ending; 31st March 1923, Rs. 5,79,43,71,724
and of the Iatteét Rs 1,25,94,74669. The major ports
Peing mostly termunals aad not ports of call such as
Colombo and Singapore, the tonnage of shipping

+ * No fixtures reported during thus year as the demand was
met almost eptirely by ¢ hners” or by * requisitionad ” tonnage
A Japanese steamer 15, however, known to have been fixed at
800/~ per scale ton from Bombay to Marseilies.

+ Rate for steamters % directed ¥ by the Shipping Controfier
10 be fixed tp she Royal wheat (or sugar) Comimissioy; or Timber
Controljer N
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entering the ports isa far mndication of their actusl
sea-borne trade.

The value of the trade being of the proportions
mentioned above, 1t would be interesting to work out
the amount of freight earned in its transport, So
far, only two attempts have been made to arrive at
the amount of money earned by the ships engaged tn
the coastal and ocean trade of India. Basing his calcu-
lations upon rough estumates prepared by the author,
Prof. K. T, Shah has studied the question i his recent
book “Indian Trade, Tanffs and Transport.” Secondly,
i astudy of the mvisible 1mports as affecting  the
real balance of trade of India, Mr, Findlay Shiraz,
Director of the Labour Bureau in Bombay, applying
the tesults of the Board of Trade inquiry n .1913,
calculates the shipping earnings i Indian trade at
Rs. 2315 crores. In view, however, of the great
importance of shipping 1ncome in a discussion of all
subjects connected with a national mercantile marne,
1t 1S necessary to examuie the pomt with as great a
thoroughness as the applieation of the scientific
methods to the material available will permit,

The first method to obtain the earnings of ships in
a trade is to ascertain the receipts per ton of shipping for
such foreign mercantile marines as have official
statistics published about them or for such shipping
companies as publish the required information and to
deduce therefrom the total earmings of the whole of the
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tonnage engaged in the trade, Unfortunately this method,
though very simple and effective, cannot be utilised by
us because neither the Government of India nor any of
the shipping companies engaged in the Trade of India
publish the necessary figures It may, however, be stated
here as a point of interest that both Sweden and
Denmark publish annually exhaustive official statistics
dealing, among other subjects, with the earnings of the
ships carrying the national flag. Though the British
Government does not pay the same attention to the
subject; at least some information relating to them
is made available to the public by some of the British
shipping companies.

The second method of estimating shipping
earnings consists in regarding the engaged tonnage as
time chartered when the amount of charter money plus
the charterers’ disbursements for bunker coal and port
dues would equal the total payments for shipping, The
objection to the practical application of this method
arises from the fact that time charter rates are naturally
available only for tramp ships which as such cannot
furnish the standard figure required. Moreover the mixed
passenger and cargo steamers are excluded from the
category. All thesame it is possible to apply this
method in a rough way to the Indian sea-borne traffic,
its application to her coastal traffic being rendered
difficult by the absence of necessary statistics. Taking
foreign trade, we know that 1n 1921-22 the total tonnage
of vessels engaged in the work amounted to about
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15,655,000 tons. As each ocean trade vessel would
have a deadweight of about 8,000 tons, the number of
voyages m the trade may be put down at about 2,000.
As each ship would enter and clear a port about 8 times
a year we get a tofal of 8,000 vessels* asengaged
in the foreign sea-borne trade of India. Now the
average time charter rate would be well represented by
Rs 3 per ton per month , and if a ship runs effectively
for 300 days per annum, the annual hire would
amount to Rs. 30 per ton, giving us &s. 24,00,00,000
as the time charter money for the whole of the tonnage
engaged in the foreign trade  The. vessels would,
moreover, consume 8,000,000 tons of coal on the basis
of 200 steaming days in the year at 40 tons per day
Taking the average price of coal at Rs. 20 per ton, the
bunkers would account for Rs. 16,00,00000. As
regards port dues, the ships will pay Rs. 4,00,00,000
on the basis of each ship paying Rs. 5,000 for
the loading and discharging ports. According to this
method, then, the shipping earnings in the Indian
foreign trade amount to
Rs.
Time<charter money... 24,00,00,000
Cost of bunkers ... 16,00,00,000

Port dues . 4,00,00,000
44,00,00,000
* The Agure of the ber of ) d o the

sea-borne trade as calculated here 13 very close to the number
8037 as given n the Review of the ‘frade of India 1921-28
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These rough calculations would seem to be fauly:
correct as we find. that if we deduct from the charter
money the profit of the owner of the vessel say on rthe
basis of 5%, we find that the bunkers and port dues
amount to 467% of the.expenditure—a percentage , very~
close to the one mentioned before: .

Ths method of calculatmg shxppmg earnings can-
not, however, be applied to ‘the coastal trade of India
because the published’ figures of cleared and entef-ed
tonnage include the repeated voyages of the Ivess.elg,
thus vitlating all calculations made therefrom, The
farf success of the application of this method to the
foreign trads is due to the fact that most of the vessels
onloag voyages are normally fully loaded both waysand
do not engage in the interportal trade of the country.

. Fot the coastal trade, therefore, a more general
methgd,a ZAixd one,. based on averages has to
be adopted. It1s desirablg to ascertain the average
rates for the mamm commodiuies. carnied along the
Indian ports, From these vanous averages, an
all-India average should be obtained which when
multiplied by the amount of cargo will gve us the ship-
ping earnings in the trade.

B

Thus the average of freipht rates from Cannanore,
Telicherry and Calicut Yo Bombay, Karachi, Colombo,
Calcutta and Rangoon, on about 100 different arti-
clesis Rsw 29 : the average of freight rate from Bombay
to “all Indian ports on about 60 articlesis Rs.’ 207 the
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average from Mangalore to Bombay, Karach,
Colombo, Calcutta, Rangoon and Madras on about 50
arucles is Rs, 19, the average from Karachi is Rs 20,
the average of freight from Cochin and Alleppey to
Bombay, Kardachi and various other Indian -ports 15
Rs, 25.  The average rate from Galcutta and Rangoon
for general cargo is Rs, 21 and is Rs 23 respectively

All these figures of rates are taken from quotations per
ton or 40 c.ft. to a ton. Commodities quoted by any
other umt would, however, bear about the same rate by
space or weight.

¥

Taking an average of these figutes, we get 22'42
as the average rate of fraight along the Indian coast
t. e, the standard Indian freight-rate may be regarded
as Rs. 22 per ton.

Turning mow to the amount of cargo lified, we
find that very exact estimates give us about 55 lahhs of
tons as exported from Indian coast ports for imports
into Indian ports. These estimates are rendered very
difficult to fake owing to various umits being used m
official statistivs. If different umits of weight were only
used the estimates could be made more reliable but 1
saine cases measurements only are recorded while m
others only valuesare given. Efforts have, however, been
made to reduce them, all to one umt—the shipping ton
of 3,240 Ibs. |t would not therefore be an unnecessary
re-itergtion to say that the figures of 55 lakhs of tons
is approximate only but ernng on the side of under
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statement ; where possible scientific tables have beett
used but in a few cases little more than guess work
could be attempted. Fortunately, however, such cases
betng rare, the figure of 55 lakbs of tons of cargo may
be taken as rehable for all practical purposes. Now
multiplying the figure for cargo with that for the
freight rate, we get 55,00,000 x 22 = 12,10,00,000 or
twelve crores of rupees as the earnings of ships engaged
in the coastal traffic of Ind:a.

A method similar to the last one was employed
by the Brtish Board of Trade in 1913 when, for the
first time, they ascertained the distribution of British
shipping on the principal routes and from published
rates of freight for important commodities, calculated
the approximate receipts on each route, It is ths
calculation that formed the basis of Mr. Findlay Shiraz
estimate referred to above It need hardly be pomnted
out that this method which relies wholly on averages,
unless its resultsare checked by independent calculations,
cannot be fully refied upon. Let us, therefore, check
our figure of 12 crores as representing ships’earnings
in India’s coastal trade by another method wherein the
margin of error is much reduced. Fortunately this fourth
method is one which fits in well with the nature of the
figures published by the Government of India. The
method consists in deriving the freight charges from
the difference between the values of the imports and the
exports. Doubtless this method is possible only in
those countries where, like in India, the exports-are
valued £.0.b. and imports c.if. The difference between
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the two values represents commissions, insurance and
freight. It has been calculated that 27/ out of this
difference would suffice to meet the first two charges
leaving 8% for freight.*

* Applying “this percentage method to the Indian
coastal trade, we find that for the year ending 31st
March 1922, the difference between the value of the
goods including government stores imported and
exported coastwise amounted to Rs. 13,97,14,842. If
we deduct from this figure 27 of the value of the
exports namely Rs. 1,04,21,37,736 amounting to
Rs. 2,08,42,754 to cover insurance and other charges,
we get Rs, 11,88,72,088 as the earnings of ships
engaged in the coastal cargo traffic.

Imports < - Rs. 118,08,52,578
Exports .. . . 1042137736

Difference - Rs,  13,8714,842
Less 8 7 of exports  ,, 2,08,42,754

Freight Money ... Rs  11,88,72,088

Tlus figure of the freight money is fairly close to the
Rs. 13,10,00,000 obtained above by the application of
the method of averages.

“It has for long been usual, particlarly since the days of
S Robert Giffen, to assign 103 of the value of a commodity to
the cif. charges. Ot this, Giffen allotted 2} per cent for
commission and insurance. Close research has since shown
that 2% will adequately meet those charges. Anyhow 10%1s
now a well recognised proportion, Australia reckoning the value
of its imports on the basis of the fair market value of the artice
1n the country of ongw plus 104 to cover nsurance, freght and
other charges.

1t should however be remembered that 83, does not always
represent the actual cost of freight, for  example n
Brant, the cihcial statistics, giving both the fob. and cif.
values of her unports, eshowed m 1918 that this charge
represented almost 307 of the fo.b. value of the imported articles,



LT

By the application of the mamn ppnciple underly:
ing this method based upon difference. of values
namely that 87/ * of the values of commodities
represents, as a rule, the freight charges thereon, it is
possible to find out the freight payments in the foreign
trade of India. Thus for the year 1921-22 the values
are as under;— v

Imports ... . Rs. 3]11,7,12374
Exports w. .. ,  267,72,59,350

Total Rs.  5,79,43,71,724
="

Now as the valties of the exP;)rts are £. 0. b. and of the
Imports ¢ i. £, it will be necessary to deduct 107
from the later to cover commussion, freight, insurance

* A remarkable confirmatiou of the 8 rule 13 provided by
the following analysis of the proportion of the total freight to
the value of some of the commodities imported 1nto india and
tabled below.

Chemicals ... . wr * e s e 6§ %

Dyes and colours . - e LEZ
Iron and Steel ... . . 6 %
Provisions and Oman’s Stores we o aee 8D 7,

Spices e @ e ate 4 7
Sugar “ e e - LA
Coal, Coke and Patent Fuel . o w 286 %
Hides and Skins raw e ee e BX
Qs ... o . - oo P o 40 %
¢ Textile matenals - - o aor 2 %
Chemicals, Drugs and Medicines - . | 24
Dyes and Colowrs . ., T - DA
Metals (iron and steel) and manufactures thereof 6 9
Yarns and Textile Fabries.s. -~ e e . 887

»

Y —a——
Total for 13 items - . 108-38 %
.+ Average for 1 tem ., . “ 6 ¥
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s0 that getting’ the { 0. b, value of imports a5 well, we
can safely apply the 37/ rule.
Imports ..  w. .. 'Rs. 811,71,12,374
Less 10% ey 31,17,11,237

Value of Imports £. 0. b. ..Rs. 2,80,64,01,137
Value of Exports f 0. b, w. , 2,67,72,59,350

Total Rs 5,48,26,60,487
————————}

Taking 87 of the total values of imports and
exports { 0. b, we get Rs. 43,86,12,839 wh:ch repre-
sents the earmings of ships carrying the ocean traffic ot
the country. Itwill be found that the figure derived
by this method 1s close enough to the one based on
time-charter rates to justfy the opimon that toth
methods have given approximately correct results,

For the sake of greater accuracy, however, let us
follow the most simple and yet the most exact fifth
method of arriving at the total of freights by basing the
calculations on the separate freight rates for each of the
various commodities that make up the foreign trade
of Intha. The rates of freight in the following tables
are mostly based on units of weight. It has therefore
been necessary to convert, as far as possible, the
quantities of the articles in tons.  Where, however, the
weights were impossible to obtain the percentage of value
has been adopted, varying it according to what the traffic
in that particular line will bear The rates of freight
per ton are either the specific market rates or their
averages wheve necessary. To give the reader an idea
of the commadities which enter into the import and
export trade of the country, the complete hst under four
main heads as authorized by the Governmept of India
for its statistcal purposes is given below, together with
the freight rate against each commodity 1—
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Freight Table for Indian Imports 1921-22,
(000 Omitted.)

Freight | Total -
. Value | Quantit;
Articles, Y| per ton | Freghts.
Rs-. Tons. | PR .
L Food, Drnk, and
Tobacco
A Fish  (excluding]
canned fish) 1,877 .. 15Y 270
B, Fruts and Vege
tables .. 16,8000 . 15% 2,520
C. Grain, Pulse, and
Flour ., .. 93,558 451 82/4 14,544
D, Liquors .. .l 87,6604,507gal] 20% 7,582
E Provisions and|
Oilman's stores .| 97,086] 26 82(4 1,708
F. Spices .. .. 19259 58 82/4 838
G Sugar ave wy 2,75,028) 788 21/~ 16,448
H Tea 5,689 3 82/4 28
I, Other Food and
Drnk . W 16,067 .. 159 2,585
J. Tobacco .. s 6,505 2 82/4 84
Il. Raw Matenals and)
Produce and Articles|
Mainly Unmanufac-),
tured -
A, Coal, Coke and|
Patent Fuel o) 58,504 1,500 | 11/- 16,511
B. Gums, Resins and
Coos  w 41000 10% 410
C. Hides and Skms
raw 981 L 82/4 82
D, Metallic ores and -
strap " 887 . 107
E. Oils e o) 75,614]128,482 0404 per] 80,858
gallons. | gallons
F. Seeds .. .. 1678 4 824 120
G« Tallow, Steanne
and Wax 4. | 2025 2 824 64
H. Textile Materials .| 49,738] 80 83/13 1,012
1. Wood and Timber.| 8,638) 56 18/12 1,050
J. Miscelianeous .| 17,900] .. 15% 2,596
III  Articles Wholly o
zlaa.mly Manufactur
A, Appare! .. .. 12,808 .. 202 2,560
B, Arms Ammunition
and Mihtary stores| 7,01 8 82/ 97
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Freight | Total
per ton. | Freights

Value |Quantity
Tons | *"Rs. Rs

Articles. Rs

C. Carriages and Carts|
¥+ ncluding  Cycles|

and Motor Cars ,..] 85189 .. 20% 7,020
D Chemicals, Drugs
and Medicmes ,| 87456 55 414 2,269

E Cutlery, Hardware,
Implements and
Instruments .| 119,351 - ... 157 17,895

F, Dyesand Colours,| 44,908 19 41/4 784

G. Furniture, Cabinet-
ware and Manufac

tures of wood .. 5,428 207, 1,080
H Glassware and Ear-
thernware : .| 80,029 .. 20% 6,000

1. Hides and Skins
(tanned or dressed)

and Leather e 6,648 . 10% 664
J. Machinery of all

kinds mciuding belt

ing for machinery| 8,654,921 .. 15% 68,285

K Metals (Iron and
Steel) and Manufac-
tures thereof . 13,10,509 614 2L+ 12,894

L. Metals (other than
Iron and Steel) and

Manufactures thereof! 50,514 88 21 798
M Paper, Paste Board
and Stetionery 82,548 85 30 2,550

N. (1) Ralway Plant
and Rolhng stock
other than carriages
and Locomotives 41,018 148 88/12 4,995
9) Carmages and

motives | 1,48,0881 ... 15% 22,200

“0O.Yarns and  Textile

Fabrics - | 6,24,801 154 83/12 5,197

P, Miscellaneous  ...| 1,82,976 .. 15% 19,946
1V. Miscelianecus and
Unclassified w | 48,238 .. 107 4,328

Total Rs| 2,63,805

* Average of freights on 9 different articles.
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Frelght Table for Indian Exports 1921-1922

(000 Omitted.)
Value |Quantity| Freight| Total
Articlea. Rs Tons, |per Ton |Fresghts.
Rs. Rs.
I, Food, Drmk and
1obacco
A Fish excluding {can-
ned fish) ... vl 6,085 ] eer e 15% 905
B Fraits and Vegeta-
blesie v 6928 .. 15%| 845

C. Gram, Pulse and
Flour e ~ {2,99,887 1,858 24% | 89,672
18

D. Liquors ... sernen soves
E. Provisions and Oal-

man’s Stores - 7,066 8 16/8 99
F Spices «| 10,085 18 80 480
G. Sugar . o 2,486 [] 16/8 99
H Tea - 11,892,201 141 88/3 | 5,428

{. Other Food and
Drink s Wi 18,824 1 e 15% | 3,088

J Tabacco . el 7,180 U] 1644 162
II. Raw Materials and
Produce and Articles
Mau;ly Unmanufac-

ture
A. Coal, Coke and Pa-

tent Fuek .. | 1602 114 1| Los4
B Gums, Resins and

Lac . | 79,867 22 22 484
C.Hides and Slunsraw | 59,818 48 4918 2,878

D Metallic Ores and
Scrap . w | 17,0u8 548 8,040
E. Oils e o] 28,488 | 24,544 -] 6,138
gnllons

F. Beeds e on[1,74,089 LL010
G Tallow, Steanne and
Wax . 918 o 45

H Textile Materials .. {7,17,422 | 1,042 1614’ 16,982
1. Wood and Timber,.,| 5,861 28 18/8 878
J« Miscellaneous ., } 8LO77 ] ... 157} 4661
I, Articles Wholly or
A Mainly ?Janufactured X
Appare! .. ) 8125 ... 207, 623
B. Arp‘:; Ammunition| ’ %
and Mthy Stores.] ees o s wen [ onatnn
C. Carnages and Carts
including  Cycles
and Motor Cars ... 85 ] covene 207 ¥

*Average of Bombay and Calcutta rates.
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" Value |Quantity | Freight | Total
Articlea Rs | Tons [per tom. | freights,
Rs, Rs.
D. Chemicals, Drugs
and Medwcines .| 928,582} 14 80 420
¥
E Cutlery, Hardware, )
Implements and In
stryments ... . 946]  vavane 15% 141
F Dyes and Colours...| 18,818 70 16/8 1,155
G. Furmture, Cabinet.|
ware and Manufac.|
tures of Wood L. L187 . 20% 287
H Glassware and Ear
thenware . * .. 237, 20% 47
1. Hides and Skins ’
(taoned or d d} '
and Leather ] 40,886 10 48 495
J Machmery of all '
knds mcluding belt
g for machinery .. .11/ 5% 7
K.Metals (Iron and
Steel) and Manufac,|
tures thereof . 5,858 60 22/8 1,850
L. Metals {other thay|
Iron and Steel) and
Manufactures thereof] 12,856! 88 22/8 856
M Paper, Pasteboard
and stationery . ... 258 s 0% 25
N. Raiway Plant and|
Rolling Stock ... 687 1 80 30
O Yarn and Textle)
Fabrics - w| 4,64,429] 694 2o 20,820
P. Miscellaneous .1 44,987 o Wy | &7
IV. Muscellaneous  and
Unclassified wef  48,418] e . 109 4,641
' Total Rs| 1,88,958
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The total amount of the sea-freight on the import
and export trade of India amounts therefore to
Rs. 40,27,63,000. To this should, however, be added
the freight on government stores and treasure, both
private and public. The former meluding imports and
exports amounts to Rs. 34,589,240, at 8% the
freight on this figure would come to Rs, 1,38,24,769
The total treasure carried equals in value
Rs, 50,36,63,670, at 27 on the value, the freight
on the treasure would amount to Rs. 1,00,73,273.
Therefore, the total of the freight on the whole of the
sea-borne trade of India equals -—

Freight on Sea-borne Trade Rs, 40,27,63,000
Freight on Government Stores ,,  1,38,24,769
Freight on Treasure » 1,00,73,273

Total Rs 42,66,61,042

Putting this figure side by side with the two other
estimates of shipping earmings in Indian sea-borne
trade, one cannot but be struck by the remarkably
cotrect results obtained by the use of the three
methods employed .—

Time-charter method gave  Rs. 44,00,00,000

Eight per cent method gave ,, 43,86,123,839
Weight—Rate method gave ,, 42,66,61,042

The total shipping earnings from the Indian
cargo trade, therefore, amount to about Rs. 545 crores
per annum including the Rs, 12 crores of the coastal
trade,
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Passenger trade is, however, an 1mvportant adjunct
of the shipping business and the fares derived from
that source should be considered if the present enquiry
is to be as exhaustive as possible Here, too, the
bsiness 1s divisible into two main classes, coastal and
oceanic. As regards the former, exact figures are
available only for the number of deck passengers
travelling along the coast Careful calculanons made
by multiplying the number of passengers officially stated
to have travelled-1n 1919-1920 between various Indian
ports by the fares then charged for those passages give
the following results .—

Passages, Deck Passage money,
Bay of Bengal ... ... .. Rs. 4576,000
Bombay Presidency* ... N » 51,832,000

Rs. 97,58,000

]

To this figure, we may add Rs. 12,432,000 to round
up the total as also to account for the fares paid by the
cabin passengers. The coastal passenger traffic earns,
therefore, Rs. 1,10,00,000 per annum. There remain,
however, the non-coastal or oceanic passengers who
leave and return to India at specified seasons. On the
basis of the busy season to and from India lasting for
20 weeks each and the number of passengers travelling
being 300 per week during the busy seasons aad 100

®* The Bombay Presidency figures have been arnved at
alter making separate calculatons for the man six lines
ruoning there.
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per week tor the remaining twelve weeks of the year
and if the average "of the passage fare be taken at

Rs. 1,000 per passenger, we get
Weeks P;:\s'i:%:;(s P:lfnaeg; Ezr?lﬁtlgs
Incoming season 20 x 300  x 1000 60,00,000
Outgoing season20 x 300 x 1000 60,00,000
OFf season 12 x 100 x 1000 = 12,00,600

Total Re 1,32,00,000

]

it

t

The total of the coastal and ocean passenger
‘business amounts, therefore, to Rs 2,42,00,000 which
added to the Rs, 54,66,61,042 of the trade freights gives
the grand total of Rs. 57,08,61,012 or 57 crores of
rupaes as the total gross eatnings of the Mercantile
Marine engaged in Indian trade,



CHAPTER X.
STATE AID TO SHIPPING.

