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COMMONWEALTH OF AUSTRALIA.

GEORGE vrn FIFTH, by the Grace of God, of the Unted Kingdom of Great Britain and Iredand and of the British Dominions beyond
the Seas King, Defender of the Fasth, Emperor of Indsa.

TO Our Trusty and Well-beloved Jouw Huwnx Prowsm, laqm'm,il.P. . Senalor WarTER LEStta Dlmmi; Senalor Harorp Epwarp
Euutorr, C.B., C.M.G,, D.5.0., D.O.M. ; Senator Cranres Stpermx McHvon ; FRaAwk ANstay, Esquive, M.P. ; ALyerp CHARLES
SnABROOK, Esguire, M.P.; Georaw Epwix Yares, Esquire, M.P. '

GRERTING ¢

KNOW YE that Ws do by thess Qur Letiers Patent, sasued in Our name by Our Depuly of Our Governor-General of Our Commonwealth of
Ausiralia, acting with the adwnee of Our Federal Executive Council and in pursuance of the Constitution of Our said Commonwealth, the Royal
CGommissions dct 1902-1012, and all other powers Aim th enabling, appoint you to be C o to inquire into and report upon the ~
effect of the operatvon of the Navigatwon Aot 1012-1920 upon Australian trade and industry and upon the development of the O« Ith
and the Territories (including Mandated Territories) of the Commonwealih.

AND WE APPOINT YOU, the sasd Jorn HENRY Pn;wn. Eaquire, M.P., to be the Chairman- of the said Commaasioners.

AND WE DIRECT that for ths purpose of laking evid Jour O i ahall be sufficient o constitule a quorum, and may
proceed with the inguiry under these Our Letiers Patent.

AND WE REQUIRE you wnéh as hille delay as possibls lo repori o Our Gowmrﬂm_aul of Our said Commonwealth ths resull of your
inquiries sndo the matiers intrusted to you by these Our Letlers Palent.

IN TESTIMONY WHEREOF 02 Aave caused these Our Letiers fo be made patent and the Seal of Our said C Uh to bs b
affized,
'WITNESS Our Trusty and Well-beloved Sra Wirzam Hrr Ievinx, Enight Co der of the Most Drstingusshed Order
of Sawt Michasl and Saint George, Our Depuly of the Governor-General in and over Our Commonwealth of Australia,
{Ls) his seventh day of Seplember, in ths year of our Lord One thousand nine hundred and twenty-thres, and in the fourieenth
yoar of Our Reygn.
= W. H. IRVINE,
Deputy of the Governor-General.

By Hvw Bxcellsnoy's Command,
LL ATKINSOX,
for Acting Prome Minister. -

Mlmdmwdbyuu.iuqudad‘Palmi,No.sﬂ.mm,“ingMbhyd“, ber, Ons th d mne Aundred and foenty-

W. N. ROWSE
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REPORT BY THE CHAIRMAN (MR. J. H. PROWSE, M.P.) AND
ONE OTHER COMMISSIONER (MR. A. C. SEABROOK, M.P.).

T'o llis Excellency the Right Honorable HENRY WiLLIAM, BaRON FORSTER, ¢ Member
of His Majesty’s Most Honorable Privy Council, Knight Grand Cross of the Most
Distinguished Order of Saint Michael and Saint George, Governor-General and
. Commander-in-Chief of the Commonurenlth of Australia.
Mav 1T PLEASE YOUR EXCELLENCY : .
We, the undersigned Commissioners apﬁointed hy Royal Letters Patent to inquire into and
report upon the effect of the operation’of the Navigation Act on trade, industry, and development

in Australia and the Territories (including Mandsted Territories) of Australia, have the honour
to make our first Report.

This, your Commissioners’ first Report, is the result of investigations made in each
of the States of the Commonwealth. Circumstances have prevented us visiting the Territory of
Papua and the Mandated Territory of New Guinea ; but it is intended to visit these Territories

‘in the near future, and it is anticipated that the second Report will deal chiefly with the effect
of the application of the Navigation Act to New Guinea and Papua. ’

We regret that unanimity could not be reached by the whole of your Commissioners,
but so wide is the divergence of the conclusions drawn from the evidence that separate reports
hecame necessary.

Your Commissionets entered wupon their inquiry on the 24th September, 1923,
Ninety-five sittings have been held, and evidence has been taken from 139 witnesses.

In addition to the oral evidence, we have received and considered a” lurge amount of
correspondence, statistics; and data relating to the subject of the inquiry.

In the course of their investigation your Commissioners visited each of the States, and
the capital city, and chief ports of each State.

In presenting this Report we have followed the order indicated by the following
headings :—

Part I. The History of the Navigation Act. and its purpose.
Part II. New South Wales and Victoria.

Part IIT. Queensland— -
(a) High freights affecting varions industries.
(b) Fruit and Vegetable export.trade.
(¢) The Timber industry.
(d) The Meat industry.

Part IV. South Australia—

(a) Timber.

(b) Spencer’s Gulf and Eyre’s Peninsula shipping services.
Part V. Tasmania—-

(a) The decline of shipping services to Hobart, and the effect thereof on—
(1) The Tourist traftic,
(i) The Timber industry.
(i) The Fruit industry.
(iv) Trading generally.
(%) Launceston and the North-west Coast ports.

Part V1. Western Australia—
(a) Primary production.
{d) The Timber industry.
(c) The restricted shipping facilities of Albany.
(d) The restricted shipping facilit es uf Geraldtoi.
{#) Permits granted to certain vessels trading on the Noith-west Coast of
Western Australia.

() The effect of the Act on the whaling industry.
F 13316 —2
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Part VII. The Shipping Companies of Australia—
{¢) The relationship to the Overseas Shipping Companies.
(b) Their relationship to one another.

Part VIIL The effect of high freights on primary and secondary industries generally.
Part IX. The “ Permit ” system.

Part X. Port and Harbour Dues.

Summary of Principal Conclusions.

Recommendation.

-

PART 1—THE HISTORY OF THE NAVIGATION ACT, AND ITS PURPOSE.

The Navigation Bill was originally drafted in 1902, under the direction of the late Honorable
C. C. Kingston, and, on his retirement from the first Commonwealth Government, in 1903, the
drafting of this measure was handed over to the late Sir Harry Wollaston. The Bill was first
introduced into the Senate in 1904, but was withdrawn, and in June of that year a Royal Commission
was appointed to examine the proposed legislation, and to report. The report of the Commission,
with the draft Bill, was presented in June, 19086.

In 1907 an Imperial Conference of representatives from the United Kingdom, Australia,
and New Zealand was held in London, on the subject of * Merchant Shipping Legislation,” and
the main principles of the Royal Commission’s draft Bill were considered. Australia was
represented on this Conference by the late Sir William Lyne (Minister for Trade and Customs),
Mr. W. M. Hughes (Chairman of the Royal Commission), and the late Mr. Dugald Thomsen (a
member of the Royal Commission).

The Conference recommended, inter aha :—

“ That the coastal trade of the Commonwealth be reserved for ships on the
Australian’ register, i.e., ships conforming to Australian conditions, and licensed to
trade on the Australian coast.” .

This resolution was embodied in the draft Bill, which was again introduced into the Senate
in September, 1907, but lapsed. It was again introduced in 1908, again in 1910, and in 1911,
and was ultimately agreed to by both Houses in 1912,

By the time the Act had received the Royal Assent War had broken out, and, at the
request of the British Government, the operation of the Act was postponed. The first group
of sections—the Coasting Trade provisions—came into effect, by Proclamation, on the 1st July,
1921. Shortly after this portion of the Act became operative the owners of a number of interstate
ships tested the validity of the application of the manning and accommodation provisions of the
Act to their ships, and the High Court decided that these provisions did not apply to vessels solely
engaged in the domestic trade of a State. In consequence of this judgment, the Government
decided not to enforce the provisions of the Act then in force on any intra-state ships.

Other portions of the Act came into operation, as shown hereunder : —

Ist November, 1921 .. Wireless, 4nd medical inspection of seamen.

1st March, 1922 .. Mercantile Marine Officers.

1st February, 1923 .. Provisions, medicines, effects of deceased seaman, wrecks,
and salvage.

1st March, 1923 .. Collision, boat and fire drills,

Ist October, 1923 .. Examination of masters, mates, and engineers; survey
and inspection of ships; load-lines; life-saving and fire
appliances ; adjustment of compasses; and courts of
marine inquiry.

At the present time only forty-six sections of the Act, out of a total of four hundred and
twenty-five sections, remain inoperative ; the majority of these inoperative sections deal with
pilots and pilotage.

Seeing that the Navigation Bill had so many years of consideration, moulded by expert
draftsmen, considered by a Royal Commission, by an Imperial Shipping Conference, and by
Parliament for teveral years, it is necessary to look closely into the reasons why the Parliament,
after such exhaustive consideration, finally placed the Navigation Act upon the statute-book.

Your Commissioners have studied these reasons, have perused the reports of the Royal
Commission and of the Imperial Shipping Conference, and read every important speech on the
Navigation Bill by Ministers, members of the House of Representatives, and Senators, with the
result that Your Commissioners find that the main reason which actuated the Parliament in
placing the Act upon the statute-book, and which lifted the subject to a plane of great national
importance above the ordinary considerations of party politics, was the desire to build up an
Australian Mercantile Marine.
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To build up an Australian Mercantile Marine it was necessary to extend the protective
policy of Australia to its merchant shipping. To protect the Australian ship-owner from unfair
competition from subsidized foreign ships or poorly-paid crews from other countries, it was
necessary to prevent other vessels competing against him unless such vessels complied with
Australian rates of wages, provided the same accommodation for their seamen, and had the same
manning scale. In short, to treat all nations alike, and yet to protect our own coastal shipping.

Parliament recognized that, as an island continent, we are largely dependent upon the
strength of our merchant shipping for our communications. The Australian coastal trade was to be
reserved for Australian-owned ships, which were to be the source of a supply of skilled and trained’
Australian seamen in time of war, even as the British Mercantile Marine, during the recent war,
II:Ielped to man the auxiliary cruisers, mine-sweepers, transports, and other adjuncts of the British

avy. o
v These things were considered by the Parliament to be of great national importance:.
Freights on the coast would be a little higher as a result,, but that would be the price of our national
necessity—an Australian Mercantile Marine.

But the position, as Your Commissioners find it, is that an Australian-owned Mercantile
Marine does not exist, nor is it likely to come into being by reason of the Navigation Act  This
conclusion is fully explained in Part VIL. (a) of this Report. The Navigation Act has so far,
therefore, failed 1n its purpose.

PART IL—NEW SOUTH WALES AND VICTORIA,

Your Commissioners, after taking evidence in all the States, were particularly impressed
with the fact that the greater the distance from the industrial centres of New South Wales and
Victoria, the greater the outcry against the effect of the Navigation Act : and the farther the people
are removed from railway facilities and are dependent on sea carriage, the stronger is the-démand
for the removal of the restrictions placed on shipping services by reason of the imposition of the
Act. Thus your Commissioners found that while Tasmania and Western Australia bitterly .
resent the hardships imposed by the Act, the business community in New South Wales and Victoria
appear for the most part indifferent, and regard it generally as an inconvenience, but not a serious

handicap.

YPour Commissioners certainly had evidence placed before them in New South Wales and
Victoria in regard to the hardship of high freights, and the inconvenience and delay through no
longer being able to travel between Australian ports by overseas vessels, but these complaints
are similar in every part of Australia, and are dealt with under other headings. There are no
distinct complaints in these two States which are not common to all States.

The main reasons why New South Wales and Victoria are not affected by the operation
of the Navigation Act to the same degree that trade and industry in other States are aflected by
it are, in the opinion of your Commissiéners, as follow :—

1. New South Wales and Victoria are well served by railways.

2. New South Wales and Victoria have large local markets for produce. The high
freight question does not, therefore, play such an important part in the disposal
of such produce.

3. The Navigation Act tends to bring about centralization of shipping, trade, and
industry, which leaves less reason for complaint from the big centres of popu-
lation, but aggravates the difficulties of the outlying portions of the
Commonwealth,

PART III —QUEENSLAND.

(o) Hica Freicurs AFFECTING VARIOUS INDUSTRIES.

Your Commissioners, having regard to the following statement contained in the report
by the Tariff Board, dated 29th June, 1923, viz :— Much of the benefit conceded by the Tariff
is lost through the additional cost in freight on Australian goods, and our primary producers
and manufacturers will not be able to obtain the full share of the markets they are entitled to,
until some other methods can be adopted to provide a service that will not place our shippers
at a disadvantage ”, found many cases which bore out this statement, some of the cases being as
set forth hereunder.

Queensland Cement Indusiry.—The Queensland Cement and Lime Company placed evidence
before Your Commissioners to the effect that the high freight on cement on the Queensland coast
- is seriously handicapping the operations of the Company.
This Company has £275,000 capital invested. The capacity of its works is 54,000 tons
of cement per annum. It pays £60,000 per annum in wages. It uses 20,000 tons of coal, and
half a million bags per annum, which are manufactured in Queensland.
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The Company has been operating for seven years. For the first five years it paid no
dividends, but put its profits into extending plant. Last year it paid £8,000 in dividends. The
Company aims at supplying the whole of Queensland with cement, and it does not do business
beyond that State.

With regard to freights, the position at present is that cement can be imported from.Great
Britain to Cairns, Townsville, Rockhampton, and Brisbane at 24s. per ton, while the freight from
Brishaiie (where the cement works ave situated) o Cairns is 41s. and to Townsville 335, The
Company has received a concession of 6s. per ton off these rates.

In 1914 the freight on cement from Brisbane to Townsville was 22s. and to Cairns 30s,
per ton.

Last year 11.000 tons of cement were imported into Queensland from overseas ; 75 per cent.
of this came from Great Britain and the remainder from Denmark.

While the Company finds that it can successfully compete with British and foreign cement
in Brisbane, and within a certain fadius of its cement works, yet in North Queensland, in spite
of the duty on British cement of 20s. per ton, and on foreign cement, of 30s, per ton, the Queensland
article has to be sold at a loss m order to compete, and in order to sell its cement at Rockhampton,
Townsville, and Cairns, where the demand is great, the Company states that it requires a
considerable reduction in freight or an increase in duty on imported cement., The latter remedy
wounld, of course. add a dutv which is not required in the other States where the Australian-made
article is sufficiently protected : 1t would add an undue amount to the profits of the cement
companies in other States, and add to the costs of users of cement throughout the Commonwealth.

Your Commissioners are. therefore, of opinion that the failure of the Australian industry
to compete in North Queensland with imported cement is one of the most striking examples of
the correctness of the foregoing statement of the Tariff Board.

Calyx Porcelan Company of Western Australia.—While at Cairns your Commissioners took
the evidence of a.merchant in connexion with the goods of an Anstralian industry, the Calyx
Porcelain Company of Western Australia. The following is part of the evidence in connexion
with the matter :—

W J. Stillinan, Merchant, Casns

7428 What company did you order from in Western Australia 2-- The Culys Porcelain Company We had
rertain snmples submitted to us about twelve months ago, and we were so pleased with thens that we gave an open
order fur a crate of plates, cups, and saucers, and a sample of all the company's manufactures We considered that
the price was reasonable compared with British goods, and we thought we could give the people of our own country
un opportunity to buy an articlo equal to the British, probably at reduced pricos  On getting the shipping receipt,
however, we found that 1t was a matter of imposuibility.

7429 What was the price of that shipment 2—Tt was 36 cubic feet charged for at the rate of 90s. for 40 cubie fost
That amounted to £4 |s., und the stacking charge of 1s, 6d made a total of £4 2s. 64, The freight from London to
Catrns is 70s. for 40 cubic feet.

7430 Do you now import from overseas 3—Yes.

7431. What is the duty from overscas 1—25 per cent.

7432. Do your shipments from London come direct 3—Yes, as a rule.

7441 Would the machinery of the Calyx Company be as up to date as that of companies n the Old Country 1—
T cannot say, but I understand they have the latest machinery and have brought potters out from Staffordshire.

7442 T the article equal in quality to the imported goods *—At present it looks quite equal to English stuff of
the samie class  We have not noticed any crazng.

The foregoing evidence discloses a clear case of the high coastal freights of Australia neutralizing
the effect of the protective tariff.

Maize.—Another example of how the high freights affect primary production is afforded
by the coastal freights on maize. Your Commissioners had evidence placed before them that
the normal maize production of Australia is about 7,000,000 bushels per annum, of which
Queensland grows about 3,000,000, and exports ahout 1,200,000 bushels to the other States.

At the present time the freight on maize from Cairns to Sydney is 37s. 6d. per ton, and
from Cairns to Melbourne 42s. 6d. For the purpose of comparison, attention is drawn to the
fact that the freight on wheat from Melbourne to the United Kingdom is 35s. per ton.

The largest producing area of maize in Queensland is the Atherton Tableland, for which
the port is Cairns. ~ The freight rate on maize from Cairns to Melbourne is 1s, 0§d. per bushel, and
the freight on maize from South Africa is 1s. 2d. per bushel.

It will be readily seen that with this small difference hetween Australian coastal freights
and South African freights to Australia, there is always a serious menace to the Queensland
maize industry from the black-grown product of South Africa, in spite of the protective duty of
1s. per cental. and a *“ dumping * duty of about 7d. per cental on South African maize.
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From the 1st January, 1923, to 31st August, 1923, 1,245,000 bushels of maize were imported
into Australia from South Africa. These figures are significant, and show that this branch of
primary production is handicapped by higher freight rates and costs of production than the
Industry can stand. -

Freight on Grass-seed.—As an example of high freights on the North Queensland coast,
the case of a shipment of grass-seed is quoted. A witness at Atherton, North Queensland, stated
that he purchased 1,003 Ib. of Rhodes Grass-seed, and had it shipped by a coastal steamer from
Maryborough, its destination being Cairns. The shipping freight charged on this consignment
was £13 25, 6d., smounting to 37/,d. per lb. .

The shipping company stated that this evidence was correct, and attempted to justify
the charge by stating that the Tss—seed was charged for at the measurement freight rate, that it
measured 168 cubic feet, and the total freight was made up as follows :—

£ s d

Maryborough to Brisbane—22s. 6d. per cubic feet .. .. 41t 6
Brisbane to Cairns—40s. per cubic feet .. . .. 880
13 2 6

Your Commissioners have no hesitation in asserting that this freight rate was unreasonable,
and would tend to hamper production.

(5) Frurr Anp VecerasLe Exeorr TraDE.

The Queensland fruit and vegetable export industry is of considerable maguitude. The
markets are chiefly in New South Wales and Victoria. For the year 1922-23 the following were
the interstate exports of fruit and vegetables :—

Bananas .. . .- . .. .. 522,000 cases.
Pineapples .. . . . . .. 229,890 cases.
Citrus . .. .. .. . .. 29,600 cases.
Tomatoes and cucumbers .. .. .. .. 239,500 cases.
Vegetables .. . . .. .. .. 83,000 cases.
Mixed fruits .. R 47,127 cases.

About 90 per cent. of this export is catried by special fruit trains, which run to Sydney
and Albury, The remaining 10 per cent. is cartied by interstate steamers.

It is claimed by the representatives of the fruit industry that the lack of suitable shipping
accommodation is responsible for the inauguration of the fruit-train traffic. It is also claimed
that the Jack of cargo space for the interstate export of bananas was responsible for the banana-
growing industry declining in the north of Queensland, and increasing in South Queensland, where
railway facilities for getting the fruit to market are available.

The following is taken from the evidence of the manager of the Southern Queensland
Fruit-growers Society :—

William Ellison, Manager of the Southern Queensland Fruwt-growers Soctely Linted.

6653. What percentage goes by rail as compared with boat +—Ninety per cent. by rail and 10 per cent. by steamer.

6654, Has that always been the position +—No.

6655. Sinoe whon has the change taken place t—Since Junuary, 1919,

6658. What brought it about $—Tha uusatisfavtory condition in which the fruit arnved on the southern market
when carried by boat. During the twelve years I have been a fruit-growor that position has obtained.

6657. What porcentage went by boat prior to the war t —The total quantity.

Tt would :&pgu, therefore, that either the shipping companies, by bad management and lack of
roper facilities for the carriage of fruit, lost the trade, or that the railways, by offering better
acilities, took the fruit shipments away from the coastal vessels. In any case, the railways

appear to have considerably improved the fruit industry. : i

There is one branch of this industry. however, which is almost wholly dependent on shipping
for the marketing of its (E:()d“ds' and that is the tomato and cucumber export from Rowen. The
ﬁm\verg in the Bowen district state that not only do they receive insufficient shipping service,

ut their produce is handled in such a manner as to Aeteriorate a considerable quantity of it,
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In 1922 there was exported from Bowen about 136,500 packages of fruit and vegetables,
the bulk of which went to Sydney. There is one boat from Bowen per week. This vessel also
carries other cargo, and it is stated that the fruit is often placed witg hides, tallow, and similar
cargo, which seriously affects the condition of the fruit,

It is also claimed that the service is not frequent enough during the fruit season. Most
of the fruit has to be picked in a green state, so that it will stand a week’s journey. With one week
between shipments a great deal of fruit becomes over-ripe and is wasted. )

The following is an extract from the evidence in connexion with this matter :—

J. T. Moore, Farmer, Secrelary of the Bowen Locul Producers Assogiation.

2. . L L L L L. I estimate that from 30 to 40 per cent. of the value of Bowen produce has been lost
to growers during the last few years through 1nadequate shipping facilities, and unsympathetic handhing of our products.

Your Commissioners took a great deal of evidence bearing out the foregoing statement,
and are forced to the conclusion that the coastal steamers are not suitably fitted for the carriage
of fruit. Fruit reguires considerate and careful handling, and on the one hand your
Commissioners find the railways giving every care and facility to the transport of produce, improving
the industry and obtaining the gratitude of the fruit-growers, while on the other hand it
was found that in the Bowen district, where the growers were, at the timie your Commis-
sioners took evidence there, dependent on the shipping for the marketing of their produce, the
ordinary requirements of the industry are not fully met by the shipping compames, with the
result that produce is wasted, industry suffers, and the producer is severely handicapped.

Your Commissioners consider that the North Queensland fruit trade should be catered
for by vessels specially equipped for the carriage of fruit, as, it is stated, is done in other parts of
the world, notably from Fiji to Europe, and in the fruit trade from the West Indies.

(¢) TrMBER.

One of the chief complaints which your Commissioners had placed before them in
counexion with the Queensland timber industry, was in regard to the waste of soft woods suitable
for box and case making. The timber most used for this purpose is the tops of hoop and bunya
pines, which are not suitable for building.

Before the war nearly all the soft timber used for box and case making came from the
Pacific coast of North America and from Scandinavia. During the war, when foreign supplies
could not be obtained, there was a fair demand for the Queensland soft woods. Since the war,
with fairly normal oversea shipping conditions, this demand has greatly decreased, and once
again the greater part of our soft wood requirernents comes from foreign countries.

It is stated that the reason why Queensland box-making timber is not required outside
Queensland is the the foreign timber is much cheaper, in spite of the Customs duty plaged upon it.
The costs of prod iction alone, without including freights, place the Queensland soft-wood timber
industry in the position that it costs 20s. per 100 super. feet to produce case-making material,
while similar timber can be loaded at Melbourne from North America or Scandinavia at 17s. per
100 super feet. That is to say, even if the timber could be sent from Queensland to Melbourne
free of freight charges, the foreign timber would still be 3s. per 100 feet cheaper. )

Your Commissioners therefore cannot see that the Navigation Act wholly aﬁect§ the position.
1t certainly is a factor. But the main reason why Australia cannot oomppte witk f_orexgn soft woods
is on account of the higher production costs in Australia. When this was pointed out to the
representative of the timber industry, a higher protective duty was suggested as & remedy, which
would ultimately be paid for by the fruit-growers who require the fruit cases ; but as the question
of Protection hardly comes within the scope of this inquiry, Your Commissioners do not feel
disposed to make further comment, .

Another complaint in connexion with the effect of the Navigation Act_on the timber industry
was Elaced before your Commissioners at Townsville. Evidence was given that while the timber
freight from Cairns to Brisbane was 6s. per 100 super. feet, the freight from Mourilyan to Brisbane
(a shorter distance on the same route) was 16s. 4d. ; from Townsville to Sydney the rate is 7s. 3d.,
and from Mourilyan to Sydney (a shorter distance on the same route) 17s. 7d.

The reason given for this remarkable difference in freights was that the demands made
by the waterside workers at Mourilyan are so great that extra ﬁ:elght has to be charged. The
waterside workers are taken from Innisfail (12 miles from Mourilyan) to Mourilyan by special
train when required, and are returned home by similar means, their day starting from the time
they board the train at Innisfail, and ceasing when they return to Innisfail. ] )

The result of the higher freight is that the timber industry at Innisfail and _Mounl{::p is
dying because it cannot compete with the Cairns mills, which have a much cheaper timber freight
1ate to southern markets,
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The following is an extract from the evidence ¢! the manager of the Japoon Saw-mills
Limited, Townsville, which operates at Innisfail :—

W. L. Chapman, Saw-miller and Timber Merchant, Townsville.

7179. Have you any records of the quautities of timber in those ports —For the past twelve months, although
we had 500,000 super. feet to offer, all we had carried by the coastal steamers was 110,000 super. feet. A further 50,000
feet was lifted by John Burke Limited, making 160,000 in all, whereus we could have shipped 500,000 feet or more.

7180. What have you done with the surplus #—1It is stacked in the yards Although running a large saw-milling
at Innisfail, where we tly expended £30,000 in the erection of the mill, we have to go to Cairns to buy our
supplies, while we are paying interest on the timber lying in our yards.

Your Commissioners find that the great disparify in timber freights to the disadvantage
of Innisfail and Mourilyan, has practically killed the industry in that district. The reason given
by the representatives of the shipping companies as to the high freights from Mourilyan are not
satisfactory. There is no doubt that the Iiuav.ndling charges at Mourilyan are heavier than at
Cairns, but your Commissioners are of opinion that the extra cost of handling at Mourilyan does
not warrant the enormous penalty in timber freight rates from that port. What, then, is the
reason” for the enormously high freights on timber from Mourilyan ?

It was suggested in evidence that the Adelaide Steamship Corpany, which has vessels on
the North Queensland coast, bas financial interests in the Cairns Timber Company, and assists
‘fc:mt hcompa,ny by cheap freights, while it penalizes a rival company operating at Innisfail by high

eights.

Your Commissioners, therefore, obtained the lists of shareholders of the Adelaide Steamship
Company, and of the Cairns Timber Company, and after perusing such lists, are of the opinion
that the Adelaide Steamship Company has financial interests in the Cairns Timber Company,
and, as a natural result, preferential treatment appears to be given to timber cargo from the
port of Cairns.

It would appear that the Navigation Act made the Japoon Timber Company dependent
upon the vessels of the Steamship Owners’ Federation, and, as & matter of ordinary business,-the
Federation proceeded to obtain an advantage over its business rivals by imposing high freights
on their output.

(d) Tre Mear INDUSTRY.

The chief grounds of complaint made by the meat industry against the Navigation Act
are (@) that there is insufficient space on the interstate boats for requirements, and (b) the permit
system is no expeditious enough to secure business.

During the past two years the demand in Southern States for Queensland frozen meat has
been very great. R.l‘his demand varies in its intensity, and at times the interstate vessels can
deal with requirements; but, on the other hand, on several occasions, owing to serious meat
shortage in Igew South Wales and Victoria, the demand for Queensland meat has been so great
that the insulated space on the interstate vessels has been totally inadequate.

To meet these abnormal demands  permits ** have been ‘issued by the Deputy Director of
Navigation, Queensland, to enable overseas vessels, which are not “ licensed > under the Navigation
Act, to carry meat to Sydney and Melbourne.

Although to some extent the issue of these “ permits ” has met the requirements of the
industry, it is contended that the Navigation Act constitutes a restraint of trade. The evidence
of the representative of the A ian Meat Council puts the objection clearly as follows :—

L. W. Davies, Representative of the Australion Meat Council.

8308, In what way does your council consider that the Navigation Act affects the meat industry $—At present
it is a hindrance to the interstate trade in frozen meat in so iar as we are not allowed to ship refrigerated cargo by
overseas vessels unless a permit is obtained, and you ¢ get a permit unless there is no space available in the inter-
state boats. 'The space by the interstate boats is not sufficient for the trade, and you do not know whether you can get
the permit vntil the last minute. Therefore, you t do any forward business. So far as Quecnsland is concerned,
all the permits are given in Brisbane, and in June you cannot make & sale for delivery in August except subject to freight.
Last winter we could have done a lot more business only we could not guarantee delivery. Several times weo were short
of beef, whereas if we could have made forward arrangements we could have had it conung in all the time.

8306. Could you not have informed the Controller of Shipping that the quantity of meat you had ordered forward
could not have been shipped by the i te boats, and coufvf you not then have made arrangements forward with
other vessels -—You could not get a permit forward. It is not practicable that way. You do not know whether you
£An got the space for farward delivery, and we do pot know nntil the last minute whether we can get & permit forward.
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8307, You contend that the insulated space on the interstate boats was inadequate for the trade available last
season from Queensland to southern ports ?—Most inadequate.

8308. And it was not possible to get forward permits mn depends how far forward. Certainly not a month
or six weeks abead

8309. Thereby you were not ahle to do the trade you would otherwise have done %—We lost a lot of trade.

8310. How much do you estimate ?—Personally, I could have sold anything from 1,000 to 2,000 bodies of heef
1f I had been able to work on the necessary space  We did make sales of Queensland beef to Melbourne. There is &
big movement of sundries all the time, and that is just as difficult as frozen beef.

It is beyond all doubt- that the interstate shipping services cannot deal with the carriage
of meat to Southern States during periods of shortage. The demand for Queensland meat in
New SouthWales and Victoria grows larger each winter, and the Queensland meat industry is

“trying to build up its trade.

Tt has been stated that no permut to allow overseas vessels to carry meat from Queensland
to southern %orts has ever been refused, and, therefore, the meat industry has no ground for
complaint. But it must be remembered that to cope with the demand, and to obtain orders, the
cattle have first to be purchased and brought overland. This has to be done months ahead of
the time for shipping, and the question then arises whether, if the cattle are slaughtered in
Queensland, space will be available, because in order to deliver chilled meat, the insulated space
in which to place the carcasses must be available at once. The following evidence by the
representative of the Australian Meat Council places the position clearly : —

8345. You must see the difficulty in allowmg them to compete with the interstate ships when they do not comply
with the Act *—Of course, T merely advocate that the Act be waived so far as frozen meat and sundries are concerned,
because the conditions are go exceptional. It is economically unsound to buy cattle in Queensland and bring them
overland when they could be treated in Brisbane and the chilled beef be disposed of in this market (Sydney). We
eannot make arrangements ahead until we know we are going to get a permit, and we cannot get that until the last
minute:

Your Commissioners are of the opinion that the machinery for the granting of permits should
be made more easily workable. That the space on interstate steamers is inadequate is admitted
by all parties concerned, viz., the interstate shipping companies, the meat industry, and the
Navigation Department. Therefore, the Act clearly contemplates that under these circumstances
permits should be granted to oversea vessels to carry cargo. It should then be the function of
the Act to provide every facility to enable permits to be obtained at a reasonable time in advance
of requiring the space, and any machinery that delays the granting of a permit under these
conditions 18 a restraint on trade.

PART IV.—SOUTH AUSTRALIA.
(2) TIMBER. .

The evidence tendered to your Commissioners in South Australia indicated that the
grievance against the Navigation Act is not so great as in the more distant parts of the Common-
wealth. South Australia has one main interstate port (Port Adelaide), and in consequence enjoys
interstate and oversea service to a reasonable extent.

The chief complaint, however, was made by the timber industry. As South Australia
is not a timber producing state to any appreciable extent, she requires to import a great proportion
of her requirements. It was stated that the principal hard-wood timbers are obtained from
Western Australia and .Tasmania, and that in' recent years considerable difficulty hes been
experienced in fulfilling orders. For example, one witness stated :—

T. H. Robn, Tumber Merchant, Adelaide.

5350. Do you experience any difficulty in getting the shipments of timber you order from Tasmania snd Western
Australia %—We have had great difficulty in connexion with shipments from both places.

5351, For what reason ?—Only very small vessels engage in the Tasmanman trade, and it is sometimes difficult
for them to obtain the necessary freight to enable them to ship.

5352. Does that condition of affairs always obtain —No, but the postion is more acute now than formerly

Fewer sailing vessels are engaged in the trade now than in 1914, becsuse there have been s?veral wrecks and po

pl ts. We were interested in & vessel called the Wild Wave, and in 1914 she was carrying timber for us at 3a. 6d.
per 100 super. feet. She was wrecked some few months ago on the north-west coast of Taemania.
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- 5353. What has been your experience with Western Australian orders —We have generally managed to get
shipments along as we required them, but this year, right up #ill July, there was an acute shortage, and we had great
difficulty in supplying our orders. When we could not get our supplies along we got into touch with one ‘of the millers
who has been supplying the Globe Timber Mills with all their jarrah for the last eighteen years. On lst August I
telographed, * When can you complete ll our jarrah orders ¢ urgently needed.” On 3rd August I got the following
reply :—* Your telegram first ; using every endeavour secure all possible tonnage. In order assist position suggest
you endeavour secure additional tonnage.” That was the first time we had been asked to get tonnage on this ade.
Shippers have always got tonnage on that side.

The foregoing statement should be noted, particularly that portion to the effect that the small
but useful ships, sailing and steam, have now practically ceased to run, which in itself means a
less regular and suitable service for such a trade as the timber industry.

(%) SeENcER’S GULF AND EYRE’s PENINSULA SHIPPING SERVICES.

The Spencer’s Gulf and Eyre’s Peninsula trade is served by vessels of the Adelaide Steamship
Company. o vessels in this frade are not * licensed * under the Navigation Act, as the service
is purely intra-state.

The Adelaide Steamship Company has a monopoly of the business, having absorbed the
Coast Steamship Company, which in 1914 provided a service in competition with them. This
competition by the Coast Steamship Company ceased at the end of 1914, At that time, owing to
competition, the freight on general cargo was as low as bs. ; in 1915, the rate rose to 9s. ; in 1916,
to 10s. ; in 1919, to 14s. ; in 1923, to 16s.

It is claimed that this rise in freights is due to the absence of competition. It is also
claimed that freights are excessive in comparison with even the interstate freights. For example,
the rate on general cargo from Adelaide to Melbourne is 20s. per ton ; to Sydney, 25s. ; to Fremantle,
30s. ; while the following are the South Australian intra-state freights to Port Adelaide :—

Mileage.

, 150 .. Port Lincoln . .. .. 16s, per ton
166 .. Tumby Bay . .. .. 18s. per ton
18¢ .. Arno Bay . .. .. 20s. per ton
198 . Cowell - .. .. .. 20s. per ton
297 ..  Port Augusta . .. .. 20s. per ton

. Your Cominissioners are of the opinion that this case of the Spencer’s Gulf and Eyre’s
Peninsula intra-state service provides a striking example of how the Shipping Combine allots
various services to different companies and gives each company a complete monopoly over its own
section.

. The Na.vi(%ation Aot has had the effect of giving the interstate companies a monopoly of
the interstate and coastal trade. The Steamship Owners’ Federation is thereby able to allot
the Spencer’s Gulf and Eyre’s Peninsula trade to the Adelaide Steamship Company. With no
competition, this company runs what services it pleases, charges what freights and passenger
rates it likes, and claitas that it is the sole judge of what is a fair and reasonable service for the
trade. These facts are admitted by the company, as the following evidence shows :—

J. E. Morphett, Secretary, Adelaide Steamship Company, Adelaide.

5799. As members of the Steamship Federation would your company feel at liberty to trade with your ‘boats
how, when, and where you liked ¥—As I have mentioned there is an arrangement by which tonnage is allocated. The
n;‘mngent\:;\t was made in Mclbourne for the purpose of preventing overlepping, and so i ing the eonveni of
the coastal servioe.

5800. Then the coustal service is allotted by the Federation t—That is not the correct way to put the position.
A certaiu amount of tonnage is wanted in South Australia, and & cortain tumber of steamers are allotted to handie
that tonnage. The trade is not allotted, only the steamers are allotted.

5820. Isit not a fact that the Associated Steamship C ies are now practically able to dictate what shuipping

service shall be given to a place +—Yes, and I think the_‘: oughtK to be able to do so. They are best able to judge what
the requirements are.

. Although it is stated in the foregoing evidence that the Associated Companies are the best .
judges of what the trade requires, your Commissioners are of opinion that the judgment of this
shipping comsany ig such that, by its indifferent service and excessive freights, it has reduced the
producers and public generally of the Eyre’s Peninsula and Spencer's Gulf districts to a state
of resentment against it and dissatisfaction with the service provided.
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PART V.—TASMANIA,
(a) TEE DECLINE OF SHIPPING SERVICES T0 HOBART AND THE EFFECT ON—

(i} The Tourist Traffic.
(ii) The Timber Industry.
(iif) The Fruit Industry.
(iv) Trading generally.

Tasmania is in an entirely different position from any of the other States, in that it is solely
dependent on sea-carriage for cargo and passenger communication with the mainland, and it is
out: of the route of the ordinary coastal shipping. ) .

To understand the position in Tasmania, it is first necessary to grasp the fact that it is
not only isolated from the other States, but it is divided into four sections, each of which is
economically isolated from the others. Although a very small State, the climate and the quality
of the soil vary considerably, with the result that there are four separate sections, each with different
branches of primary production. The four sections are the West Coast, the North-west Coast,
the North and North-east, and the South.

The West Coast is a vast mining field at present suffering a depression, but with a great
past and a hopeful promise for the future. Its only port is Strahan.

The North-west Coast produces chiefly oats, peas, potatoes, timber, and fat stock, and its
interstate ports are Stanley, Burnie, Devonport, and Ulverstone,

The North and North-east produces chiefly wool, grain, hay, and fruit, and is served almost
solely by the port of Launceston.

The chief primary products of the South are fruit and timber, for which the chief interstate
port is Hobart.

Each section has a different shipping service, and the result is that each of them has not
sufficient produce to export to maintain a large service. These ports can be served more regularly
and efficiently by small vessels, which can be filled each trip.

Your Commissioners found that of the Tasmanian Ports Strahan has no service, the North-
west Coast ports of Stanley, Devonport, Burnie, and Ulverstone have b good service, which was
brought about as explained in section (b) of Part {7 of this Report. Launceston has a direct cargo
amén passenger service with Melbourne, while Hobart’s one regular interstate service is with
Sydney.
Y Before the war Hobart had an excellent direct weekly service with Melbourne, provided
by large vessels of about 6,000 tons, which did the round trip—New Zealand, Melbourne and
Hobart, and then Melbourne, Hobart and New Zealand. This was a very regular passenget and
cargo service. There was also a regular passenger and cargo service from Hobart to Melbourne, via
Strahan, which provided direct communication to enable Hobart to do business with the mining
districts of the West Coast. There was also a weekly passenger and cargo service between Hobart
and Sydney, the run being New Zealand-Sydney—Hobart, and Hobart-Sydney—-New Zealand.

There was also a direct fortnightly service from England to Hobart provided by vessels of
the New Zealand Shipping Company and the Shaw Savill and Albion Steamship Company. These
vessels ran fortnightly, bringing cargo and passengeis from London to Hobart in 43 days, which
made Hobart the transhipping port for a great number of passengers for the other States. These
vessels brought hundreds of passengers, including numbers of immigrants for New Zealand, all of
whom spent one or two days at Hobart.

As a result of this cessation of shipping services, your Commissioners found not an
outery by one section of the trading community, but a general feeling of revolt against what
the people of Hobart consider is legislation which threatens their economic welfare, causes them
to suffer in many ways, and hampers them in their natural competition with the other States.

The question now arises as to why the interstate and oversea seryices of Hobart have been
curtailed, and whether such curtailment is due to the operation of the Navigation Act. In regard
to the P. and O. vessels, there was considerable evidence placed before your Commissioners that
the Navigation Act prevented them from calling, unless under contract to lift large cargoes of
fruit. On this point attention is directed to the following evidence :—

e 8ir Henry Jones, Merchant, Fruit Shipper, and Manufacturer

In 1921, when I visited Sydney, the manager of the Pennsular and Orientsl Line informed me that he had no
intention of sending his steamers to Tasmania in 1922, giving as his reason that the Navigation Act prohibited the boate
from carrying passengers. He said that if hus steamers did not carry passengers, they could not afford to go to Tasmania
for fruit, when loads could be picked up easily inMelbourne, Adelaide, and Fremantle. That was rather a blow to us
as in that year there was & good market in England for our fruit. Through the action of the Peninsular and Oriental
Company I consider that we lost 300,000 cases of apples, worth 8. per case on the Hobart Wharf. I could say 600.00(1'
cages, but have tried to be conservative. The shortage of tonnage in that year was very acute. We had a very good
vrop, and, as we could not ghip it to England, the Sydney market was glutted, and the apples dropped to the ground.
They were offered for jam-malong purposes at as low as Is, per bushel. We then wrote to the Peninsular and Oriental
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Company, asking what would be the difference in cost involved by sending the steamers here as against Melbourne.
Mr. Sparks, who was over at the time, suggested that the Commonwealth might pay £1,000 per ship if we found the
difference. I wrote to the agent on the bth January, 1922, offering £250 towards theship. ~ There were three boats listed,
the dates being 16th March, 3rd April, and 1st May, and those were the vessels for which we offered £250 each. However,
we failed. After ideration, the C: wealth Government no doubt thought it was unreasonable to pay £1,000
of the*taxpayers’ money towards sending & boat that could be filled elsewhere. In 1923, we met with the same fate.
The Peninsular and Oriental Company would not send any boats to Tasmania for similar reasons; but at the end of
the season, when they could not obtain freight in Adelaide, Melbourne, and Fremantle, they sent a boat for 64,000 cases.

The next question to be considered is whether the Navigation Act prevented the continuance
of the services between Hobart and New Zealand via Sydney and Melbourne. There was consider-
able evidence placed before your Commissioners that the Navigation At was responsible, and it
appears evident that there islittle doubt on this point. The Melbourne-New Zealand and Sydney-

ew Zealand services still continue—why is Hobart omitted ? The weight of evidence is that
Hobart is omitted because the fact of calling at Hobart would constitute © coastal trading,” and
the vessels calling, in order to carry cargo or passengers, would have to *license ” under the
Navigation Act, and incur all the conditions and expenses attendant thereto.

The same applies to the discontinuance of the Hobart—Strahan-Melbourne service. To
continue that service would mean that the vessel would have to be “Ticensed ”, and so the service
has ceased. . ;

Now the question arises as to what has been the effect on Tasmania of the cessation of these
services, The various effects are dealt with separately hereunder, as follow :—

(i) The Tourist Traffic. -
(ii) The Timber industry.
(1ii) The Fruit industry.
(iv) Trading generally.

(i) Tourist Trafiic.

Tasmania is a favorite summer tourist resort for Australia. It specially caters for tourists
to a greater extent than most of the other States. The value of the tourist traffic is considerable.
By means of propaganda and advertising, the number of tourists who visit Tasmania is still main-
tained, but it is claimed that the fact that the mail boats are no longer permitied to carry passengers
1{‘1terata§e prevents a great number of wealthy class tourists from the other States going to

asmania. :

These tourists came by what was known as the “ apple trip.” They could travel during
the apple season by mail steamer between say Sydney or Brisbane—Melbourne—Hobart, and
return by another mail steamer. These vessels began to build up a separate branch of the tourist
trafiie. It is claimed that most of those people do not now visit Tasmania, because they desired
comfortable travelling which, it is stated, is denied to them by the present facilities, consisting of
comparatively small coastal vessels, with frequently crowded passenger accommodation, and the
Launceston-Hobart railway. o

According to figures placed before Your Commissioners, 500 people visited Tasmania by
means of the “ apple trip ” in 1913, and in 1914 this number increased to 1,000. Tt is claimed that
the number of wealthy tourists was increased, and that this branch of the traffic was being built
up, when the war stopped it, and the Navigation Act prevented its revival.

.. As egaiost this argument, evidence was furnished by the representatives of the interstate
shipping companies that the service provided by them is ample, and for more than half of the
year their vessels from Sydney to Hobart, and Melbourne to Launceston have a great percentage
of emgtx passenger accommodation. Thisis proved amply, but evidence was also brought forward
that during the tourist season these vessels are always full, and are crowded to a great extent—
that intending tourists are offered second class accommodation and * shake downs ™ on payment,
of first class fares, with the result that many people who will travel in comfort or not at all, no
longer visit Tasmania. The following is an example of the evidence on this matter :—

E. T. Emmett, ex-Director of the Tasmanian Government Tourw! Buveau

10939, You opened with a statement that, I think, ought to be enlarged upon. You say, * The tounst traffic

to Tasmania is restricted because of the fact that the only really comfortable steamers which ever come from mainland
to Hobart are not allowed to oar? i te p gers.” your opinien there is no comfort on those boats.
s there no comfort on the Riverina +—1I mean in comparison with the Osterley and the Ormonde.

10940. Are those the only boats that yon can get comfort on $-—The smaller boats fill up to such an extent that
they have to use shake-downs.

10941, Haas that occurred very often +-—It oocurred on two out of the four trips.

10942. You say, “ The berthing dation is over applied for, and people are turned away.” Can you
gve us any further particulars about that. Have you figures with regard to people being turned away $—I have a
telogram from my Sydney manager, dated November, 1921, as follows :—* Not even a shake-down either sex saloon
now available Decomber twenty-first boat.”
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10943. Do you know if that condition continucd over s s f [ i i
10 that boat erong yeur eries of voyages #—The congestion apphes particularly

10944, What was the name of that ship ?—I think 1t was the Rwerna. 1 have a telegram of the same date
from my Brishane manager, saying, “ Want of shipping accommodation seriously affecting todrist traffic. Twenty
shut out, Sydney, 21st, and Meibourne, 23rd December, will probably cut Tasmama out.”