Shipping is so much identified with the aational
life of a maritime country that large sums of money
are annually spent for its development by the different
states of the world. The extent and importance of
such state aid to shipping is vasily visualised by the
following statement :-— ’

Annual public expenditure in aid of National
Shipping.

o $ Rs. a. p*

P
France ... - 13,423,737 ... 419,49,178 0 0
Great Britain & .

Colontes ... 9,698,384 ... 3,20,79,235 0 ©
Japan .. . 5,413,700 ... 1,69,17812 8 O
Italy ... . 3,872,917 ... 1,21,02,865 10 ©
Spain ... e 3,150,012 ... 98,43,787 8 O
Austria  Hun-

gary ... 2,984,530 ... 9326656 4 O
United States . 2,695,287 ... B422771 14 0
Germany . ... 2301029 . 7190,715 10 O
Russia ... .. 1,878,328 ... 58,69,775 0 0

000 40,62,500 0 g
0
0
0
0
0
0
0
0
0

Brazi! .. « 1,300,

Norway o 1,102,143 ... 34,44,196 14
Netherlands .. 880,011 ... 27,50,034 6
Sweden . 977,752 ... 8,67975 0

Chile ... . 253198 . 791234 6
Denmark oo 145000 ... 453,125 O
Mexico 75000 ... 234375 O
Belgium ee 55870 ... 1,74,593 12
Egypt ... e 54,512 ... 1,70,350 0
Po:tugal e 50,000 ... 156250 0@

49,602,407  15,50,07,521 12

Exchange at Rs. 3.2.0 to § 1.

* The figures are taken from the Report of the United
States Bureau of Navigauion to the Secretary of Commerca and
Labour and refer mostly to the year 1908-1909.
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The above table indicates the volume of the
assistance rendered by vatious Governments to the
development of their respective merchant fleets, It has
been necessary, for purposes of comparison, to give the
figures of over a decade ago, but it may be mentioned
that even to-day the relative volume of Government aid
remains the same, the amount in most cases having
increased during and after the great war. It would
probably come as a surprise to most readers that
Great Britain with her Domintons 15 spending every
year from the public treasury about one-fifth of the
total amount spent on the merchant marine by all the
other countries of the world put together. In view of
these facts the opinions of the Special Comwmuttee of
the British Shipping Industry, expressed in their state-
ment prepared for the Imperial Economic Conference
1923, to the effect that “ shipping should be left alone
to'develop along its own lines” and that “ we know no
methods by which Governments can foster shipping—
but there have been many examples of the damage
done by Government intervention,” can be ascribed only
to their 1solation of outlook and indifference to the facts
of shipping Iistory briefly indicated below it the
measures which certain representative .maritime
countries have taken to foster their national merchant
manng.

GREAT BRITAIN.

According to Lloyds Register of 1922-23, the

total steam and motor tonnage of the United Kingdom,
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excluding vessels of less than 100 tons, is 19,083,638
tons gross. It 1s worth noting that this figure
represents a close approximation to British tonnage
before the war to which we will refer in greater detail
for purposes of showing the rapid development during
the normal period since 1890, In 1914 the merchant
marine of Great Britain totalled 19,256 766 tons, show-
ing an increase of 457, above the tonnage of 1900 and
of 887 over that of 1890. It must, of course be admit-
ted that a large proportion of this growth was the result
of purely economic causes and the geographical advant.
ages of the country.® Her industrial domunation during
the period straddling the two centuri€s, her imports
of bulky raw materials and exports of compact
manufactured goods, her possession of the best quahty
coal and control over the coaling stations along the
main ocean trade routes, the nvenuve genius of her
technical men and the enterprising character of her
capitalists ; and above all the spirit of sea adventure
natural 10 the successors of the heroes of Trafalgar
and the Spanish Armada-—all these factors building
upon the foundations laid by the Navigation Laws, no
doubt, played their allotted part in the evolution of the
national manne. Its predommnant position to-day,
however, 15 supported by the direct official help st
receives as follows »—

{1) Appropriations for naval reserves,

(2) Admiralty Subventions,

{3) Government loans at low rates of interest,
(4) Mail Subventions,

(5) Colonial Subventions ang

(6) Indian Subventions,
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Appropriations fer Naval Resetves :—Every year
the British budget provides for approximately
£ 450,000 as “pay, allowances and contingent
expenses” of officials and seamen serving on merchant
and fishing vessels, as annual retamners, dnll money and
lodging allowances to men in the Royal Fleet Reserve
and as capitation allowances to the Royat Naval
Volunteers. These appropriations for Royal Naval
Reserves are no doubt primanly intended to enable the
Royal Navy to draw, fron a suitable supply of seamen,
its crews for men-of-war, But the direct assistance of
this monetary contribution to the merchant marine
should not be forgotten. These paval retaners make

~the pursurt” of sea Jlife more attractive and the steady
supply of capable seamen more assured. The mau-
ning of the merchant fleet 1s thus greatly facilitated.

Admiralty Subventions :—The British Admiralty
bas, from time to time, paid subventions to various lines
of steamers operating vessels of a certain type and
speed with a view to uulising them as auxifiary naval
ctuisers or transports in times of war. This method
has during the last few years been replaced by the
more convenient system of cheap loans Before the
beginming of the European war, therefore, there was
only one such subvention in operation, namely, thé one
under the contract of 50th July 1903 which runs untl
1927 and provides for an annual payment of
Rs 22,81,170/~ to the Cunard Steamship Company.
When it s stated that the earlier amount of this
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subvention to the, same company was only about
Rs. 2,28,110/-, one realises the great step forward
that Great Britain has taken since the beginning of the
century in promoting the welfare of her already
devgloped merchant marine
Cheap Loans :—The Cunard Steamship Compar;y
has, moreover, been the favoured recipient of a loan of
£ 2,600,000/- at 23 Y mierest. The close relation-
ship between this shipping company and the British
Government dates from the day when the first mal
contragt was made with Mr. Samuel Cunard 1n 1838,
The main object of this loan was, to enable the
Cunard Steamship Company to bwild 2 steamers,
3. 8. Lusitania” and s. s  Mauretania ” with a speed of
at least 25 knots for the purpose of running in the North
Trans-Atlantic trade, as also for providing for the
Government, in case of need, auxiliary crwisers of a fast
and serviceable character. This loan 1s the first
stance of the British Government assisting national
shipping m this way, although loans to ship-owners
had been pad m Austria as early as 1881, The
Cunard Company could, no doubt, have borrowed the
amount required on its own security, but at a rate of
witerest at least 2 7, lugher. The saving thus effected
» has, no doubt, meant a very large subsidy. As the
most important Lnghsh shipping journal, “ Fawrplay,”
pointed out in 1ts 1ssue of 9th April 1914, “ Had the
money been borrowed at 5 %, the extra amount of
interest payable dunng the past year would represent a

« «
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dividend of over 4 % on the ordinary shares of the
Company.” The close association between the Cunard
Steamship Company and the Britsh Government is
clearly brought out in the following extract —

“The Bntish Government is a stockholder
m the Cunard Company to the extent of
one share and has a mortgage on its fleet
and other property as a security for the
loan. ,The Government, has, moreover,
the 'right to charter or purchase at agreed
rates all or any of the Company's vessels at
any time, and requires that the Company
shall remain a purely Brtish undertaking ;
that 1ts management shall be in the hands of,
and that its shares and vessels shall be held by
British subjects only; that it shall not give
preferential rates to foreigners, and that it
shall not unduly raise freights.” *

¢ Mail Subventions ffdm the most important method
by which the United Kingdom grants direct financial
aid to its mercantile fleet. This has been particularly
evident since the adoption of steam power for trans-
oceanic transport. The strongest and fastest lines of
steamers under the British flag to-day owe their growth
to hiberal mail contracts, The year 1838 marks the
inauguration of this policy. In that year the

* Joness Governhent Aud tq Merchant Shipping.”
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Government eatered into a contract with the Peninsula®
Company, which 1n 1845 became the Peninsular &
Oriental Company, for a weekly mail service between
England, Spain and Portugal, Later, the scope of
senvice was extended beyond Suez to Calcutta and
Bombay and finally to Australia. That these subven-
tions were not merely in the nature of payment for
services rendered 1s clearly seen from the statement of
Dr Mecker in his History of Steamship Subsidies :
“That if, at times, the subventions were
exorbitant, we must consider the urgent
neoessnt; for the Govei'nmqnt to keep up
regular communications with the distant
eastern Colonies, especially with India, the
tremendous difficulties to be overcome and the
onerous terms of the contracts ™
That equally exorbitant subventions under mail
contract were given to the Cunard Steamship Company
from 1838 onwards is also clearly seen from the large
amounts annually paid. The grants under mail
contracts were, as a matter of fact, more in the nature
of an official subsidy than of a postal subvention, since
they were larger than the amounts requied by other
Tines for the performance of similar services. In later
years, however, the mail subvention lost, in most cases,
the character of a subsidy and was regulated by purely
commercial considerations. Vet the mail contract
provides the ship-owner with a guarantee of regular
shipments and large payments, not to mention the
many advantages resuling from the prestige of official

e,
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patronage. Over a dozen British companles are to<ay
operating under mait contracts and are thus assured of

a permanent annual income.

these companies are t—

The most important of

Steamship Company.

Peninsular and
QOriental Steam
Navigation Co. ..

White Star Line

ave

Cunard Line

Royal Mail Steam
Packet Co

Canadian Pacific
Railway Co.

wes

8. E. & C R. Co. ...

Pacific Steam NavigaJ
tion Company

African S. 8. Co and
Bntish and African)
S. N.Co .. *

wue

Payment
Service d“;‘:g the
1913-14.
Brindist and Bombay,
Shanghai and
Adelade .. |4 805,000
United Kingdom toj
U.S A .. 73,723
" ” J 68,033 .
U K. and West|*
Indies » 63,000
Southampton
to Brazl aond
River Plate .., 21,002
Umted Kingdom and
Canada, Japan and
Hongkong » 45,000
Dover and Calais, and
Folkstoneand
Boulogne... o 40,374
Liverpool and
j Falkland Is ]
p A P
Panama to |
Valparaiso .. J
United Kingdom and
West  Coast of]
Africa ... .1, 23475

Pd
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Colonial Subventions :—These have be¢n either
mail subventions or trade subventions, Payments
under mail subventions have sometimes been made by
the, Pritish Government for the express purpose of
encouraging regular steamship service between various
British Colonies. Thus in 1912-13, Rs. 3,80,193/-
were paid to the Royal Mail Steam Packet Company
for a fortnightly service between Barbados and British
Guiana, The trade subventions, the primary
purpose of which was commercial and the carri-
age of mails Only mcidental, are now non-
existent.  But in 1900 the Briush Government
made a contract with Elder Dempster & Co,
for a fortmghtly steamship service between Jamaica
and England in order to develop the fruit trade between
Jamaica and the Briish Isles. The steamers of the
Company were to be equipped for carrying and the
steamship company had to carry, if necessary even to
purchase, 20,000 bunches of bananas for each voyage
from Jamaica.

The contract of the Brush Government with
Messrs. Elder Dempster & Co, provides an interesting
feature which may well serve as a lesson and a prece-
dent for the champions of the present do-nothing,
larsses faive policy of the Government of India.. Besides
requiring the company to carry the mail between Great
Britain and Jamaica, the contract fixed the maximum
passenger farcs that might be charged by the company.
In view of the recommendation of the Indian Deck
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Passenger Committee of 1921 that in céttain eventuah-
ties the Government of India may have to fix the fares
for deck passengers carned by steamers plying on the
Indian coast, tlus clause from the Jamaica mail gontract
will be cead with interest,

It may be mentioned in passing that contributions
levied from Canada, Australia, New Zealand, South
Africa, Barbados, Guiana, Trnidad, the Falkland
Islands, Ceylon, the Strait Settlements, Hongkong and
the British West African possessions go to make up
the payments made to British Shipping  Companies
under contracts for carrage of mails.

. Indian Subventions :~—In the absence of any
national Indian Shipping capable of handling the mail
traffic, the payments under mail contracts naturally go
to enrich and develop the Briush companies engaged
in the carriage of mails, As is well known, the British
India Steam Navigation Company has pracuically the
monopoly of carrying mails along the Indian coast for
which 1t received during 1921-1922, Rs. 10,12,000 out
of a total about 13} lakh of rupees paid yearly by the
Indian public treasury for the carriage of His Majesty's
mail by water. Moreover, this year, the contract has
been renewed for the sum of 15 lakhs for a further
period of ten years. In the absence of Indian ships,
the Government had to accept the high terms demand-
ed by the monopolistic shipowner. In addition, the
Peninsular & Oriental Steam Navigation Company, an
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alled organisation, receives annually from the Indian
exchequer amounts varying between Rs. 6,00,000 and
Rs, 7,50,000 as India’s contribution towards payments
for the carriage of mails from Marseilles to Bombay,
gh‘anghau and Adelaide. If these amounts could only
be diverted to national shipping concerns, how quickly
would an efficient Indian merchant marie evolve |

UNITED SYATES OF AMERICA.

The United States of America have, since as eatly
as 1817, reserved their coasting 'trade to ships flying the
national flag. Even before that date.the higher tonnage
taxes levied under an Act of 1789 resulted in the prac-
tical exclusion of foreign shipping from the coastal
traffic of America,

Running along the Atlantic and the Pacific Oceans,
the extensive coast lines of the United States contain a
greater number of important ports than any other
country in the world. New York, Boston, Balumore,
Philadelphia, Norfolk, New Orleans, Galveston, San
Francisco, Seattle and Tacoma, to name only a few,
have facilities for berthing steamers and handling cargo
unsurpassed elsewhere. The freight available for the
coasting trade isalso enormous.  Annaually mullions of
tons of wwon ore, coal, wheat and lumber are carried on
the Great Lakes alone—a traffic for exceeding that of
the Suez Canal. Competent observers state that the
freight tonnage carried in the coasting trade of the Umited
States exceeds the total treight transported i all the
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ships of any other sountry with the possible exception
of Great Bntain, Add to this, the huge passenger
traffic between coastal ports warranting the use of
20-knot steamers and 1t 1s easy to realise the very mmn-
poitant part the reservation of the eoasting trade has
played 1n the development of the American merchant
marine
The second indirect method successfully adopted
by the United States Government to foster shipping
was to encourage ship-building within the country.
To this end, a protectionist country usually exempts
matenals used in ship-building from the scheduled
import duties By section 19 of the Umted States
Tariff Act of 1909, all matenals of foreign ongin
wtended for the construction of vessels in the United
States may be imported free of customs duty; but to
encourage the use of home-made articles i the ship-
building industry, the Act further provides that vessels
which have so benefitted in construction may not en-
gage 1n the general coastwise trade, reserved to
Amencan-owned vessels, for more than six months in
each year though they may engage in the trade between
the Atlantic and the Pacific ports of the United States
{The tull benefit of the ' coastwise legislation is thus
+ derived only by vessels of American ownership built by
! American shipyards with materials manufactured in
America,
The only diwect financial aid which the United

States Government granted to its merchant shipping
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before the Great War consisted of postal subventions
to specified lines operating on specified routes in the
foreign trade By 1914, however, as a result of the
mcr'e‘ased costs of operation, the element of subsidy had
disappeared from these mail contracts and the chief
advantage derived therefrom by the shipping companies
wag the assurance of a large fixed payment every year.

The American outlook on shipping however has
undergone a change since the recent war  Not content
with a highly developed coasting traffic, Amerncan
opmon demanded ‘an equally strong position m ocean
going tonnage. The phenomeua]l;' large shipping and
ship-butlding” organisation created during the war had
to be made permanent in accordance with popular de-
mand and the Merchant Marme Act of 1920 was the
result, This measure appointed the “ United $tates
Stipping Board ” and mvested 1t with various right
and powers exercised by the earhar bodies created dur-
ing the war, * The Board shall be composed of seven
Commussioners, to be appomted by the President by
and with the advice and consent of the Senate ; and the
President shall designate the member to act as Chairman
of the Board and the Board may elect one of its
members as Vice-Chairman.”

In addition to the sale, management and operation
of vessels built during the war, “ 1t shall be the duty of
the Board, m‘oo-operauon with the Secretary of War,
with the object of promoting, encouraging and deve-
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loping ports and transportation facilities in connection
with water commerce over which 1t has jurisdicton, to
investigate territorial regions and zones tributary to
such ports, taking ato consideration the economies of
transportation by rail, water and ighway and the
natural direction of the flow of commerce ; to investi-
\ gate the causes of the congestion of commerce at ports
and the remedies applicable thereto ; to investigate the
subject of water termnals, including the necessary
docks, warehouses, apparatus, equipment and appliances
m connection therethh w:th a view to devising and sug-
g&stmg the types most appropnate for different locations
and for the most expeditous and economical transfer
or interchange of passengers or property between
carriers by water and carriers by rail; to advise with
commumties regarding the appropriate location and plan
of construction of whatves, piers, and water terminals;
to investgate the practicability and advantages of har-
bour, river and port improvements in connection with
foreign and coastwise trade; and to investigate any
other matter that may tend to promote and encourage
the use by vessels of ports adequate to care for the
freight which would naturally’pass through such ports;
Provided, that if after such investgation the Board
shall be of the opinion that rates, charges, rules or
regtilations of common carriers by rail subject to the
jurisdiction of the Interstate Commerce Commission
are detnmental to the declared object of this section, or
that new rates, charges, rules or regulations, new or
" additional port. terminal facilities, or afrmative action
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on the part of such common carriers by rail is necessary
to promote the objects of this section the Board may
submit 1ts findings to the Interstate Commerce Com-
mission for such action as such commission may con-
sider proper under existing law.”

The Board is further authorised to encourage
Amencan Marine Insurance, which forms an essential
adjunct to the merchant marine and to set apart
$ 25,000,000 annually for a period of five years to
encourage ship-building in the United States. This
¢ Construction Loan Fund,” as it is called, 1s “to B¢
used in aid of the construction of vessels of the best
and most efficient type for the establishment and
maintenance of service on steamship lnes deemed
desirable and necessary by the Board, and such vessels
shall be equipped with the most modern, the most
efficent and the most economical machinery and
commercial appliancas. ”  Construction of new vessels
is further encouraged by (1) exemption of the sale
proceeds of vessels from income-tax if the entire amount
is jnvested m the building of new ships n American
shipyards: (2) excmption from the war-profits and
excess profits taxes on the earnings of vessels if such
earnings are mvested 1 constructing new vessels in
Awerican shipyards—both these clauses operating for
the next ten years. ’

Not merely is the United States Shipping Board
authorised to make all necessary rules and regulations
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to carry out the provisions of this Act, but it may also
make rules and regulations affecting shipping 1n the
foreign trade of the country if conditions unfavourable
to shipping arise from foreign laws or from competitive
methads or practices employed by the foreign owners
ar therr agents. At home, it may'approve, or request
the Government departments to make, suspend, modify
or annul rules and regulations relating to shipping 1a
so far as they affect the development of the merchant

marine

The Act requires all mails of the United States
to be carried by American built and American-owned
vessels. It recognises, for the classification of vessels,
the Ametican Bureau of Shipping, a rival argamisation
ta the British Lloyds,

FRANCE

State aid to shipping in France is direct, com-
prehensive and generous. As the table shows, the
French Government every year pays Rs 41,949,178/-
1n specific subventions and general subsidies  The
main effect of this policy 1s to be seen in the increase
of French tonnage during recent years,  According to
Lloyd's Register, France possesses to-day over 1700
steamers of 100 tons and upwards, aggregating
3,537,382 gross tons  This figure indicates a
remarkable expansion swince the Armustice, because it
shows that not merely has France made good her losses
of steamers during the war, but that, unhke Great
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Britain, she has actually added over one million tons
to her merchant fleet since 1914 when her merchant
marme, excluding vessels of less than 100 tons, amount«
ed to 2,319,000 tons. Even this figure-of French
tonnage immediately before the war indicates an
increase of 71 % over her tonnage in 1900. These
figures, it need hardly be stated, bear an eloquent
testimony to the results of the French policy of direct
state action i developing the merchant marine. The
official aids tahe the followng forms —

(1) Copstruction bounties

(2) Navigation bounties.

(3) Equipment bounties called *Compen-
sation d'armament, ”

(4) Fishing bounties

(3) Mauil subventions.

(6) Payment of Suez Canal dues,

(7} Construction loans.

{8) Preferential raslway rates.

(9) Reservation of the coastwise trade.

The first French law for the encouragement of the
mercantle marine was enacted in 1881. The amounts
paid thereunder to promote the building and navigation
of ships were increased by an Act passed 12 years
later, These bounties were hmited only to vessels of
French construction, but a subsidy was granted by the
law of 1902 to wron or stec] steamers of foreign build
regstered in 1 rance and engaged in foreign trade, It
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took the form of am “Equipment Bounty” at the
following rates per day 1n commussion (with a maxumum
of 800 days per year).

Five centimes par net ton up to 2,000 tons, 4 cen-
times for each additional ton up to 3,000 tons, 3 cen-
umes for each additional ton up to 4,000 tons, and 2
centimes for each addiional ton up t0 5,003 tons  The
earlier shipping laws were, however, modified and
consoldated by the Mercantile Law of 1906 * which
was later supplemented by an Act of 1912 and parti-
cularly by a decree of 1911 which extends the scope of
the subsidies to the merchant vessels of French Colonies
(Cabotage Francais) t

In summing up this faw, Mr. Jones says, “the
Equipment bounties of 1903 vary with the tonnage of
the vessel, days in commussion, character of propelling
power whether sail or steam, speed, quantity of cargo
and average daily run  They are paud for the entire
time the ship 1s in commussion and are not himited to
300 days per year, as was the case under the law of
1902

The laws granung the Equipment Bouaties also
provided for .—

(2) Construction Bounties, of varying amounts,
for iron and steel ships, for wooden vessels, for new
engnes and boilers and auxiliary machinery.

* The Eoghsh Report on the French Mercantile Law of

1806 (diplomatic and consular reports Miscellaneous senes No.

651) gives a detailed account of the earhiet French Laws on
the subject.

1 locludes the ports of Algeria,
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(&) Navigation Bounties per gross ton for over
1,000 milesrun by eligible French-built steamers.