10946. Did that difficulty occur in 1922 7—Yes, I had a wire dated the 14th November, stating, * Riverina,
20th December, has only a few shake-downs left Absolutely nothing for ladies. Have request from Brisbane four
passengers  Cannot supply.”

Your Commissioners are of the opinion, in regard to the tourist traffic :—

(2) That the tourist traffic to Tasmania has suffered by reason of the operation of
the coastal trading sections of the Navigation Act; and

(5) That the shipping facilities to Tasmania for passengers during the summer months
of each year are inadequate for tourist traffic.

' (i) The Timber Industry.

] The Tasmanian timber industry must necessarily be at a disadvantage in the mainland
timber market on account of the geographical position of Tasmania necessitating additional
freightage to such markets, and the fact that only & small proportion of the output is absorbed
local!y,. with _the result that the industry is dependent on the interstate and overseas markets.
But it is claimed by the timber industry that this disadvantage is aggravated by the operation
of the Navigation Act, which has eaused freights to be higher, and brought about a less regular
and less adequate service.

In regard to the handicap imposed on the industry by high freights, the following table
18 quoted to show the freights from Tasmania to interstate ports as compared with American,
Baltic, and Canadian freights to the same ports :—

Namo of Port To— Lengths of Timber, il A
Launceston
Hobart . .. . . .
Devonport .. . .. .. .. | y Melbourne . | 20 feets .. .. | 88.3d. to 5s 9d.
Stanley .. .. .. .
Burnie . .. . .. o
Stanley .. .. .. .. .. | Melbourne o | 40 feets .. . Ts.
Canadian Ports . .. .. | Melbourne .. | Upto60feets ..} 6s.to6s. 3d.
American Ports - . .. | Melbourne .. | Upto 60 fests .. Ts. 6d.
Baltic Ports .. . .. . .. | Melbourne .. | Up to 30 feets .. 3s. 3d.
Burnie .- b4 . . . | Port Adelaide .. | 30 feets . o 9s,
Burnie . . . . . | Port Adelaide .. [ 40 feets .. Ve 11s.
Canacian Ports . .. . . | Port Adelaide .| Upto 30 feets .. 3s. 3d.
American Ports . . . . | Port Adelaide .. | Up to 60 feets . Ts

It would appear to your Commissioners that the Tasmanian timber industry is handicapped
in its operations on the mainland markets by reason of these comparatively high freights. The
Tasmanian industry does compete successfully in Victoria, but its profits must be considerably
lower than those of the Victorian saw-millers. The industry also has to compete with foreign
timbers, cheaply produced and carried to Australia at a low freight.

The industry asks for assistance in the form of cheaper freights or higher protective duty.
on foreign timber. Your Commissioners, seeing that the question of protection is outside the
scope of this inquiry, do not care to express an opinion on the advisability of higher duty on foreign
timber, and are of opinion that a reduction in freight is not probable in the near future, but your
Commissioners consider that the timber industry has a right to expect better facilities for
distributing its-output.

Evidence was placed before your Commissioners that since the Navigation Act came into
force the timber trade of Tesmania with New Zealand has practically been ost. A good timber
market for Tasmanian timber existed there. The lack of shipping facilities killed the market,
and the only export to New Zealand is by an occasional vessel. The same evidence was brought
forward in regard to Adelaide. There is a big market at Adelaide for Thsmanian timber, as South
Australia has practically no timber production and relies on Western Australia, and formerly
Tasmania, for its supplv. Evidence was placed before your Commissioners that contracts could
not he obtained in South Australia because shipping facilities were not reliable.
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The following evidence given by a timber merchant at Hobert illustrates the position in
which the industry stands on account of its lack of facilities for shipping :—

A. E. Willing, Timber Merchant, Hobarl.

11265. Will you tell the Commission in which way your business is affected *—In pre-war times we could always
supply our customers promptly, but as soon as the Navigation Act came into force, when we tbok orders from Victoris,
New Zealend, and Sydney, and put our timber on the wharf, it has been left behind, and there is no redress. I received
two telegrams this week turning down orders, and saying that the timber was no good unless it was shipped on the
Friday's boat. I told Mr. Hooper, manager for Holyman and Sons, that the timber must go on Friday (yesterday),
and he replied, “ It 13 no good ; we are leaving another full load on the wharf.” I 8aid, * That is five times that haxs
happened in three months.” We have to send documents, and they are returned because the timber has not arrived.

11267. How frequently has this occurred ¥—During the last twelve months.

11268. How often *—About four or five times.

11269. Have you actuslly lost ordexs because you could not get the timber away by ships that were here 2—
Yes. I could not get the shipping facilities in the time.

11270. Could you get more frequent orders if you had more frequent shipping *—Certainly.

11271 Are you unable to take orders because you are unable to ship 2—Yes We cannot take orders becauso
we cannot get the space.

11272. You said that when you get an order you bave to cancel it because you cannot deliver to tune +—We

will not accept a time limit, as we have to wait until we can get the space.
. 11273. Have you any complaint to make with regard to the freights 2—We are badly situated with regard to
jetties on the timber area. It costs us 2s. per 100 feet to move the timber, and the freight to Melbourne averages 6s
por 100 feet, so it costs me 8s. per 100 foet to get the timber to Melbourne,and it costs me 17s 6d. on an average to
produce 100 feet, sfter which 1t has to be branded. The price from any mill in Southern Tesmania to the Hobart wharf
is 28, per 100 feet. I am only in o small way of business, as I have pot much capital to charter boats for myself. 1
could not get a quote to teke timber to New Zealand at any price

11274. Do you do any business with New Zesland now >—No ; I cannot get space.

11275. Have you ever done business with New Zealand ?— Yes, years ago ; but it is cut night out now.

11276. What do you consider has cut 1t ont 1—The freights to New Zealand have been as high as 12s. per 100
foot, and at one time the freyghts were only 5a.

11277. 'What boats take your timber to New Zealand !—We can only get it away when the Union Steamship
Company is inclined to sond a boat. The boats come when the company likes.

11278. Docs that suit your purpose in taking orders #—No ; we cannot take an order, because we cannot get a
tune for delivery.

11279. Would you have to send the timber to New Zealand on “ spec.” #-—It might take three months to get
thore, and the order might have to be supphed from elsewhere. I used to send & lot of shafts, split posts, and palings.
1 had sn inquiry the other day about them, and I wrote back that the market was so bountiful in Victona and the
froight to New Zealand was so high that the timber would be such and such & price, and they replied that they would
bave to wait until Victoria got tired of taking our timber.

11283. Do you ship by any other boats than thoso of Holyman and Sons $—No. No freights are offering except
by the boats of the Union Steamship Company, Huddart Parker Limited, and Holyman and Sons, unless & merchant
can fill & boat himself, and I am not in & position to charter s boat myself.

11284. Do you ship all your stuff on Holyman and Sons’ boats %1 should hke the Commission to go and see

'.hl:s ocf)ngestion opposite my yard. The Laranah leaves at 11 o'clock to-day, and there 1s more than & full load on the
wharf vow.

The foregoing evidence deals with the declining trade with New Zealand, and your
Comnussxonel.‘s_ have also been furnished with evidence, supported by documents, showing that
the same position obtains in regard to South Australia.

. One timber merchant in Hobart placed documeutary evidence before the Commission
showing that he was unable to carry out a contract for the delivery of 10,000 * cross-arms * for
the Postmaster-General’s Department in South Australia. The Department threatened to enforce
the penalty clauses of the contract for late delivery. The contractor cbtained an extension of
tire until » vessel called. A vessel eventually did call for timber, and picked wp 600 pieces out
of the 10,000. This was a totally inadequate quantity, and the contractor asked the shipping
coml)ang for sufficient space on the next ship, but only a small portion of the space required was
obtained. On the 24th April last the greater portion of the timber required by the contract was
still on the Hobart wharf, and while it was awaiting shipment the contractor was being charged
storage by the Hobart Marine Board on 74.300 feet of timber. -

Your Commissioners are of the opinion that these shipping conditions are not only a

restraint on trade, but make business impossible to the saw-miller, and are totally unsatisfactory
to the persons requiring the timber.

(iii) The Fruit Industry.
The representativesof the fruit industry state in their evidence that while there is sufficient

tonnage visiting Hobaxt to lift the fruit for the English markets, the class of ship which does come
toHobart for fruitisnot assuitable as the mail steamers. Itisasserted that hefore tgm Navigation Act
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came into fo_rce, these mail boats would visit Hobart for as little as 7,000 cases. It is also definitely
stated by Sir Henry Jones and others that the reason why these vessels do not continue their
practice of calling at Hobart for fruit is that before the Navigation Act operated, the passengers
carried from Sydney to Hobart paid the running costs of the ship between those ports. Now
that the Navigation Act precludes these vessels from carrying passengers between interstate
ports, it does not pay to run to Hobart for anything but a full loag of fruit.

. ‘It was stated by representatives of the fruit industry that the reason why the produce
is carried more successfully by the mail steamers is that they arrive in London on a given date,
and this regular arrival enables definite contracts for sales to be made, which cannot be entertained
when the fruit is carried by general cargo vessels, very few of which have fixed dates for arrival
and departure at Hobart or approximate arrival in London, In addition, another advantage is
that small and regular shipments by the mail steamers keep stable the London markets, and
enable good prices to be realized, acting as a *“ set-off ” to lower prices when the big shipments
arrive later. N

One witness giving evidence as a fruit-grower, stated the following :—

J R. Johnston, President of the Hobart Chamber of Commerce.

9311 Has your amount of tonnage diminished becanse of the Navigation Act +—Our commodities are sent by
other boats. Iadmit the adequacy as far as tonnage is concerned, but the boats are not equally good. As s fruit-grower,
I shipped on one occasion by the Boonah, which was almost.three months reaching London. If fruit is shipped by
the mail boats, they arrive to the day.

Yout Commissioners are of opinion that by reason of the Navigation Act these mail steamers
no longer go to Hobart for fruit, and that while there is ample tonnage for the present to take
Tasmanian fruit to England, the coastal trading é)rovisions of the Act have taken away one of the

uickest and best facilities which the growers of South Tasmania had for placing their produce on

the overseas market.
(iv) Tradung Generally.

Much evidence was placed before your Commissioners to the effect that not only have the.
coastal trade provisions of the Act seriously affected particular classes of trade, but that trade
generally has received considerable set-backs.

To & State like Tasmania, wholly dependent on sea carriage for the transportation of its
exports and imports, every ship is a factor in the prosperity of the State, and every ship which is
prevented from visiting a port means a certain amount of trade lost and the loss of a certain amount
of money to the State.

* It is claimed that many avenues of trade have been blocked as a result of the Navigation
Act, and that the pre-war trade routes have changed and Hobart is no longer a stopping place on
the new routes.

For example, a regular trade route was from Hobart to Adelaide, and then Western Aus-
tralia ; at the present time these vessels (which are all oversea vessels) on that route are allowed
to carry neither passengers nor cargo between interstate ports. That this affects trade and prevents
Tasmania exporting to South Australia and Western Australia is stated in the following evidence :—

Sir Henry Jones, Merchant, Fruit Shipper, and Manufacturer.

10168. We think that there should be concessions under the Navigation Act. There are no direct boats from
Hobart to Western Australia or Adelside, If we could send 100 tons of cargo direct to Western Australia it would be
a great convenience. We could do that before the war, The three overseas boats which are coming to Hobart this
week for wool will proceed to Western Austraha, and if we could send 100 tons of cargo by those ships it would

help us
The same complaint regarding the cessation of trade with South Australia and Western
Australia was put forward by a representative of the Chamber of Manufactures, as follows :—

E. H. Thompson, Director of H. Jones and Co, Hobart.

10714. As regards manufacturing business and that with which we are particularly acquainted, the Navigation
Act has operated to direct disadvantage nasmuch as it was & great convenience when the overseas steamera were loading
here to be enabled (before the Act came into force) to make direct shipmenta of our goods from Hobart to South Australia
and Western Australia. There is very seldom an opportunity of making direct shipments to these States now. The
interstate companfes do not provide a regular sernice from Hobart to South Austraha and Western Australa, The
fact of it having been practicable to ship products by these direct fast overseas steamers (without the objectionable
delays and knocking about to which goods are subjected during transhipping) was a very big factor s working up our
trade with Western Austraha 1n particular, and this has steadily fallen off until it is now only about half what it was
when direct shipments were possible, the falling off being largely attributable to the unsatisfactory means of
delivery.
10715. You say that previously you bad an opportunity of direct trade with Adelaide and Perth, which is not
now possible. Do you contend that if it were posaible, you would be assisted in developing it 1—Yes, 1 am certain of
that. A few days ago there was a buyer in Adelaide for a quantity of our pulp. He required direct shipment. We
bave looked everywhere, and cannot get an opportunity for shipment. We may have to wait a month or two, and then

the pulp will be valueless.
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Your Commissioners have already pointed out that the weekly service between Hobart and
New Zealand has ceased, with the result tll)lat the timber export from Tasmania to New Zealand is
ractically negligible. Evidence of this was ]f:t forward that the lack of shipping facilities had
gilled the trade. Not only is this the complaint of Tasmania, but the fact i3 recorded in New
Zealand, and on this matter the following is an extract from the Bluff Harbor Board’s Report
for 1922-23 :—
“ The imports in Tasmanian timber which now come from Hobart, via Melbourne and Wellington, to Canterbury,
Otazg(;,ut;:l:i gouthland have suffered so much from increased cost and uncertainty of shipment that this trade is practically
extin| ed,”

Other exports are similazly prevented from going to New Zealand, and the following extract
from the evidence of a representative of the Hobart Chamber of Manufactures is typical of the
general complaint placed before your Commissioners in Tasmania :—

“ There was an jncreasing trade between here and New Zealand, parficularly in timber, jam, and dessert fruits ;
our trade with New i:alnnd is now practically nil. As transhipment is now necessary in Sydney, involving extra
handling and expense, this trade is no longer practicable. There is now no direct regular service to New Zealand, and
the trade has been lost. If we, or other shippers, desire now to make direct shipments to Western Australia, North
Queensland ports, or New Zealand, it would be necessary to charter special boats, which in turn would no doubt have to
come down here in ballast.”

On the question of the lack of shipping facilities to maintain trade with New Zealand, the
following is an extract from the evidence given in Hobart :—

C. E. Webster, Representing the Hobart Chamber of Manufactures.

- During this year it ocourred that New Zealand could take our chaff and oats, but the very heavy additional cost
of freight to and transhipment at Sydney practically debarred Tasmania from the opportunity,
* * » . * * * * * .
There is an intermittent sexvice direct from here to New Zealand. It is i six weeks or three months,
but is availed of very little, because the boats will not book freight until they are alongside the wharf here. There is
no hope of our selling fo New Zealand if we cannot guarantes to deliver by a certain boat, and have to wait until the next

one. If that position were understood better, it would be seen why trade is so small between here and New Zealand.

Not only does it appear to your Commissioners that Tasmania has lost a great deal of export
trade with the other States and with New Zealand by reason of the Navigation Act, but evidence
isalso éiven that even some of the internal trade of the State has been diverted thereby. Aspointed
out before, the Navigation Act caused the cessation of the service from Hobart to Melbourne via
Strahan, the only port serving the mining fields of the West coast. The result is that there is no
shipping service between Hobart and Strahan. The natural consequence is that practically all
requirements from the West coast of Tasmania are brought from Melbourne through Burnie, with
the result that this rich portion of Tasmania is practically compelled to trade with Victoria, and
no trade is carried on with Hobart.

The evidence placed before your Commissioners has shown that the effect of the Act has

~been to crush small trading vessels in the interstate trade. In comparison with larger vessels their
working expenses are not much lower, but their earning cepacity is considerably lower. In Hobart
this fact was clearly shown in the evidence of a master-mariner, who owned and sailed his own
sailing vessel of 80 tons between Southern Tasmanian ports and the mainland. For years this
Inan has sailed similar vessels between Tasmania and Victoria ; the sea has been his home all his
life, and with four good men with him he has worked his vessels and was contented with the small
profits his ship earned. The Navigation Act came into force, and in addition to expenditure on
Improvements to his ship, the law ordered him to carry a passed mate, at an extra cost of £16 a
month and keep, say £250 a yearin all. That £250 represents to this trader practically the amount
of his present annual running loss. The expense cripples him. In the first place it 1s hard to get
the services of a passed mate for an 80-ton sailing ship. The only class of man he can get is one
who is beyond the useful age. But even if he were more qualified than the captain himself, it is
claimed that he is not necessary for the running of this mm.l(ll vessel, to assist a man who for 40 years
has taken small sailing vessels between Hobart and almost every other interstate port in Australia.

In the opinion of your Commissioners these small vessels are a necessity. They are able
to go to outports, where {igger steamers will not go, for freight. While a big steamer meets the
requirements of the big centres, the small steamer lifts small amounts of produce and suits the
requirements of tle small primary producers along our coast line. In a young country every part
shpuld be catered for, and the question arises whether a {oung country can be developed with big
ships which only go where a big ship can be run profitably. .

_From the evidence placed before your Commissioners, it does appear that small vessels are.
essential to the development of the districts served by the ontports of Tasmania, and that the
Navigation Aot bas so increased the running cost of these small vessels in proportion to their
earning capacity, that they are being forced out of the trade to the detriment of the
development of the State.



16

(b) LauncesToN AND THE NorTH-WrsT CoasT PoRts.

. A remarkable feature of the enquiry in regard to Tasmania is the fact that while Hobart
is a storm-centre of discontent, Launceston and the North-West Coast ports of Burnie,
Devonport, Stanley, and Ulverstone have little or no complaint against the Navigation Act.

With regard to Launceston, there has been considerable rivalry between that city and Hobart
for many years. When the Navigation Act brought about the cessation of the Melbourne-Hobart
service, all the passenger traffic from Melbourne to Tasmania then entered Tasmania through
Launceston, which was to the advantage of that port and {o the detriment of Hobart.

_Your Cominissioners found contentment with shipping services, equal to that of Launceston,
prevailing on the North-West Coast, and some interesting facts in regard to the ports serving that
part of Tasmania were brought out in evidence. )

About the middle of 1919, when there had been a good season on the North-West Coast,
and & good market on the mainland, the shipping facilities at the ports of Devonport, Burnie, and
Stanley were so inadequate that the producers were in despair of placing their produce on the
mainland market. The position became worse, hundreds of tons of produce were being wasted
because of no vessels to take it away, till the people of the North-West Coast, finding that no help
was likely to come from the shipping companies or the Commonwealth Government, demanded
that the State Government should do something. Public men who were opposed to any form of
State enterprise, demanded a shipping service from the State, rather than see this fertile part of
Tasmania languish. The result was that in May, 1920, the State Parliament passed an Act
authorizing the Government to purchase or build vessels. In June, 1920, the Government hought
the s.s. Melbourne (1,739 tons gross register) from the Melbourne Steamship Company, and at
the end of 1921 the s.s. Poolta (1,675 tons gross register) was purchased.

Immediately the s.s. Melbourne began to trade on the Noith-West Coast, the interstate
companies entered into keen competition there. The chief market: for the North-West Coast produce
is Sydney, and the bulk of the frade by the State boats has been between the North-West Coast
ports and New South Wales. 'The interstate companies at once sent vessels trading from Neweastle
to Melbourne across to Tasmania to lift produce, and the date of their sailings from the Tasmanian
ports synchronized with the sailing of the State vessels. In other words, the interstate companies
were out to crush the State ships, and while previously they had been unable to provide more than
an occasional ship for the North-West Coast trade, as soon as the State bought one of their vessels
and started to meet the needs of the producers, the interstate companies could find several vessels
to run in keen competition with it.

The result has been that since the beginning of the State service, the North-West Coast
ports have had a service which probably no other similar part of Australia enjoys. The number
of vessels visiting these ports has increased greatly. The amount of cargo lifted shows a remarkable
increase, while Ulverstone, which three years ago was not visited by vessels of any kind, suddenly
rose to the status of an interstate port.  As an example of the increase in shipping, evidence was
obtained that in 1919 the total inward gross tonnage for the port of Burnie was 239,053, in 1920,
six months after the State vessel started, the total tonnage was 458,529, in 1921, it rose to 532,231,
in 1922, to 799,738, and in 1923, to 878,228.

The result of this competition has been (a) to increase shipping facilities ; and (v) to increase
production,

Your Commissioners were particularly impressed by the manner in which the increased
shipping facilities in the North-West Coast of Tasmania have increased production. Wherever
your Commissioners have found insufficient shipping facilities, it has been maintained by the
shipping companies that the trade does fiot warrant a better service, that they arc the sole judges
a8 to what service is sufficient, and that to increase such services will not increase production and
build up trade. The position of the North-West Coast of Tasmania is a refutation of these conten-
tions, and in the opinion of your Commissioners shows that an irregular and inadequate service
is detr'mental to the primary and secondary industries of Australia.

In this case, the shipping companies, in trying to crush the State vessels, gave good shipping
services, whieh they had previously denied to Tasmania. The trade at once increases. The
exports from each port on the North-West Coast show a remarkable increase. A new port comes
into existence, Greater production takes place. On this point the evidence of the manager of the
State Shipping Service is as follows :—

Willium Robinson, General Managen of the Tasmanwn Government Shipping Departnent

12213. By the Chasrman.—Do you mean to infor that, having a regular service, the people in the district provided
the products *—Yes. There has been a substantial increase in the produce on the coast.

12214. You coutend that it 18 because the settlers have been sure of the service t—Ycs, undoubtedly, It has
not heen so much the service provided hy the State, but that which has followed in the wake of the State vesgela,
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12216. You think that a plentiful and regular service will increase production —Undoubtedly. If you were
to visit Stanley, you  would be provided with evidence on that point. A good desl of the land went out of gtoduction
because the produce could not be sent away, but since our vessels have been running & regylar weekly service the produc-
tion has very considerably increased. .

PART VI.—WESTERN AUSTRALIA. B

() Primary PrODUCTION.

The weight of the evidence taken by your Commissioners in Western Australia strongly

emphasized and stressed the fact that the farther the primary producer is from the great industrial
' a.mf thickly-populated centres, the greater are his disadvantages in the matter of transport, and
that this position has been accentuated by the operation of the Navigation Act.

The storm centres of unrest and irritation against the effect of the Act are undoubtedly from
the more remote parts, such as Western Australia, North Queensland, Tasmania, New Guinea
and Papua.

%hese States and territories, dependent on sea transiort for the carriage of their produce
and their necessities, must always be at some disadvantage when compared with other States which
are amply catered for by railway and sea carriage, -

he evidence of the Managing Director of Westralian Farmers Limited, shows the position
very clearly. In reply to a question as to whether his firm imported certain requirements in the
shape of machinery from other States, he answered in the affirmative, and further stated when
asked :—

B. L. Murray, Managing Durector of Westralian Farmers Limued.

859. How do you find that the charges, including freights, compare with Victoria ¥—We find that the farmer
in this State is very much at a disadvantage compared with the farmer in Victoria. Whereas the overseas freights
from London, Liverpool, and New York are the same to Victoria as to Western Australia, the freights from Victoria to
Western Australia are very heavy.