It 1s of interest to note that these navigation sub-
sidies were paid both in the overseas and the interna-
tiond} coasting trade, vessels engaged mn the latter
receiving, however, only two-thirds of the full rates.*

Fishing Bounties —France, like other maritime
countries, has lorg since adopted a pohcy of encourag-
ing deep. sea fishenies.  The French treasury annually
pays Rs 3,75,000/+ as fishing bounties.

Mail Subveations which are paid to the Compagnie
des Messageries Myarmmes, as also the reimbursement
by the French Government, under the mail contract, of
the Suez Canal dues are worthy of note

Construction Loans were the new form the
Government aid to  French merchant marine took
when, under pressure of the Great War, requsite loans
were authonsed by the Act of 1917.

Preferential Railway Rates —Certain French
shipping compantes are aded by the Government
allowing a reduction of the railway rates on freight
intended to be shipped by therr vessels.

Reservation of the Coastwise Trade:—By this
indirect method the French Government aids ships
plyng w the coastwise trade between pomnts in Con-

* Overseas trade (Navigation au long cours) means
voyages bevond ports of the Mediterraneanp, North Africa and
Europe beiow the Arctic Circle.

International Coasting trade (Cabotage interpational) ip-
cludes voyages within the above hinuts tetween Irench ports,
mdlwding those of Algera, and foreign ports, also  between
foregn ports. N
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tnental France and in the trade between France and
Algeria (Cabotage Francais), ‘
JAPAN.

The history of the Japanese Navigation Laws
during the last 30 years presents an interesting parallel
with simular legislation 11 France A chronological
record will, therefore, be interesting as showmg how
new methods were adopted to foster the aim m view,
that is the development of a powerful Japanese
merchant marine.

At the end of the war with Cluna, Japan decided
to create and develop a powerful merchant marine and

the new policy of gianting construction and navigation,
bounties was inaugurated in 1896, Her previous aid
10 ocean navigation was Rs 15,62,500, paid anaually
for the carrage of mail,

Construction Bounties were graated under the
Act of 1898 at the rate”of L2 yen per ton on stee}
vessels of 700 to 1,000 tons register and 20 yen per
ton for larger vessels. A bounty of 5 yen per indicated
horse power was also given to vessels equipped with
machinery made in Japan.

A beginning having thus been made and good
results achieved, the next Construction Bounty Law
was a hittle more rigorous 1n i#s demands, By the law
of 1910 the payments were restricted to steel “vessels
of at least 1,000 tons gross, and to encourage the
building of passenger vessels, it divided ehgible vessels

® See “Report on Bounties and Subsidies 1n respact of
Shipbuilding, Shipping and Navigation™1a Foreign Countries,”
presented to the English Parliament 1 1818, [Cd 6889 ]
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intd two' classes, those that did and did not have
accommodation for a prescribed numbar of passengers.
The construction bouaties under this Act range from
11 yen to 12 yen on the gross tonnage of the hull and
& yen per actual horse power if the subsidised vessels
are equipped with Japanecse engines.

Navigation Bounties under the Act of 1896 were
paid toiron and steel steamers owned by Japanese
subjects and operated under the Japanese flag between
Japan and foreign ports. The bounty amounted to 25
yen per ton gross per 1,000 miles run by vessels of
1,000 tons and of &t least 10 knots’ speed per hour.
This amount was increased in the ca‘se'of vesscls of
Luger size and greater speed.  Foreign-built vessels less'
than five years’ old as well as domestic ships received
these subsidies, They were paid n full for five years,
after which they were reduced by 5% each year, ternu-
nating at the end of 25 years. The importance of
these navigation bounties, however, was soon reduced
because the Japanese Government decided in 1899 to
follow,the system, found beneficial by experience else-
where, of specialiy encouraging a few companies in
place of that of general payments made to all without
any differentiation. The law passed in 1899, therefore
granted large specu! subventions to particular com
panics operating their stearmers under contract with the
Government. To encourage, moreover, the ship-build-
ing industry in Japan, the same Act reduced by one
half the navigation bounties paid on foreign-built vessels
less than five years’ old. The scope of the navigation
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bounties was turther nasrowed by the Actof 1910
which emphasises the importance of special subven-
tions.

Special subventions were paid in Japan even
before the Act of 1896, That Act, however, specified
15 subsidised routes over which subventjons were paid
to special Iines. Though mail subventions In name, as
in England, their main purpose was to encourage
Japanese trade and shipping over selected routes.
They were systematised by the law of 1899 and still
more extended in scope by the Act of 1910, This
Act authorised payments of special subventions to
Japanese lines operating in the European, Australian
and American trades. It provided that the subsidised
vessels should have a tonnage ofat least 3,000 tons
gross with a speed of at least 12 knots per hour and
that it should not be more than fifteen years old. The
unit of subsidy was 50 yen per gross ton per 1,000
miles run. Vessels with a speed of more than 12
knots were to receive a larger subsidy. Itis tobe
rioted that these subventions were to be reduced by
5% annually after the fifth year; thatis to say, the
period of the subventions was not to exceed 25 years.

Receiving as'they do large subsidies, it is but
natural that these subsidised Iines should have to
work under some sort of Government control. Besides
being required to carry the mails, they are under the
general supervision of the Minister of Communications
who supervises their rales and fares; their terminii and
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ports of call , their particular gross tonnage, speed and
age; the number of voyages, the number of days for
each voyage, and the schedules of departure and arrival;
the method of paying subveations; and disciplinary
measures in case of failure to meet the requiremants.

The Japanese Government makes various pay-
ments, in addition to the subsidies and subventions, to
help the merchant marine, suchas bounties for training
seamen, life-boat bounties and fishing bounties,

Reservation of the Coasting Trade :—In addition
to the above mentioned direct aids Japan has adopted
since 1910 the policy of excluding foreign vessels from
her coasting trade To encourage the plying of
Japanese-built vessels along the coast, the mntroduction
of foreign-built vessels has been handicapped by a
levy of import duties before they are allowed to be
registered under the Japanese flag.

The immense success the attempts of the Japanese -
Government have met with in realising their aim of
creating and developing a powerful merchant marine
by all available direct and indirect methods may be
seen at a glance from the tables given below. They
are an tastruchive record not merely of the large sums
of money spent for a defimte object but also of the
complete realisation of the aim 1n view. The columns
dealing with the amouants of the subsidies and of the
dividends show, on comparison, a close relation, which
means that practically up to the beginning of the great
European war the amounts paid fo the shareholders -of
the shipping companies as dividends were drawn from
the amounts paid by the Japanese Government im
various hinds of subsidies and subventions,
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SUMMARY OF FOURTEEN YEARS' WORKING
OF SHIPPING COMPANIES IN JAPAN.

WROM “ THE FINANCIAL AND ECONOMIC ANNUAL OF JAPAN 19207

No of paid Vessels.
Q O ald 1
Year. | Cos Capitalt., No. | Tons gross.
£
1906 | 13 ' 4,316,700 | 344 491,258
1907 | 16 | 5,713,157 | 537 527,766
1908 | 18 ] 3927150 | 543 564,179
1909 Y 20 8,005,018 | 538 375,872
10| 20 6,144,257 | 535 600,042
1911 | 20 8,163,630 | 454 848,866
19127 18 6,065,101 { 419 702,738
10131 23 6218400 | 583 | 785190
1914 | 24 6,525,800 | 578 841,931
19151 24 6,579,650 | 608 895,615
1916 | 28 8,047,500 | 603 980,793
1110 52 17,420,000 | 503 | 1,127433
fo1s 1 65 26,988,250 | 1496 | 1,386,642
1919 | 56 26,932,827 | 1543 | 1397513




357

Recerpts. a’;“g‘:‘t
Miscella- | Shipping | et eammings. e pre]

Earnings. | ° neous subsidies ceding

v receipts. | & bounties, year.

£ £ £ £ £

3,269,965 308,394 492,728 4015617 | 162,055
3,883,272 387,199 835,503 441415 85,429
3,877,347 209,695 862,339 384,713 50,860
8,748,770 137.7'96 1,106,430 . 428,075 48,064
4,089,140 | 203,809 | 11,681,066 771,009 | 44,217
4,489,431 222,272 | 1,221,694 864,944 | 123,390
5,190,030 263,978 | 1,185,160 1,033,977 | 214,252
5,963,042 | 324213 | 1,163,195 1,570,382 141,282,
5,796,573 | 336,269 | 1,123,057 1,259,082 | 212,757
7,384,541 588,763 840,845 2,145,085 | 173,048
131,590,436 567,430 724,849 6,311,017 | 21 7,732|
29,513,179 | 2,392,110 681,933 | 14,314,307 {2,498,728
63,815,195 { 2,831,408 60;’,283 21,844,380 (1,084,407
66,457,500 3,308,%71 555,825 | 10,129,098 11,363,778
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Distribution.

. [ Rgte of
- Reserve. | Bonuses, An:;}unt de';;h%

B} dividends.

£ £ £
1906 33,315 67,870; 398,741 9-231
1907 41,789 21,944 435,455 737
1908 40,804 23,498 421,030 7-10)
19209 87,615 21,525, 377,364 628
1910 179,901 23,680 395,338 643
1911 286,385 29,138 485,444 787
1912 515,096 38,294 552,697 91y -
1913 866,516 42,566 588,473 9-41
1914 698,569 45477 529,652 811
19156 | 1,186,954 88,005| 862,159 1310
1916 | 1,580,321 206,285 2,336,033 2611
1917 | 7,908,031 594,094 7,200,464  41-33)
1918 | 9,303,265 533,116] 9,717,456 36-00
1919 | 4,765,187 325,932 17,530,932 27-96
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The above treatment of the methods adopted by
four representative countries shows that State-aid to
merchant shipping may take a variety of forms but
may be classified under two broad heads, namely,
direct and indirect. The Tollowing summary shows at
a glance the various forms together with the countries
wherein they prevail :—

DIRECT AIDS TO SHIPPING.

(1) Bounties or Subsidies divided as a rule
wnte construction and navigation bounties
are pad in France, ltaly, Austra,
Spam and Japan.

(2) - Postal Subventions preceded the introduc-
tion of the bounty system and at first
combined direct financial aid with
payment for services rendered. They
are to<lay in use practcally throughout
the world and guarantee a large annual
mcome to the shipping industry.

(3) Admiralty Subventions are prevalent in
England where }hev Butish admiralty
makes annual payments to owners of
certain vessels,

(4) Fishing Bountiei ara paid in Japan and
France. *

INDIRECT A1DS TO SHIPPING.

(a) Reservation ol coastal traffic :—7ke

United States, Russia, Anstria, Bel
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pium, France, Spain, Portugal, Italy
ard Japas have reserved their coast-
ing trade to national vessels. Great
Britain which has no specific law on
this matter has, however, 99% of her
coastal traffic carred upder the Brntish
flag. *

(%) Exemption from import duties on ship-
building materials .—Germany, Nether-
lands, Belgrum and United Sta‘es, grant
free admission to ship-building materials.
The Scandimarian countries impose
import duties on ship-building materials
but allow drawbacks in various cases.

(¢) Loans to ship-owners were first pard by
Austrsa in 1391 since when Greal
Britmn, Sweden, Russw, DBelpium
and France have advanced to shipping
companies large sums of money at low
rates of interest.

(%) Preferential railway rates —Lower rad

’ rates on goods shipped by specified
steamship lines have been adopted by
Germany smce 1890  The practice
has ‘since been followed by Framce and
Rus<ia In the United Scates of America
through preferential rales are allowed
when the property or passengers are
carried in American vessels.

* See para 308 of the Board of Trade Departmental
Commttee on Shipping and Ship-bulding, 1918,
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(¢) Reimbursement of c¢anal dues were first
mtroduced hy, Russza in 1879 and have
since been paid by Austria, Sweden and
France.

(/) Exemption from port dues are granted
by Denmark and Belgium,

(¢) Exemption from taxation :—Austria, by
an Act of 1890 granted an exemption
from income and trade taxes to all iron
or steel vessels engaged in  ocean
voyages. Simiar exemptions have been
recently granted by the Unded States
of America.



CHAPTER XI
INDIAN MERCANTILE MARINE.

" Th?lss has passed away one of the great national
industries of India after a long and brillant history,
covering, as we have seen, a period of more than 20
centuries, It was undoubtedly one of the triumphs of
Indian civilisation, the chief means by which that
civilisation ascetted 1tself and mnfluenced other alien
civilsations India now is without this most important
organ of national ife  There can hardly be conceived
a more serious obstacle in the path of her ndustrial
development than this almost complete” extinction of
her shipping and ship-building *

The unfortunate contrast presented by the above
extract from Prof Radhakurhud Mookeni's “ History of
Indian Shipping and Maritime Activity ” epitomizes the
past greatness and the present decline of an important
branch of national existence This is neither the

"place nor the occasion to enter into a historical survey
of the causes of that nise and that fall. Students of the
subject may be directed to turn their attention to the
historical and epigraphical Indian and foreign authorities
bearmg upon this important questton, What concerns
us most at the moment, however, is the great part a
merchant marine plays in the hfe of a modern maritime
nation. Nowhere has this importancq been so well
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summansed as 1n the preamble to the Amencan Mer-
chant Marine Act of 1920, which reads as under —

«That 1t 18 necessary fof" the national defeace
and for the proper growth of its foreign trade
and domestic ‘commerce that the United
States shall have a merchant marine of the
best equipped and the most suitable types of
vessels sufficient to carry the greater portion
of its commerce and serve as a naval or
nulitary auxihary in time of war or national
emergency, ultimately to be owned and operat-
ed privately by citizens of the United States,
and it is hereby declared to be the policy of
the Unted States to do whatever may be
necessary to develop and encourage the
maintenance of such a merchant marine.”

The general grounds which demand the possession
by India of an adequate merchant fleet are dealt with
in the followiny abstract from an address delvered, in
February 1923, by the author before the Members of
the Tndian Leguslature at Delhr,

The question of an Indian Mercantile Marine
is one which ought to appeal to all of us for a
variety of reasons. Historically speaking, it takes
us back to the palmy days of indian history and
cvilization, when our countrymen moved to distant
parts of the world in search of trade and commerce.
Our golonising activities of those days are eashrined
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in the architecture of the temples erected i1 Java and
the colomzation of important parts of Africa. The
history of that colonization and the consequent spread
of Indian civilization may be read by scholars in
‘briginal classical works and by others in the monu-
mental History of Indian Shipping by Dr. Radhakumud
Mookerji. 1t is worthy of notice that in the matter of
shipping the glories of India can be traced not merely
to a dim and distant past, but its progressive growth
can be traced wight up to the end of the 18th century
and unfortunately 1ts progressive decay from the early
years of the last century to the present year of
grace 1923

The historic bachground of Indian shipping 1s
intimately connected with the view of the subject
from the point of view of the Indian race I feel that
the activities of our predecessors in this hne have been
of such 2 monumental character that we could view
that acuvity with feelings of pride and graufication.

The progress of Indian shipping in the past
“has been the result of fundamental natural advant-
ages whose beueficent influence has m these latter
days been utilized by foreign captal and concerns
A country set lke a pendant among the tast
conunents of the Old World, with a coast bne of
over four thousand mules and with a productiveness of
numerous arucles of great use, unsurpassed elsewhers,
18 by nature meant to be a sea-fanng country.
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Her ports are adequate mn size and numbers to
meet the varned requirements of her products. The
Port of Bombay possesses, hke the Port of San
Francisco, all the advantages of a protected harbour,
The shipping facihities on the Hoogly are ample for
the commercial needs of Bengal Rangoon and
Karachi have vast hinterlands growing rice and wheat.
There are, besides, the important poits of Madras and
those situated along the Malabar coast. In addition to
these that are open to traffic to-day, there are others
which official negligence supported by railway interests,
has allowed to be silted up, 1f you look at the map
of India it will show that long railway jouraeys are,
some cases, necessar)’r to travel between two points which
could be more easily reached within a few hours by
,means of water transport The slatus guo 1s very
profitable to the railways on the one hand, on the other
hand foreign interests controlling the sea traffic of
India are content to make large profits by catering for
big ports and to leave the small ports to the mercies of
natural forces. Destruction goes on where dredgers
might save a port With the two exceptions of the”
Ganges and the Iravads, inland river navigation may be
said to be unknown in a country o tich in rivers of
such length and breadth, In modern days the lines of
railways have solved the problem of transport within
the country. Launds both far and near provide ample
markets for the products of the country. A country
open to the sea on the East and the West for thousands
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of miles is pre-eminently one destined by nature, if
nature be properly utilized by man, to possess an
adequate merchant marine.

It is often said that the backward industrial and
commercial posttion of India to-day 1s due to a vitiated
ralway policy I need not repeat here all the
wellhaown arguments which support this view ; T would
merely add that the arguments apply with double force
to the question of the merchant marine, because
ocean routes should be regarded as continuous with
railway lines. The lines of steamers which run
from Karachi, Bombay, Madras,’ Calcutta and
Rangoon to America, the United Kingdom and
the Continent of Europe must be regarded as
prolongations of the rallway hnes that converge at
thése ports, The present railway rates are known
to have a damping effect upon the industries of
India and a study of the ocean freight rates will show
that the same charge can be levied with greater
force against the existing foreign steamship companies.
We complan of the export of our raw matenals
but we have not yet studied the many facilities
granted to the export houses by the steamship lines
belonging to foreign countries. English, French, Dutch,
German and Japanese export houses are helped in their
exploitation of the natural resources of this country by
the steamship companies owned by ther natiomals, ,
Steamship companies of different countries look afteg



) 368

tﬁgxr interests 1n India ; unifortunately thete 1s no agency
to look after theinterests of India herself It is worthy
of remark that a very large proportion of the export
and 1mport trade of the country 1s in the hands of
foreigners and an analysis of the business conditions
in these hines will show. that the foreign domination
in this particular line is the result of the preferential
treatment given to these houses by their national
steamship compantes. Lala Harkishan Lal, giing
evidence before the Indian Fiscal Commission, stated
that the present foreign steamship companies gave
preferential treatment to foreign exporting houses as
aganst the Indians engaged 1n that line with the result
that it was -impossible for Indians to take part ina
very profitable branch of business,

Indian commerce between ports suffers also
from similar disadvantages. The necessary services
to ports pear each other are not provided, and
until recently when an Indian compaay provided a
direct service, bonemeal from Marmagoa could reach
[Colombo only aftera voyage to Bombay and sometimes
L:ven to Karachr.

Equally heavy difficulties are experienced by
Indians engaged m working the ndusiries of the
country. Cement from Porbandar was'allowed to be
f‘ sent to Madras and Calcutta caly after transhipment
‘}a: Bombay, thus adding about Rs. 6 to the price
of cement per ton.
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One of the greatest drawbacks of the present
economic condition of India is the lack of profitable
avenues of employment open to our young men. We
are aware that a large number of Indian seamen are
engdged by the coasting and the foreign steamship
companies, butrare are the cases when Indians have
risen to any responsible or highly paid post in the
merchant marine which serves India to-day. The
higher grades of shipping employments are all but

. closed to Indians. It 18 no doubt true that some of the
coastal passenger steamers running between various
ports of the Bombay Presidency are captained by Indians,
who however with an empirical knowledge of seamanship
are never in a position to command more than, say,
about 200 rupees a month. Their education and thewr
tramning, adequate as they are for coastal shipping, are
not yet of a character entitling them to have what are
called ocean certificates.  So far as I am aware there 1s
to day hardly a single Indian with an ocean certificate
enabling him to take a steamer from Bombay to East
Africa or from Madrus to the Straits Settlements and
Java.  And this after 70 years of a monopolistic control
of the whole of the coastal traffic of India by a
group of foreign orgamsations! ! Navigation and marine
engineering of an advanced type and hyrhly remunerative
in character are channels of employmant denied to
Indians by the foreign companies controlling the coastal
and the foreign traffic of India. One sometimes hears
intellyrent Europeans asking as to why it is that Indians
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do not come forward to qualfy themselves as navigating
officers and marine engineers making the most of the
facilities that are at present open to them, that is, why
have not the educated class of Indians taken to sea-life
beginning in a small way with the pawigation and
engneering of the small ships which require merely a
coastal certificate. The answer, and to my mind the
conclusive answer, 1s that it is the lack of prospects in
that line which has prevented Indians from going in for
the sea career~-by Indians I here mean members of the
Indian race as also of the domiciled European and
Anglo-Indian community. The existing shipping
interests in India, recruiting as they do, all their bighly
paid staff both for the ofices and the ships from
England, never have any vacancies and often no scope
or prospects for men belonging to the country, Aa
Indian Merchant Marine controlled by Indian capital
and worked by Indian managers will provide ample
scope for the employment of Indians both in the offices
on land and the ships on the seas

There is another feature of shipping to «which
serjous attention must be drawn and that is the fiscal
loss the country sustains by the shipping not being
amenable to the laws of the country It is surpnsing
that the shipping companies earning such gigantic
profits from the coastal traffic of India have been,
until vary recently, immune from the income-tax laws
of India. When one thinks of the crores of rupees
earned, one regretfully calculates the loss of the
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lakhs of rupees which the Tndian Treasury has suffered
by such immunity and the consequent greater burden
of taxation which has been 1mposed upon. the people
of this land.  Of course the matter has been put right
shice the last two years but the fact that the head
offices of the companies operating in the Indian seas
are situated in England does not enable the Indian
income-tax officers to properly assess the incomes of
these organisations.  1f these companies were registered
in India, or better still if the whole of the traffic managed
by them were in Indian hands, a very profitable source
of national revenues could be guaranteed to the
Government of India and a certam amount of relief
afforded to the already over-taxed poor of this country.

There 15 another aspect of the shipping question
very similar to the last one, namely, the financial aspect.
As 1s well known the profits of ships help in a very
large measure to balance the iumport and the export
trade of the couatry. Their “nvisible ” character often
helps to restore the exchange to a normal level in years
of abnormal trade. They form an mportant asset of
the national balancegheets of all maritime couptries and
there is no reason why a country with the large sea-
board of India should not profit by the operation of
such an important factor.