The result is that if we import from Newcastle the local article made by the Newcastle Steel Works or the Broken
Hill Company, we pay from Newocastle to Fremantle 42s. 6d. per ton. The farmers in New South Wales can purchase
that artiole in Newoastle st the same rate as we can, less 42s. 6d, per ton, On the other hand, if we import from London,
although the boat goes past Fremantle, the farmer in New South Wales ean import it at exactly the same rate of freight
as we can, The rate ourrent to-day is 38s. from London or New York.

860. Would that same condition apply as far as machinery is concerned $—Just the same.

861. Have you seon the report of the Tanff Board, m which they make reference to the Navigation Act +—No

862, They said in their report—

any bitter complaints have been made to the Tariff Board that the working of the Navigation Act
is acting detrimentally at present to the best interests of Australian industries, both primary and secondary.

It wa8 stressed, whilst the Government professes to do all in its power to ge decentralizati
and the peopling of our distant parts, yet 1t indorses the policy of the Navigation Act, which, more than any
other legielation, discourages the settler on our coasts far removed from industrial centres.

It was also urged that the oversea merchants are assisted in their trade against our own producers
by the fact that our present method of administering our shipping laws places heavy freights on our own
products, whilst oversea goods are carried for much lower freighta.

The Board found that this discontent.existed in all States, but that the application was most keenly
folt in Western Australia and Queensland. Not only is the freight on Australian goods shipped to those States
high, but the heavy freight in return places the producers at a serious disadvantage when endeavouring to
compete with imported goods shipped to the other States.

« You say that the Tariff Board were correct in that assumption #—I do.

On the price of fertilizer in Western Australia, his evidence is as follows :—

884. Have you on oocasions to import fertilizers to this State +—Yes.

880, Have you compared the cost of fortihzer here with its cost in the other States 3—Not imported fertihizer.
I have compared many times the cost of the Australian manufactured fertilizer.

886. In connexion with the Australian manufactured ferulizer, is there a difference tn price wm Victoria and
Western Australia $—VYes ; thers is a differonce in South Australia also. It would be 7s. per ton grester 11 Western
Australia than in South Australia, which, with the enormous turnover, makes a very considerable difference

The difficulty of building up a trade with Java is also stressed :—

888. Do you know 1f Western Australia 1s ondeavouring to open up warkets with Java and the Far East ¥—I
do. I have had one of our own staff in Java for some considerable tune.

889, Is it & faot that the American people are endeavouring to nurse that trade #—VYes.

890. What products have we to ship from Western Austraha 1—My company ships to Java such produce as
potatoes, onions, and mostly fruit—apples, grapes, and oranges, and sometimes pears,

891, In your competition with America 18 it 'y that you should have equal freight facilities #—Certanly,
if we can got them. We have to compete in the same market, and get the same price.

. The fact that there is no competition in existence in regard to interstate shipping freights
is also brought forward :—

- 902, In your negotiations for the purchase of material on behalf of your shareholders, have you obtained any
darect knowledge that 1f it were not for the Navigation Act you might possibly get the wire and machinery at @ less
o0ost 1—We are quoted a price for wire on board & ship that is available and is permitted to carry it. No matter from
what line you got & quotation, the quotation is exactly the same, and you are naturally led to beheve that that is arrived
at by combination. The boats that are permitted to carry i~ “ave a definite agreement as to the rate of freight.

F.18346.—3
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905 You have not direct evidence that the Navigation Act has been detrimental to Western A —
I am giving evidence that the rates of freight charged by boats run under the Navigation Act, for ? slf:rt jl;;?xﬁl; :re
more than those charged by boats not governed by the Navigation Act for three times the distance. ’

The same witness also shows how Western Australia is at a disadvantage because in that
State there is no great local market :—
974, . .~ .+ .+ . . That local market was an extraordinary valuable factor
Western Australia we capnot earn pence if we grow stuff for the local marl:zt, and if our cost f:; ;:dgzzi%l;%;:ﬁ nf):
permit us to sell at a profit overseas wy will have no chance to live.
976. Practically all your busi 18 done overseas —Oh, no ; we do & considerable interstate business. We
have, unfortunately, to buy an enormous amount of stuff in the eastern States, and that is where our cost of production

is raised,

. The fact that the Navigation Act gives no benefit to the producer, while it forees him to pay
for it, and penalizes him in his competition with the producers of other countries, is also brought
forward by the same witness :—

1016. Would you expect the Australian ship-owners, paying very high rates of wages, to compete against them
~~That question hits the vital principle. If certain conditions have to be observed in Auatraha.'unl:ier tlfe llill':vig:tl::)n
Act, it would be perfectly unfair to give an advantage to some one who has not to comply with those conditions. You
could not expeot it. It has the effect of penalizing the producing community of this State in regard to something from
which they derive no advantage.

1017. If you were called upon by the laws of your country to pay a certain running cost on the material which
you purchase or the labour which you employ, you could not possibly cornpete with somebody who can carry on st
lower rates —Certainly not. Unfortunately, the wheat-grower in Australa is, by those Acts of which you have spoken,
forced to do what you tell me it is not right that he should do. He has to sell his goods in competition with people
who are not similarly forced.

Further evidence as to the higher cost in Western Australia of the requisites for production
was furnished by a representative of the Primary Producers’ Association of Western Australia,
who quoted the following examples :—

Walter Sutchffe, General Secretary, Primary Producers Association of Western Australa.
An agricultural machine offered for sale in Melbourne at £105, costs the Western Australian farmer £121, or s

handicap of £16 in this case on the Western Australian farmer.

Further, as showing the high interstate shipping freights, it may be mentioned that fencing wire, which can be
imported from England or Néw York at 38s. per ton, costs 42s. 6d. per ton to bring from Newcastle to Fremantle.

That interstate freights are excessive is stated by Mr. S. McKay, Works Manager of the
firm of H. V. McKay Limited (Sunshine Harvester Works). This firm does a great amount of
shipping, and the freights of their manufactured articles are nearly all borne by the primary
producer :—

“ Would you regard the coastwise freights as exorbitant #—Yes; we feel that they are
exorbitant. Ti e cost of conveying our goods from one port to another is certainly very excessive.
To bring coke from Queensland to Melbourne costs 33s. per ton.”

“ Would that be coke produced in Queensland *—Yes ;» coke from the Brisbane Gasworks.
On smelting coke from New South Wales the freight is about 22s. dead weight, which we regard as
very excessive.”

This witness also stated :— We do not like the idea of charging more for machinery in
. Western Australia than we charge in Victoria, but we are compelled to do so on account of the
extra cost of getting the machinery over there.”

The Mining Association of Western Australia also makes the following assertion :—

The general effect; of the protectave policy of the Federal Government, functioning through the Customs in the
first place, and the Arbitration Courts in the second place, has been to so completely paralyze the mining industry that
thera is, for all practical purposes, no base metal industry existing requiring the services of interstate shipping.
Experience has also proved to those formerly engaged 1n this industry that the cost of smelting 1n the eastern States,
based, a8 1t must be, upon s cost of living which reflects the incidence of taxation through the Customs House, makes
the shipment of ores to smelters in New South Wales and South Australia an unremunerative business

The Mining Association has, therefore, for other reasons, been able to take a detached view of the operation of
the navigation laws of the Commonwealth, but nevertheless feels that if its own particular industry had not been killed
and buried several years ago, 1t would have been regarding the Navigation, Act ss another nail in the coffin of what
should be & very Sourishing and important primary industry in Western Australia.

. (b) TeE TmMBER INDUSTRY.
The chief complaints against the shipping services in relation to the Western Australian
interstate timber trade are :—
1. High freights on timber.
2. Irregular service and insufficient space.
3. Monopoly of interstate shipping companies.
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L. High Preights on Timber.—The following table shows the rise in timber freight from
Fremantle to Adelaide for the past 15 years :—

Date. . Preight Rate.

21st August, 1909 . .. 16s. pér load of 50 cubic feet

3rd June, 1914 - .. 21s. per load of 50 cubic fest
18th September, 1918 .. oo 208 g}d. per load of 50 cubic feet
6th October, 1919 . .. 32s, 10d. per load of 50 cubic feet
29th April, 1920 . .. 389. 5d. per load of 50 cubi¢ feet
10th April, 1922 e .. 3ls, 6d. per load of 50 cubic feet”
6th April, 1923 - «. 35s. 5d. per load of 50 cubic feet

It is contended by represeutatives of the timber industry that these freights are adding so
nuch to the cost of timber sent to the eastern States that timber produced in these States is so
much che:ger; consequently, the demand for Western Australian timber is not so great. For
example, the following is taken from the evidence of the Manager of the State saw-mills :—

D. G. Humphries, General Manager, State Saw-nlls, Western Australia.

47. What effect have high freights on timber from this State to the eastern States in competition with timber
from other ocountries $-—They effect the price in the other States, and naturally we are not selling the quantity which
we would sell i the freight rate was lower.

85. Do you attribute the rise to the Navigation Aot 3—1I do. .

. .86, Do you think the reduction in the output of the mills has been due to the high freight +—When we were
agitating for the reduction in 1932, overseas steamers could be charteted at a cheaper rate than we weres paying interstate
companiss, Many mills were closed down because they could not get orders at & paysble price.

. 89, In your opinion the Navigation Act is interfering with the development of the saw-milling industry ¥—It
is interforing with our tzade. 'We oould do more business in the East if we could get & lower freight, which would enable
us to quote & lower price.

.. Itis also contended IK the timber industry represontatives that these high freights remain

high owing to the effect of the Navigation Act ; for example, the manager of the State saw-mills
further states :—

101, Another statement you make is that you are being ruined owing to the operation of the Navigation Act 1

©8,

102. You say the Aot had the effect of increasing freights on the coast 9—Yes.

. 103. Has not the action of the ship-owners increased freights +—If we hud not had the Navigation Act at this
pertioular time we could have chartered steamers overseas at very much lower freights, got rid of our accumulation,
satisfied our oustomers, snd kept cur trade together. We wers not able to do that.

141, Will you explain to the Commission in what way the Navigation Act has inoreased freights and prices on
the coast #—Perhaps when I said it increased freights I was not exactly correst. 1t keeps freights at a higher lovel
than they are obtainable outaide,

2. Irvegular service and snsufficient space.—Xt was asserted that the shipping of imber to
eastern States has been often held up so long that the saw-millers have been unable to fulfil con-
traots ; that not only are there i cient vessels calling for timber, but when they do call the
allotment to each company is small compared with the amount of timber waiting to be shipped.

' The following is extracted from the evidence of the manager of the State saw-mills :—
Has there been sny period when you have a lot of timber for which you have orders and it wos laid up in this
Stete 1—Yea, especially at this particular period about which I was writing (Jane, 1923). There have been other periods,
but I cannot recollect the dates. In 1920, two years aiter the condlusion of the war, there were big accumulations of
Bmber which we could not shift for many months, In some cases the orders were cancelled and imported timbers
were purchased in their stead.

. 50. Would that be a considerable quantity 3—There Were big quantities at that particular time. Everybody
was in the same boat. Most of the timber companies bad contracts, but eould not get their timber away on acoount
of the shortage of shipping space.

b1, Could you tell the Commission how frequently you were unabls to fulfil orders —At that particular time
the shortage of timber extended over some months, In the partioular instance to which I refer, we loaded a steamer
iz May for Adelade and Melbourne, snd the next opportunity afforded ns was in Angust, by the Ashridge.

109, There was a period when you could not get your eargo shifted +—Yes,

110, That was about last May or June +—Yes. We made no shipment from May to August.

111. Was that owing to the refusal of the shipping companies to carry your freights or owing to the Act +—
¥ pleaded for space on the Woobarsndme,mdminformodﬁhnloouldm{ogetthespsoenithndbeensllaebod.

::2. g;wmlﬁhMy 1—1I was refused spaos in the Woolgar in July and in the Junee in June.

3. refused you t-—— interstat i

s thoss mullowz;. -We rang up the ¥ to the companies and were told that the space

114. Did you apply for sccommodation in Mxy $—In May we loaded & lot of timber on a veasal called the Fren

115, You had plenty of sccommodation +—No, not plenty.
plenty.
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. This evidence is borne out by that of the manager of Millars’ Timber Company, who states
the following :— ’

N. Temperley, Monager of Mallars’ Tunber and Trading Company, Perth.

225. You have not the space which you had before the Navigation Act operated #—Prior to 1914, the space
was adequate for our requirements. ’

226. You did not have stocks of timber held up unduly, as have to-day ?2— i iti
we are in to-day ; we never had such an socumu]ation}.? ¥, 28 you have to-day 2—We wore nover in the position

227. How do you anticipate disposing of the differcnce between that which you have to shup and that which
the companes are prepared to take 2—1 suppose we shall havo to pay more money, and get special steamers to take it.

.8 Monopqzy of the Interstate Shipping Companies.—With regard to the complaint that the
shipping companies have a monopoly of timber SEace from Western Australia to the eastern States,
the position was revealed very clearly in the light of the following circumstances.

It was found by the timber industry that it could not continue to pay the high freights to
the eastern States; and mills were beginning to close. The timber industry made representations
to the shipping companies that a reduction of 20 per cent. was necessary. The shipping com-
panies offered a reduction of 10 per cent. and refused to reduce any lower. The timber industry
Tepresentatives then communicated with Messts. Scott Fell and Company of Sydney, who are
outside the Shipping Federation, and who agreed to carry timber from Western Australia to the
eastern States at a 20 per cent. reduction on existing freights. As soon as the Shipping Federation
heard of this, they decreased their freight by 20 per cent., and this was satisfactory to the timber
industry. Scott ell and Company did not come into the trade, and when it was evident that
that firm was not going to compete, the Shipping Federation raised the timber freights by 10 per
cent. The timber industry again opened negotiations with Messrs. Seott Fell and Company, and
an arrangement was being made for that firm to carry timber at the 20 per cent. reguction in
freight, when the Federated Shipping Companies threatened the sawmilling companies with
practically a “ boycott ** if they patronized Scott Fell and Company’s steamers. It is stated that
negotiations again fell through on account of the coal strike. .

4 Dealing with the same matter, the manager of the State Saw-mills gave the following
evidence :—

e 1?82.N You were threatened with certain dire consequences. Have you any correspondence dealing with that
matter #—No.

183. Have you any objection to giving us the name of the person who informed you of what would happen to
you *--No, I have not. It was Mr. J. Downer. I think he 1s the ger of the Adelaide St hip Company 1n
Western Australia.

184, What did he say to you $—He told me that I was flirting with Scott Fell and Company, and that the
interstate companies were 1n a much better position than Scott Fell and Company to hft the timber ; that I bad to
recollect that if I was leftby Scott Fell and Company I might find that the interstate steamers were booked up, and
would have consmderable trouble in getting my timber away. =

185, Do you hink that that was bluff, or was he 10 & position to give effect to it #—I believe at that particular
time he would have lone it if he could. We could not get freight in tho Junee and the Woolgar afterwards.

186. You thivk that that was a fulfilment of Ius threat ?—It appeared to me to be so.

The Honorable W. Scott Fell in his evidence also bears out the above statements :—

Willam Scott Fell, Ship-owner, Shipping Agent, and Codl Ezporter, Sydney.
12569. 1 presume that you are aware of the fact that certan evidence was given 1 Western Australia as to
the State Timber Mlls having approached you with regard to timber freights +—I have heard about that evidence.
12570, Do you remember beng approached by the State Trmber Mils in Western Australia in that connexion ?
—Yes, and I have carried tamber for them, As a matter of fact, I am carrying some timber for them within the next
w da; .

y1'82571. Were you able to reduce freights below the rates charged by the st 3 of the Federation 2—1I think
that I charged a httle less.

12572, Are you & member of the Federation —No.

12573. You are on your own #—Yes.

12574. When you reduced the freight rates for the State Timber Mulls in Western Austraha did the steamers
of the Federation also reduce the freight rates 7—I believe that they did do so ; that 1s the Little method they have of
trymg to kill opposition.

The truth of the foregoing circumstances is also borne out by the general manager of Millars®
Timber and Trading Company, whose evidence reads as follows :—

909, You have wtamated in a letter that you wrote to me as Chairman of this Commission on the 20th 1nst.,
that you desire to place before the Com some information regarding the shortage of steamer space to the castern
States. Wil you now jcate that information to the Commussion !—The chuef point I want to put before the
Commussion is this—the principal complaint that we have regarding the operation of the Navigation Act 28 it affects the
tumber industry generally, and Millars’ trade in particular, 1s that we are entirely in the hands of tho associated shipping
companics ; that is to say, if there is a fluctuation in trade which demands more space than they can provide we have
n0 alternative—we cannob go to any other quarter to secure shipping space. At present we have a very large
acoumulation of timber in Western Australia which requires to be shipped to the eastern States, and the regular steamers
of the coastal companies ot Lft our i diate req ts. We are really in the position that we have to sit down
and wait untl they can do so.
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Your Commissioners find that the interstate export timber industry of Western Australia
is affected by the operation of the coastal trading provisions of the Navigation Act, and that the
position, so far as rates and service are concerned, has shown little improvement since the War
and control period. Freights on timber were in 1923 70 per cent. higher than those paid in 1914.
The Act, by giving & virtual monopoly to “ licensed ” ships, places the Shipping Federation in a
position under the Act to retain war  control  conditions, high rates of [reight, and limited service,
while your Commissioners feel that in order to develop industry, the tendency should be to return
as far as possible to pre-war conditions. Onply very feeble competition is brought to bear upon
the Shipping Federation, which practically controls the shipping of Australia.

(c) TuE RESTRICTED SHIPPING FACILITIES OF ALBANY.

The port of Albeny is the natural geographical zone which should serve an area with a
population of about 20,000 people.

Before-the Great War there was regular weekly service by interstate vessels (in addition to
the regular White Star Liners and casual steamers), which carried passengers and cargo to the
eastern States. During the war this service was curtailed, and after the war, instead of getting
the same service as before, or a service anything approaching it, Albany received a three-weekly
service. At present the monthly service consists of the Katoomba, which carries passengers and
cargo, and one irregular cargo vessel. The evidence shows clearly that the cargo service is by no
means a regular service, and that during the last two years as much as 35 days, and sometimes 66
days, have elapsed between the calling of interstate steamers. This service is the only practical
means by which cargo can be brought from the eastern States.

The people of Albany contend that this service is totally inadequate for their requirements.
* The Shipping Companies state that there is not sufficient trade to warrant a more frequent service.

The fact remains that before the war, when the interstate companies had compe-
tition, one boat, carrying passengers and cargo, arrived at Albany from the eastern States on
Tuesday of each week andp proceeded to Fremantle, and returned each Sunday en roule to the
eastern States, picking up passengers only at Albany. -In addition, another vessel arrived at Albany
on the way to Fremantle from eastern States towards the end of each week, carrying passengers
and cargo, and returned via Albany with cargo and passengers during the following week.

Now that the competition is eliminated by reason of the restrictions imposed by the Navi-
gation Act, it would appear that the interstate companies are taking advantage of the fact that
they have a monopoly, and have ignored the requirements of the port of Albany to such an extent
that the trade of that port has declined. Probably the trade of Alga.ny at present does not warrant
a more frequent service than it receives when regarded from the point of view of immediate profit,
but it is contended by the people of Albany that the deplorable decline in trade at that port has
been brought about by the interstate companies refusing to provide an adequate and regular service
immediately after the Government control ceased, with the result that the trade has been largely
diverted to Fremantle,

An irregular service is entirely unsatisfactory for any port. In the case of Albany a fair
trade was done by the merchants there with Katanning, Wagin, and other inland towns, because
Albany is their natural port and direct market. But owing to the irregular service to Albany, the
business people in these places can no longer depend on Albany for supplies, and the consequence
is that the greater portion of their business is now done with Fremantle, at greater cost to them on
account of extra railage.

Another example of the efiect of an irregular service is instanced by witnesses in giving
evidence concerning wire netting, barbed wire, and ordinary wire. The Australian supply comes
f:fozllgewcastle. The following is an extract from the evidence of a Customs and shipping agent
of Albany :— .

F. L. Williams, President of the Albany Chamber of Commerce.

4034. Do you say that you are not able to get sufficient quantities of wire —The ehipping facilities are not all
that they might be. We have had no boat leaving Newcastle for just on three months, consequently we have not been
able to get our supplies, The business has gone through Fremantle, where the merchants can draw their supplies weekly
from Newcastle, Sydney, or oversea ports. They are sending the wire down to our back door as far as Mt. Barker.
Ono man wrote to the paper asking why he could not get supplies of fencing material through Albany. The reason is
that Fremantle can land goods very frequently, while the man in Albany can land them only at long intervals. The
Fremautle man, therefore, can sell more cheaply. The trade is being centralized in Fremantle, malang the purchasing
power of those men such that they can command better prices and torms from the manufact The wholesal h
in Albany 15 being piaved outside the realm in which he should be able to do business,
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The following extract from the evidence of the same witness shows that the export of primary
products is also handicapped :— .

4053, Do any of the farmers have to send their produce by rail to Fremantle to catch the Eastern States boat

because of the lack of shipping here I—This year one shipment of fruit for Adelaide had to be railed from Mount Barker

to Fremantle to pick up the boat there, because the ssiling from Albany did not fit in with the seller’s contraoct in regard
to_the delivery of the fruit.

4054. What would be the difference between the rail freight and water carriage —1I understand it is about 73d.
per case higher by rail.

4055. And it is & very great inconvenience to send the fruit by rail 3—If it happens to be hot weather it is almost
a calamity, The shipment to which I refer was made two months ago, If it had to be made to-day I think they would

sooner cancel the contract than take the risk of shipping the fruit out of cool store a distance of 340 miles in a truck,
allowing it to lie in Fremantle a couplo of days before being put on board.

4056. Then the fruit-growing industry is suffering besause of the lack of shipping' from this port 3—This year
it bas suffered to some extent.

4057. If the fruit-growing area continues to increase its outpu, and the shipping facilities do not improve,
the industry will be still further hampered §—Particularly if we can obtain a market in the eastern States. This year
theri has been a big market, but we have pot been able to get the boats which would enable us to avail ourselves of that
market,

A further disadvantage which the infrequent and irregular services entails to the Albany
merchant is that in ordering supplies it is necessary to estimate what a month’s requirements of
goods will be, and to order accordingly. If he under-estimates he cannot continue to supply his
customers until the next boat arrives, and if he over-estimates he may lose money owing to a
drop in price of some commodity. In any case, he would be required to finance greater stocks than
he would if he had a regular and frequent service. The following extract from the evidence taken
at Albany is a case in point :—

L. 8. Barnett, Business Manager, Albany.

4177, . . . . . . . . Tt was announced in the press that a drop was to take place in sugar as from the
15th. Our supplies would have been shipped on 13th. That meant that we would have had a montl’s supply of the
higher priced sugar, We had to take it, If we cannot supply sugar to the people m the countzry we mght as well go
out of business.

4178. Did not that actually happen when the other change 1 suger took place I—It did. Unfortunately we
bed to pay £180 excess on & consignment of sugar as the result of the rise taking place when it did,

After having heard the evidence tendered by the people of the district, your Commissioners
are of the opinion that it shows how an infrequent and irregular transport service will retard the
development of a district. .