But perhaps a factor of greater importance than
the fiscal aspect is the question of the self-respect of
the poor people of India who form a very large
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percentage of the population of this countrgl. The
chan is as strong as its weakest link, The self-respect
of a nation is.to be judged by the self-respect of its
working classes and the means provided for the
maintenance of such self-respect. Those of you that
have had any experience of the deck passenger
traffic along the coast of India, of the carriage of
workmen from the Madras coast to Burma and the
Straits Settlements and fiom the Bombay Coast to
East Africa as also of the t}ansport of the Haj pilgnms
from Karachi and Bombay to therr holy land, must
have seen sights so sickening and revolung that it 1s
only our national apathy that pernitts such grievances
f Jto go unrepaired. The packing of men, women and
* children as animals, insufficiency of water provided for
| drink and ablution, coarseness of the food suppled at a
% heavy cost, the proximity of cattle and the insolence of
officers—all these factors combine to add to the dirt and
filth in which the poorer classes of our countrymen
have to travel in shipsrun by foreign monopolistic
organisations. The grievances of the deck passengers
at various Indian ports have on varous occasions
“become so acute that the Government has been
compelled to institute inquiries into the whole question,
but nothing substantial has emerged so far. Not to
mention the earlier enquiries, the Report of the Deck
Passenger Committee which reported so late as 1921
still remains securely lost in the archives of the
Government of India and the Indian poor travellers by
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water continue to suffer the old indignities relieved
now and then by the forced fakshisk pad to the
khalast or hus supznior for perhaps a little more space
or a little more water. In this connection it should not
be forgotten that on an average a steamer carrying
passengers between two ports of India generally shows
a profit of about 307, on the capital invested mn the
building and the running of the ship. The lugh profits
and the low character of the accommodation provided
are to my nund only to be accounted by a lack of
sympathy resultipg from the present position of affawrs
Whenever Indian-owned steamers have run even for a
few months, Indian passengers have received better
treatment which unfortunately does not last because ere
long the new concern s driven out by the existing
concerns employng methods fair and foul. It is
therefore no exaggeration to say that the deck
passengers of this country will never get decent
treatment during therr voyage untl they are enabled
to travel by Indian ships navigated and managed‘ by
I.ndians

Reference bas already been made to the long coast
hine of India, exact figures are not available but rough
calculation shows that about 50 lakhs of tons are
annually carried by ships along the coast of India
India's share in this large traffic amounts only to
137, What a fine scope for extension there 1s ia
tlins field if only the subject would be properly
tahen up by the Government and the Legislature
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of this country. To handle 50 lakhs of tons of
cargo would require an annual employment of a
dead weight tonnage amounting' to about 6 lakhs.
Taking an average steamer to be of 6,000 tons, this
means the employment of 100* steamers which would

* The following estimate of the capital outlay on Indian
goastal ships was submitted to the Indian Mercantile Marine
Commuttee by the Scindia Steam Navigation Co, Etd,

A Statement of the estimated total cost of new Indian-owned

vessels, necessary to reserve the passenger and cargo trnde{
aloog the coast of India to vessels of the Iadian Mercantile

Manne
Rs, A 2,
12 Passenger steamers for traffic in the
Bay of Bengal at an average price
of Rs 1% lakhs each . 1,80,00,000 0 ©
8 Passepnger steamers between Karach
and Bombay at Rs 15 lakhs each 45,00,000 ¢ ©

20 Passenger steamers, m addition to
ferry boats, for the KaracheBombay
Konkan coast run (various sizes) ,, 1,00,00,000 0 0

River passeoger services ... . . 1,00,00,000 ©

:

100 Cargo steamers of an average sie of
7,500 tons d, w. at Rs 11,25,000 each...] 11,25,00,000 0 0

Barges, Launches, tenders, tugs, tackles .
1| varnous small ports .. e | 1,00,00,000 0 0

Total Rs..| 16,50,00,000 0 0

It will be seen that the total captal outlay required for the
complete Indiapisation of the Coastal traffic of India 15 only
Rs 16.50,00,000, / e, approximately one tenth the amount,
Rs 150 crores, recently provided for by the Government of
India for the mere development of Indian Railways. Bestdes,
even this cost will be substantially reduced if cargo tonnege not
more thap five years old is purchased to meet the coastal
requirements of India, -
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prove, and which does prove, quite adequate for the
present needs of the country, It follows therefore that
the total reservation of the Indian coast to Indian
vessels will mean the purchase or building of 100
steamers and if; as 13 proposed, the process of
reservation should be completed during 5 years, only 20
steamers need be purchased by Indians during each one
of those years. Who will then say that this s an
unworkable proposition ?

In oceanic traffic which, judging only from the
figures of the §.major ports of Karachi, Bombay,
Madras, Calcutta and Rangoon, amounts to about 120
lakhs of tons per year, only 27, of the ships engaged id
this trade are on the Indian Register. About 50%* crores
of rupees are thus every year drained away from the
country and India 18 left by so_much the poorer. A
system of bounties and subsidies appled discriminately
and given, in the first instance, say to Indian steamers
calling at the ports of the United Kingdom and the
Continent, will, in a few years, work a surprising resuit.

+ Poor as India is and few the prospects of success
vouchsafed to Indian business men, Indian enterpnise
and capital have long sce seen the advisability and
the profitable character of the shippmy 1ndustry.

* The total shipping earnmgs have already been
estunated at R» 37 crores per annum. Out of this amount the
niouetary diain from [ndia approaches Rs. 50 crores, bewg
Rs, D crores in coastal traffis, Ra, 36 crores in sea-borme traffic
and Ra. & croras 1o passenger business.
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During the last 25 years, 20 shipping companies,
farge and small, have been floated and attempted to be
run at different Indian ports  Their authorised capital
approached 10 crores of tupees; unfortunately however
most of them have been driven to'liquidation by the
unfair methods of competition employed by the foreign
interests. Unaided by Government directly or indirectly,
sometimes even positively hampered by various Govern-
ment agencies, without the moral support of legislative
enactments and in face of colossal opposition organised
solely with a view to destroy, almost all of these
companies have met with an untimely end and national
resources are every year being drained away to foreign
lands. The two or three Indian companies that persist
in running theirr steamers along the Indian coasts
not even now be said to have a guaranteed future.

In addition to the above grounds, the status of
India to-day in the political world demands an Indian
Merchant Marme , sooner or later India will have to

_have a navy. As a matter of fact the Government
of India and the Indian Legislatire have become parties
to the naval imitation measures evolved by the League
of Nations; it is therefore essenual that this country
should have a nucleus of a strong merchant marine
which would serve to.meet the requirements of the navy
when necessary. If we have no merchant marmne at
that fateful moment, we will be forced to entertain costly
foreigners and” non-Indian agencies to give us the
_naval resources required. India’s position as a unitof a



877

strong international league requires that India should
be properly armed at all the effective pomts, that her
industriesand commerce should be backed and developed

by the creation of a merchant marine adequate to her
seeds,

Hawving studied the main reasons for the creation
and development of an Indian merchant marine, let us
now turn to the causes for its present backwardness
and remedwes for its future progress—subjects treated,
in the author's written statement submitted to the

Indian Mercantile Marine Committee® and reading
as under +—

4 The Indian Mercantile Marnme Committes was
appointed by the Government of India in pureuance of a
Resolution moved by Sir Sivaswami Ayyar in the Legislative
Assembly recommending the appointment of a Committee to
consider what measures can usefully be taken . -

(1) for the hberal recruitment of Indians as deck or
executive officers and engineers 1n the Royal Indian Marine ,

(4) for the establishment of an adequate college 1n Indsan
waters for the purpose of trammng exegutive officers and
engineers of shaps,

(3) for ensurimg the entertainment of apprentices for
tramung as such ofhcers and engineers in the ships owned by
shippiog firms that enjoy any subsidy or other benefits from
Governinent on any account and for the creation of an adequate
number of «tute scholarships for providipg instruction in the
nautical and traimng ships tn England pending the formation
of n pautical college 1a {ndia ,

(4) for the encouragement of ship-bulding and of the
growth of an lndian Mercantile Marine by a system of bounties,
subsidies and such other measures as have been adopted n
Jupan;

{5 for the acqusition of traming ships by gt from the
Imperiat Government or otherwise § and

(8) for the constiwciion of the necessafy dockyards and
on, weerng workshops 1u one or more ports
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The present .condltion of the Indian Shipping
Industry is wery unsatis@ctory from the Indwan point
of view It s equally unsatisfactory from the Imperial
point of view because if the economic strength of the
component parts of the Empire, 1s as admitted, of
unmense advantage to the Commonwealth, it follows
that the absence 19 Inda of a national merchant marine
will strongly react upon the efficiency with which
India can play its part as an equal unit of the Empire.
“The_probable effect of the development of an Indian
Mercantile Marine npon the existing British Shipping
interests in Inda, 1s from the impenal point of view,
a matter of secondary importance and cannot be
allowed to wovernde the economic requirements of the
British Empire in general and of the Indian nation
in _particular The very fact that Canada and
Australia are allowed by the Imperial Authorities

Conisnued from p 817,

The number of wntten statements receved by ths
Commuttee from all parts of the country amounted ta 128 of
which 72 were tested by the oral examnation of their authars,
Al the Indjan wit orally d, 38 m ber, sucluding
those representing 15 Indian commercia associations, were
whole-heartedly in favour of the creation and development of &
national mercantile manne, owned, ged and ult fy
manned by Indians  Of the 34 European witnesses, most of the
19 who were either occupying ndependent positions or were 1
the service of the Government as Port Officers and ship
surveyors, seemed wiling to gwe the Indians a chance to
develop their own shipping though some of them were not sure
of the ultamate success of such attempts However, the die hard
opposition  even to the very idea of an Indian Mercantile
Marine s embodied 1n the provision by Government of facahities
for nautical traiming came from the witnesses representing or
connected with the Brtish shipping compavies 10 India and
from the European Chambers of Commerce which in some cages

were represented by the Europsan shipowners themselves
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to carry out a shipping policy which, howscever
antagonistic to individual British Shipping interests,
18 intended to develop the merchant marines of these
dominions, decidedly proves that the Imperial
Gowernment approves of the efforts of the dominions
to be economically selfsufficient. Whether this self-
sufficiency will extend to the naval requirements of a
country 1s a question that will have to be solved on a
consideration of much wider 1ssues than are comprised
n the merchant marine policy of the country. Protec-
tibn of the dominions by the British Navy i times
of war 15 not the return allowed for unrestricted
explonation by Bntish Shippmg but follows from
a\policy based distinctly upon the requirements of
various impenal interests

To revert to Indian Shipping, however, we fina
that the main reason. for its present backward position
are (1) the falure, total or partal, of all previous
Indian attempts to participate in the mdustry due
to (2) the Brtish Shipping monopoly adopting
qlestionable means to mamtain their preserve along
the Indian coast mamly through (3) the Deferred
Rebates and discmunations agamst the shippers and (4)
a deadly rateswar agaunst the ship-owners

Besules, there are difficulties: 1n unexpected
quarters. The European Insurance Companies work-
ing in India seem to follow a policy which 1 avowedly
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anti-Indian * 1 character Ships with Lloyds 100 Al
certificates angl regarded, irrespective of Indian
ownership, as first-class risks by the experts of London
are graded second-class by the msurance agentsin
India solely on the ground of their Indian ownership
thus indicating an antagomstic spmit which would
never be tolerated in any self-governing country.

A time may, therefore, come when, if this attitude
on the part of private mnsurance companies 1S not
changed, the Government i India may have to take
active steps to provide the necessary marine insurance
facilities, In this connection it may be noted that the
Amenican Shipping Act of 1916 lays down in Clause
12 that the Shippung Board is authorized *to ascerthin
what steps may be necessary to develop an ample
marine 1asurance system as an ad to the development
of an American Merchant Manne.” The Merchant
Marme Act of 1920 goes a step furtherand lays
down in Section 10 that the Shipping Board should
create and mawmtain out of net revenues from operations
and sales of its steamers an 1insurance fund to cover
the vessels, plants and matenals belonging to the
United States of America.

*The following tlassification, of st s by the Marine
Insurance Agents at Karach: speaks for stself e
First Crass ~—All those not classed * Second * or “Thurd".

SecoNp Crass:—All Indian owped andfor managed
and/or chartered steamers other than those specially classified
as third class -




381

To the above direct and 1adirect causes account-
ing for the non-existence of an Indian Merchant Marine
must be added the apathy of the Government of India
which has not even utiized for the development of
Indian shipping those very resources such as the
carriage of stores and mails which are bemng used by the
British Government for the advancement of British
shipping, European stores for use in India are not
allowed to be conveyed to India in ships other than
British without the express permission of the Secretary
of State for India. A similar restriction by
the Government of India regarding. the stores and
mails would have gone a great way towards creatmg
and developing a national commercial fleet for India,
Doubtless the payments made in such cases are for
services rendered but the character of the recipients
should not bz ovutside the ken of a Government
solicitous of the economic growth of the country,
Such Government help, however, needs to be
supplemented by the removal of the abovementioned
causes, the means by which the preseat monopoly
obstructs the path of Indian shipping.

Referting to the question of the monopoly, how-
ever, it should be remembered that water transport in

modern times largély conditioned by the laws of joint
cost and increasing returns is pecubiarly amenable to

large scale production.. To prevent such econom:c
evolution is neither necessary nor deswable. If,
however, large scale production leads to a complex
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organw7ation emerging 1n a monopoly, it is time for the
Government to take notice of its existence and if
necessaty to control its activities. A monopoly
fequires a cantious watch ; a foreign monopoly requires
2 vigilant watch; a foreign monopoly thwarting
ndigenous enterprise deserves immediate abolition.

Itis in this light that the question of the existinyg
shipping interests in India should be considered As
regards their vested interest, it should be remembered
that their monopoly has for many years enabled them
fo charge high freights* to Indian shippersand consumers
as also to declare high dividends to nonIndian
shareholders, and 1t is, therefore, only proper that now
when India demands a national Merchant Marine for
her own requirements as also for those of the Empire,
the Bntish monopoly will cheerfully bear the
consequences of a policy advocated in the terests of
Indra as an active partner in the British Commonwealth.

* Evidence regarding high coastal rales was placed also
before the Indian Fiscal Commission which m its mawn
unammnous report says — .

* Somewhat parallel to the complaints about ralway
rates are the complaints which we have received
about coastal shipping rates. The causes are
different, but the resuits are stated to be the
same, namely, that Indian goods are handicapped
‘in transmission 1n companson with goods from
foregn countries, Rates have been quoted to us
showmng a great dispanty between the charges on
goods shipped from one Indian port to another
and those on goods conveyed between Indian and
foreign countries  Such  dispanities more  than
neutrehies the patural protection which an industry
might expect to receive m 1ts own countiy by
reason of the distance of foreign manufacturing
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Coming now to the Deferred Rebate System by
which the ship-owner restricts the freedom of the shipper,
it is necessary to examimne the subject n some detail,
» » » * *

" Here follows a survey of the question based upon
its treatment in Chapter V of this book. Beginning
with the origin of the Deferred Rebates, the statement
winds up this topic with an examination of the recent
finding of the Impemal Shipping Committes, the
criticism on which is summed up thus—

* - *® * * *

Contenued from p 382,

centres The cause of the high rates mthe Indian
coastal trade can, according to therr critwcs, be
summed up in the one woard “monopoly’ It
15 suggested that the existing monopoly can
best be met by the development of an Indian
mercantile manne, As, m connechion with
the resolution moved by Sir Sivaswamu Iyer in the
Legislative Assembly on the 12th January 1922, the
Government of India have accepted the nscessity of a
thorough enquiry into the measures needed for the
encouragement of an Indian mercantile marne, it
1S unnecessary for us to do more than express our
belief that a successful 1ssue to thus policy should have
a favourable effect on coastal freight rates and assist
1ndustrial development

There 1s, however, one special feature of the exsting
system to which we think it necessary to draw
attention The svsiem of shipping rebates 1s one of the
strongest buttresses of monopoly It isclear that an
arrangement whereby a certain percentage of the
freight paid 15 returnabls to the shipper at the end of
twelve months, provided no cargo s shipped by any
outside line, 18 & powerful pon for mat g a
shipping monopaly Other countries have recently
legnslated against this system, and we think that the
Gorernment of India should make a thorough enquiry
into the demwcabiity of inibating mmilar legislation
e India,”
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We in Indw, therefore, cannot be guided
by the recommendation of the Committee because
it has had no opportumty of studying the subject
as affecting the relations of new shipéing companies
confronted. with the established interests of the
old ones, Cases, doubtless, exist in which after a
rigorous rate war 1o which all parties Jose large sums
of money, a new shipping concern 1s admitted into the
fold of the Conference which represents not the survival

” of the fittest but a monopohstic combine of the richest
Whatever may be the pros and cons of the subject
from the pont of view of the foreign trade of a country
it is scandalous that owing to the want of necessary
legislation, the investing pubhc in India n putting its
capital 1n Indian shipping companies engaged in the
coastal trade of India should have to be ready to lose
a large amounts of money for attempting to work in a
field which is theirs by international law, From the
present Indan pomnt of view, therefore, the above

" analysis shows that the Deferred Rebate System s

; positively detrimental to the economic interests of India

' and should therefore be abolished by law  (Please s;e
the draft of the Indian Merchant Marine Bill, appended

herewith).

Such abolition would doubtless remove a prominent
obstacle from the path of Indian Shipping which
however for ats full growth will require a restoration of
confidence among the mvesting Indian public by the
reservation of the coastal traffic of India to ships

&
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belonging to the people of India along the lines

indicated 1n the draft bill. When after the removal

of the artificial obstacles and restoration of public

c’onﬁd'ence the Indian Mercantile Marine comes into\
exnstence, 1t would be necessary to apply to it the ,
mawums advocated by Lala Harkishen Laland endorsed

by the Indian Fiscal Commusston “ nurse the baby,

protect the child, free the adult” That 1s after five

years when the whole of the coastal shippng 18

‘Indianised’, it would be a convenient time to endow

the ships of the Indfian Mercantile Manne if running

along certain specified ocean routes with navigation

bounties, based npon mileage, speed’and quantity of

cargo carried, until they were able to stand upon thewr

legs in the ocean trade as well.

Among the more important and immediate resul
of the reservation of the Indian coastal traffic to Indian
owned vessels will be the saving to the country of a
large proportion of the crores of rupees that are now
drained away from the country in the shape of coastal
a:ld ocean freights,

Be.sxdes'stopping the monetary dramn the reserva.
tion of the coastal traffic, if, as advocated, accompanied
with the aboliton of thel)eferred Rebates and dis-
cniminations, wall result in the rates of coastal and sea
freights being fixed under competitive condiuons, as
against the present system under which the monopo~
listic combine 19 able to charge its own rates, thus
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increasing the cost to the ulumate consumers of the
arucles catried by sea.  Besides trade between
small ports and between large ports and small ports
will be encouraged by direct services which, under the
present conditions are very few i number, more terminal
ports will open up, new areas of consumption, for
example, Burma rice will go direct to Marmagoa and
*Kathiawar ports and Dwarka, Porebunder cement will
be shipped to Madras and Rangoon without the
expensive traushipment necessary to<lay Aruficial
hindrances to the development of the coastal ports like
Chittagong into ocean ones will be removed. (See letter
of the Charman, Port Commssioncrs, Chuttagong
written in connection with the enquiry of the Royal
Comnussion on Shipping Rings). Above aff, when the
Indian Mercantile Marine 1s adequately developed, the

ocean traffic of India will be managed n the interests
of the peoPle of this country.

. From another pont of view, the coastal reservation
will provide new tareers for young Indians, who are
now ready in their hundreds to take to 2 sea-life but
who have mvanably been debarred by the exxstmg
compames from benefits which are theirs by nature.
True that many Indians now find employment in the
existing Briush companies 1n the capacity of lascars but
unfortunately they are the only Indians employed on
board the British vessels. Besides even the lasear bas
remained a lascar all these years, As nothing has
Been done so far by the Bntish companies during the
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long period of ther monopoly and prospenity to provide
for Indians facilities for training 1n ship navigation and
narine engmeering, it 1s futile to expect any help from
that quarter now. It is, therefore, neccssary that not
merely should the Government of Inda provide
adequate training facilities for Indians but should more-
over open out new avenues of employment for the
Indians who are properly traned by requiring, 1 due
course, a certain proportion of Indran officers and
engineers on board, - il

Mention has already been made of the payment
of baunties in connection with the navigation of Indian
ships along specified ocean routes.  Bounties will also
have to be paid for the construction of ships when
Indian factories begin to manufacture steel plates. To
meet these payments a freight tax may be imposed as
advocated by me during February 1923 and recom-
mended; 1z some of the budget speeches of that year.
The following extract from my address is appended
below as bearing upon the subject :—

“ I, therefore, propose that following prece-
dents within the Brnush Empre, we should
levy an sncomis-lax of sme per cemt upom lis
amounl of fresght money collected by vessels
sngaged in carrysng the foreiom tvads of this
eonntry, Calculations show that approximately
50 crores of rupecs are being realised as freight
money on commodines shipped and discharged
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at various Indian ports, excluding the freight
money earned in the coastal trade of India. A
tax of one per cent on this 50 crores will give
us annually a sum of 50 lakhs of rupees which
you may spend as necessary and desirable for
the development of the shipping and the ship-
building industries m India. An income-tax of
1s. 64, in the pound on 10 per cent. of the
gross freight collected is charged in South
Africa, thatis, a 7,000 ton vessel carrying Natal
coal, say, to Bombay and earning, say, £ 8,000
as freight money has to pay approximately £ 60

+ to the South African Government. A higher
federal income-tax, 2s. 8. in the pound on 10
per cent of the freight money, in addition to
a state income-tax and a super-tax thereon is
fevied in Australia, £ ., 2 steamer with a gross
tonnage of 4,600 tons and eaming say, a
freight of £ 46,000 has to pay taxes amounting
to about £ 700 and there is no reason v'vhy a
similar measure should not be introduced in
this country to bring about a rapid and simul-
taneous growth in the two very important
adjuncts to our economic life to-day. 1 refer,
gentlemen, to the shipping and the ship-building
mdustries of India.”
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(Draft)
THE INDIAN MERCHANT MARINE: BILL®

A
BILL
TO

promote the growth of an I[ndian Merchant Marine
adequate to the industrial and commercial requirements
of India.

Whereas 1t is expedient to provide for the rapid
development of an Indian Merchant Marne
And whereas for this purpose 1t 1s expedient to
encourage the employment of Inchan vessels in the
coasting trade of India and to guarantee fair and
healthy competition among such Indan vessels plying
along the coast of India
And whereas for this purpose itis expedient to
reserve the Coastal traffic of India to Indian vessels
And whereas it is also expedient to provide for
the prevention of the payment of Deferred Rebates or
of resorg to retaliatory or discriminating practices by
common carriers engaged in the coasting trade of
British India or of the domunions of the princes and
chiefsin lndia 1n alliance with His Majesty, it is
hereby enacted as follows:
L (1) This Act may be called the Indian
Merchant Marine Act, 192

* Legislative measures based upon this bill are to be intro-
duced in the Indian Legislative Assembly.