For many years prior to the war, Albany appears to have enjoyed a regular and efficient
service at least once a week. This in itself created certain useful eraployment within the town
of Albany, as well as adequately serving the district, To-day it is stated that the population of
the district has increased by 25 per cent. since 1911; due largely to the’land settlement policy of
Western Australia. Small producers, as well as large ones, are anxious to gleSfatch their produce
to markets when they have been prepared. But from the evidence given it is clear that little other
than the making of the steamship service pay has actuated the shipping companies in supplying
the service which Albany now receives. . .

It should be stated that the Trans-Australian Railway has taken a considerable portion of
the passenger traffic from this, as well as from other ports, of Western Australia.

It is clear, however, to your Commissioners, that unless a sufficiently regular and frequent
service is given, it will be very cgﬁicu]t for this fertile district, which possesses an excellent harbour,
to develop. .

Stgps should be taken to arrest this decline, particulaxly as a representative of the Interstate
Shipping Companies stated that they (the companies) were the arbiters as to what should be an
adequate and efficient service for ang ort. . . .

Further, as Albany is about 300 miles distant from the Trans-Australian Railway, it con-
stitutes 2 great hardship for residents of the district of Albany, intending to journey to the Eastern

* States, to be debarred from travelling by other than boats licensed under the Navigation Act, The
extra journey entailed from Albany to Perth adds considerably to the cost, as well as the discomfort
of the journey; and in view of the peculiar geograghlcal position of Albany, which places it on the
route of oversea steamers, and leaves it over 300 miles from the Tl:ans-Contlnental Railway, it
must be patent that the coastal provisions of the Act are a serious disadvantage to the whole of
the Albany district. -

(¢) Tae RESTRICTED SHIPPING FACILITIES OF GERALDION.

Your Commission, during its sitting at Geraldton (Western Australia), had evidence placed
before it that the trade of that port had showed serious retrogression. This was partly attributed
to the fact that the Murchison gold fields, which required considerable machinery and stores had,
during recent years, greatly declined. It was er shown that the harbour dues charged at
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this port constituted a considerable handicap on shipping as against railway facilities, and that as
& Tesult, much of the trade that was previously conducted between Fremantle and Geraldton, now
pesses over the Midland Railway Company’s line to Perth, there being very little difference between
the freights charged, while the handling costs on the railway are much Jess.

This i not the only instance that your Commijssioners have been informed that whege rail-
way service is in competition with shipping, owing to the increased freight rates and the irregu-
larity of the shipping service, the traffic has reverted to the railway. With regard to the
irregularity of service, the following is from the evidence taken ab Geraldton :—

Frank Green, Merchant, Geraldion. .
3285. You have no complsint sgainst the Federal Navigation Act; you do not think it is hampering you *—
It bas bampered us this far, in thet the boats come here and bring no cargo.  Very often when I have cargo from overseas
T have to wait & month or six weeks before it arrives here. The documents arrive in Fremantle through the bank a.nd
you have to take them up or payinterest. I have waited as long as six weeks or two months for the goods to arrive

3 (zernldbon ; although there have been two or three ships which have called in, they have not been allowed to bring
B cargo,

To give some idea of the falling off of the port of Geraldton, the following evidence by a
Stevedore, Forwarding, Customs and Commission Xgent, is given :—

7. . ... .. L. In 1917 the wages for the men on the jetty were 1. 9d. per honr, ordinary time.
My wages for that twelve months, to the lumpers, amounted to £4,946. In 1921 the rate was 2s. 9d. per hour, and I
puid & total of £1,819 in wages. Tn 1922 I paid £2,237 on the same rate. The ships which arrived in 1913 numbered.
198, and in 1922 the number had dropped to 72. Up to the present date this year (4th October) 57 ships have arrived.

The exemption which spplies to certain boats on the North-west of Western Australia
dots not apply between the ports of Fremantle and Geraldton.

Your Commissioners are of the opinion that the Navigation Act, which increased freights
and brought about irregularity of service, gave the railways an opportunity to secure the bulk of
the trade, with the result that the port has declined. If the Act did not apply to Geraldton, there
is little doubt that the “ permit ** boats would go there to try and secure what business there is
offering, and to build up greater trade, in the same way in which they have built up trade at the
ports north of Geraldton, where they are allowed “ permits.”

(¢) “ PerMzrs ” GRANTED TO CERTAIN VESSELS TRADING ON THE NORTH-WEST
CoasT oF WESTERN AUSTRALIA.

The question of the ** permits * granted under Section 286 of the Navigation Act to certain
vessels trading between Fremantle and Singapore has been raised so often during the course of
this inquiry, thet Your Commissioners consider it necessary to deal separately with the question,

The vessels to which permits have been granted are as follows :—s.s. Gascoyne, 3,850 tons
gross ; 8.8. Gorgon, 2,886 tons gross ; s.8. Minderoo, 2,720 tons gross ; and s.s, Charon, 2,681 tons.

. The service between Fremantle, the North-western Ports of Australia, and Singapore
was established in the year-1883 by the West Australian Steamship Company, with a steamer of
700 tons gross register. In 1886 the West Auvstralian Steam Navigation Company was formed,
and built the s.8. dustralind, 1,000 tons gross register. This vessel was, at that time, one of the
la.rgest and most up-to-date boats on the Australian coast. Other vessels came into the trade,
and the number has gradually increased until the present service consists of the s.s. Gorgon and
a.8. Charon, belonging to the Ocean Steamship Company, and the s.s. Gascoyne and s.s. Minderoo,
belonging to the West Australian Steam Navigation Company. These four vessels maintain a
regular service from Fremantle to Singapore, calling at Geraldpbon, Carnarvon, Onslow, Point Samson,
Port Hedland, Broome, and Derby on the West Australian coast, and Java ports.

These steamers have good passenger accommodation, and carry monthly an average of
980 tons of cargo for discharge at various North-west ports. On the southern voyage they carry
during the year about 9,000 bullocks and 20,000 sheep for butchering for the metropﬁitan market.
In addition, from Derby to Singapore each voyage, they lift from 150 to 200 bullocks and about
1,500 sheep for the Singapore market. They also carry regular consignments of sandalwood,
flour, fruit, chaff, oats, hay, potatoes, and beer, &o., to Java and Singapore, and pearl-shell, wool,
and ore for transhipment to %luropea.n ports.

The personnel of these ships consists of white commanders, officers, and pursers, with coloured’
crews,

These four vessels trade between the North-western ports of Australia by virtue of a
“ permit * granted under Section 236 of the Navigation Act.
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In 1911, the State Government of Western Australia established a service on the North-west
coast, to carry cargo and passengers, as well as live stock. This service consists of two boats,
the Kangaroo, 2,700 tons nett, oil driven, and the s.s. Bambra, 1,844 tons nett. The Kangaroo
hgs 300 tons of insulated space, and trades, in addition to the North-west ports, with Java and
Singapore. “The Bambra trades from Fremantle to Darwin, but it is the general opinion, and also
the opinion of the State Shipping Service, that she is most unsuitable for that trade. ;

The State Service is run at a considerable direct loss, but it is admitted even by the manager
of Dalgety and Company, agents for the “ permit, > ships, that the Kangaroo is necessary for the
Java and Singapore trade.

Duzing the 40 years since the establishment of the service by the private companies, these
vessels carrying coloured crews have given a regular and for the most part efficient service on the
North-west Coast, and have, at the same time, developed a very necessary reciprocal trade with
Java and Singapore.

The eyidenc;s of those persons most vitally interested in the development of the north-west
of Australia was unanimous in the opinion that it would be disastrous to take away the * permits ”
from these boats.

If these “ permits ” were terminated, it is very doubtful whether the boats would continue
to trade with the north-west ports, and from the evidence it seems fairly certain that this line would
trade, if at all, direct from Fremantle to Java and Singapore.

The manager of the State Shipping Service, who views the matter dispassionately in spite
of the fact that these * permit ” vessels are his competitors, stated :—

8. 8. Glyde, Manager of the State Skypping Service of Western Australia,
856. Would you suggest cutting out the permits from those ships %—Only assuming that others will come in
and put ships on the coast. Looked at from the point of view of the State, you cannot cut out the permits until somebody
else is ready to take up the job.

The president of the Pastoralists’ Association of Western Australia, in his evidence,

states :— .

The opinion of the pastoralists concerning the operations of the Navigation Act is that it is 20 years before its
tin:;. ;Ne hold that a young country, small in population and small in trade, should be allowed all the freedom possible
to develop.

Wg claim that the people should be given every facility to move from one State to another, every facility to move
their goods or produce in the quickest and cheapest , to help us to develop our resources.

To inflict the Navigation Act on our north-west coast would be such a hardship that settlers would seriously -
wonder what they had done to deserve it. ;

The early days of the settlers in the north were hard enough and difficult enough, and now that facilities are being
provided we do not want to see them abolished by the infliction of the Navigation Act.

Even to-day, shipping companies hardly know where they are, as I understand thet the exemption granted can
be rescinded by six months’ notice. If the Government would say definitely that our coast would be exempt for ten
years and then the matter be reconsidered, it is quite likely we would have faster and better boats on our coast.

‘Western Australia has such a long coast-line, and the Navigation Act would be a greater handicap upon us than
upon any other State. If the Navigation Act is enforced on our coast, the ships which are now exempt would immediately
leave us.
The State-owned boats are reported to have lost £78,000 on last year’s operations. A private company could
not afford this, and would necessarily have to cease running or vastly increase their charges, to the great detriment
of the people they are now serving and those who contemplate assisting in the development of our northern areas.

Mr. R. H. Underwood, a member of the State Parliament of Western Australia, represent-
ing a North-western Division, appearing before the Commissioners to express the views of all the
Members of the State Parliament from North-west constituencies, stated the following during
his evidence :— >

2714, You are of the opinion that if the exemption now granted were removed 1t would affect detrimentally
the development of the north-west #—Yes. The statement of Mr. Glyde, Manager, State Shipping Service, that he
‘could do that work with two ships is, in my opinion, incorrect. There is too much work for two ships.

2718. I the other boats were cut out, there would be no development of the trade with Java —The Singapore

boats would then trade with Fremantle direct to Singapore, and all the products from the north-west coast would have
to be brought south to Fremantle, itating additional handling charges. .

The Whim Creek Progress League made the following statement :—

i the Navigation Act be applied to this coast, it seems certain that unless other steps are also taken the ships
now serving this coast and trading with Singapore will cease running.

Thet this would be a disastrous thing for the north-west is certain, and, presumably, not denied. The progress
of settlement in the north has been extremely alow at all times. It has been entarely stagnant or retrogressive for years.
If the main means of communication and of trading with the outside world are to be removed the result is obvious.

To apply the Act here, therefore, would not create work for white seamen. It would destroy employment for
white men on land, and would injure everyone having interests here and ruin some. It would not only prevent cxpansion
of enterprise, but would destroy part of the established industries. Mining in particular, already burdened by costly

transport, would be set back still further.

v
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When the application for permits for these * black ” vessels was made, such application

received the support of the Government of Western Australia, and the Interstate Shipping
Companies stated that they raised no objection to the permits being granted.

The only objections now raised to the permits being continued are from the industrial
organizations. ~The secretary of the Fremantle District Council of the Australian Labour Party
stated the following in his evidence as one of the chief grounds of objection :—

2168. . . . . . . . ‘We view the position in this way-——that while the boats manned by white labour
were trading on that coast, the provisioning, the victualling, the supplying of coal, and all that kind of thing was done
in this State, and provided quite & large amount of employment, with the result that a great deal of money circulated
in the State. The exempted boats, generally speaking, obtain all their supplies cutaide the State, thus minimizing
opportunities for employment and trading generally, which would be created by boats manned by white labour.

The same witness also stated :—

2340, You would like to see men working in those mines 3—Certainly, The exempted boats get their supplies
of coal from Singapore.

Your Commissioners are satisfied that neither of these statements are true, and that the
coaling and victuslling of the “ permit ** ships is done for the greater part and as far as possible
in Western Australia. -

Your Commissioners,. after closely examining the position in the North-West of Western
Australia, taking into consideration its semi-developed condition, and its long coast-line and its
vast areas, are of the opinion that the  permits * under Section 286 of the Navigation Act should
be continued indefinitely, so long as the coastal trading provisions of the Act remain law.

The development of this portion of Australia has always been a difficult problem, and any
derangement of its coastal service, in view of the fact that it has no railway service, would
undoubtedly have the effect of retarding its development. The present service is so arranged
that it develops not only the North-West Coast, but creates & very helpful reciprocal trade with
Java, Singapore, and the Dutch East Indies, which trade is highly essential to the development
of Western Australia.

(f) Tee Errecr or THE NAvIGATION ACT ON THE WHALING INDUSTRY.

Your Commissioners investigated the case of the North-West Australian Whaling Company,
and found therein ground for complaint against high freights, and the effect of the application of
the Navigation Act to this industry.

The North-West Australian Whaling Company is a new Company, purely Australian, which
opexates between Carnarvon and Onslow. ~The supply of whales is ample at seasons of the year,

and the Company is said to be capable of supplying at least the whole of the Australian demand
for whale oil.

In 1916, three Norwegian Companies began operations on the Western Australian coast.
Th:g 'withdrew owing to War conditions and this Australian company was formed, which, in view
of the withdrawal of the previous companies, needed every possible assistance.

R Owing to high freiihts on interstate vessels, the company decided to send their 1922 output
to England, and chartered a sailing ship to bring out empty drums for the oil, and take them back
full to England. The residue of the whales after extracting the oil was converted into fertilizer,
amounting to about 280 tons. When the sailing ship arrived at the whaling station, it was found
that she required about 400 tons as ballast in addition to the cargo and oil. The company asked
E.e;'mlssxon to ship this fertilizer as far as Fremantle or Bunbury, discharge it there, and take timber

m there to England with the balance of the available space. This request was refused, as it
meant that teking fertilizer as ballast would amount to  trading on the coast.” The vessel, there-
fore, loaded with 400 tons of sand as ballast.

. Your Commissioners have no hesitation in pointing out that in this case the effect of the
Navigation Act on & striving and deserving industry was pernicious, and the administration of
the Act was too stringent ; it had a serious effect upon the development of this particular industry

With regard to the effect of high freights on this industry, the followi id i
by the Mange o e Company :_g g industry, the following evidence was given

4616. Did you find that an excessive charge was made to carry that fertilizar down 1—1It all depends on what
you call an excessive chargo. Ihad to pay £1 a ton, whichisr ble from an Austrahan point of viewP::ving regard
to the fact that the ship-owners have to pay abnormal rates of wages and overtime ; and if they use their seamen as
stevedores, as they do,on this coast north of certain ports, not only do they pay them the seamen’s wages, but they have
to pay them lumpers’ wages, even if they work within the eight hours,, That happens at ports hke Poynt Cloates,
where there are no lumpers. Al that reacts on the freight. I will give you an illustration of that. I have just sent the
Kurnalps up to the whaling station with a number of empty oil casks. She has to bring back a consignment of 150 tons,
plus as many oil oasks as she can get filled within a certain period. She cannot stay there very long owing to the wages
they bave to pay theirmen, Xam paying her 3s. for each cask she carries up. I pay the Harbor Trust 1. on each cask.
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I pay 4s. per cask when I purchase them. Six casks go to the ton. That means that it is costing me £2 8s. a ton. When
I send them up on the ship they charge me measurement rates. I can send the oil diroct from there to England at a
less rate that from Pomt Cloates to Fremantle. Then I have to compete in the open market. You will understand
therefore that we are working under a very considerable handicap May I use one more illustration, When I chartered
the sailing ship she had quite a number of empty oil drums in which to take the oil to England. She had a couple of
hundred excess drums which she landed. There was no upward freight to pay on those. I brought them down to
Fremantle. Then I inquired where I could best dispose of this oil. I found that the freight to London or Liverpool
was £4 per ton dead weight, and from Fremantle to Melbourne it was 45s per ton measurement. I want to impress
upon you that this was a most favorable opportunity for me to ship, because the drums were up there and I had nothing
_ to pay to sonvey them. Nevertheless it paid my company better to send that oil to Great Britain than to Melbourne.

PART VIIL—THE SHIPPING COMPANIES OF AUSTRALIA.
(a) Trem RerATIONSHIP To THE OVERSEAS COMBINE.

Your Commissioners have already made the bare statement in Part I. of this Report, that
while the primary objective of the Navigation Act was to build up an Australian Mercantile Marine,
the Act has failed in its purpose, and the Australasian Steamship Owners’ Federation are practically
part and parcel of the great English Shipping Combine. Some explanation of this statement
18 Decessary. ‘

It is well known that almost the whole of the overseas shipping of England is in the hands
of the shipping combine known as the * Inchcape Group,” of which the head is Lord Incheape.
There is no secret about this fact, and it is not for one moment asserted that there is anythmg
sinister in this combine. In fact, the combine is openly defended in the United Kingdom, for it is
claimed that this shipping monopoly eliminates waste, and instead of one English company fighting

_another, they are combined to compete with foreign shipping. This, it is claimed, is the patriotic
aim of the Inchcape Combine. With the same motives, in order not to waste ships and money in
. competing with the Australian companies, the English combine has chosen the easier way, and
acquired controlling interests in almost every Australian company. Thus we find that the
AUSN. Company is a subsidiary company of the British India 8.N. Company, over which
Lord Incheape has control. The Mecllwraith, McEacharn Line is also an English company,
_the majority of the shares being held in England. Burns, Philp, and Company are an Inchcape
company, The Union Steamship Company is also controlled by Lord Inchcape, and this company,
with Huddart Parker and Company, control the Tasmanian Steamships Pty. Ltd., while the
Huddart Parker Company has ‘a large interest in the Melbourne Steamship Company. The firm
of W. Holyman and Sons Ltd. (Ship-owners) is also controlled by the Union Steamship
Company, and Huddart Patker and Company. The firm of McDonald, Hamilton, and Co. is
also owned by British interests, and the largest shareholders have large interests in Burns, Philp,
and Co. and the P. and 0. Company, both Inchcape Companies. '

This bris g8 us to the position that seeing that our Navigation Act has failed to build up
an Australian }‘ercantile Marine, we are saddling the whole of Australia with the expense of the
Naviga:gm Act, which only benefits & comparatively few seamen, a number of whom have been
attracted to the Anstralian coastal ships on account of the higher wages.

Therefore, in the opinion of Your Commissioners, the only practical use which the Act has,
is to prevent foreign shipping competition in Australian waters, and, in view of this fact, your
Conmissioners suggest that the Commonwealth Government should enter into negotiations with
the British Government with a view to evolving by mutual agreement an Empire Navigation
Act., Such Act to contain similar conditions (manning, wages, wireless, &c.) to preserve the
coastal shipping of Australia to the mercantile marine- of the British Empire.

(b) TaEIR RELATIONSHIP TO ONE ANOTHER.

In the preceding section Your Commissioners have shown that the Australian Steamship

Owners’ Federation is, in effect, a branch of the English Combine. The Australian Navigation Act

rotects this part of the English Combine from foreign competition. It has a monopoly of
ustralian shipping. What, &en, is the scope of this monopoly ? .

Your Commissioners have found considerable difficulty in finding out what is the extent
of the operations of the shipping companies of Australia. Soon after Your Commissioners began
their inquiry it became evident that the shipping companies had other interests, afart from shipping.
In some cases they are interlinked with each other, and also have bonds of relationship in other
industries. The extent of these relationships and co-partnerships has been very difficult to
determine. Your Commissioners, therefore, have had to resort to official records of lists of
ghareholders, which in a number of cases are incomplete and also are misleading. For example,
a trustee agency or a bank may be found to hold a large parcel of shares in a company. There
is nothing to show for whom these shares are held. Other * dummies ” are used, consisting of

officials of companies and relatives of directors.
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Some facts, however, did come fo light, of which the following ate examples :—

(1) The Adelaide Steamship Company holds about half the shares of the Abermain-
Leaham Collieries Ltd., a.mi) about 35 per cent. of the North Bulli Colliery Litd.

(2) Howard Smith Limited, which originally had coal and shipping interests, separated
its interests, and gave its shipping branch the title of the Australian
Steamships Pty. Itd. This Company, in addition, holds controlling interests
in Caledonian Collieries 1td., Invincible Collieries Ltd., Australian Sugar
Company Ltd., Commonwealth Steel Products Ltd., and Brisbane Wharves
Ltd.” In their latest balance-sheet this company shows that the amount
invested in other companies is £2,430,000.

(3) Several large shareholders in the North Coast Steam Navigation Company are also
large holders in Burns, Philp, and Company. *

(4) Burns, Philp, and Company have controlling interests in the Solomon Islands
Development Company Ltd., Burns, Philp (South Sea) Company Ltd., Choisenl

- Plantations Litd., Shortland Islands Plantations Limited. )

(5) Huddart Parker Limited are large shareholders in the Abermain-Leaham Collieries
Ltd., and also in Hebburn Ltd. (Colliery), and also holds 88 per cent. of the
stock of the Metropolitan Coal Coy. Ltd.

(6) McIlwraith, McEacharn Ltd. holds 45 per cent. of Bellambi Coal Company Limited.

There are numerous othet examples of the iriterweaving of shipping interests with other
interests, and all these examples point to the fact that the shipping companies of Australia have
a grip of the key industries of Australia.

As the great meat Trust of the United States built up its business by its interlinking with
railroad interests, so the fortunes of the principal shipping companies of Australia (a branch of the
ovetseas shipping combine) are bound up in those of the greatest of Australian industries, and
thus it becomes }i‘atem; that & comparatively few persons, mostly resident outside Australia and
with large En%is &nd foreign financial interests, constitute an enormous Tirust which, to a large
extent, controls the economit destinies of Australis.

The farther Your Commissioners have investigated this phase of the question the more
apparent the Trust becomes, and the Australian branch of the Trust is of such formidable
proportions that Your Commissioners consider the matter of sufficient importance to warrant'
the Government examining the matter in all its aspects. |

.

PART VIII.—THE EFFECT OF HIGH 'FREIGHTS ON PRIMARY AND SECONDARY
PRODUCTION GENERALLY.

Bir Mark Sheldon, giving evidence as President of the Associated Chambers of Commerce
of Australia, states the effect broadly of the Act on production to be as follows :—

8%08. . . . ... L The effect of the Act has undoubtedly been to diminish the facilities for
communication and distribution between the States, and at the present juncture, st any rate, this is very detrimental
to the interests of the producers. There has been a curtailment of the facilities that existed in the past.

8913. Do you think that a regular, efficient, and frequent shipping service around the coast of Australia would
tond towards the development of this country 3-—Nothing would do more 1n that direction. It seems extraordinary
that one can get goods more cheaply from New York to Western Austraha than from Sydney to Western Australia.

‘With regard to the effect of the Navigation Act on primary and secondary production, your
Commissioners, after having weighed the evidence and considered the position as it stands,
recognize that in order to keep up Australian standards of living, seamen, as well as workers on
the land, are entitled to the Australian standard, and in the same manner the shipping companies
whose ships are licensed under the Navigation Act, being obliged to provide this high standard
of living, are entitled to charge fares ang freights commensurate with the added cost to them, in
order that they may run at a profit. This is axiomatical, but when an attempt is made to place
the primery and secondary producer of Australia, especially the primu{ producer who exports
his products, in an equal position, great difficulty is met with as to how he is to be placed under
the Australian standard of living. ~ The shipping company, having passed its obligations on in
the shape of higher freights, the primary producer, after paying them, is unable to pass them
ou. The burden, therefore, must vest upon his shoulders w%:ile they are able to bear it.

1t will be helpful to compare the world movements in shipping rates since the War with
those of Australia.
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prepared from the monthly records of The Compendium,

shows examples

g 1921,1922, and part of 1923, and discloses a general

Mzan FreenT Rartes For 1921, 1922 anp 1923,

’

1921, 1922, 1923 (to July).
Coal Freights— s d. s d. 8. d.
Cardiff to River Plate 18 0 15 6 .. 16 0
Cardiff to Alexandria 20 10 14 6 .. 12 6
Cardiff to St. Vincent 12 7 11 0 .. 10 7
Cardiff to Gibralter . 11 3 93 .. 90
Tyne to Genoa 17 4 129 .. 11 6
Tyne to Bordeaux 9 6 81 .. 61
Tyne to London .. .. 6 9 55 5 3
American Coal Freights— $ $ $
Northern Range to Continent 5 — 3
N Virginia to West Italy 5.37 4.25 3.32
Ore Freights— s.d. .. s d s. d.
Bilbao to Tyne .. 10 43 .. 610} 8 0
Freights to United Kingdom from—
Bombay . . 3B 0 22 3 28 9
Java (Sugar) 51 6 32 6 3 0
Alexandria 16 3 10 9 1 0
River Plate .. 38 3 28 0 23 3
Montreal (Grain, per qr.) .. 5 3 310 3 8
Danube (Grain) .. .. 28 4 19 3 19 3
Australia (Grain) 64 0 43 9 37 6
Nitrate Ports . 47 6 34 10 32 6
Sundsvall . . 87 6 55 0 4 0
Time Charters—
General Trade .. .. .. .. 69 4 6 4 0

The following table shows the increase in freights on general cargo on the Australian coast

from 1913 to 1922 :—

General Cargo—

, Melbourne-Sydney and vice versa ..
Melbourne-Adelaide and vice versa
Melbourne-Fremantle and vice versa
Sydney—Adelaide and vice versa
Sydney-Fremantle and vice versa .
Adelaide-Fremantle and vice versa . .

s 1913. 1920-21, 1922,
s d. s d. s d.
12 6 20 0 20 0
12 6 20 0 20 0
25 0 25 0 3B 0
17 6 17 6 25 0
30 0 30 0 40 0
22 6 22 6 30 0

From these two tables it will be seen that, while the tendency is for freights in other parts
of the world to drop, on the Australian coast there is no such tendency. In other parts of the
world, notably England and America, the cost of labour, cost of production, &ec., have shown
reductions since the War. In Australia there has been no such decrease ; there has been an increase.

The rise in freights has been brought about by the increases in expenditure due to increased

wages, increased cost of coal, victualling, and overhead expenses, &c.

In regard to these

expenditures, the average increases from 1913 to 1922 are as follow :—

Labour

Deck and Stewa.;'('is’ Stort;s‘
Engineer’s Stores

Victualling
Wages
Coal

The above percentage increases do not include those dir

Increase of 63 per cent.
Increase of 161 per cent.
Increase of 99 per cent.
Increase of &3 per cent.
Increase of 123 per cent.
Increase of 155 per cent.

ectly brought about by the

Navigation Act, namely (1) cost of alterations to vessels to comply with the provisions of the
Act ; (2) cost of wireless services ; and (3) cost of extra manning.
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The following is & comparative statement showing ‘the increased ;ercentage of earnings
and costs of certain vessels in the interstate trade, as compared with 1913, for the years 1920-21
and 1922 respectively, under :—

' Per Gross Ton Employed. ‘Running Days. Net Earnlngs and Exponses.
Vear. Peroentage Increase on 1913, Perosntage Increase on 1818, [ Pemux.e Increass on 1918,
% % % % % %
1920-21 .. . . 95.58 93.82 117.00 115.15 52.78 61.56
1922 . . . 83.27 90.88 103.57 112.2 76.36 83.82

From the foregoing, no matter which way we analyze the figures, it is clear that the margin
between the percentage increase of earnings and expenditure in 1920-21 has entirely disappeared
in 1922. It may therefore be equitably deducted therefrom that under trade conditions in 1922
fares and freights have not been unduly increased. In fact, the percentage increase of earnings
has not marched pari passu with the percentage increase of costs.

From these figures, and from other information extracted from the books of the shipping
companies, which, being treated as confidential, are not quoted in this Report, it is evident that
the profits made by the vessels of the interstate shipping companies, cannot be regarded as excessive.
It appears that generally the companies do not levy exorbitant charges for the services rendered
in the light of the expenses incurfed, but such charges are at such a height that they place the
shipper of goods at a considerable disadvantage in paying for the maintainance of this high standard
of conditions and wages.

The Navigation Act is not wholly responsible for this enormous increase in expense ; other
economic factors, including the Arbitration Court and the Customs Tariff, are not less powerful
factors. All these factors keep freights at a high level. They may not be too high when placed
beside the expenses of the shipping companies; but your Commissioners have no hesitation in
stating that they are too high for the primary and secondary producers, especially to those who are
competing in the open markets of the world.

PART IX.—THE PERMIT SYSTEM. ~

There is & general complaint in Australia that the permit system, under section 286 of
the Navigation Act, is not sufficiently adaptable to meet the requirements of the travelling
public. This section is as follows :—

286.—~(1.) Where it can be shown to the satisfaction of the Minister, in regard to the coasting trade with any
por or between any ports in the Commonwealth or in the Territories under the authonty of the Commonwealth—

(a) that no Licensed ship is available for the service; or
(b) that ?tl: service as oarried out by a licensed ship or ships is inadequate to the needs of such port or
ports, -
and the Minister is satisfied that it is desirable in the public interest that unlicensed ships be allowed to engage in that
trade, he may grant permita to unlicensed British ships to do so, either unconditionally or subject to such conditions
asheth;nsk?rﬁttoilinpos% the shi d h t, of fro

, 6 CATTiA, ) named in any such permit, of passengers or cargo to or from an: 3
any po(rts, specified ingef.'heypermit s};mll not be d aned Pi ging inpane st ttmrge. 257 port, or between

(8.) A permit issued under this section may bo for a single voyage only, or may be a continuing permit.

{4.) A continuing permit may be cancelled by the Min"er upon not less than six months’ notice to the master,
owner, or agent of the ship of his intention to cancel it.

. .(6.) The Minister shall, within fourteen days of the granting of any permit under this section, or the notice of
intention to cancel any such permit, notify in the Gazeite the issue of the permit, or the giving of the notice, as the
caas may be, with particulars thereof.

The disability applies chiefly to the passenger traffic, and in_the case of cargo, the chief
complaint is dealt with under the heading of *“ Queensland Meat Industry.”

. With re to passengers, the oversea companies will not bother about applying for
permits. By obtaining permits they pick up only the leavings of the inter-state vessels, and
run the risk of serious industrial trouble. example of this phase of the position recently
came before the Commission, during a strike by the seamen engaged on the s.8. Katoomba,
trading between Sydney and Fremantle. Owing to this “ hold-up ® of the interstate vessel a
number of intending passengers from the port og Albany to Eastern States attempted to obtain
& permit to travel by the White Star liner Suevic due at Albany on the 15th May last. The
Director of Navigation was interviewed, and stated that he would, under the circumstances,
recommend that a permit be granted to the Suevic to lift passengers from Albany, if Dalgety & Co.;
the agents for the White Star line, applied in the usual manner, Dalgety & Co. were approached,
They declined to apply for a permit, and stated that their reason was in consequence of the
experience of other oversea companies, which had met with industrial trouble by carrying coastal

passengers.
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. It is fairly clear, therefore, that section 286 of the Act has not achieved its object. Its
object was to enable use to be made of oversea vessels when an interstate vessel is not available,
The object has been defeaied by two factors, namely :—

(a) the indifference of the oversea companies to casual passenger traffic between
interstate ports; and
(b) the attitude of the SBeamen’s Union and other industrial organisations,

Your Commissioners are therefore of the opinion that if the coastal trading provisions of
the Act are not repealed in accordance with our final recommendation, some alteration of the
Act is required to enable the travelling public to make use of oversea passenger accommodation
where the circumstances warrant it, ang it is accordingly recommended that provision be made
in the Act to make it mandatory on the interstate shipping companies to allot a berth immediately
upon application, and if they cannot do so to issue the applicant with a certificate to that effect.
On production of such certificate to the Navigation Department, the applicant shall be issued
with a }iﬁrmit to travel by any other passenger vessel, not necessarily “ licensed ” under the
Act, within a given period from the date of issue of the permit,

PART X.-—PORT AND HARBOUR DUES.

While the question of port and harbour dues is hardly within the scope of this inquiry,
it is felt that as they conslitute a serious additional running cost to shipping, and have a large
influence on freight rates some reference to the matter is necessary and desirable.

In regard to light dues, since the Commonwealth took over the coastal lights of Australia,
there has been an enormous increase in charges. Some of this increase is doubtless due to
the Commonwealth administration, but all the blame does not lie with the Commonwealth,
for all the States, with the exception of Western Australia and Tasmania, are still charging the
same light dues, although the Commonwealth Government has taken over all coastal lights and
levies a heavy charge in respect of these lights.

Port and harbour dues in nearly all the States have increased enormougly. The Council
of the Chamber of Shipping of Great Britain met in August, 1923, and passed resolutions requesting
the discontinuance of high port charges, light dues, pilotage rates, quarantine expenses, and other
costs in Australian ports, and urging the Federal and State Governments that such charges
constituted a serious obstacle to the development of Australian trade. That this contention
is correct was borne out by evidence placed before this Commission. A specific example was
quoted at Newcastle (New South Wales) of & ship of 1,700 tons, loading about 2,800 tons dead
weigmr the west coast of America. The following were the charges and costs incurred at
Newcastle :—

£ s d
Towage in and out, at 2s. per ton .. .. .. .. 170 0 O
Towage for at least five shifts in the harbour, at £7 per shift .. 35 0 0
Pilotage in and out, at 4d per ton .. . . . 2816 0
Pilotage for five shifts in the harbour, at £3 per shift .. 10O
Commonwealth Government Line dues, at 9d. per ton (dues to b
paid every three months) - .. . .. .. 6315 0
State of New South Wales harbour and light dues, at 4d. perton 28 16 0
Tonnage dues .. . . . . .. 3000
Commonwealth Government Income Tax .. . .. 40 00
Fumigating of ship e ‘e . .. .. 20 0 0
Discharging of 800 tons of ballast, at 6s. 6d. ton .. .. 260 0 O
Harbour and Works Department’secharges on ballast, at 6d. 2 00
ton .. .. .. e . .
Trimming of 2,800 tons of coal, &t 1s. 3d. ton . .. 115 00
For mooring at buoy for four days, at £3 per day .. .. 1200
Boatman .. . . . . 500
903 0 0
Commission, 1s. 2d. freight and 7} per cent. freight commission
+- with exchange difference on 1s. 2d. advance and freight .. 275 0 0
» T EE
Crew expenses .. .. .. . .. ..
Stores ?(E:reﬁxﬂy arranged at lowest prices) .. .. .. 300 00
1,778 0 0
Total freight on 2,800 tons, at 15s. 6d. . . £2,100
Balance of freight to cover expenses at the discharging
port - . . . . .. %2200

£2,100 2,100 0 0
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Tt will be seen that there was little left to cover expenses at the port of discharge, and
nothing to cover insurance and running expenses.
e following is also a statement of port charges in conunexion with the s.s. City of Exeler
a vessel of 9,450 tons gross and 6,000 tons net register :— .

SrareMeNT OF PoRT CHARGES.
Based on & 72-hour stay in each port by s.s. City of Exeter.

— Brisbano, Sydnoy. Molbourne, Adelside. P Fremaatlo,
£ &d £ ad. £ o d £ ad £ s d
Light Dues . " . 418 1 418 1 418 1 418 0 418 0
Tonnage Dues .. . v 40 00 915 8 14913 6 104 15 5 | Notohargedat
(Est.) Fremantle
Pilotage .. e . 40 0 0 60 0 0 112 810 4016 0 38 8 0
Quayage . ‘e . 8T 7 6 8717 6 8717 6 82 4 3 140 11 11
(Port Dues)
Shed Rent .. . . . 12 0 0 o .
Towage . . . 4 00 10 00 26 00 83 00 4 5 0
2316 17 29211 3 441 1711 30518 8 5 211

Light Duss—Payable at firat port. Have been divided equally between cach port. .
At Fremaatle.—* Tonnage dues and quayage” were discontinued goveral years ago and & charge known as * Port Dues
lovied in place thereo

These high port and light charges to some extent add to the difficulty of effecting a reduction
in freight. Where the actual expenses of the port need the revenue raised from shipping, no
objection can be taken to the port charges ; but where Harbour Boards earn revenue beyond their
needs, they are revenue-producing agencies, and constitue a burden on shipping. For example,
in 1923 the Fremantle Harbour Board is stated in evidence to have paid into the Consolidated
Revenue of Western Australia its surplus of £47,000, while in the same year the Melbourne Harbour
Trust paid into the State Treasury the sum of £135,000.

;Nhﬂ e in England, the Prime Minister of the Commonwealth stated that he would endeavour
to arrange that in future the charge made by the ports should be sufficient to meet expenses, and
that they would no longer be to swell consolidated revenue.

It does appear to your Commissioners an unwise policy which permits Government revenues
to be increased at the expense of the export trade so vital to Australia’s progress. The balance
of trade is already against Australia. The longer this artificial restraint upon trade continues,
the more difficult will it be to maintain our present markets.

SUMMARY OF PRINCIPAL CONCLUSIONS.
PurPOSE OF NavIGATION AcT.
v The Navigation Act has failed in its purpose, namely, to establish an Australian
Moercantile Marine.
NEw SourHE WALES AND VICTORIA.

The states of New South Wales and Victoria have no complaints against the Act, which
are not common to all states. The outlying parts of the Commonwealth are more severely affected
than the large centres of New South Wales and Victoria.

QUEENSLAND.

1. The statement of the Tariff Board * that much of the benefit conceded by the Tariff
is lost through additional cost in freight on Australian goods ** has proved correct, and examples
in Queensland are the cement industry and the maize-growing industry.

2. In connexion with the Queensland fruit industry, the only way that the operation of
the Navigation Act could be attributable to the unsatisfactory handling and carriage of fruit,
is that in the absence of the competitive element in this trade no attempt is made by the
shipping companies to handle the products on modern scientific lines.

. The monopoly of the interstate shipping is responsible, to a large extent, for the decline
of the timber industry in the Innisfail district.

4. In regard to the effect of the Act on the meat industry of Queensland, there is no doubt
that the Act has restricted the interstate trade, and the * permit ” system, under section 286 of

tlflq Act, has not been sufficiently workable to enable the meat industry to take practical advantage
of 1t
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TasMANIA, .
. 1. The Navigation Act is responsible for the cessation of several important oversea and
interstate shipping services to Hobart.

2. The cessation of such services has militated against the building up of the tourist traffic
of Tasmania, and that state has suffered thereby.

_ 3. The Tasmanian timber industry has been severely handicapped through the restriction
of shipping services with South Tasmania, and considerable trade, particularly with New Zealand
and South Australia, has been lost thereby.

4. Since the Act came into operation, the mail steamers will not visit Hobart except
under contract to lift large cargoes of fruit. This bas affected Tasmania in two ways, firstly,
by depriving the fruit industry ofa regular and satisfactory shipping service to the English
market, and secondly, by hindering a wealthy class of tourist visiting that state.

. WESTERN AUSTRALIA.

1. The Act, by helping to keep freights on a high level, has seriously affected primary
production in Western Australia, and has made trade relations with the Eastern states in primary
and secondary productions almost impossible. By high freights, all importations from other
states are nuade more costly, and thereby trade with the rest of Australia becomes difficutt.

2. The timber industry of Western Australia is suffering at the hands of the shipping
monopoly of the interstate trade, made possible by the coastal trading provisions of the
Navigation Avt, which has resulted in high timber freight and insufficient cargo space for
timber from Western.Australia,

3. The prosperity of Albany has been prejudicially affected by the operation of the Act,
and the district of Albany at present has insufficient passenger and cargo shipping service.

4. The port of Geraldton has declined by reason of the fact that since the Navigation
Act came into operation the irregularity and infrequency of shipping services to that port prevented
the merchants of that place obtaining their merchandise promptly on through bills of lading.

5. That the “ permits” granted to certain vessels trading in the north-west coast of
Australia are essential to the development of the north-west of Australia, and if these permits
were discontinued, the growth of settlement there would be retarded.

6 The Navigation Act was to s considerable extent responsible for the failure of an attempt
to develop the whaling industry in Western Australia.

TeE SErrriNG COMPANIES OF AUSTRALIA,
1. The Interstate Shipping Companies of Australia are to a great extent owned and controlled
by British oversea shipping companies.
2. The Interstate Shipping Companies have largd interests in the key industries of Australia.

FREIGHTS GENERALLY.

1. Freights generally on the Australian coast are abnormally high when compared with
oversea freights, but from these high freights the shipping companies are not making exorbitant
profits in view of the enormous increases in expenses.

2. Such freights are too high for the primary and secondary producers, especially tn those
who have to compete in the open markets of the world.

GENERAL COMPLAINT OF INFREQUENCY AND INADEQUACY OF PASSENGER
SERVICES.

There being fower passenger ships regularly engaged on the Australian coast now than
in 1914, the facilities of travelling by oversea vessels having been taken away, and the population
of Australia having materially increased during the ten years from 1914 to 1924, it is obvious that
the above complaint has real foundation in fact.

>-
Trr “ PerwiT ” SysTEM.

The * Permit ” system under section 286 of the Act has failed in its purpose, namely,
to provide that passengers and cargo may be carried between interstate ports when an interstate
vessel is not available.

Porr axp HARBOUR DuEs.
The port and harbour dues of Australia are excessive, constitute a serious restraint on
trade, and an to the difficulty of effecting reductions in freight,
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RECOMMENDATION,

The only recommendation which your Commissioners desire to make is one which will
remove most of the %ounds for complaint made before your Commissioners, and such
recommendation is that Part VI. (The Coastal Trade) of the Act be repealed.

Your Commissioners have the honour to be,
Your Excellency’s obedient Servants,

JNO. HY. PROWSE,
ALFRED CHARLES SEABROOK.

Melbourne,
Tth August, 1924.




REPORT BY THREE COMMISSIONERS

(F. ANSTEY, M.P, SENATOR C. S. McHUGH, AND G. E. YATES, M.P)

To His Excellency the Governor-General of the Commonwealth of Australia.
Your EXCELLENCY, .

Your Commissioners were authorized to inquire into and report as to what had been the
effect of the operation of the Navigation Act on the trade, industry and development of
Australia ; in otll)\er words, whether the Act had injuriously affected the primary and secondary
industries of Australia, or had in any way retarded the industrial development of Australia.
The scope of the inquiry included all Commonwealth territories. Tn presenting this report we
have followed the order indicated by the following syllabus :—

Part 1.—The attack on the Navigation Act by the Tariff Board.
Part 2.—The three States of New South Wales, Victoria, and South Australia.
Part 3.—Queensland.
Part 4.—Western Australia—
() The Port of Albany.
(b) Geraldton and the Murchison.
(¢) The North-West Ports.
(d) Western Australia in general.
Part 5.—The Timber Industry—
(@) Coastal freights and market prices.
Part 6.— The Meat Industry.
Part 7.—Tasmania—
(a) Fruit exports.
(b) Tesmanian Tourist Traffic.
Part 8.—The economic and financial position of Tasmania, compared with that of
‘Western Australia.
Part 9.—Freights—
(a) Java,
(b) New Guinea.
{c) Europe,
(d) Outward freight rates to United Kingdom, &o.
(e) re Statement that high freight rates nullify the Tariff.
(f) Coastal rates—South America. -
(9) Coastal rates—South Africa.
(A) United States—New York to Galveston and New Orleans.
(¢) Pacific Slope—United States.
( {) Black-manned and white-manned vessels.
(k) South Africa and New Zealand.
() Freights—Summary.
Part 10.—The remedy proposed by the Tariff Board.
Part 11.—Queensland fruit.
Part 12.—Eyre’s Peninsula—South Australia.
Part 13.—Cargo accommodation.
Part 14.—Passenger Accommodation—
() The Adelaide-Port Lincoln service.
{b) Summary—Passenger Accommodation
Part 15.—Administration.
Summary of Conclusions.
Recommendation.
F.15346.—8
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PART L-THE ATTACK ON THE NAVIGATION ACT BY THE TARIFF BOARD.

The subject matter of the Commission was originally entrusted to a Select Committee
of the House of Representatives. That Committee was appointed to investigate statements made
against the Navigation Act—statements set forth and endorsed by the Tariff Board in its Annual
Report dated 29th June, 1923.

One of the witnesses before the Select Committee was Mr. H. McK. Oakley, Chairman
of the Tariff Board, Comptroller-General of Customs, and head of the Department controlling
Navigation. ‘Mr. Oakley placed a memorandum before the Committee and gave evidence in
support of the statements made in the Tariff Board’s Report. These additional statements also
became subjects for investigation by the Commission.

The summary of the statements in the Tariff Board’s Report, the memorandum, and other
evidence placed before the Select Committee by Mr. Oakley in his triple capacity of Comptroller-
General of Customs, official head of the Navigation Department, and chairman of the Tariff Board,
is as follows :—

In regard to freights—
1. The Navigation Act “ places heavy freights on our own products.” (Tariff Board
Report.)
2. The Navigation Act nullifies the benefits conferred by the Tariff. (Tariff Board
Report.)

3. The Navigation Act deprives manufacturers ““ of the full share of the markets to
which they are entitled.” (Tariff Board Report.)

4. The Navigation Act has raised coastal rates out of all proportion to freights from
overseas (Memo. by Chairman of Tanff Board.)

5. The Navigation Act operates especially against Western Australia and Queensland—
“ places the producers at a disadvantage when endeavouring to compete with
imported goods shipped to other States.”” (Tariff Board Report.)

Apart from freights—

1. The Navigation Act apart from freights has a disastrous effect. (Memo. by
Chairman of Tariff Board.)

2. The Navigation Act retards the settlement of our distant parts. (Tariff Board
Report.)

3. The Navigation Act injures the settlement of Australia. (Memo. by Chairman

of Tanff Board.)

. The Navigation Act imposes hardships on the struggling settlements far removed
from the cities. (Memo. by Chairman of Tariff Board.)

. The Navigation Act * more than any other legislation discourages the settler far
removed from industrial centres.” (Tariff Board Report.)

. T e Navigation Act favours capital cities and centralization. (Tariff Board
Report.)

. The Nal,)vigation Act restricts shipping. (Tariff Board Report.)

. The Navigation Act places Tasmania at a serious disadvantage. (Tanff Board
Report.)