Short title and
extent,
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(2) Yt extends to the whole of British India
and applies also to the Dominions of
princes and chiefs m India in alliance
with His Majesty.

(3) Itshall come .into force on such: date
as the Governor General in Councit
may, by notification in the Gazette of
India, appoint.

in this Act unless there is anything repugnant in
the subject or context

Definitions (&) “A Common Carner by water” means
a common carner by water engayed
mn the cargo and passenger taffic
between any two ports in British place
on the Continentl of India.

(B) A British Indian subject ” includes a
Joat Stock Company, Corporation,
Partnership or Association  existing
under or authorised by the laws of
Brissh India or of the dominions of
princes and chiefs in Iadia in alhance

_ with His Majesty.

(C). *Controling interest” m a common
carrter by water shall not be deemed
to be owned by British Indian

_subjects :—

(2) I thenile to not less than 75 per cent
of the stack is pot vested in Butish
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Indian subjects’ free from any trust
or fiduciary obligation in favour of
any person other than a Bribsh
Indian subject, or

() Ifnotless than 75 per cent of the
voting power 1S not vested ig British
Indian subjects, or

() 1f through any contract or understand-
ing it is arranged that more than
28 per cent of voting power may be
eXercised, directly or indirectly, on
behalf of any person who is not a
British Indian subject, or
{4) 1fby any other means whatsoever
control of any interest in excess of
25 per cent is conferred upon or
permitted 10 be exercised by any
person ‘who is not a Bntish Indian
subject, or
{¢) 1, in case of a Joint Stock Company,
Corporation or Association, the
Chairman of the Board of Directors
and not less than 73 per cent of the
number of members of the Managing
Firm and of the Board of Directors
are not British Indian subjects,
4) 'The Coasting Trade of India " means
the carriage by water of goods or
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passengers between any ports in
Bnitish India or between any port in
British India and any port or place
on the Contient of India.

(B) *Deferred Rebate ” means a return of
any portion of the freight money by
a carrier to any shipper as a
consideration for the giving of all or
any portion of his shipments to the
same or any other carrier, or for any
other purpose, the payment of which
is deferred beyond the completign of the
service for which 1t is pad and s
made only if, either during the petiod
for which such payment is computed
or the period of deferment or both
the shipper has complied with the
terms of the rebate agreement or
arrangement.

(8) * Fighting ship” means a vessel used
in a particular trade by a chrrier or
group of carriers for the purpose of
excluding, prevesting or reducing
competition by dnving another carrier
out of the said trade,

License for coast 11, No common carvier by water shall engage in the
o 8N smwut‘i(zq. coasting trade of India unless licensed to do so.
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IV. The license for engaging in the coasting trade

of India shall, on application, be issued by the -

Governor-General m Council, subject to such
rules and conditions as may be prescribed in that
behAlf by the Governor-General in Council.

No license shall be given to a common carrier
by water whose owner directly or indirectly, in
respect of the transportation by water of passengers
or property between the ports of India,

(a) pays or allows or enters into any
combznation, agreement or understand-
ing express or impled, to pay or
allow a deferred rebate to any shipper,
or.

(5) uses a “fighting ship” either separately
or in eonjuncion with any other

carrier, through agreement or other-
wise, or.

(¢) retaliates aganst any shipper by refus-
ing or threatening to refuse space
accommodations when such are avail-
able or resorts to other discriminating
or unfair methods, because such ship-
per has patronised any other carrier
or has filed a complaint charging
unfair treatment or for any other
reason, oy

Issue of
License

Retusal of

Liceuse for
Of U,8 A, Shipping
Act 1018, Sec, 1t

Payment of
Deterred Rebate,

Use of “fighting
ship-”

Retaliation
against shipper.



Unfair or nnjost
discrimination,

The Governor- V1.
General in
Conncil to deter-
mine,

Whether Sec. 5
has been violated

Agreements VI

to be flled with
the Goveroor-
General i
Council,

394

{(#) makes any unfair or unjustly discrimi-

natory contract with -any shipper
based on the volume of freight
carried or unfairly treats or unjustly
dhiscriminates agamst dny shipper in
the mattet of (4) cargo space accom.
modation or other facilities, due regard
being had for the proper loading of
the vessel and the available tonnage ;
() the loading and laading of fretght
1n proper condition, or {¢) the adjust-
ment and settlement of claims,

The Governer-General in Council upon his
owan mitiative may, or npon complamnt shall, afier
due notice to all parties ctoncerned, deternmne
whether any person, joint stock company, corpora-
tion or association engaged in the coasting trade

(1) has violated any provision of Section V of

(2) is a party to any combinauon, agreement

’ or ~ understanding, express or imphed

that mvolves in respect to the coasting

trade of India a resort to deferred rebates

and retahatory or disciminating practices
designated i Section V,

Every owner of a common carrier hy water

engaged in the coasting trade of India shall file
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immediately with the Governor-General in Councd
. a true copy or, if oral, tue and complete

memorandum of every agreement with another
such owner to which he may be a party or
codform in whole or in part, ixmg or regulating
transportation rates or fares , giving or recerving
specia] rates, accommodations, or other special
privileges or advantages; controlling, regulating,
preventing or destroying competition; pooling or
apportioning earsngs, losses or traffic, alloting
ports or restricting or otherwise regulating the
number and character of sailings between ports;
limiting or regulating in any way the volume or
character of freight or passenger traffic to be
carried ; o in any manner providing for an exclu
sive, preferential or co-operative arrangement.

VIII. Before granting a license the Governor-General
in Council may réquire security to be given
to his satisfaction by the Master, Owner, Char-
terer or Agent of the vessel for comphance with
the rules and conditions subject to which the
Ycense is issued

1X. The amount of st.\un;y requited under Section
VIII shall not exceed R, 10,000

X, Every such license shall be for the duration of one
year only.

X1, Every such license shall on its expiry be renewable
on apphcation to the Governor-Lieneral in Council

Security for
License,

Amouvat of
secarity.

Duration of
License.

Rencwal of
Liceuse,
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398

XII. A proportion of not less than 20% of the
tonnage hcensed for the first year, not less than
407 of the tonnage licensed for the second year,
not less than 607 of the tonnage licensed for the
third year, not less than 807 of the tonnage
Ticensed for the fourth year and all the tonnage
licensed for the fifth and subsequent years shall
have the controlling interest therein owned by
British Indian subjects.*

XIIY. Penalty for the contravention of this Act shall
be a fine not exceeding Rs 10,000 or simple
imprisonment for a period not exceeding six months
or both,

XIV. In addition to or 1 lieu of any penalty
otherwise provided, the Governor-General 1n
Council may cancel any license for engaging in
the coasting trade of India if he is satisfied that a
breach of any of the conditions of the license as
may from tiume to time be prescribed by the
Governor-General i Council has been committed,

* Prowisions about rupee capital and registration of the
Joint Stock Company 1 India are omutted because Section 736b
of the Enghsh Merchant Shipping Act of 1894 enacts thas

“The Legslature of a British possession may, by any Actor
Ordinance, regulate the coasting trade of that British possesson,
subject m every case to the followng condition of the Act or
Ordinance shall treat all Brtish ships (including shupe of any
ather British possession) i exactly the same manner as ships
of the British possession in which it is made.”
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XV. No license for engaging in the coasting trade of Ogggmnal.ge fo
Indsa shall be cancelled unless an opportunity has
been given to the Master, Owner, Charterer or
Agent of the vessel to show cause against such

cancellation.,

The object of this Bill is to provide for the employ-  Statement of
ment of Indian tonnage in the coastal traffic of India °l:.j::;:n:?d
and of the dominions of princes and chiefs in India
in alliance with His Majesty. Such employment
will serve as a” powerful ad to the rapid
development of ‘an Indian Merchant Marine
Several attemipts made in this direction 1n the past
have all practically failed, owing, it is believed, to
the existence of powerful non-lndian interests in
the coasting trade of India. There can be no
doubt that the growth of an Indian Merchant
Marine would prove a powerful factor in the
employment of Indian talent and the further
extension of Indian trade in various directions
in a manner calculated to advance the national
interests of India. Such a growth would
be greatly facilitated by the removal of some
of the main obstacles that lie in the way of
a fair and just compettion among the vessels
engaged in the coasting trade of India, They
manly consist of methods whereby a shipper is
practically bound to confine all his shipments to
vessels belonging to a particular  shipping
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company or to the members of a shippmy
conference. Not merely 1 the treedom of the
shipper o ship his goods by any vessel he may
choose thus destroyed, but the progress of trade
along desirable channels is also checked. A
‘ disloyal’ shipper is penalised by (a) retusal of
space, (¢) discrimmation in the contract of freyght,
(¢) the loading and landing of freght, (d) the
adjustment and settlement of claims and various
other discriminatory methods It 1s the purpose
of thig Bill to do away with such practices so
that an Indian Merchant Manne may  grow
unhampered.



INDEX

A,

PAGE. Pace,
Accidents ... v . 60, 116 | AmericanMarmne Insurance 101, 347
Accommodation e va 373 | American Merchant Marine 102, 344
Act of God me e 62, 116 | American Ocean Fleet ... 244
Acwarth, Prof .. ws 41, 180 | Amencan-owned Ships ... 344, 348
Admiralty Subventions,335, 336, 359 American Passengers Act... 232
08w e em 365 | American Steamers ... 188, 232, 860
Africa, East 372 | Amenican Ship Yards - 344
Afnca, South .. 388 | American Trade ... 354
African S S, Coy. s 7 340 | American Trade with India 314
Ageof a Steamer... .. 47 | Anchorage . .. .. 43,272
Agencies we s . 55 | Anchor Line ... 139,170
Agents .. 57, 58, 59, 116, 395, 397 | Angiers Brothers ... . 68
Agreement . 393 | Annual Eamngs ... .. 41,340
Agreement System ... 159, 161, 162, al Freight Reports ... 68
: ’ 165, 167, 168 z‘;:a: I;Iu'eg T
Agricultural Labour o 253 Annual Output ... e 41,43
Armg Space . o 236,240 } appodian.. .. .. 380
Awar, T V, Seshagiri ... 169, 185 | Apy-Navonal ... .. 8256
All-in Consumption . 31} Ant.Social .. we 1,126, 145
Alloting of Ports ... .. 395 | Apprentices...  w. e 3717

Alongside ... . 60 | Appropriation for Naval
Alternative Markets v 199 Reserves ... . . 335, 336
America .. * 9, 88, 46, 75, 243, 244 | Aracan Company ... 170
256’ 2‘9) 280, 367 | Arbitration . 63, 164
e e Gy | e
Amenican Bureau of Ship- 84a | Artifcial Lighting. . 236

PUg " am Navigation
Amﬁﬁﬁlgﬁg Amett gy A Company Limtcd © L 133, 154
A Co Com- Assam Bengal Railway ... 301

mencan Congress Com .

muttee on the Merchant Assembly Indian Legislative 377,383,
Marine and Fisheres ... 231 38y
American Interstate Com- - Assocsation ... e 390, 391, 394
merce Act . 184 | Associations, Indian Com- i
American Managers - 130 meraal .. Kt



400

PAGE,
Atlantic .. e 244,255, 348 |
Atlantic Coast « 98,314
Atlantic Passenger Business 256
Atlantic Ports . . 344
Atlantic Services . 242
Atlantic Trade ... 131, 147, 151
Australastan Merchant As-
sociation ... ™ 150

Austraha .~ 31, 38, 76, 81, 96, 131,
137, 168, 201, 323, 339, 342,
378, 388

Australian  Outward Cen-
ference . o 135

Australian Trade . 131, 136, 150, 354
Austna Hungary ... 46, 243, 245,
246, 247, 303, 306,.312, 333, 337,
359, 360, 361

RN

Austrian Lloyds ... wee 134
Austrian Vessels 306
Auxihary Cruisers 336, 237
Auxihary Naval .. . 364
Averages .. . 320
Average Rates ... . 320
Average Speed .., 33
Awning Deck Vessel ... 24, 25
Bl

Bag Cargo... 64, 223, 221

Bags . . 62, 110, 112, 225
Bags, Mouth-Burst ., 115
Bags, Torn . 115
Balkans o 245, 246

Baled Goods . 64, 113, 114
Baled Jute Shippers As.

sociation wee vor 160
Ballast ... 102, 119, 120, 183, 188
Ballast Level Rates ... 75
Ballast Passage ,. . 11
Baltic .. e e 93
Baltic Porta ... 285
Baltic Time Charter ... 58

PacE,
Banking Facilities w290, 292
Baps Ring e 169
Bare Boat Charter . 54, 56
Burges .. - 507, 374
Belgium ... ... B8, 46, 333, 360
Bengal Coal ... 104, 105
Bengal Nagpur Raillway 266, 6:06,
Berengana ™ v e 229
Berth Cargo .. 163
Berths . . o 43, 207 278, 309

Between-Deck Passengers. 235, 286
Bill of Lading 58,59, 61, 115, 1217,
25

Bill, De‘erred Rebates .. 169
Bill, Indian Merchant

Marine . . 889
Bissnarck .- . 228
Board «f Arbitrators . . 119
Board of Management ... "9

Board of Trade .. . 81, 817 322

Board of Trade Depart-
mental Commsttee on
Shippng  and Ship-

bulding o see 360
Brazil ... «. 88, 243, 333, 340
Brazil Trade . 1
Breakage .. 117, 118, 226
Briush Admiralty w836, 358
Bntish Cargo Steames

Companies . . 47
British Colonies 34t
British Companies - 342
Briush Control ., 287
Bratsh Empree ... vr 38

British Government, 318, 337, 383, 34t
British Home Trade ... 81

British India Steam Nawie
gauon Co 120, 122, 121, 128, 131,

132, 342
Briush Isles ... s 341
British Lloyds ... pon 348



PAGE
British Manufacturers 286, 288, 306

Brtish Mercantile Marine 244
British Merchants ' 287
British North America ... 98
Brtish Parliament 24
Bntish Ports ., . 286
British Ship-owners . 161
British Shippers .. " 161
British Shipping . 322
British Shipping  Com-

panies ... . 281, 818, 342
British Shipping Interests, 259
Bntish Shipping Mono-

poly in India ... 6
British Ships ... .. T, 25, 314
Broken Stowage . e 110
Biokerage 63
Brokers ... . . 136, 287
Buchanan, Sir George . 309
Budget Speeches, Indian 387
Bulk Oil ... ave e 278
Bulk Oil Carriers . 28
Bulky Cargoes . . 25
Bulhy Raw Material ... 835
Bullocks, Messrs . . 170
Bitiker Coal . . 57, 67, 318
Bunkering Costs . 35, 104

Bunhers .. 9, 10, 83, 36, 55, 85, 93,
94, 104,105, 119, 186, 259, 319,

320

Burden of Taxation . 371
Burma .. 3 78 104, 183, 187, 201,
202, 249, 253, 254, 260, 282,

298, 314, 320
Burma Ot Co ... a 29
Burma Torts 121, 123, 813
Burma Railways Co ... 253
Burma Rice . . 121, 386
Purstng  of  Tunber

Hundles .o - 117

401

PAGE
C.
Calcutta Conference ... 13t
Calcutta Homeward Trade 148, 160
Calcutta Jute Fabrics
Shippers Association 160
Calcutta Wheat and Seed
Trade Agsociation . 160
Caking of Rice 117
Calls at Ports . 51
Cabin Passengers - 331

Canada ... 38, 243, 281, 340, 342, 378

Canadian Pacific Railway 340
Canal Dues .. 26, 54, 211, 267
Canons of Taxation . 180
Cant Hooks .o 111
Cantilever Vessel 28
Capacity of Port.. 113
Capacity of Ship o 25
Captal . 1, 5, 10, 11, 17, 19, 33

40, 41, 42, 4, 44, 48, 49, 121
175, 176, 184, 205, 269, 277
296, 302, 374, 384

Capital, Foreign . 363
Capital, Indan . " 370
Capitalists . w293, 333
Capitation Alfowance 316
Captain (sce Master)

Captam Hillcoat . . . 108
Captan McKirdy 108
Careers, New 386
Cargo . 1, 9, 10, 11, 13, 26, 41,

47," b6, 5,59, 97, 103, 106,
108, 119, 112, 187,190, 263,
207, 208, 287, 320,321, 383

Cargo Traffic ... - 390
Cargo Expenses .. 53
Cargo gear... . - 114
Cargo, General . 107, 112, 113
Cargo in Bags 112, 113, 114
Cargo, Inward .. .. 111
Cargo Liners ... .. 123



402

PAGE
Cargo Services <.+ . 50
Cargo, Packing of ... 116
Cargo Rice 109
Cargo Rates e 269

Cargo Steamer ,.. 12, 23, 25, 27, 43,
47, 105, 107, 121, 374

Cargo Tonnage ... 44,47, 374
Cargo Trade . 25, 43
Carnage . v . 3,15 26,

28, 29, 117, 391
Carriage of Cattles 109
Carriage of Goods . 175
Carriage of Mails 342,352, 881
Carniage of Nationals ... 247
Carniage of Passengers ... 260
Carrymg Power ... 224
Carriage of Stores 881
Carnage of Workmen 372
Carriage on Ships Account 155

Carreers ... 80, 174, 182, 184, 193, 196,
199, 210, 389, 390

Carrying Capacity - 146
Carners' Risk .. 220
Carryng Power .., . 26
Carryng Trade . - 56,125, 130
Caszd Goods 112, 113, 114
Cattle Acts 109
Celts 69
Cement Bags 110
Certificate,Lloyd's Refriges~

ating Machmery - 31
Certificates, Passenger . 232
Certificate, Coastal 370
Chain Sling . 111
Chairman, Board of

Durectors e 391
Chamber of Commerce,

European - . 378
Charges for Transport ... 178, 287
Charging what the Traffic

will bear vt 210

PAGE
Charts .. .. ..69, 186,193
Chartered Slups «. . 50, 53
Charterers’ Agents s 63
Chartered Companies ... 50
Chartered Freight 39
Charter Money ... 318, 320
Charter Parties ... 56, 59, 64, 66
Charterer’s Option 58
Charteting Busmess .. 49, 120
Charterers . . 54, 55, 86, 57, 58, 59

60, 63, 64, 65, 66, 395, 397

Coarterers Dishursements, 318
Charters . e 54, 63
Character of Sailngs ... 395
Chhagandas & Co. . 66
Cheap Loans ... o 836, 337
Chief Officers e 241, 242
Chile ... .. 333
Chilean Ports . 80
Chma ... 78, 135, 137, 160, 282
China Homeward Conference ,.. 135
China Trade ... s 131
Chippage ... we  wen 117
Clams ... 10, 66, 85, 97, 105, 106,

108, 119, 197, 259
City Lmes of Glasgow ... 131
Clan Line... 170
Classical Economists ... 2,3
Classification of Shups *..* 25

Classtfication of Commodities ... 173,
209, 211, 212, 222

Clipper Ship 244

Closed Shelter.deck Steamer 21

Coal, 3, 14, 26, 31, 32, 33, 34, 35,
37, 54, 85, 517, 70, 78, 80, 86,
99, 102, 103, 113, 131, 181,
188, 192, 194, 295, 301, 302,
319, 324, 335, 343,

osn '

ave

Coal-Burning Steamers ... 31, 37,
104, 107, 121
Coal-Copsumption v 105



403,

Pace
Coal Fields . . 301
Coal Freights ... . 74
Coaling . h2, 98
Coaling Station ... . 105, 335
Coal, Kinds of .. . 104
Coal Strike v .. 194
Coal Trade - s 56
Coal Transport . 286
Coal Warranty .. 99
Coal Yard . . 296
Coast Light Dues . 269
Coast Lines 343, 363, 373
Coast of Indha. 3, 43, 173, 372,373, 376,

379
Coastal Passenger Traffic.’ 331, 332
Coastal Ports 187, 276, 844

Coastal Rates High 382
Coastal Trade of India .. 96, 188,
317, 320, 389

Coastal Traffic, 104, 106, 154, 185

188, 316, 318, 320, 330, 343, 344, 355
Coastal Traffic of Inda... 11, 185, 3232
Coastal Trafficof U S A, 343, 344,

346
Coastal Traffic Reservation 359
Coasting Trade of France 351, 360

Coasting Trade of Japan 78, 355, 360

Cocoanut Onl Mills 291
Collective Bargainng ... 166
College, Nautical... .. 377
Colonmal Subventions .. 335, 341
Colonies ... . e 333
Combumation v .. 893
Comfort .. e o 327,254
Commerce, Indian . 368
Cor Trade N 76
Commercial Competition 177, 199, 201
Commercial Greatness .. 101
Commercaial Development.. 101

Comanssions. 31, 55,63, 823, 324

BAGE,
Commission, Inter-state
Commerce ... 219
Commission.  Royal on
Shipping Kings 386
Committee, Indian Mer-
cantile Marne .. 374, 377

Commuttee, Indian Deck

Passenger e 257, 259, 341, 372
Committee of the Indian

Jute Association . 306
Commodity Indices . 80

Commodity Rates e 203, 212
Commodity, Valuable, 116
Common Carrier by Water, 238, 390
Commonwealth, British. 382
Compagnie des  Messa-

gertes Mantimes o 351

Companies, British Shipping 378, 386

Compantes, Foreign ... 309
Companaes, Foreign Steam-

ship w367, 368, 369
Companes, Indian 376
Companies, Steamship 367, 376
Competitive Condition 385

Competition . . 125, 126, 138, 177, 204,
288, 385, 393, 397

Competition in Facilities ,, 196, 197
Competition, Fair 389
Competition of Lines 196
Competition of Markets , 196, 198
Competitive Market . 180
Competitive Rates 290
Complete Superstructure Vessels 25
Concrete Ship . 24

Conference . . 67, 125, 128, 130, 130,

140, 170, 290, 884
Conference Controt . 135
Conference Lines 123, 127, 136, 211

Conference between India,

China & Japan . 134
Conference System - 152,157
Constant Costs . 1y



404

PAGE,

. Constant Items of Ex-

.

penditure . 10, 15, 85 102 119, 174

Constant Operating Costs 174
Construction Bounttes .. 349, 859
Construction Bounty Law

of Japan . 352
Construction Loans . 819, 851
Construction Loan Funds. 347
Construction Material 23, 53
Construction of Dock Yards 377
Construction of Oil-tankers . 28
Construction of Ships w344, 387
Construction of Railways 178
Consignees e 02,295
Consulage ‘o 54
Consumers. 128, 145, 200,203,382, 386
Continent of Europe 174, 208, 867
Continental Ports s 204,283
Contmnental Conference ... 256
Contracts of Carnage ... 14, 167
Contract Quantsties ... 153
Controlling Interest .. 390
Control Station e 246
Control System v 167,246
Contribution of Members 97
Co-operative Practice 97
Co-operation 7, 97, 126, 205, 292
Corinth Canal ... - 40
Coromandal Coast 282
Coromandal Ports e 250, 294
Corporation 390, 391,394
Corrugated Vessels ... 28
Cost of & Vessel . - 22,23
Costly Articles . . . 174

Cost of Bunkerers +.37, 104, 319
Cost of Carniage. 10, 175,182, 218, 220

Cost of Loading . . v 66
Cost of Operation - 9, 345
Cost of a Motor Vessel ... 39
Cost of Production 4

PAGE.

Cost of Service .. 17, 136,174, 175
176, 177, 178, 183, 184, 209, 219

Cost of the Hull . 22
Cost of Running . 34
Cotton, Mr e . 270
Country Craft . . 272
Cranage Charges . 269
Crare ... 110,111,267, 268, 30L
Crates . . 110
Creation of Form Value . 199
Crew o 86,92, 178,336
Cruising Radius . 36
Cubic Capacity .. 26, 57, 64, 65
Cunard Samuel, Mr ... 337
Cunard Steamship Co . . 316, 340
Customary Despatch ... 62
Custom of the Port 60
Cutch ... . - 276
D.

+ Daily Provisions ... ... 87
Damage ... 115, 116, 117, 118
Dangerous Articles w99, 109
“Davis” ... .. 135, 136
Dead Freight .. . 65

Dead Weight, 9, 20, 22, 23,31, 37, 49
60, 63, 64, 65, 66, 121

Dead Wesght Charter .. 51

Deck . 28, 94, 108
Deck Auxibaries ... .0 32
Deck Cargoes ... ver 28
Deck Hands . . 86
Deck Machinery ... 106
Deck Passenger Committee. 291,234,

. 239, 242, 257, 259, 841,372

Deck Passenger Traffic 231, 232, 249,
230, 251, 254, 255, 259
294, 331, 842, 372, 373

Deck Stores » 54
Deck ‘Tween e aee 107
Decreasing Cost . . 10



PAGE.
Deep-draft Vessels 296
Deep-Sea Fisheries 351
Deep Water Harbour 294
Default of Servants or
Agents 97
Defence, National . 364
Deferment,‘ Period of 392

Deferred Rebates 5, 126, 131, 140,
145, 146, 152, 136, 159, 161, 1u2,

185, 379, 383, 334, 385, 392, 393,

394

Delivery of Cargo 35
Delivery of Goods 97, 117
Demand for Space 12,15, 1v, 17
Demurrage o 60, 63
Denmark . 38, 46, 318, 113
Departmental Commuttee of the
Bretish Board of Trade 243
Department of Commerce. . 258
Department of Commercial
Intelligence . 291
Depreciation .. 33, 50, 120, 173, 176
Depression of Trade 17, 68, 72, 74
Depth . 19, 21
Despatch,.. 110, 114, 113, 3¢9
Despatch Money .. . w60
Destinations Optional .. o 287
Development, Industrial.. 3p3, 383
Devkaran Nanj, Mr ... 66
Diesel, Dr, Rudolph ... 31
Diesel Ship e e 34
Direct Auds oe 344, 353, 359
Directors, Board of e 391
Direct Service . . 123, 313
Direct Shipments w307, 314
Disbursements ... . 93, 96, 100
Discharging w9, 30, 61, 66, 87,
113, 113, 186
Discharging Cost e e 106
Discount ... . 96,133
Discrimination . . 101, 167, 183, 280,

287, 379, 385, 393, 398

405

PaGE,

Discrimmatory Contract.,. 394, 398
Discharging Ports 819
Disinfection 109
1 Disloyal Shippers 127,398
Dusplacement 36, 37
Dividends 333, 387
Dock 54, 231, 206, 268, 846
Dock Dues . 106,119
Mocking . . 92
Domimnation, Foreign ... 368
Double Awnings . «~ 233,236
Double Bottom . 33, 227
Double Shifts . 16
Double Transportation . 202
Draft . 19,20, 21, 2°, 23, 53, 03, 111
. 114, 121

Dram of National Wealth 8L
Drawbacks . 160
Dredgers . 296, 366
Dreyfus and Bros 59
Dry-Dock e 0 92, 94
Dryage .. 118
Dues . 23, 34, 83,189, 287
Dues on Shipping of Goods .. 264
Dull Business . 12,25
Dundee Chamber of Commerce 407

Dunnage 61, 107, 108, 259

Durban Coal 104

Dutch East-Indies . 282
E

Earning Capacity ... 119

Earningsin Indian Coastal Traffic, 822
Earmings of Ships .. 41, 325, 340, 33497.
H

East Coast Lines . w 132
East India Company . 50
East Indian Radway . w130
Eastern Market .. 280
Eastern Rates o - 18
Eastern Trade... 26, 63,70



406

PAGE,

Eastern Trade Bulls of Lading, 59

Economies 15, 35, 37,49, 72, 103, 156,
1

el

Econorst v . 82
Economic Condition of India 8§, 911
369,
Econemic History .., 8
Economic Interests of India . 384
Economic Journals ... 80

Economic Law of Increasing Returns 9
Economic Laws of Supply

and Demand .
Ecohomic Laoss . 291
Economics of Shipping Rates, 288
Economical Cargo Ships .. 25

Economical Runming  Charges 31
Econones of the Motor Ship 35
Efficiency... 29, 33, 48, 50, 113, 146,

147,378
Eight Percent Method ... 330
Elasticity of Demand . 5
Electric Auxiharies - 31
Elder Dempster & Coy. . 341
Elevators... . 109, 110 113,
Elterman Bucknall Line .. 148
Elphinstone Land and
Press Company s 265
Emgration Traffic w243, 244
Empire, British . . . 168, 378
Employment, Avenues of 369, 387
Employment of Indians. . 370
Enactments, Legslative 376

Engies . 22, 36, 37, 94, 218, 240
Engmeers...32, 54, 86, 103, 116, 377

Engneers, Indian . 387
Engmeenng, Marine . 369, 370
England ... 6, 9, 41, 172, 190, 339,

341, 359
English Companies 211
English Merchant Shipping Act 240
Englsh Railways v 45

Pact
English Shipowners . , 290
Enterpnse . 6
Enterprise, Indian . 375
Entry ofa New Line . 160
Enterport Trade 271
Equal Rates... 152, 16, 265, 288
Equahty of Burden .. 180
Equality of Payment ... 180
Equality of Treatment . 158
Equipment 23, 94 113, 116, 346
Equipment Bounties, .. 49, 350
Estimates e e 120
Estimates of Shipping Earmings . 11,

13, 14, 43, 86, 119, 120, 259, 317

Europe . 31, 78, 123, 204, 283
Europeans . 243,254
European Markets  ...288,289, 290
European Management ... 305
European Officers . 92
European Steamers 190
European Steerage Passengers, 255
European Trade . 854
European War ., . 69, 336
Europe North Coast . 98
Executive Deck Officers... 811

Exemption from Import Duties...&%ﬁ;
3

Exemption from Taxes 347, 361
Expenditure ... we iy 2,41, 51
Expenditure, Constant ftems of, 119

Expenses . 9,33,42,61, 70
Expenses, Operating . . 104
Explaitation 8, 367

Exports, 273, 288, 294, 31;" 322, 823,

835, 367

Export Ports . 268
F.

Facillities... .. - 1

Faciliies, Competition of 197

Facilitses, Port ... . 2177



407

PAGE.
Facilities, Nautical Traming 378, 387
Facility of Shipment ... 153
Fair Margin of Profit 10, 11
Fair Market Value ... 323
Farplay ... . 21, 31, 337

Tair Seasorl Rates of Freight186, 222,
235, 236, 240

Far East e 134, 278, 310, 314
Far East Trades . 13, 80,310
Fares ... oo v 258

Ferry Boats o .. 43

Festival Seasons “ 240
Field of Competition ... 288
Fighting Ship ... 120, 392, 393
Fuer lands of Cargo ... 107
Fue 116
Furst Class Owners ... 101
Furst Class Passengers... 234, 235
First Class Steamers ... 380

Fiscal Commission, Indian, 160, 302,
308, 383, 385

FiscalLoss ... .. 370
Fishing Bounties 349, 351, 359
Fixed Capital ., ... 41
Fixed Expenses .. 174
¥ixing of Rates.. ... 186
Fxed Ratings ... ... 123
Fixed Scale of Sadings .. 134
Flat Rates 203
Fleet, Nationa! Commercial 381
Flush Deck Vessel 24
Foreigners - . 368
Foreigu-built Vessels .. 353
Foresgn Countries 287
Foreign Markets,.. ... 291
Foresga Owners ... e 166
Foresgm Ports ... ... 287
Foreign Shipping 343

Foreign Shippuig Orgamsation 6, 311
Foreign Steamsbip Lines 114

PAGE.

Foreign Trade ... 104, 302, 318, 345
Foreign Trade of India , . 324
Form-values 1
Foul Weather ... 233, 235, 237
Fuel . 32,33, 34, 36, 53, 54, 55,
104, 106, 233

Fuel Cost . 32
Fuel Ol . . . 31,32, 34
Full or not full . 60
Full Scantling Vessel ... 24,25, 26
Full Ship... e . 184
Fully-loaded . 12, 19
Furniture Trade . 202
Fragile Articles ... 111, 118

France .. 38, 46, 47, 282, 297, 305,
¢+ 833, 348, 351, 359, 360, 361

Free Board . 21

Free Competitiun 158
Freedom of the Shipper 383
Free Food . 198
Free Market ... 143
Free Port . 67
Fiee Storage of Luggage 198
Free Traders ... 51
Frequent Service.. 147

Freght... 4, 20, 35, 58, 59, 79, 95, 96,
100, 105, 130, 132, 149, 175, 176,
177, 181, 182, 183, 185, 209, 211,
231,285, 317, 320, 322, 323, 324,
325, 338, 382, 383, 387, 388, 392

Freight, Average Rate of 321
Freight, Atlantic... .. 290
Freight Classificaton .. 209
Freight History v waa ©9
Fraght Lists . .. 222
Freight Market. 16, 49, 67, 65, 74, 79
Freight Market of Bombay 66

Freight Money ... 359, 387, 388, 392
Freight, Ocean w. ... 885
Frewght on Government Steres  8J0
Freight on Indian Sea-borne-

Trade , ses -3 8Jo



PAGE.
Freight Traffic 395
Freight on Treasure . 330
Freight of Rice .. .o 120
Freight Payments 324
Freight Rates ... " 209

Freight Rates, Coastal 383, 383, 387

Freight Space . . 37
Freight Tanfl ... . 195,211
Freight Tax . 887
Freight Traffic ... . 395
Fresh Arr ... e ‘ 238
Fresh Water ... 240
Fresh Water Damage . . 118
Frozen Cargo ... 30
Frozen Meat Trade . 31, 149
G.
General Average . “ 62

General Cargo ... 26, 52, b7,70, 78

107, 112, 118, 183, 295

General Equipment 84
General Freight . 75,79
Geo, Smith & Sons 131
German Ports . 313
German Emigration 246
German Government .. 246
German Jute Industry ... 806
Germaun Mercantile Marme, 244
German Merchants 314
German Oil Industry . 285
German Ring * . .o 307
German Salt . 314

German Shipping Companzes, 211, 246
German Steamers 306, 814
German Steamship Companes, 313
Germany . 46, 47, 245, 284, 285,

' 286, 805, 806, 312, 314, 338, 360
Gaffen, Sir Robert 328
Gogds Cased 112,113

.

.ne e

408

PaGE.
Goods, Indian .. 382
Goods Traffic s 271
Goods, Perishable 118
Government, British 38t
Government Computtees 6
Government Help . 481
Government, Impenal 317, 379
Government Line of Australia. 142
Government Loans - 335
Government of Bombay 265, 272

Government of India .. 44, 142, 185,
231, 291, 311, 318, 322, 325, 341

342, 371, 372, 874, 376,377, 380,
381, 3

Government of Australia .. 142
Government, Preference to . 152
Government Regulations 49
Govegnment, South African 388
Government Stores 323, 430
Governor General in Council. 185,

390, 393, 394, 393, 396

Grabam & Company ... 36, 67
Gram 52, 81, 99, 192
Gramn Acts . - 23, 109
Grain in Bags . . 112
Grain in Bulk, 109, 112, 113, 114
Graving Docks - 30r

Graphs 69, 187, 193
Great Britamn, 19, 47, 51, 33, 161, 286,
333, 334, 344, 360

.

Great Britain and Ireland, 38, 46
Gweat Eastern 6L
Great War 7, 19, 20, 39, 44, 80, 161,

345
Greece . 38, 46, 200
Grievances of Deck Passengers &
Gross Earmings .. 41, 332
Gross Charter Form . 56
Gross Receipts . 176,182
Gross Revenue - 174
Gross Tonnage s 37, 38, 355



409

PAGE,
H.

Hadley .., .. . 190
Ha) Pilgrims . 242, 372
Half Loaded ... 12
Hamburg American Company 135
i - 139, 246

Hand o Hand Competition 130
‘Hansa Company , . . 132, 307
Harbours , .60, 205, 268
Harbour Authonities ... 114, 272
Harbour Dues ... 54
Harbour Frentage . 265
Harbour Railways 217
Harlishan Lal, Lala ., 368, 383
Harmful Cargo . .4 233
Hatch . 94, 94, 111
Hatchways . ed3, 94, 108
Haulage - w123, 190
Haulage Cost .. .. 9
Hall Limne . v 170
Healthy Rivalry . . 227
Heating of Rice. 117

Heavy Cargoes 25, 56, 115, 213, 219
Heavy Freight Charges.. 202
Heavy Liits ... 219
Heavy Losses .., 72
High Class Traffic . 181
High Freights ... 16, 20, 53, 68, 80
High Priced Arucles .. 176
[ligh Rates . N 203
Hindrances, Artificial 386
khaterland . .. 123, 268,271, 276
Hire . . 55
Hire Money .. 49, 50
Hirmg Steamers . 49
ilolds . 25, 62, 9¢, 107, 108, 110, 111
Holidays .- 60
loliday Work 58
Holland . . 38,46, 47, 312

{iome Markets ... 291

' PAGE.
Home Trade Limits - 90
Homeward Trade 159
Homogeneous Cargoes ... 26
Hooks 94
Hospital Expenses .- 97
Huebner, Prof. ... v 230
Huge Repawrs . . 93
Human Beings ... . 227
Hydrauhe Cranes ,. 273, 277,296

)

Immigrant Ports, . 251
Immigration Bureau of U, S A. 244

Tinperator . . . 229
Imperial Economic Conference 334
Imperial Institute 270, 284, 286
Imperial Shipping Committee, 142

143, 147, 152, 155, 158, 159, 160

161, 163, 165
Import Duttes ... 344, 355
Import Ports . 268
Imports .. e 323, 324, 330, 335
Imprisonment, Simple 396
In Ballast 10, 12, 25, 52
In Commission .. - 93
In Harbour . 87
In Perpetunm e 129
In Port . . . 32,91
In Stream, . 115
Inchcape, Lord .. .. 153
Income .. 1
Income-Tax 387, 383
Income-Tax, Federal ... 388
Income-Tax Officers . 71
Income-Tax, State ... 388
1n-coming Season e 332
Indemnity Risk ... 98
indent System .. . 11

Inda . G, 9, 68, 75, 76, 80, 103, 131,
137, 147, 168, 177, 178, 201, 204,
207, 253, 254, 236, 273, 203, 288,
289, 291, 312, 322, Ju3, 381, 84,

34, 390, 397



410

PAGE,
{ndiamen 50
india’s Coastal Trade .. 322, 323
Indian Capital Enterprise 305
Indian Cargo Trade 330
Indian Civilisation . 363, 365
Indian Coal 99, 104, 206

Indian Coast . 41, 91, 96, 121, 148,
174, 183, 222, 321, 342

Indian Coast Ports 321
Indian Coastal Conference 154
Indian Coastal Tonnage 44
indian Coastal Trade .126, 322, 323
Indian Coasting Steamer 86
Indian Commerce .« 159, 368
Indian Commodities + 9288
Indian Companies . 292
Indian Consumer 6
Indian Co-operative Nawvi-

gation and Trading Co,

Ltd . 251

Indian Deck Passengers . 6, 254, 255
Indian Deck Passenger
Committee 231, 234, 239, 242,
257, 259, 341, 372
Indian Element . . 66
Indian Enterprise 101
Indian Exchequer 343
Indian Fiscal Commis-
sion . 160, 302, 368, 382, 385
Indian Foreign Trade ... 319
Indian Freights .. . 68
Indian Hides ... - 307
Indian HomewardConference 133,133
Indian Homeward Trade... 134
Indian Industry and Commerce .. 160
Indian Jute Assocation ... 306
Indian Labourers, ... 294
Indian Legislative Assembly 169, 185
Indian Legslature . ¢ 45
Indian Management . 101
Indian Mercantile Manne, .43, 307, 398

PAGE,

Indian Mercantile Marine
Committee . . . 374,377
Indian Merchants of Bombay .. 171
Indian Merchant Shippmg Act... 240

Indian Monopolies o 280
Indian Ocean ... e 228
Indian Oils e . 292
Indian O1l Seeds . “ 287
Indian Passenger Traffic... 233
Indian Passengers e 247
Indian Peninsula 300

Indian Ports . 148, 186, 188, 190, 320

Indian Produce ... . 288,289
Indian Products s 278
Indian Public Treasury .. 342
Indian Railways ... 44, 45
Indian Raw Materials ...

Indian Rice .. .. e 314
Indian Sea-borne Traffic,.. 318
Indian Seeds .. . 289
Indian Shipping 159

Indian Shipping Companies .. 197

Indian Shipping Industry . 378
Indian Shipowners s 101
Indian Ships Navigated

and Managed by Indians ... 373
Indian Skins ... 307
Indian State Territories ... 293
Indian Subventions e 335
Indian Talent 397
Indian Tea Association . 134
Indian Textile Industry .. 207
Indian Textile Mills ... 205

Indian Trade . 104, 152, 317, 332, 397

e e oy Com o, 208
Indian Vessels .. . 247, 306
Indiamisation . - 43, 374
Indians . 368, 369, 386, 387
Indirect Aud to Shippmg ... 358
Indus ... N 216



411

PaGE

Industries 1, 9, 42, 244, 377
Industries, National . 363
Industries of India ... 367
Indo-China . 283, 310
Inert Management . 5
Inexperienced Men . 74
Inexpenenced Owners .. 72
Inland Distribution 190
Inland Railways 265
Insolence of Officers 3712
Insufficiency of Water 372
Institute Warrantees 98
{nsulated Space - 30
Insulation . 30
Insurance... 10, 54, 85, .)7, 119, 259,
?23 324

Insurance Agent m India . 380

Insurance Companies 102, 118, 380
Insurance Compames, European... 379

Insurance Experts . 380
Insurance Fund ... w100, 380
Insurance Interests 101

Insurance Premium 15

Insured Value ... . 96, 100
Interest on Capital . 17,50, 191
-lntemt, Vested ... . 382
Interests, British Shipping 378
Interests, Foreign e 366
Interests,*Railway .. 866
Interests, Shipping .. 370, 381
Intermediate Accommodation 2350
Intermediate Class . 234
Intermediate Ports . 121
Intermittent Trade . 146
Internal Combustion .. 103

Internal Combustion Engines ...24, 31
International Coasting Trade . 351
International Navigation Congress. 111

International Rules of the Road
at Sea... e 40

International Trade... 9 40, 103, 265

PAGE
Inter-portal Trade s 320
Inter-provincial Traffic . 250

Inter-State Comshgrce Com-

misston .. 181, 219, 846, 347
Intrinsic Value .. 182
Inventions e . 146
Investing Public in India . 884
Inward Cargo .. 60,111
Inward Freight . 1
Iravad: s . 366
Irrawaddy Flottilla Co 253
Irregular Trade .. e 146
Iron and Steel Ships ... 69, 81, 350

353, 361
Isherwood System 27,28
Isherwood Vessels . 28
Ttaha . v 139
Itahan Lloyd e 139
Italian Shipping Lines .. 247

Italy... 38, 46, 47, 243, 245, 246, 276,
305, 306, 333, 359, 360

Items of Expenditure, Constant .. 11109,

Iyer, Mr T V. Seshagin ..
dJd.

Japan 38, 46, 47, 78, 133, 137, 160,

205, 280, 282, 333, J40, 332, 35.}
359 360, 377

169, 185

Japanese Ports ... 353
Japanese Built Vessels . . 333
Japanese Coal ... . 105
Japanese Flag ... . 353, 355
Japanese Government ... 353, 355
Japanese Lunes ... .. 354
Japanese Navigation Laws, 352
Japaness Owned Steamers .. 311, 316
Japanese Shipping Companees, 203
Java® . 80, 160, 188, 283, 365
Jetties . - 302
Jetm ~e ore wee 116



PAGE.
Jodhpur-Bikaner Railway 271
Johnson arid Huebner, Profs. 40
Jount Cost .. .. 173,176, 178, 381
Joint Cost of Production . 2,5
Jownt Expenses . 174
Joint Expenditure . 220
Jomnt Products ... . 4
Jones, Mr, N 350
Journeys, Railway - 366
Jute Bags . - . 303
Jute Manufacture - 306
Jute Manufacturers Association 303
Jute Mills, . . 803, 304
Jutlandia . - ar
K
Kathawar Ports . 122, 123, 222, 276
277, 356
Kirkaldy, Prof . 51
L.
Labour ... « 22, 60, 103, 293
Labour Bureau . 317
Labour Disputes . 60
Labourers . . 231, 254
Lack of Railway Facilitiea 293
Lading, Bill of .. w115, 127
Lad-up .. .. 15, 35
Laid-up Returns. e 97
Land Traffic .. . 263
Land Acqusition. . 41
Landing of Freight ... 394
Large Parcels of Cargo ... 163
Large Quantites .. s 153
Large Scale Organsation 6
Large Scale Production . 5

Large Steamer...49,50, 118, 119, 123,
268

Large Tonnage
Lascars ...