. The NaI,‘vigation Act has robbed Albany and Geraldton of their *“ former splendour .
Restriction of shipping, caused by the Act, has had disastrous effects on
Geraldton and Albany. (Memo. by Chairman of Tariff Board.)

10. The Navigation Act brought about the Shipping Combine. (Evidence of Chairman

of Tanff Board given before Select Committee.)

11. Discontent exists in all States against the Navigation Act. (Tariff Board Report.)

Finally the members of the Tanff Board reported that the Board ** has no hesitation in
reporting that the Navigation Act is working very detrimentally against the best interests of the
primary and secondary producers .

A member of the Tariff Board informed the Commission that the Board had not made
“full and exhanstive inquiries ” because the Board was “ not concerned with the Navigation
Act” (Question 13734). He accepted the statement that there was not sufficient trade at
Albany to justify a more frequent service (Question 13778). He knew nothing about Geraldton
(Question 13779), but endorsed everything alleged as to the disastrous eflect of the Navigation
Act on those ports. He did not know whether certain statements were true or not (Question
13850), but he endorsed them (Question 13852). He did so without evidence (Question 13858),
because “ he knew who had prepared those statements.” The officer who prepared them was
Mr. Cocks. “He was sure of it” (Question 13860). Mr. Cocks was called. He had no
knowledge of how or by whom the statements in question had been prepared.

O = &Y Ot
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PART 2—THE THREE STATES OF NEW SOUTH WALES, VICTORIA,
AND SOUTH AUSTRALIA.

No witness came forward in these States to substantiate any of the statements made in
the Tariff Board indictment. There was no evidence that either primary or secondary
industries had been injuriously affected by the Act. There was no evidence that the develop-
ment of those States has been in any way retarded by the Act.

The three States of New South Wales, Victoria, and South Australia contain three-fourths
of Australia’s population, turn out three-fourths of 1ts primary and secondary products, and
between their ports are interchanged four-fifths of Australia’s interstate cargoes.

" The Navigation Act came 1nto operation on 1st July, 1921. For two years prior to that
date and for two years subsequent to that date the outward interstate cargoes were as follows :—

INTERSTATE EXPORTS.
st July, 1919, to 1st July, 1821, to

30th June, 1921, 30th June, 1923,
Ton: Tona.
New South Wales, Victoria, and South >
Australia .. .. .. .. 7,754,000 .. 8,625,000
Queensland, Western Australia, and Tasmania 1,651,000 .. 2,046,000
Total interstate exports .. . 9,405,000 .. 10,671,000

The records (see Appendix 1) also demonstrate that the three States of New South Wales,
Victoria, and South Australia possessed prior to the war over four-fifths of the total interstate
export trade of Australia. There has been no additional centralization in those States since the
Navigation Act came into operation.

PART 3.—QUEENSLAND.

It was alleged by the Tariff Board that the Navigation Act operates especially against
Queensland.

There is no evidence that the productive processes of Queensland have been injured, ox
her development retarded, or the transport of her products to other States diminished. The
gercentage increase of her population since the Census of April, 1921, is greater than any other
State of Australia. Her exports to other States have increased. There is no sign of decay,
injury, or *“ disastrous effects  resulting from the Act.

The following are the exports from Queensland to other States for two years prior to the
Navigation Act and two yea.rsxg)llowing the commencement of the Act :— -

Queensland Interstate
Exports.
Tons.
1st July, 1921, to 30th June, 1923 .. .. 854,000
1st July, 1919, to 30th June, 1921 .. .. 669,000
Increase .. - .- .. 185,000 (See Appendix 1)

. Queensland cases quoted as evidence against the Act are dealt with under their respective
headings—Timber, Cement, &c. It is enough to say here that the Timber Protective Association
of Queensland has no plaint against the Act. Its representative did not support the statements
of Mr. OQakley. He said “ if the freight on the Austrahan coast were practically nothing it would
not give us sufficient protection.” (Question 6579).

. The cement question is at least fourteen years old. The majority of the other plaints
existed before the Navigation Act came into existence.

PART 4—WESTERN AUSTRALIA.

.. It was alleged that the Navigation Act operates especially against Western Australia,
injures its primary and secondax industries, retards its development, and has affected the
ports of Albany and Geraldton with disastrous results. *

(a) TeE PoRrT OF ALBANY,

In all parts of the world there are languishing ports. Between those ports are flourish ing,
prosperous ports. Between Albany and Geraldton there is the port of Bu.nbﬂry. The Secretary
of the Bunbury Marine Board, giving evidence, said :—"* Great future in front of this place. . . .
great future in wheat and coal, even if timber declines. . . . I cannot suggest any way in
which Navigation Act could be amended to the benefit of this port” (Questions 3617-8, 3620-1).
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. Bunbury is as much under the Navigation Act as the languishing ports on either side of
it, but the Tariff Board did not mention its existence.

Albany is a down-grade port. It is alleged this is due to the Navigation Act. But
Albany was on the decline not only prior to the Act but prior to the war. The (%ecline of Albany
an:sﬂes from a variety of causes anterior to the Act, and if the Act were abolished the causes
would remain.

. Albany is the finest natural harbour in Western Australia, and for many years it was a
prominent port of call for the great ocean liners. They made it their first and last coaling port
within Australia, The Government of Western Australia spent large sums upon harbour
mprovements at’ Fremantle. The ocean liners gradually made Fremantle, instead of Albany,
their first and last port of call. The Government had provided a new outlet and inlef, and the
Albany channel, so far as oversea passengers and cargo were concerned, began to dry up.

With the ocean liners went the collier fleet from Newcastle. They followed the trade.
Thousands of tons of coal required for the bunkering of oversea steamers, previously discharged
at Albany, were carried to Fremantle. For Albany there were fewer ships, less work, and a
diminishing volume of eirculating cash.

Western Australia developed 1ts own collieries. These turn out 450,000 tons of coal per
annum. They supply railway requirements, and the colliers from Newcastle carrying coal into
Albany for that portion of the railway system were no longer required. This meant a further
decline of Albany trade and shipping.

The Government of Western Australia spent large sums improving the port of Bunbury.
It ran lateral lines into that port from the Albany-Perth main trunk railway. These lnes tapped
districts previously exporting products and receiving requirements through Albany. Thousands
of tons of pnmar& products found an outlet via Bunbury, and Bunbury progressed. Albany
correspondmgly declined. Its local coasting, inside the State ‘trade has declined 70 per cent.
That decline was continuous for years prior to the Act, and it is a trade outside the Act.

Western Australia made a demand for an East-West railway and got it. To date it has
carried 170,000 passengers, who without it would have had to travel by sea. Interstate passengers
who previously landed at Albany, or went there to pick up the East-bound Steamers dwindled
to insignificant numbers. There was less money spent in Albany, less trade and more decline—
fewer steamers called. .

The development of the ports of Fremantle and Bunbury—the expansion of lateral lines
from the main trunk line into Bunbury—the tapping of zones previously feeding Albany—the coal
supplied by rail from Western Australian mines instead of by sea from Newcastle—the East-West
railway diminishy g the number of sea-going passengers—these are the basic causes of the decline
of Albany, not the Navigation Act.

It is a remarkable fact that the decline of Albany’s shipping, going on before the war, and
accelerated during the war, reached its lowest ebb in 1920, and is recovering to some extent under
the Act which is alleged to be killing it. The records show outward shipping as follows :—

Year Overapas, Interstate. Cosatal Total Tonnage.
1920 . . .. 18 81 47 146 461,903
1923 .. .- .. 29 84 81 194 741,578
Increase .. 11 3 34 48 279,675

Passenger "vessels in and out of Albany have been reduced owing to the thousands of
passengers drawn off by the East-West railway. It is admitted (Question 4092) that * cargo
boats have been put in their place.” These increased cargo facilities have not revived Albany
trade. There is a continuous decline in the supply of exportable cargo from Albany for anywhere—
overseas, interstate or coastal. Imports show a similar decline. This goes on while other ports
under the same Act are flourishing. The causes are outside and anterior tc the Act.

Albany witnesses made the following statements :— )

1. Interstate sea carriage of passengers seriously affected by the East-West railway
(Question 4093). Had there been no Trans-Australian Railway, Albany would

be in a better position (Question 4466). . .
2. District has become? more self-contained, therefore importing less (Questions 4014,
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3. Qversea ships call at Albany for cargo but cargo not offering (Question 4263).

4. Very little ¢argo for either overseas or interstate (Question 4278). Only small
amount of cargo offering (Question 3819). Cosstal trade between Albany
and other Westralian ports fallen off (Question 843). Presume railways carry
more and coastal boats less (Question 4272). Wagin nearer to Albany and a
cheaper freight to Albany than Fremantle, but Wagin merchants prefer to buy
in Fremantle (Question 3952). Not the same demand for coal from the Eastern
States (Question 3950).

Katanning is 116 miles from Albany. Those two places and the country between them
have a population of about 8,000. During 1923, all the cargo and passengers the port of Albany
had to offer for Eastern States averaged monthly 170 tons of cargo and 20 passengers, and inward
cargo and passengers were in similar proportions. A passenger steamer calls every fertnight
going West, and returning East, picking up an average of ten passengers, there is also a cargo
service of at least one ship per month—sometimes two. It is admitted that the available tonnage
is ample, but asserted that the service is not sufficiently frequent. The shipowners say the service
is as frequent as the trade warrants, and cannot be more frequent without heavy financial loss.

It was stated in evidence that if  black >’ boats were excluded froni participating in the
North-West coastal trade, the principal inducement for the maintenance of the Fremantle-Java—
Singapore service would be gone. In a similar manner if the Navigation Act were suspended
to permit oversea boats to carry cargo and passengers in and out of Albany, there would be no
inducement and no law to compel the interstate boats to go into Albany to pick up the leavings
of the Oversea Companies, so the ultimate shipping services of Albany might be worse without
the Navigation Act than at present.

A similar contrast between the ports of Bunbury and Albany lies in the Northern Queensland
ports of Cairns and Townsville. Cairns is flourishing while Townsville is languishing. The cause
18 not in the Navigation Act but in economic transformations. The Townsville Daily Bulletin
(17th November, 1923) explains the position :—

1. 30,000 tons of coke that yearly went to Townsville by sea for the Cloncurry Copper
Mines no longer go because the mines have closed down.

2. Coal-using industries in Townsville dependant upon Cloncurry work have had
to restrict operations ; they use less coal. Charters Tower ceased as a gold
producer and as a Townsville feeder.

3. Queensland has developed its own coal-fields, at Bowen. The railway has been
extended to Townsville and all the coal for Northern and Western Queensland
goes by rail instead of by sea—there are 100,000 fewer tons for steamers to
carry into Townsville by sea and so much less to pass over its wharfs. The
Daily Bulletin further says :— The outlook is so depressing that the Harbour
Board cannot be optimustic concerning future rapid expansion of trade.”

These changes in the fortunes of ports brought about by the rise of new trade routes (railways)
carrying trade along new channels, by decrease of exportable products on account of the decay
of an industry, by drought, or by diversion to other ports, or by production within a State of what
wes previously imported from without—these are the factors that paralyse a port, leave ships
without, cargoes, and compel ship-owners to re-adjust their shipping to the new conditions. These
re-adjustments, causing inconvenience to a few, are an imperative necessity. They have their
foundation in the economic circumstance—not in an Act of Parliament. .

The business of the port of Albany declined years before the Navigation Act from causes

already desoribed. There 1s no evidence of any injury inflicted upon the productions of Albany
and adjacent territory by reason of the Act.

(b) GERALDTON AND THE MURCHISON.
. Geraldton is another Western Australian port alleged to be injured as a result of the
Navigation Act.

Geraldton was the port of the Murchison gold-fields. 'The Government ran a railway from
Geraldton to the gold centres. Coal, coke, food, plant and appiiances for the fields went through
Geraldton. Colliers brought coal and coke from Newcastle. Regular interstate liners made
Geraldton their Westralian terminal. Lands in the vicinity of Geraldton were put under wheat.
Wheat for overseas found its way into Geraldton, and was taken away in vessels that brought
machinery for mines, or rails for extending lines. The Midland Railway Company fed the port,
and when sll these agencies were in full swing, Geraldton reached its flourishing apex.

Then the tide turned. The gold-fields declined. Mines closed down, demands for coal and

coke diminished. The Murchison gradually reverted to the squatter, fewer men were employed,
less products and fewer people were in transit.
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Then the interstate passenger boats ceased to call—Geraldton ceased to be a terminal port.
Then the Westralan collieries developed. Coal for the railways and gasworks of Geraldton came
by rail. The colliers from Newcastle that at one time had carried 40,000 tons of coal per annum
into Geraldton lost their occupation—they disappeared from the port.

Then the Government extended the State Railway northward from Wongan Hills, tapped
the Geraldton-Murchison line at Mullewa and drew off traffic previously going through Geraldton,
It paid the Murchison people to use the direct rail. There was no untrucking at Geraldton
and re-loading into ships (Question 1087). There was no handling from the time wool, hides
or live stock left the Murchison, until arnval at Fremantle (Question 3104).

The development of the State railway from Wongan Hills not only intercepted ship traffic—
it intercepted all Midland Railway Company traffic to and from all territory east of Mullewa.

The Midland Railway Company made a determined bid for all available traffic in inter-
mediate terntory. It cut rates. It captured all light weight cargo from Perth and Fremantle
into Geraldton, and all back loading of wool, hides, skins, &ec. (Question 3406). It left the steamer
noﬁhi}l;g ; the regular boat service ceased. The position is summed up in the following question
and the answer :—

“3314 Frank Green, Merchant, Geraldton.

By Senator Ellott.—You mean that the port was killed before the Navigation Act came into operation{
Answer.—Yes ”

The position as regards Geraldton is—

(@) The oversea mail and passenger steamers did not at any time call at Geraldton.

(b) The interstate passenger service ceased to make Geraldton its terminal port years

_ before the Act operated. .

{¢) Nobody in Geraldton supported the statement of the Tanff Board that the
Navigation Act had deprived Geraldton of its ** former splendour.”

(d) There was no evidence that the Navigation Act had diminished the facilities,
injured the productions, or in any way retarded the development of Geraldton.

(¢) Tae Norrs-west Ports.

The 1,800 mules of Westralian coastline from Geraldton to Wyndham is open to four
black-manned ships for whom Dalgety and Co. act as agents. The terminals of these ““ black *
boats are Singapore and Fremantle.  They serve the North-West coast as far as Derby (1,300
miles).

_ In addition to the “ black ” boats there are two State-owned steamers. These t(‘)‘uch not
only the ports v sited by the “ black ” boats but’ serve places on the coast that the “black”
boats only visit when the available cargo is large enough to be profitable. The State boats
therefore Tender a special service. They are also considered as instruments in the keeping down of
passenger and general cargo rates (Questions 671-3, 811, 14206). The State boats are therefore
maintained, not only by the public sentiment favorable to §tate enterprise, l;ut by those whp,
while opposed to State enterprise “ on principle,” cling to it whenever it suits their economic
interests (Questions 2697, 2709, 2728).

From Fremantle to Geraldton is 218 miles. It is another 200 miles to Gladstone.  From
Gladstone to Hedland is 600 miles. 600 miles by 200 miles inland covers 120,000 square
miles—four and one-half times the size of Tasmania, one and one-half times the size of Victoria—
an area equal to Great Britain. This territory carries 90,000 cattle, 2,000,000 sheep, 1,800 men
and 500 women—2,300 adult persops. .

Hedland to Derby is 500 miles. Derby is the port of West Kimberley. The West
Kimiberley leases cover an area larger than Tasmania, and carry 150,000 sheep and 350,000 cattle,
300 men, and 50 women—350 adult persons. .

Midway between Hedland and Derby is the pearl fishing port of Broome, with an adult
population of 350 men and 170 women. .

There is no part of Australia with population so small and available cargo so meagre, 80
amply supplied with sea service as the north-west coast of Western Australia. Yet, witha “ black 1
sea service untouched by Australian Acts of Parliament, a service where the owners arg pernsntte
to employ the cheapest and most docile labour procurable—a service su plemented by a § t'iuatei-l
owned subsidized service to serve places and purposes that the black * boata ignore—wr T;
these facilities the North-west coast does not progress. On the contrary, it retrogressesl- 8
only milwa,;y in the North-west—Hedland to Marble Bar—has ceased regular gervice. t novt;
only runs “ when inducements offer.”” There is no development in any direction ; exports an

imports diminish, population recedes.
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The principal products of the North-West are sheep and cattle. At one time the market
was in the South. The South is now producing more of its own beef and mutton (Questions 734,
2728, 2730, 2733). The South has become more self-contained. It requires less from the North,
and the North must find new outlets for its products. - For reasons dealt with elsewhere, it is
not finding markets adequate for its needs—it withers. The sheep and cattle runs of the North
are not being extended ; flocks and herds do not increase—they are decreasing. Improvements
are not being made on the runs—less money is spent on developmental work (Question 5174),
There is reduced volume of work, declining population (Question 5175), and reduced imports of
all the essentials of life and industry (Question 4551).

One thousand three hundred miles of Austrahan coast-line—from Geraldton to Derby—
a longer distance than from Melbourne to Brisbane—furnish proof that the mere augmentation
of transport facilities cannot manufacture markets or multiply products. Out of Austraha’s
North-West, the Tariff Board could draw no samples of economic expansion flowing from a cheap
black-mapned service, free from the operations of the Navigation Act. It, therefore, made no
reference to the North-West, quoted no freights, and drew no comparisons.

(d) WESTERN AUSTRALIA IN GENERAL,

The land surface of Western Australia is as large as Argentina. Argentina carries seven
times as many sheep, thirty times as many cattle, forty times as many pigs and horses.

The Buenos Ayres province of Argentina is one-eighth the size of Western Australia, and
carries three times more live stock than Western Australia.

The little European State of Jugo-Slavia is one-tenth the size of Western Australia. It
carries four times the amount of live stock—more sheep, more horses, more cattle and more pigs.

Greece is one-twentieth the size of Western Australia, yet it carries moré live stock.

The exported products of Western Australia in 1923 were 74,000 tons below 1913 (512,000
tons compared with 586,000 tons).

The exportable surplus has decreased, while the annual charges upon old debts and new
borrowings have enormously increased.

The average annual exports from Western Australia to Eastern States are 100,000 tons ;
the average annual imports from other States are 350,000 tons. Vessels going loaded to Western
Australia return three-parts empty. This one-way traffic has to carry the cost of empty returns.

Interstate exports from Western Australia are 90 per cent. timber. Interstate imports
into Western Australia are 40 to 50 per cent. coal. This coal is for the bunkering of oversea
vessels. Western Australian coal is alleged to be unsuitable for bunkering, owing to its liability to
spontaneous combustion.

It is alleged that Western Australia is compelled by high duties to buy in the Eastern
States and pay heavy coastal freightage. There is no duty on coal, African, Japanese or English,
but Western Australia does not import it. Other factors than freights and tariffs, and the
Navigation Act, are in active operation. .

Western Australia imports from the Eastern States other products than coal, far in excess
of her exiorts to other States. She imports, for instance, butter, cheese, potatoes, jams, confec-
tionery, boots, and tobacco. The alleged high freights do not prevent the importation of
these articles, although said to prevent the exportation of Western Australian products to
Eastern States. The explanation has, therefore, to be found in other factors than freights
and the Navigation Act.

The exported products of Western Australia to interstate and oversea ports during two
years prior to the Navigation Act, and two years after it came into operation were as follows :—

Oversoas. “To Other States.
1st July, 1919, to 31st June, 1921 .. 937,000 . 185,000 tons
1st July, 1921, to 30th June, 1923 .. 896,000 . 210,000

Decrease .. 41,000tons .. Increase 25,000 tons
(See Appendix 1.)
The decline of exports was in the oversea trade. To this the Navigation Act does not

sp;:;y. The recovery was in the trade alleged to be injuriously affected by the Act—the interstate
trade.

The problems confronting Western Australia do not arise from the Navigation Act, and
sare not solvable by its cancellation or amendment.

1
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PART 5—THE TIMBER INDUSTRY.
) The Tariff Board draws attention to the fact that “ Timber is a primary industry of vital
importance to the Commonwealth ”; it alleges that “ coastal freights place the local producer
at a serious disadvantage,” and the cause is to be found in the Navigation Act.

In 1914 Western Australia exported overseas 157,000,000 super. feet of timber;
. in 1921, 85,000,000 super,; in 1923, 59,000,000 super. The Navigation Act does not apply to
this _(Hrersea trade. e timber millers are free to engage the cheapest charters the world can
provide.

It is alleged that the Navigation Act has raised timber freights and ruined imterstate
business. The interstate timber trade is below pre-war level, but it%ms not dechined since the
Navigation Act came into existence. It has improved.

The oversea trade is 40 per cent. below pre-war level. Tt is not affected by the Act. It
continues to decline.

(a) Coastar, FREIGHTS AND MARKET PRICES.

During 1919 the price of Jarrah in the Adelaide selling yards ranged (according to size)
from 27s. 6d. to 42s. 6d per 100 feet super.—average 35s. per 100 feet super. Freight from
Western Australia to Adelaide was 5s. 5d. per 100 feet super.

On 29th April, 1920, the Commonwealth Government, on the recommendation of the
Shipping Board, empowered the Shipping Companies to raise their timber rates (Western
Australia to Adelaide) to 6s. 8d. per 100 feet super. A few months later the minimum and
maximum price of Jarrah in the Adelaide selling yards was raised to 50s. and 67s. (according to
size}—average 58s. per 100 super.—an increase of 23s. per 100 super. on 1919 prices.

In 1922 the Timber millers wanted reduced rates and threatened to secure freightage
from a shipping company outside the Shipping Federation. On 10th April, 1922, the ship-owners
reduced the rates by 1s. 6d. per 100 super., to 5s. 2d. per 100 super.—3d. per 100 super. below
1919 rates—but the timber millers did not reduce the price of ti.mé)er (Question 310).

On the 5th April, 1923, the Shipping Companies refused to carry at 5s. 2d. on the ground
that the rate had proved unprofitable. They raised their rates to 5s. 10d. The Timber Com-
panies re-adjusted their prices—increased the price on some sizes—reduced on others. The
net result was that the minimum and maximum prices in the Adelaide selling yards were
41s. and 69s. 6d. respectively—average 55s. 3d. per 100 super. This was 22s. 3d. per 100 super.
over 1919 prices, whereas freights had only increased 5d. per 100 super. over 1919 rates, and
were actually 10d. per 100 super. below 1920 rates (6s. 8d.). In terms of tonnage (480 super.
feet to ton) the relationship of freight rates to prices in 1919 and 1923 is as under :—

Timber fre:ght per ton 8 Price 1n Adelaide
Western Australia to Adelaide, Selling Yard.
1919 .. £1 6 4 .. £718 6
1923 .. £1 8 4 .. £13 5 3
Increase in Timber freights Increase in price of Timber
perton .. 2s. . perton .. £5 6 9
{See Appendix 2.)

Interstate rates on timber are actually a smaller percentage of the selling price of timber
than before the War—they are lower than they were when the Act came into operation (1st July,
1921).