.o 122
6, 87, 92, 386

412

' PAGE
Latrines .. .. 241, 242
Launches 43, 374
Lawful Merohandise 57
Law, Income-Tax 370
Law, International 384

Laws of Increasing and Diminishing

Returns .. 10, 12, 13, 14, 15, 16, 42
Law of Jont Cost . 3
Lay Days " 60, 61
Laymng up . o 15, 16
L Dreyfus and Company 59
League of Nations w177, 376
Leakage . . . 116, 226
Legal Practitioners 253
Legislation . 259, 384
Legislative Assembly e 169
Legislators . . . 196

Legislature, Indian. 364, 373,976, 396

Length of the Haul ... .. 1R
License ., . 392, 393, 396
Lien “ B . 58
Life Boats . . 227
Life Saving Apphances . 227
Lift e e 111
Lifts Heavy . . e 273
Light and Air Shafts . . 36
Light Dues <. 54, 85, 106, 119
Light Draft . . . 251
Lighthouses o s .» 106
Lighterage o s . 61
Lightera -... . 115,295, 296
Limitation, Naval . e 376
Liner. 23, 50, 24, 125, 130, 157, 316
Liner Companses .. .. 668
Linseed Shipments o - 281
Liquefymng . - . 30
Liquids ... .. s wee 67
Luerpool Lines ... . . 132
Lloyd's 100 A I Certsficate 101, 330
Lloyd’s 100 A Y Steamer o 96



PAGE
Lloyd's Committee . w25
Lloyd's, Italtan ... . ., 138

Lloyd’s Refrigerating Machinery
Certificate . .

Lloyd's Register 38,39, 334, 348
Lloyd's Regster Office . . 45

Lloyd's Surveyor - . 61
Lioyd Sahando ... 139
Load Line . . 58

Load Line Certificate ., e 24

Loading 111, 113, 117, 183, 185, 186,
309, 319, 394, 398

Loading Certificate 99
Loading Cost . T L 106
Loadimg Facihties « 42
Loading of Fuel .. . w35
Loading Ports . . . 63

Loading Warrantees .. . 99

Loans to Shipowners .. .. 360
Locks . . « 267
Lock-outs . 60, 116
Lodging Allowances .. .. 336

London Mutual Association ., 97
London Jute Association 307
Long Term Preduction 16

Long Ocean Voyages 104
i ong Trades . - W 70
Long Voyage . . 25, 240
Longitudigal Shlp . 27, 28
Longitudmal Water-tight

Bulk Heods . . 227
Lord Inchcape e . 155
Loss of Cargo - « 118
Loss of Life . W
Low Free Board ... " 251
Low Rates of Freight . 164,171
Low Rates of Interest . . 360
Low Values . . w 20
Lower Holds . 28
Lower Plate Ports, .. w81
Loyal Shippers ... w133

418

PAGE

Loyalty .. e . 126,128

Lump Sum Basis .. 64

Lusitama . . 228,337
M.

Machinery Packages .. 218

Mail Contracts ., 163, 338, 339, 340,

342, 345, 351
Mail Services Lo 50
Mail Steamers ... . 125
Mail Subventions 335, 338, 341, 349,

331,
Mad Traffic .. 3427
Mails of United States . , 348
Mamtenance Engmeer . 93
Mayestee * 228
Major Ports of India., 264, 294, :?}018.
4
Majority Rej ort of the
Royal Commission on
Shipping Rings 139
Making of Rates ., o 186
Malabar Ports . . 141

Management 10, 53, 83, 95, 117, 119
Management Expenses 95, 299
Managers, Indian .. . 370
Managing Firm ... 301
Manchester Shippers 170, 171
Manner of Shipment 219
Manufacturer 28, 44
Manufacturing Industries. 171, 414
Margual Cargo , . ... 13
Marginal Limit .. . 14
Margwnal Producer .~ 199, 200
Margmal Quantity . 12
Margmal Rate of Freght 13
Margmal Shipper . 210
Marginal Utility ... . 435
Margm of Profit ... . 13

Manne, Merchant 332, 363, 3¢9
Marine Engineermg ... 837



414

PAGE.
Marine Insurance... 97, 101, 380
Marine lnsurance Policy, 93, 98
Marine, Royal Indian ... 377
Mariners . . . w62, 116

Maritime Countries . 38, 46, 333

Market . 4, 17, 53, 177, 181, 183,196,
271, 290

Market Value o» . 179, 221
Master, 59, 62, 63, 116, 395, 397
Materials, Raw .. e 367
Matenal Wealth ... o 6
Mats 61, 94, 108, 226, 303
Maurelama . 228, 337
Maximum Draft . e 25
Maximum Passenger Fares 341
Maximum Profit . . 5,6, 210

Maximum Quantity of Cargo 25

Maximum Cargo Rates 70, 71, 118942:
Measurement . .. 218, 222, 321
Measurement Rules R 26
Measures Legslative 389
Mechanical Apphances . 114
Mechanist v - 103
Medical Expenses - 97
Medical Inspection . 109
Meditteranean .. 39, 82, 287, 290
Meditterancan Conference 139, 236
Medum Class Traffic .. 181
Meeker, Dr vae 339
Men of-War . . 336
Mercantile Marine . 1, 7,41
Mercantile Marine Committee,
The Indiaa 377
Mercantile Marine, Indian 364, 367,
* 383, 386
Mercantile Marme Law,
Fremch . 350
Merchant Fleet . - 364

Merchant Manne 337, 355, 367, 369,
. 376, 377

PacE,

Merchant Marine Act .. 345, 380
Merchant Marmne Act,

American N .« 102, 364

Merchant Mane, American 380

Merchant Marine, Indian, 370, 376,

377, 378, 381, 384, 385, 389

Merchant Marine Bill,

Indian .. . e 389
Merchant Marine, National 378 382
Merchant Marine Policy... 379
Merchant Navies... 47
Merchant Shipping Act,

English 366

Merchant Vessels... 21, 23, 29, 74, 336

Merchants o 144, 145, 212, 253
Merchants’ Risk... .. 60
Mereweather, Sr W.H . 273
Messing ... . 86, 92
Method of Rate Making... 185
Method of Averages ... 323
Methods of Competition,

Unfarr ... . 376
Mexico . e 333
Middle Class Indians ... 254
Mills, Rice . .. 314, 315
Mming Companies 163
Mimmum Coal Rate ... 71,
Minimum Deck P: ger

Fare... wae e 257, 260, 261

Miimum Cargo Rates....76, 71, llg:;

Mimsmum Space ... .. 26,232
Minor Ports 298, 316
Mmnority Report of the Royal
Commuissionon Shipping
Rungs 140, 157
Mixed Passenger and Cargo
Steamers 26, 318
Monopoly, Shipping ... 3, 6, 41, 50,
1103:01 126, 103, 302, 381, 352, 383,
383, 387
382

Monopoly, British -

| Monopoly, Brtish Shipping. 379, 363



Pace
Monopoly, Buttressesof . 160
Monopoly, Foreign 382
Monopoly of Carrying Mayl, 342
Monopoly of Passenger
Traffic ... e 251
Monrsoon Rates . . . 222
Moormngs .

267, 269, 272, 273, 290,
310

Motor Ship... 31, 32, 33, 35, 36, 3%,
39, 45, 103, 104

Motor Repairs . 33
Mouth Burst Bags .. 115
Movement Expenses 186
Munioipalities 152, 163, 263, 266
Municipal Port ... ae g 266
, N.

Natal Coal 105, 188, 195, 388
Nathoo Soonderjee & Co 66
Nation’s Defence, . 7
National Flag . 318, 343
National Indian Shipping 342
National Interests of India 397
National Mantime Scale of

~ Wages. . 91

Nat.umal Merchant Manne, 168, 206

246, 317, 334 337

National Vessels . 360

Nat:ve Passmger Ships

Act e 233. 239, 241
Native Passenger Ships

Commission 233

Nature ... w41, 42, 365, 367
Natural Backwaters ... 294
Natural Lines 9
Natural Resources 8
Nature of Packing 118
Nature of Sesvice. et 23
Nature of Shipment 113
Nature of the Trade ... 19
Naval Programme - 14
Naval Retainers... .. 836

413

PaGE,

Navigation 117, 369, 370, 385
Navigation Bountes . 349, 351, %ﬁ’
Navigation Laws . 333
Navigation, Inland Ruver 368
Navigazione Generale

Italana . 134, 136
Navy 376
Navy British . 379
Neglhgence . . 62, 97, 366
Nelson Line . . 111
Net Form of Charter .. 55, 56
Net Income e . 8 9
Net Profit . . 10
Net Registered Ton . . 25
Net Sling. - 11
Net Weight - 65
Netherlands . . 333
New Capital o8 e 260
New Compaiues . 5
New Tonnage 19, 41, 43, 74, 374
New Zealand 38, 149, 342
Night Work ... 56
Nippon Yushen Kasba.., 134, 135
Non-Brtish Indian Ports ., 186
Non-Cabin Passengers .. 231
Non-Festval Season ... 240
Non-Indian . 8, 397
Nord Atlantischer Dampfer

Linen Verband 256
Normal Freight .. . 149, 188
Normal Profits ... 70, 184
Normal Rates of Freight.

17, 188,
191

Normal Times . 9, 16
North America . . . 81, 266
North Atlantic Conference. 256
North Atlantic Passenger

Trade ... e - 256
North Brazil Trade - 131

North German Lioyd Line 139, 348



ald

Pace

North German Ports 246

North of England Association. 97
North Western Railway .. 271, 274
‘Northern Continental Ports 98, 287
Norway .. 38, 40, 333
Notice of Readiness ... 60
0.
Obligation, Fiduciary .. 391
Obstructions . 25
Ocgean Certificate 369
Ocean Freight Rates ... 367

, 32, 44, 43
189, 272, 309

Ocean Highways , 40, 42, 265, 38857,

Ocean-going Vessels

Oceanic Passenger Trade 331, 332
Ocean Mail Contract 163
Ocean Navigation 352

Ocean Port e - 189

Ocean Shipping .. 44
Ocean Trade... 40, 188, 192, 222, ?5285’
5

Ocean Trade Vessel 319

Qcean Traffic of India ... 386
Qcean Voyages . 361
Offending Shipper 187
Office Establishment ... 85
Officers 54, 86, 92, 116, 178, 233
Off Season . - 332
Oil Bunkers .. w31, 102
Oil-burning Steam Vessels 104
Oil~carrying Vessels 29
Ol Engwes ... ..32 33, 103
Od Fuel .. v o 31,102
Oil in Bulk . - 28
Oilin Casks . - 29
Oil Industry .. 29
Qil Tankers « 28, 30, 39
One Ship Company 48
Open Markets: ... .., 68

Pact,
Open Shetter Deck Steamer 21
Open Trade 162

Operating Expenses 12, 43, 55, 85,
104, 106, 121, 175

Operation of a Steamer, 218
Operations of 2 Conference 125
Qperatives 178
Opposition Steamers 170, 376
Options, Kinds of . .59, 61, 63, 287
Organisation, Foreign

+ Monopolistic 312
Onssa . 300
“Ottra Mottia” 66
Qutgoing Season - 332
Out of Pocket Expenses 181
Outside Capitalist 74
Outside Steamers 129, 171, 173

Outward Freight 71 151
Outward Rates ... s 70

QOvercrowding 238
Overhauling . - 32, 33
Over production 72, 79

Overseas Trade . 351

Oversea 'Transport 287

OQvertime Allowance .. 91, 92

Owner 49, 53, 54, 36, 59, 63, 6§,

320, 395, 397
- 380
220
101

Ownership, Indian
Owner’s Releagse e
Owners, Second Class ...

P.
Pacific Steam Nawvigation Co. 211, 340

Pacific Trade 98, 147, 314, 343
Packng 4, 109, 222, 223
Package Freights ... 25
Packing of Cargo .. 115116
Paddle Steamer... e 24
Pamting ... ... .. 82
Panama Canal .. 40
Pandorf, Messrs... e 170



PAGE.

Parkes, Dr e . 239

Partial Awning Deck Vessels 24

Passage Money ... . 259
Passenger Commuttee, Indian

Deck .. s 342

Passengers 35, 41, 43, 47, 175, 181,

241, 250, 331, 353, 873, 392, 393
Passenger Service 227, 211, 340
Passenger Port .. . 309
Passenger Tanff .. 18,51
Passenger Traffic3, 198, 243,246,247,

256, 257, 277, 293, 333,

344, 375, 390, 395

Passenger Steamers 23, 43, 44, 69,

125, 131, 232, 374

Payments for Shipping .. » 328

Peak of Load 16
Pennsular & Oriental Steam

Navigation Co. 130, 131, 112, 134,

170, 228, 339, 340, 342

Periodic Expenditure ... 93
Penls of the Sea . , 61
Persia ... . . 221
Persan Gulf ... .. 234
Personnel ., ... 83,113
Personal Injury... 97
Periodicity, Freight 79
Petrol Berth . - 296
Prer . . 273, 277, 296, 346
Piferage  + ., 116
Pilotages * * . 54,58, 269
Piots ... - 432, 63, 116
Pilot Services ... . 301
Piracy .. . 116
Place of Dehvery e 182
Place Values 1,177, 178, 183,
199, 201

Dlatform Shing . 111
Political Corruption . . 6
Pooling Acrangements 130, 132

Port Dues ... 10, 15, 34, 58, 85, 103,
106, 119, 187, 190, 259, 269, 25,
318, 818, 319, 420

417

PAGE,

Post Office Administration
and Shipping Combination
Discouragement Act . 163

Port Officers . o 378
Port of Call - . 8186, 355
Port of Discharge 29, 55, 61, 63
Port of Ongin . . 289
Port of Shipment 115, 371
Ports. 30, 33, 40, 42, 43, 51, 55, 85,
106, 263, 267, 268, 270, 272, 285,
302, 308, 343, 346, 366, 377,

386, 390, 392

Port, Schemes 264
Ports, Coastal ... ‘s 386
Ports, Termmnal ... . 121, 386
Ports, Intermediate . 121
Ports, Major . .- 375
Ports of India 203 372, 376, 382,

388, 393
Port, Railway . 265
Port within a Province . . 248
Port without a Province, . 248

Port Trusts . 264, 266, 269
Ports, Small ... w374, 386
Portugal 333, 339, 360
Postal Subventions .. 339, 345, 339
Positions of Steamers .. 78
Preferential Rates.., 132, 153, 161,

338, 360
Preferential Railway Rates, 349, 351
Prelminary Expenses . 41
Premiums... w95, 96, 99, 100
Prevention of Deferred

Rebates - 185
Prevention of Rate Wars, 185
Price of Fuel .. e 32
Prices of Steamers 19, 20, 21, 23,

80, 74
Prmage . . . .- 58
Pnncipal Routes s 822
Prwate Companies ... 263

Production of Transporte, 178



413.

PAGE
Products e o 270
Productions, Large Scale,, . 881
Profit ... 10, 11,12, 42, 159, 184,
188, 190, 259, 291, 373
Profits of Ships .. . 860,371
Profit on Capital 175
Projections under Water.. 28
Propeller 33, 34,94
“Propulsion we e 24
Protection & Indemnity
‘Associations .. 97, 118
Protection Risk - 98
Protectionist Country .. 210, 292
Provssion of High Class
Steamers . 150
Provisions e 87
Q-
Quantities, Contract . 153
Quayage.. . 277
Quays .. .. .. 267,277
Quck Despatchi. o 30
R.
Race, Indian ... 365

Radbakumud Mookerjy, Prof, 365,366
Radius of Action .. 34,35 36

Railways, 9, 12, 25, 31, 40, 41, 42,
49, 173, 182, 1917, 201,
246, 266, 366

Railway Freight - 274
Railway, Indian ™ 374+
Railway Legslation 49
Railway Matenal 295
Railway Ownership of Ports. 263
Railway Passengers 295
Railway Policy . 367
Ratlway Port e 266
Railway Rates... 184,192,211, 360,
367, 382
Rsilway Transport e 192

PAGE.
Rawny Season .. 116, 222, 275
Rased Quarter Deck Vessels, 24
Ralit Bros. 56, 59
Rangoon Passengers . . 252
Rangoon Rice Trade .. 169
Rangoon to  Bombay
" Freght Graph’ 195

Rates. 13, 40, 189, 209, 260, 354
382, 383, 385

Rate Committee of Davis. . 136
Rate Making .« 173, 185, 186, 187,
195, 225

Rate of Freight .. 59,75, 114, 159,
175, 190, 220, 325

Rate of Premium vee 95
Rate of Rebates 153
Rate of Retumn ... e 100
Rate of Speed ... 113
Rates of Time-charter 68
Rates on Commodities ... 194
Rates, Preferential 158
Rates Table ... 211
Rates Tarif .. .o 165,212
Rate War ... 5, 120, 170, 185,198,
256, 257, 260, 261, 319, 384

Raw Materials 205, 221, 286, 230
Readjustment of Pool ... 133

Reasonable Freight Rates. 10, 17, 164,
1786, 180, 184, 185

126, 127, 128, 130, 171,
383

t Rebate Agreement 392
Rebate System ... 128, 132, 134, 143,

Rebates

147, 156, 158
Receipts ... ase e 42
Reciprocating Engines .. 24
Re-classification ... 93
Re-export Trade 287
Refrigerated Cargo .. 30
Refrigerating Shp . .., 24,31
Register, Indian , ver a73



419

PAGE

Registered Tonnage 89, 99

Regulanty of Service 14, 23, 50, 51,
145, 147, 148, 158

Reimbursement of Canal dues 361
Redets .. e 59
»Rent, Stoyage ..* ... . “ 269
Rent, Ground ... . 269

Reparr® 10,.33, 37, 54, 93, 104,
191, 259 1
.Repstmatlon 1 Expensese: w97
Regertot kﬂpeﬂ‘il Slllawns~
S Camom . - 158
Bepprt bf Llqu's Regnster of
Sh:ppmg s % 28
Reports on OthBeeds .. , 284
Repart on*Bouaties,and =
Subsidi®s e o0 352
Requueuppts, Navql . -‘”37 9
Rueervatich of Coastal Traffi, 349,
. 351, 353, 359, 384, %85, 386
Reserved Deck .. . .. 254
Re&ourm, N,a:ural 367«
Retainers, Naval * .. 336
Retaliatory Practices ... 389, 394
Refurn Cargo . 30, 292
Return of Premum * .., o 100
«Return Voyage . 10
Ruce Caking 117
Rice Freight, . .. 108, 120
Rice Mulls - . 314
Rice Ports . 71
Rice Trade . 108 115, 319
Right Delwery ... .. 69

Ripley, Prof 16, 42, 173, 178, 133,

.20, 210, 221

Ripon, Lord | 272
Risk of Handling Cargos 2320
Riskof Sea ... .. 99
Ruvairy, Healthy .. 287
River Passenger Service..s 43, 374
Ruver Plate Ports w7 131, 290
BwerPorts .. .. 267,217

PacE,
Ruwver Quays 267
Rope Shng 111
Rough Cargo . 134
Round Voyage 33, 69, 70, 259
Routes,.Sea. 32, 40, 51

Royal Commission on
Shipping Rings 130, 143, 146, 157

Royal Commussion on

the Port of London .. 264
Reyal Fleet Reserve 346
Royal Mail Steam Packet

Company e 340, 341
Royal Naval Volunteers ... 336
Royal Navy . e 336
Royal Wheat or Sugar

Commyssion . . 316
Runming Expenses 66, 190
Running of Ships . 176
Running Option - 169

Russia 243, 245, 246, 281, 282, 313,
333, 359, 360 861

Russian-Ports ... , 286, 287
Russian Emigrants 252
'. Sn

Sacnifice, Equality of 180
Safe Harbour . 263
Safety 227
Sailing Vessels o L ]
Salter, Mr J A . 45
Salt water Damage . 118
Sanitary Arrangements ... 241
Saving Life e 61
Scale Basis . 64
Scale Tons . 63
Scale of Provisions . 88
Scale of Wages . 91
Scandmnavia . e« 245,360
Scandinavian Ports .. 286,287
Scaraty of Labour .. . 60
Scholarships, State ... 377



420 .

PAGE,
Scindia Steam Nawy

Co,Ltd 57, 67, 120, 153,197
Sea Freights . 197, 297
Sea Lufe . 336, 370, 386
Sea Risk o e 99
Sea Routes . . 40,41
Sea Traffic of India 366
Sea Transport - 192
Sea-Borne Trade .. 263, 317
Sea-Borne Trade of India 316, 330
Sea-going Steamers 40,46,47
Seamanship .. 369
Seamen 233,336
Seamen, Indian 369
Seawarthy Condition 93
Seasonal Trade 146,219
Second-class Fares 254, 255
Second class Owners . 101
Second-class Steamers .. 380
Second hand Tonnage .. 16,44,374
Secretary of State for

India . . 381
Sicula Americana 139
Seeds .. 1860, 193
Self-respect 371,372
Self-trimmmng Steamers 24, 28
Selling Value 93
Séms-Diesel Engines 31
Separation of Cargo 107
Service, Direct ves 386
Service, Economy 1n .. 156
Service of the Ports . 178
Service, Regular .. . 147
Seshagiri Iyer, Mr T. V.., 169,185
Settlement of Clams ... 394
Shade Deck Vessels .. 24
Shah, Professor K, T. ... 317
Shareholders, non-Indian... 382
Sheds ... . 267,277,296, 301
Shelter Deck Wessels ..o . 8L, 24

Pacy,
Shifting ... .on eae 27
Shifting Boards . 109

Ships, Iron and Steel 69, 81, 350, 353,
361

Ship Construction 93
Ship, Fighting . 120
Ship, Modern . 267
Stip-buillding .. ' 344, 363,377
Ship-building Industry... 344, 35’! 388

Ship-building Matenals ... 360
Ship-owner, European 378
Ship-owners .. 2, 12,48, 62 74, 83,
99, 114, 115, 118, 121,122, 126,
131, 149, 158, 161, 163,178, 183,
184, 193, 209, 210, 212, 339, 37893,

3

171
292, 303
226

Ship-owners’ Conference...
Shipment 1n Bulk
Shipment of cattle

Shisment on Owner’s
,Account

Shipments

155

25, 113,128,174, 210
275, 287, 292, 392,397

Shipper, Indian 382

Shippers 1, 64, 66 115, 121, 129,
163, 176, 178, 184, 209, 222, 226,
379, 392, 393, 394, 397

Shippers® Marks . . 61e

Shipping . 1,3, 4,6, 9, 19,40, 42,

184, 306, 311, 316, 333,

. « » 344, 363
Shipping Board .. 102, 380

Shipping, Bntish. 379, 381

Shipping Business 39

Shipping Capital,. 47

385

Shipping, Coastal... .
Shipping Combunation Dis
couragement Act ... 162

Shipping Commuttee, Impenal ... 383
Shipping Company .. 1,8, 7,17, 43,
43, 49, 85, 86, 102, 125, 131,

158,163, 167, 186, 190, 287,

318, 345, 360, 397



i

PAGE.

Shipping Companies, Indian .. 384
Shipping Companies, New . 384
Shupping  Conferences . 125, 126, 129,
130, 141, 1435, 151, 152, 156,

157, 256, 398

Shlppmg‘ Controller .. 316
Shipping Emmgs . 317, 319
Shipping Expenditure . .. 85

Shipping Faciities 284, 292, 310, 366

Shipping Income . 85,178
Shipping, Indian . . .. 365
Shipping Industry 1, 9, 10, 15, 40,
41, 42, 43, 48, 85, 125, 174,

183, 286, 308, 375, 388

Shipping Interests s .. 101
Shipping Manager W 184, 189
Shipping Monopoly . 145

Shipping Orgamsation ... ,. 8
Shipping of the World ... . 51
Shipping Policy .. R « 379
Shupping Profits , s e 42
Shippng Rates . 12,173, 174, 183,
192, 204, 288
Shipping Rates, Coastal , . 382
Shipping Rebates . 160
Shipping Rings (see Ship-
ping Conferences) ...
Shipping Ton  wen .0 . 321
Shipping Vafues 19, 20

Ships .. 1,10, 11, 13, 14, 16, 27, 40,
41, 43, 53, 110, 175, 263, 267

Ships, British ... ... .. 396
Ships, Indian ... .. 387
Ships, Indian Coastal ... .a 374
Ships, Traming ... .- .. 377
Ships’ Winches . -~ 111, 112
Shirras, Mr. Findlay .. 317,323
Shore Cranes ... .. 11L 113
Short Deliveries ... » v 115
Short Draft s .. 351
Short Runs “ 108, 181

]

Pace.
Short Term Production ... 16
Short Trades . < ?77
Short Voyages ... 77, 336, 240
Shortage of Scantlings . 117
Shrinkage . v w118
Shut out Cargo . . 123, 197
Siam . 78, 80, 201, 310, 311
Sind 271, 276
Single Deck Steamer 19, 20
Single Hook ... e 110
Sir Allan Anderson . 165
Sir Francis Spring 295
Sur Stephen Demetriads, . 152, 155
Sir Swaswamu Tyer . 371, 383
Sy Witham Acworth ... W 175
Sivaswam lyer, Sir . 817, 383

Size of the Vessels 3, 12, 19, 20, 217,
4

Skilled Labour .. 178, 205, 305
Slackage of Bags . e 113
Slackened Traffic . . 42
Slack Sgason ... 123
Shng ‘e 110, 111, 114
Slipway . vee . 40
Slow Work . . 183
Small Density . . 23
Small Ports . 123, 293, 298
Small Profit . - 13
Small Receipts ... . 8
Small Trade e 146
Small Steamers ... 118, 122, 123
Smaller Immersion . . 25
Smaller Rate of Freight... - 291
Soft Bags - . 111
Soonderdas Dharamsey & Co. 66
South Afnca. 78, 160, 162, 168, 188,
194, 217, 343

South African Agreement
System . 168
South Afncan Coal 104, 208

South African Conference... * - 158



422

PAGE.
South African Legislature . . 162
South African  Ports Lo 211
South African Trade ' 131, 162,

South African
South America

Association, 16, 166
81, 313, 314

South American Coal Charters 56
South Brazil Trades 131
South Indian Railway ., 293, 204

Space 25, 35, 36, 110, $19; 223,
- . 202, 321

Space Allowances . 240
Space | Refusal 893, 398
Spaim T 8, 46, 243,

i
305, 306, 33.3 339, 359 360

Spamish American War KRS
Spar Deck Vessel 24, 26 J
Specal Acts .. 23
Special Commuttee of the .
B.itish Stuppipg Indﬁstry. 334
Special Rates ... 395
Special Shipments - “1381
Special Surveyors * 3,9
Specifications ~ 20, 22, 23
Specified Routes . 50

Speed 3, 20, 22, 23, 47, 227, 335, 385

Speed, High 105.
Spring, Sir Francis . 295
Stability, Ship's ®oore27

Stable Rate of Freight, 149, 158, 163

Stails N 109
Standard Indian Freight Rates, 321
Standard Market Rate 218
«Standard Steamer }9, 20
State s . 17,7161
State AxdtoShlppmg “ 333
State Scholarships - Y £ |
Steam 102, 268,
Steam Auxiliaries, e 31
Steam Engme .. . 103
Steam Tonnage ... 70, 130, 334
Steam Veseels ... ... 35 104

PaGE,

Steamer 9, 11,12, 15, 16, 20, 23, 24,
33, 37, 48, 49, 50, 60, 86, 94..

97, 130, 187, 268

Steamer Clauses . . 100
Steamer, Coastal Passenger 369
‘Steater Companie? *,,, 97,125
Steadier'm Ba,l.last- Se ]
Steamcf Jodian ..s.. L <875
.Steamev"f'ndxan O.wned Ny ‘380 ;
Stemers "imn {nd Stccl. 65 '8'1' .z}z;(i,

Steamcrs, iarge 4,‘2,-’;'0 -118’ 139,
=7 123, 208

Steamers’ Manager ¢ st e

’Stedmers, Small . 118, 193139
Steamngxpenses e v, 194
[ Steaming Radus ., . B
Steaping Rxce . fhen, ~ 108
Steamhsup. 32, 33, 44, 104, 197; 21,
Steamship Lines. 360, 367
Steamship of Iron and Steé! 244
Steamship Owners’ Assoctation 229
Steamship Service 341
Steel .. .. o, M
Steel Products . 26

s, 1L -

Steel Vessels .. w25 361,
Steerage Business 236
Steerage Passage e 954
Steerage Passenger 255
Steerage Traffic ... . 231, 244
Stevedores e 54, 110 116
Stevedoring, 85, 106, 111, 119, 259
Stevedoring Charga . 10,12, 30
Stock 390
Stock Company, Jomt. . 390, 391,
. 394, 396
Stokehold Hands P
Storage. . .. 114 275, 298
Stores, 9, 10, 35, 93, 232

B

| Stores, European 38_1

Y



PAGE.
Stormg of Cargo 309
Storm . e 57, 117

Stowage 107, 108, 109, 110, 111, 233

Stowage of Cargo 61
Straits Settlements 133, 137,152,
174, 342, 372
Strandings ' 62
Stream, In 115
Strikes . . 60, 116
Structural Strength .. 24, 25
Subject, British Indian 390, 391
Subsidy... 337,339, 348, 355, 339,
373, 377
Subsidized Vessels e - 353
Substitutes . . 221, 303
Subventions. 336, 339, 348, 353
Subventions, Special . 354
Suexz Canal 26, 40, 37, 09, 130, 228,
275, 339, 343
Sundry Expenditure 10.
Superior Staff 8
Supply and Demand .. 221
Supply being Constant ... 17
Supply of Oit . 104
Survey Report e 61
Surveys . 93, 94
Survevor of the Board of
Underwriters . a9
Surveyors | v 94,99, 378
Sutherlands Sie Thomas... 129, 132
Sweat - 108, 116
Sweden 38, 46, 318, 330, 360, 361
Syndicated Shipping 7
System of Agreements .. 161, 162
T
Taussg, Prof.  wee o0 2,177, 184

Tea Agreement ... e 133
Technical Men as  our 333
Temperature of bold ... 116

Ternunal Expenditure ... 1835186

423

PaGE.
Terminal Facilities ... 264
Terminal Ports ... - 121,173
Third Class Passages ... 230,254
Thurd Class Steamers ... 380
Te wes oo .- 161,168
Tidal Range .. 267
Timber Controller , .. 316
Timber Clause ... pov 117
Timber Pond ... . 296
Time Charter ... . 49,54, 319
Tune Charter Money .. 319
Time Charter Method . 330
Time Charter Rates ... 318,325
Titanic  wee - ane 228
Ton-mile Cost  eee .« 190
Ton .- 16, 20, 38, 72, 79, 122, 19:
agee 1620 35, s, 304, 598
Tonnage Dues we ... 55,269
Tonnage Marketia o 19
Tonnage Openings ... 2t
Tonnage Taxes .. . 343
Tonnage Value ... ‘e 26
Total Shupping Caprtal ... 41
Total Expenditure s 42

Trade .. 8,1% 16,25, 42, 50, 51,

56, 74, 146, 244, 36&
Trade, Trans—Atlantis ... 337
Trade, Coasting ... - 396,397
Trade Associations ... 160
Trade Depression ... 14, 15,17, 35
Trade, Foreign ... e 364,384

Trade, Indian Coastal ..383, 384, 389,

391, 392, 393, 394, 396
Trading Warranties ... 99
Trade Inquiry Committee 31t
Trade of India .. e 818
Trade of the World ... 80
Trade Routes ... ... 80,135
Trade Subventions . 34

Traffic ... 9, 10, 12, 13, 42, 174, 181,
183, 191, 218, 265, 366, 395



. 424

PaGE
‘Traffic, Coastal . 375
‘Traffic, Deck Passengers 372
“Traffic Manager . 1,3, 111,

120, 123, 174, 176, 13, 184, 1»7,
185, 193, 199, 204, 207

“Traffic, Oceanic . 33y, 873
Traffic, Indian Coasta} 309, 370, 374,
388, 389, 397

Training Facilities . IR7
Tramp-Ships 23, 30, 51, 33, 78, 123,
130, 146, 147, N3

Tramp Tonnage 30, 31, 13, dU, 134
‘Transst Trade . 287
Transit Sheds 267

Transhipment 122 148, 314, 368, 3bt

Transport 1, 2,5,7, 12, 14, 26, 41,
12,78, 177, 180, 297, 292, 317, 336,
36

‘Transport by Land 219
Transport by Sea 16
Transport Charges 178, 257
Transport Competition ... 186
Transport Economies . 41,173
Transport Facilitics 287, 345
Transport in Bulk 29
Transport Manager 103, 191
Transport of Rice 173
Transport of O1l Seed 292
Transportation 3, 29, 181, 162, 150,
199

Transportation by Water 173, 214,
399

Transportation Charges 177,179,
132
Transportation Economics )

Transportation Rates .. 9%
Transverse Strength 7

Treasury, Indian 371
Treatment, Equality of 15
Trunk Deck Steamer 24, 26

Turner Morrison and Co,

|

/

f
1
1
l

Pace
24,20
233,236

Turret Deck Steamers
Tween-Dech Passengers

4]
Under Steam 33,01
Underwriters 100
Uwifersn Rates of Freight 151,153
Union Castle Line 210
Umit of Shipment 253
Units of Weight 321, 323

Untted Kingdom 81, 52, v, 143, 150
100, 173, 174, 183, 203, 204, 243,

243, 284, 290, 305, 306, 310, 311,

134, 318, 340, 367

Unied Kingdom and contt-

nent 16, 80, 81, 82, 211, 290
Umted Kingdom Mutual
Association 07
United Kingdom to ( hma
Conference 133
United Kingdom to India
Conterence 13t

United States 47, 102, 147, 181,
231, 244, 247, 273 281, 243, 288,

305, 306, 333, 340, 347 344, 359,

Juby 361, %04, 280

Umted States Industrial

Comimussion 210
Umited States Shipping 4

Board 343, 347
Uruted States Tanfl Act 4
Unloading 55 34, 117, 153, 309
Unseaworthiness 116
Unskalled Industeial Waorlers 253

Tpkecp 33, 83, 92, 119, 187, 259

Upper Deck 231

Upper Deck Passenger 213, 236
v

Value Fluctuations 20

175,179, 182, 184, -
200, 218, 220
19, 21, 2067~

-

Value of Service

Value of Ships



4

Paur

Variable Charges 15, 54, 83

Ventilation 108, 109, 234
Vessels 23, 26, 27, 47, 50, 123
Vessels, British 386

Vessels, Indian Owned 383, 385, 359
Vescels, Large-sized {See Steamer)

Victualling Se, 91
Volume of Busmess 13
Voyage Charters 33, 33, 07, h
Voyages, long 105, 340
Voyages, number of 353
w
Wages ~1(0, 34, 54, Ro, 91 92
Wages of Crew Hé
Walten, Thomas b
War, Rate 120
Warehouses 2067, 268, 296,30L, 34u
Warianties 99
Wastage 116
Water 9, 37, 85
Water Area 297
Water Ballast 2%
Water for botlers . 34
Water Line 28, 94
Water Pressure 27
"Water Taps A1
‘Water Terminaly >4y
Water-tight Doors 94
Water Transport 12, 34u, 381
‘Water Ways . 267
Ways of Voyage 40
‘Weather Workmg Days (10}
‘Webshng 111
Weight 30, 37, 182, 104, 215, 2%1201,
‘Weight of ["uel 3
Weight of Machmery 22
Weight-rate Mcthod 330
Well-to-do Passengers 181, 250
‘Welsh Coal 104, 103, 10
West African Trade 131, 313
West Coast Lincs 132

b

West Coast of India

25

' PAGeE
I West Coast of South Amenca 131,
160, 213
West Indita Coal Form i
West Indics 313, 314, 340
‘West of England Association, 97
West of India Portuguese
Railway 29
Wet Docks 277
Whiie back Steamer 26

Wharf o0, 111,114, 115, 267, 277,

296, 302, 346

Whaifage Fees 264, 269
What the Traffic can Bear 1775, 17%,
180, 1a2, 183, 193, 238
o

EA

Wheat Market

Wheat Port 273
\White Crew a7, U1
White Stu Line 228, 340
W H S Steven, Mr 140
Wilson, S James 273
Wilsons of Hull 132
Winches  34,3%, 108, 110, 111, 267
Wireless Service 227
x Wiinesses, Furopean 373
Witnesses, Indian 378
Wooden Dunnage 62
‘Wooden Vessels 330
Woods, i A R T 111, 320
Woollen Goods 131
Workmg Capital 42
Working Expenses 10, 29, 72, 75
‘Workshops, Engineering 104, 377
‘Wo1ld Commerce 190
World Freight, Index-figure 80
World Freights 63
World's Ocean Tonnage 47
World, Old 365
Written Notice 60
Y
York Antwerp Rules 62
Z
i Zeclandia 37
k Zoppot J9



	004183_0001
	004183_0005
	004183_0006
	004183_0007
	004183_0008
	004183_0009
	004183_0010
	004183_0011
	004183_0012
	004183_0013
	004183_0015
	004183_0016
	004183_0017
	004183_0018
	004183_0019
	004183_0020
	004183_0021
	004183_0022
	004183_0023
	004183_0024
	004183_0025
	004183_0027
	004183_0028
	004183_0029
	004183_0031
	004183_0032
	004183_0033
	004183_0034
	004183_0035
	004183_0036
	004183_0037
	004183_0039
	004183_0040
	004183_0041
	004183_0042
	004183_0043
	004183_0044
	004183_0045
	004183_0046
	004183_0047
	004183_0048
	004183_0049
	004183_0050
	004183_0051
	004183_0052
	004183_0053
	004183_0054
	004183_0055
	004183_0057
	004183_0058
	004183_0059
	004183_0060
	004183_0061
	004183_0062
	004183_0063
	004183_0064
	004183_0065
	004183_0066
	004183_0067
	004183_0068
	004183_0069
	004183_0070
	004183_0071
	004183_0072
	004183_0073
	004183_0074
	004183_0075
	004183_0076
	004183_0077
	004183_0078
	004183_0079
	004183_0080
	004183_0081
	004183_0082
	004183_0083
	004183_0084
	004183_0085
	004183_0086
	004183_0087
	004183_0088
	004183_0089
	004183_0090
	004183_0091
	004183_0092
	004183_0093
	004183_0094
	004183_0095
	004183_0096
	004183_0097
	004183_0098
	004183_0099
	004183_0100
	004183_0101
	004183_0102
	004183_0103
	004183_0104
	004183_0105
	004183_0106
	004183_0107
	004183_0109
	004183_0110
	004183_0111
	004183_0112
	004183_0113
	004183_0114
	004183_0115
	004183_0116
	004183_0117
	004183_0118
	004183_0119
	004183_0120
	004183_0121
	004183_0122
	004183_0123
	004183_0125
	004183_0126
	004183_0127
	004183_0128
	004183_0129
	004183_0130
	004183_0131
	004183_0132
	004183_0133
	004183_0134
	004183_0135
	004183_0136
	004183_0137
	004183_0138
	004183_0139
	004183_0140
	004183_0141
	004183_0142
	004183_0143
	004183_0144
	004183_0145
	004183_0146
	004183_0147
	004183_0148
	004183_0149
	004183_0150
	004183_0151
	004183_0152
	004183_0153
	004183_0154
	004183_0155
	004183_0156
	004183_0157
	004183_0158
	004183_0159
	004183_0160
	004183_0161
	004183_0162
	004183_0163
	004183_0165
	004183_0166
	004183_0167
	004183_0168
	004183_0169
	004183_0170
	004183_0171
	004183_0172
	004183_0173
	004183_0174
	004183_0175
	004183_0176
	004183_0177
	004183_0178
	004183_0179
	004183_0180
	004183_0181
	004183_0182
	004183_0183
	004183_0184
	004183_0185
	004183_0186
	004183_0187
	004183_0188
	004183_0189
	004183_0190
	004183_0191
	004183_0192
	004183_0193
	004183_0194
	004183_0195
	004183_0196
	004183_0197
	004183_0198
	004183_0199
	004183_0200
	004183_0201
	004183_0202
	004183_0203
	004183_0204
	004183_0205
	004183_0206
	004183_0207
	004183_0208
	004183_0209
	004183_0210
	004183_0211
	004183_0212
	004183_0213
	004183_0214
	004183_0215
	004183_0216
	004183_0217
	004183_0218
	004183_0219
	004183_0220
	004183_0221
	004183_0222
	004183_0223
	004183_0224
	004183_0225
	004183_0226
	004183_0227
	004183_0228
	004183_0229
	004183_0230
	004183_0231
	004183_0232
	004183_0233
	004183_0234
	004183_0235
	004183_0236
	004183_0237
	004183_0238
	004183_0239
	004183_0240
	004183_0241
	004183_0242
	004183_0243
	004183_0244
	004183_0245
	004183_0246
	004183_0247
	004183_0249
	004183_0250
	004183_0251
	004183_0252
	004183_0253
	004183_0254
	004183_0255
	004183_0256
	004183_0257
	004183_0258
	004183_0259
	004183_0260
	004183_0261
	004183_0262
	004183_0263
	004183_0264
	004183_0265
	004183_0266
	004183_0267
	004183_0268
	004183_0269
	004183_0270
	004183_0271
	004183_0272
	004183_0273
	004183_0274
	004183_0275
	004183_0276
	004183_0277
	004183_0278
	004183_0279
	004183_0280
	004183_0281
	004183_0282
	004183_0283
	004183_0284
	004183_0285
	004183_0286
	004183_0287
	004183_0288
	004183_0289
	004183_0290
	004183_0291
	004183_0292
	004183_0293
	004183_0294
	004183_0295
	004183_0296
	004183_0297
	004183_0298
	004183_0299
	004183_0300
	004183_0301
	004183_0305
	004183_0306
	004183_0307
	004183_0308
	004183_0309
	004183_0310
	004183_0311
	004183_0312
	004183_0313
	004183_0314
	004183_0315
	004183_0316
	004183_0317
	004183_0318
	004183_0319
	004183_0320
	004183_0321
	004183_0322
	004183_0323
	004183_0324
	004183_0325
	004183_0326
	004183_0327
	004183_0328
	004183_0329
	004183_0330
	004183_0331
	004183_0332
	004183_0333
	004183_0334
	004183_0335
	004183_0336
	004183_0337
	004183_0338
	004183_0339
	004183_0340
	004183_0341
	004183_0342
	004183_0343
	004183_0344
	004183_0345
	004183_0346
	004183_0347
	004183_0348
	004183_0349
	004183_0350
	004183_0351
	004183_0352
	004183_0353
	004183_0354
	004183_0355
	004183_0356
	004183_0357
	004183_0358
	004183_0359
	004183_0360
	004183_0361
	004183_0362
	004183_0363
	004183_0364
	004183_0365
	004183_0366
	004183_0367
	004183_0368
	004183_0369
	004183_0370
	004183_0371
	004183_0372
	004183_0373
	004183_0374
	004183_0375
	004183_0376
	004183_0377
	004183_0378
	004183_0379
	004183_0380
	004183_0381
	004183_0382
	004183_0383
	004183_0384
	004183_0385
	004183_0386
	004183_0387
	004183_0388
	004183_0389
	004183_0390
	004183_0391
	004183_0392
	004183_0393
	004183_0394
	004183_0395
	004183_0396
	004183_0397
	004183_0398
	004183_0399
	004183_0400
	004183_0401
	004183_0402
	004183_0403
	004183_0405
	004183_0406
	004183_0407
	004183_0408
	004183_0409
	004183_0410
	004183_0411
	004183_0412
	004183_0413
	004183_0414
	004183_0415
	004183_0416
	004183_0417
	004183_0418
	004183_0419
	004183_0420
	004183_0421
	004183_0422
	004183_0423
	004183_0424
	004183_0425
	004183_0426
	004183_0427
	004183_0428
	004183_0429
	004183_0430
	004183_0431
	004183_0432
	004183_0433
	004183_0434
	004183_0435
	004183_0436
	004183_0437
	004183_0438
	004183_0439
	004183_0440
	004183_0443
	004183_0444
	004183_0445
	004183_0446
	004183_0447
	004183_0448
	004183_0449
	004183_0450
	004183_0451
	004183_0452
	004183_0453
	004183_0454
	004183_0455
	004183_0456
	004183_0457
	004183_0458
	004183_0459
	004183_0460
	004183_0461
	004183_0462
	004183_0463
	004183_0464
	004183_0465
	004183_0466
	004183_0467
	004183_0467_1
	004183_0467_2