It is alleged the Navigation Act prevents the Timber Companies from chartering outside
vessels at cheaper rates. The Timber Companies, however, did not charter outside steamers
prior to the Act. o

The Timber millers did not reduce timber prices when the Shipping Companies in 1922
reduced rates. There is no evidence that the Timber millers would reduce prices to the public
if they had the eheapest shipping in the world. .

It was alleged by one witness that “ imported timber supplanted our timber from 1920
onwards —* Business going past us "—* Our Adelaide and Melbourne business being ruined ”
(Questions 96, 101, 152). The witness had no facts—only general opinions. The representatives
of the Timber Milling Companies gave no endorsement to his statements. The following is
extracted from the evidence of the local Managing Director of the Karri Timber Company
(W.A) :—

3724 Would you say that Australia is seriously bandicapped by reason of the importation of timbers from
America 1—I do not know that it is affecting the position to-day. i L
d h3725. You are not afraid of the competition from America 3—Not to-day ; there has been quite & revival in
trade here.
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A representative of the Adelaide selling yards gave evidence that he imported from
overseas and from other States. In 1914, the freight rate upon American Oregon was 2s. 9d.
per 100 super.—now the rate is 6s. 8d. Further evidence by this witness is as follows:—

5341, Then the American increase is equivalent to the interstate increase *—It is a bigger increase.

5343, Then the question of freights has no effect on the competitive aspect of foreign and local timbers ?-
1 should say no, 8o far aa this State is concerned.

5343. The local freight rates have not of themselves induced foreign trade ?—I should say not.

The output of Australian sawmills, apart from timber for fuel and mining purposes, was
610,167,000 super feet in 1922, and 617,343,000 super feet in 1923. Records for the Common-
wealth have only been tabulsted during recent years and comparison with 1913 is therefore not .
possible. The quantity and value of imported timbers is as under :—

\

Yoar., Quantity Buper Foet. Import Valaes. Import Value per 100 Peet Snper.
£ s. d.
1812-13 . . .. 450 millions 2,771,000 12 2
192228 . . e 365 4,051,000 22 6
1923-24 (First 10 months) . 31, 4,573,000 24 b

It will be noted that import values have jumped 100 per cent. and that as compared with
pre-war figures 75,000,000 super feet less imported timber costs £1,800,000 more money.

It was stated by the Chairman of the Tariff Board that timber from Noumea (New
Caledonia) was carried to Sydney for 2s. 3d. to 2s. 6d. per 100 super feet (10s. 10d. to 12s. per
ton). The fact that loading and unloading costs had to be paid by the consignee was not
mentioned. General rates between Sydney and Noumea, 1,058 miles, are 42s. per ton, against
30s. between Fremantle and Adelaide, 1,350 miles. .

It was alleged in Tasmania that high freightage and shortage of shipping had pushed
Tasmanian timber out of the South Australian market. The representative of Adelaide timber
merchants said :—" We are using more Tasmanian timber than in 1919 * (Questions 5415, 5552),
““ and have never been in a position when we could not get supplies * {Question 5357).

The largest timber mills in Tasmania and Western Australia are owned by the same oversea
interests. The mills of the Huon Timber Company of Tasmanis, and the mills of Millars’ Timber
Company of Western Australia are in reality one company owned by the same people, directed
bythesame minds. The Tasmanian interests were not acquired to develop production against the
production of the Western Australian end of the company. It was done to control Tasmanian
timber areas and regulate output. The output of the Tasmanian section of the united company -
has been reduced from 27,000,000 super. feet to 9,000,000. An apparent loss is created, but what
is publicly dropped out of the window at the Tasmanian end is qitetly picked gp with a bonus
in the better market for the output of the Western Australian end. The main factor in Tasmania’s

timber industry is the control of its principal sources of supply and its mills by outside timber
interests.

The Investor’s Digest (1st January, 1924) reports that Millars’ Timber Company controls
the Huon Timber Company ; that it has £300,000 invested in subsidiary companies; that it
holds softwood supplies to the extent of £215,000, and that while the oversea trade has fallen
off, “ Australian local trade has been well maintained.”

Not only does Millars’ Timber Company control the Huon Timber Company, but it holds
a large interest in the Queensland Company known as the Pines and Hardwoods of Australia
Limited. In this Queensland Company John Sharp and Sons Pty. Ltd., one of the largest timber
companies in Australia, also has a substantial interest. Thus two of the biggest timber companies
in the Commonwealth have mutual interests.

. The Tariff Board asserted that coastal rates were a crushing impost on Queensland
timber. The freight on timber from Brisbane to Melbourne is 5s. 3d. per 100 super. From
Cairns to Brisbane or through to Melbourne the freight is 8. per 100 super. Queensland timber
interests said the Navigation Act inflicted no injury on their industry (Questions 6596-7). They
did not ship timber to Southern States. There was an ample market in Queensland for all log

timber (Question 6610). The only surplus they had was on ““ tops *’ (Question 6609) useful f
making butter boxes. v v P ¢ e .

The Canadians landed  Top stuff * in Melbourne for 17a. per 100 super. The Queenslanders
had to 5:1; in Queensland a basic price of 20s. per 100 super. This basic price would be plus costs
to the ship’s side. No reduction of local freights could counterbalance Canadian duroping. The
Queensland Timber Protective League did not agree with the Tariff Board statements. The
grievance of its members was against the Tariff—not the Navigation Act.
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The Tariff Board quoted timber rates to Australia, but omitted to quote rates on Australian
timbers carried overseas. Oversea ships charge 100 per cent. more to take Australian timber
oversea than they do to bring foreign timber inwards. A surcharge is levied on the Australian
export to make up for the cheaper carried import. The explanation is made that Australian
timber is heavier than oversea timber. This explanation is not made when dealing with
Australian coastal rates.

The disparity between oversea timber rates to Australia and local coastal rates for a given
distance 15 alleged to be due to the Navigation Act. The disparity has always existed. It hus
not increased, and so far as American timber rates to Australia are concerned, has actually
diminished.

The Navigation Act has not injured or retarded the development of the'timber industry.
Timber production, since the Act, has not diminished—it has increased. Timber freights are
not higher than when the Act first operated-—they are lower. The Navigation Act has not placed
the timber industry at a * serious ”” or any sort of disadvantage with oversea Timber.*

PART 6.—THE MEAT INDUSTRY.

Meat production it a primary industry of vital importance to the Commonwealth,
In connexion with this industry there was no statement to bear out the assertion of the Chairman
of the Tariff Board, that ** the coastal freights place the local producer at a serious disadvantage.”
There was no evidence tendered that it had been in any way affected or injured, or its
development retarded by the Navigation Act, but facts in connexion with the industry were placed
before the Commission,

There are two great Meat Works in Northern Australia—Vestey’s at Darwmn, and the State
Meat Works at Wyndham (W.A.).

Vestey’s works operated during the 1917, 1918, and 1919 seasons, and then closed down.
Vestey’s own or control the output of fourteen stations covering 45,000 square mules,
carrying 267,000 head of cattle, of which 146,000 are in East Kimberley, and 121,000 in the
Northern Territory. Vestey’s send their cattle to the State Meat Works.

The State Meat Works at Wyndham cost £827,000 to conmstruct. It commenced
operations 1 1919, and its record 1s as follows :—

1919—treated 9,000 cattle.
1920—+treated 18,000 cattle.
1921—market slumped, Works closed.
1922 treated 22,500 cattle.

1923—treated 30,400 cattle. .
Working Loss since 1919 . . o .. £213,000
Accumulated Interest .. .. .. .. 245,000

Total Loss to date .. .. .. £458,000

The Manager of the Meat Works stated :—* Almost the whole of the Wyndham losses
arose from a drop in values of canned meats, which fell from £5 5s. per case in 1919 to 18s. per
case in 1920—after heavy storage and other costs had been incurred through lessened rate of
consumption.”

In 1921 oversea meat prices slumped so badly that the Wyndham Works were closed,
In 1922 the Western Austraﬁan Government decided to resume operations. Over £100,000
was paid to cattle-owners. The result for the year was a loss {interest and working expenses)
of £88,000—£3 18s. per head of cattle treated.

In 1923, £133,000 was paid to cattle-owners (£4 10s. per head of cattle). £72.000 was
paid away in freights (14d. per pound—£10 10s. per ton), £56,000 was paid in wages, and the loss
was £2 2s. per head of cattle treated.

If there had been no labour costs, a heavy loss would still remam. Labour cosis are
augmented by many factors. First of all there 18 the seasonal character of the industry. The
Manager of the Meat Works stated :— From September the condition of stock is unsuitable.
Heavy rains start in November or Decerber, and last till March, The boggy state of the lower
country, the flooded state of rivers and creeks, the excessive heat, prec ude the working or
travelling of stock during those months.”

. ] n Lumbsrman, 8 lef 100 r i} L, — king that you might be interested, we are
et B e RS o e R e , B e S

y ne s
day, but woods labour is back 0] & pro-war basls, largely due to the fact the large cities there is at present more or less idleness  Conscquentiy, lacn sre
wl ghplnhnnwood-u‘?n'nnl-mnnd $30.00 » month and their board and lodging.*”* (Question 14095 )
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Secondly, outside the Meat Works there i8 no work in the country Aboriginals are
preferred on the stations to white men. The adult white population is_40 per cent below that
of 1914. As a result the Meat Works must draw its workmen from Perth, 2,000 miles awzy,
and take them back at the end of the season.

The cattle of East Kimgerley and of the Northern Territory, within & 300-mile radius"
of the Wyndham Meat Works, total 500,000. The cattle runs are not half stocked. The
annual average supply of cattle available for the Meat Works is 35,000 head. This supply is
equal to the Meat Works’ present working capacity. The cattle necessary to make a ton of beef
are four, five or six, according to condition. Condition is therefore not only a factor on the selling
market. It is an important factor in the economic working of slaughter yards and freezers.
Mr, Frank Houlder, a director of Houlder Bros. and Co. Shipping Company, and of the Bergl
Australian Meat Co. of Bowen, stated (drgus, 12th April, 1923): —"In Argentina, fattenihg
paddocks are maintained in close proximity to the killing yards.”

Few cattle go from West Kimberley to Wyndham. West Kimberley cattle are reared on
soft country, and to reach Wyndham have to pass over rough, stony, mountainous country,
constituting the watershed dividing the Fitzroy and Ord Rivers. The main outlet for West
ijberlechattle is as hve stock southward to Perth, aided by sales of some 4,000 or 5,000 head per
annum in Java. .

The State Meat Works at Wyndham were laid out with the idea of supplying the
Metropolitan market with chilled beef. The “ lay-out > was done by officers of the Public Works
Department. Twelve insulated cars were built o carry chilled beef from the works to the ship’s
side at Wyndham, But no thought was given to the shipping aspect—toscool storage in the
metropolis, or the commercial prospects of a chilled beef trade in the South.

Frequent steam service with suitable refrigerator space was necessat{—it did not exist.
If it did exist it could not be efficiently utilized, because the Perth~Fremantle population is not
sufficient to provide a market large enough to keep going a frequent steamer service requisite
to ship the Wyndham output. Finally,if the two factors. had existed they could only have
operated by invading the only market for small growers in the South and interfering with the
market for cattle supplied from Derby. Wyndham could not, therefore, be utilized for its original
purpose. It had to find a frozen meat market overseas, and it had to pay higher meat freights
than those charged from Eastern States to overseas markets.

The condition of the cattle ndustry in the north-west portion of Austraha is affected
largely by the situation in Queensland. -

The export meat trade of Queensland is dominated by massed capital controlling cattle
stations, meat works, refrigerator space on steamers, and cold storage at ports of discharge.
The meat works of Queensland are not isolated outposts like Wyndham. Construction is less
costly and labour more easily available. Labour in Queensland is local. It passes from one
seasonsl ocoupation to another. It has not, as at Wyndham, to be carried 2,000 miles to and
from the occupation.

. The Oversea Shipping Combine controls all oversea steamer refrigerator space (Question
496-7). Tt decides in London how much shall be allocated to any particular country, and when
it shall be diverted from one country to another (Question 400).

The section of the Oversea Shipping Combine working Australia has large refrigerator
space on a majority of its steamers. To guarantee frozen cargo it controls Queensland Meat
Works. To guarantee supplies to meat works it controls the output of scores of pastoral properties.
To guarantee an outlet and in many places, s in the Far East, to control the market, it controls
cold storage at discharging ports (Questions 443, 507, 508, 509, 5134, 517).

The section of the Oversea Shipping Combine known as * The Inchcape Group * controls
the Philippine Cold Stores and the Singapore Cold Storage Co. It controls refrigerated space
to Singapore, Manila, China, and the Kast generally. The Manila Army Contracts for frozen
meat are held by the allied meat works of ﬁenshnd, and the share of each is allocated from
London (Question 400). The products of the State Meat Works at Wyndham cannot get into
the cool stores of that combine. Wyndham has been able to secure the service of the Common-
wealth *“B* boats—Boonah, Barambah, Boorara, Boorsl, and Bakara. They carry Kimberley
groducbs_ to Europe. They are suitable for the Wyndham service, having derricks suitable
or continuous loading (Statement by Manager of Wyndham Meat Works). The charge is £2
Ts. per ton more than from Queensland. If these boats are sold Wyndham will have to close
down (Question 457). Should this ocour it would bring further disaster to the north-west of
Western Australia, but the Navigation Act would not be responsible.



46

The meat rates to Singapore are double the rates to Europe—three times the distance.
The surcharge on meat for Europe from the State Meat Works at Wyndham is 25 per cent. on
rates from the Eastern States (Statement by Manager of Wyndham Meat Works). The meat
freights (31st December, 1923) from Eastern States to Europe, are 75 per cent. ahove pre-war
rates. Australia’s Arhitration and Navigation Laws are not factqps in these matters.

PART 7.—TASMANIA.

It was alleged that Tasmania had “been placed at a serious disadvantage,” its
development retarded, its industries injured, and its tourist traffic dimunished by the
Navigation Act.

There was no evidence aganst the Act from Burnie, Devonport, or Launceston. The
allegations of disastrous results were confined to Hobart.

It was asserted that the export trade of Tasmania has been seriously injured by reason
of the Navigation Act. The cargo shipped out of Tasmanua is as follows (see Appendix 1) :—

Opeas ot
Pre-War—1913 .. .. .. 47,000 .. 251,000
Sinco War 880 - - DO .. SO0
Since Nivigation At {16359 o0 1 501000

Tasmanian exports measured in actual tonnage are double the 1913 record.
. Inthe two years after the Navigation Act Tasmania’s exports were 287,000 tons more than
during the two years before the Act. .

The following are extracts from Harbour reports of Tasmania :—
Hobart—The reports and evidence of the Hobart Marine Board show ** rapid expansion
in the exports and shipping of Hobart.”
Launceston—Launceston Ezamner describes the shipping of the Tamar as having
“ taken a remarkable leap.”
Bumie——The (i!/[arine Board of Burnie declares its shipping business in 1923 to be
a record.”

Devonport—The shupping of Devonport is described in official reports and press us
“ still on the up grade.”

(a) Frurr ExpORTS.
It was asserted that the oversea fruit export of Tasmania has been seriously injured by
reason of the Navigation Act. The Tasmanian fruit exports overseas are as follows : —

Fruir ExporT OVERSEAS.

Pre-War Record—1914 .. .. .. .. 952,000 cases
Since War 1920 .. . .. .. 450,000 ,,
' 1921 .. . .. .. 586,000 ,,
Since Nawgation At {16581 1 Uhazon .

More oversea boats went mto Hobart during 1923 to carry away fruit than ever went
into it before in a single year. It is complained that there were only half the number of fast
mail boats now going into their capital port. That fact applies to every capital port in Australia,
Decause the oversea mail service 1s 50 per cent. below pre-war. The Commonwealth Shipping
Line boats calling into Hobart carry away more fruit than the mail boats carmed, and give
a quicker dispatch. The mail boats lose two days going up the Gulf of Taranto to deliver
mails. ..

There is an interstate market for Tasmanian fruit equal to the 1923 oversea record-—1,500,000
cases.

1t is stated that Tasmanian fruit-growers obtain no more for a case of fruit in 1924 than
in1914. .

Sir Henry Jones, the largest expoiter of fruit and manufacturer of fruit products mn
Australia, told the Commission that the Navigation Aet * operated most adversely on the fruit-
grower,” but he would not say it had operated adversely on his company, although it dealt in
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fruit and came into direct contact with interstate and oversea shipping. Whatever may be the
fate of the growers of fruit, the handlers of their products are not suffering. Last year the firm
of H. Jones & Co. divided £100,000, reserved £35,000, and passed out 50,000 shares at par, worth
43s. on the market—equivalent to an additional gift of £57,500.

The Investor’s Digest of 1st January, 1924, reports that ¢’ some of the subsidiary companies
of Henry Jones Limited have accumulated so much in liquid assets that they can lend considerable
sums to the parent company, which presumably have been re-invested in other subsidiary concerns
or investments,” -

The rates on fruit and the products of fruit between interstate ports on ships under the
Commonweslth Navigation Act and the Avbitration Laws are 30 per cent. above pre-war rates.
On oversea ships not affected by these laws the rates on fruit and the products of fruit are 60 to
250 per cent. above pre-war rates. -

(b) Tasuanian TouRrIST TRAFFIC.
It is alleged that the Navigation Act has seriously injured and diminished the tourist traffic
of Tasmania. The records are as follows :—

PasSENGERS FROM MAINLAND T0 TASMANIA,
[Note.—Each year ends 30th June.]

Pro-war Pre-Navigation Act, Since Navigation Act,

1013 1004, 1920 1021, 1022 1028.
Melhourne to Launceston . . 23,300 22,890 18,660 20,238 25,635 24,213
Mealbourne to Burmeo . . 1,364 6,848 6,611 6,148 9,083 10,851
' 30,664 | 20738 | 26,271 | 26,386 | 32718 | 35064
Sydney to Hobart (via interstate boats) .. 6,220 6,443 7,064 6,306 6,613 6,784

“Bydney to Hobart (via oversea boats) . 634 953 185 146 2% 106*
Melbourne to Hobart .. . - 1,954 1,947 144 24 . 15

39,462 39,081 32,664 32,862 41,303 41,969

* In Commonwealth Liners,

MAINLAND PASSENGERS INTO TasMANIA DURING Two YEARS.

Prior to the War (1913 and 1914) .. .. 78543
Prior to the Act (1920 and 1921) . .. 6552
Since the Act (1922 and 1923) .. . .. 83212

When the Act came into existence, Tasmania’s total inward passengers for a two-year
period were 13,000 below the two years pre-war level; during the two years since the Act the
wward passenger lists have increased by 18,000, and are now 5,000 above the two years pre-wat
figures. The Hobart Chamber of Commerce in 1ts last annual report, referring to the tourist
traflic, says :— -

“ Last season provided a record . . . . . . Business people of the city
who deal direct with the tourist traffic report a record business. Port Arthur is & good
index, and the guides employed there to show visitors over the ruins dealt with larger
numbers than ever before.”

. The officer in charge of the Tasmanian Government Tourist Bureau in Brisbane, reporting
to his Government, says—"* You will see there has been a considerable increase of business compared
with the previous year.”

The position is summarized as follows :—
(@) The Navigation Act came into operation on 1st July, 1921.
(L) Bef l(:re the War only 2 per cent. of those who went te Tasmania travelled on oversea
oats.
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(¢) After the War and before the Navigation Act came into existence, fewer than
1 per cent. travelled by oversea boats. At no time did the overses boats carry
more than a few of the thousands travelling annually to and from Austraha.
When there were not Navigation restrictions, when people could travel by any
boat, 98 per cent. of those who visited Tasmania travelled on steamers manned
by Australian citizens. ’

(d) Since the Act, travelling facilities have been ample. The Hobart Chamber of
Commerce was asked by the Prime Minister to furnish evidence to the contrary
—it did not do so. The Director of Navigation admiited to the Select
. Committee—' Not only are licensed vessels trading to Hobart capable of
carrymg the passengers and cargo offering, but there is almost always a
large percentage of vacant space.” (Question 14.)
{e) Not only is accommodation in the main ample, but under the Act travellers to
Tasmania have increased by many thousands,

The year 1923 was Tasmama’s record year in—
(@) Tourist traffic,
(b) Export overseas,
(¢) Exports to other States.

The Navigation Act has not destroyed, diminished, or injured the tourist traffic into
Tasmania, but, on the contrary, this traffic has grown. to record proportions. It has not inflicted
injury upon Tasmanian industries, or in any way retarded the development of that State.

PART 8.—THE ECONOMIC AND FINANCIAL POSITION OF TASMANIA, COMPARED
WITH THAT OF WESTERN AUSTRALIA.

Tasmania had an era of active metalliferous development. To aid development, to extend
roads and rails and to build schools, Tasmania borrowed and invested millions.

So long as the mines lived the loans were easy. They were borne in part by the men
engaged in the mmeral industry. Those men, n addition, provided a home market for the
primary products of Tasmania, stimulated commerce, and widened the avenue of other occupations,

But the mining fields in many districts have ceased to operate. The metalliferous output
of the remainder has dimmished. Commerce and occupations, population and public revenue
in the mineral areas have withered ; but the Stats debts remam.  They have had to be renewed
at higher rates of interest. This increased annual burden has to be carried by other industries.

This to 2 large extent is the history of all States, but in several States the mines were in
the area of gool soil and rainfall. Agriculture, horticulture, dairymng, in somé cases factories, i
have taken active life on worked-out mineral belts. The State is none the poorer—in many cases
it 1s richer. ;

The principal Tasmanian mineral belts arein rough and almost inaccessible mountain country.
Where mining has ceased the district has the appearance of an area suddenly evacuated. Schools
and public buildings have no longer utility. They are deserted. One-time flourishing commercial
establishments fall slowly into runs.

The mineral history of Western Australia is sumilar to that of Tasmama. The.mineral
areas of Western Australia are in and belts instead of rough mountains, but agriculture,
horticulture, and dairying can no more develop in one area than in the other. Coolgardie and
other places are illustrations of the legacy of non-productive debt. that a dead muineral area
bequeaths to a State when the character of the territory does not permit of agriculture rising
upomsthe rumns of the dead industry. )

The relative positions of Tasmania and Western Australia may be seen in the following
tables (Quarterly Summary of Commonwealth Statistics, March, 1924)—

Tasmama, Western Australia,
Population .. . 219,000 .. .. 350,000
State Debts . .. £22,000,000 .. .. £58,000,000
Debts per head .. . £100 .. .. £167
Exportable surplus per head 53 cwts. .. ___ 30cwts,
Overseas and Interstate Cargoes 587,000 tons .. 512,000 tons.

Western Australia has a larger indebtedness per head, and a smaller exportable surplus.
Eighty per cent. of 1ts exports have to find an oversea market, while 80 per cent. of Tasmania’s
exports ate sold in the higher-priced Australian market.
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BANKS STRAIT

TASMANIA.
Total Population .. . 219,000
Adult " . .. 116000
Norma Coast ««  Principal Produda—Roo}r Crops, Fodder, and Dairy .
uce.

» »  Timber, Fruit. and the Metallic
output of the Risdon Zinc
Works.
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The railways of Tasmania are more expensive per mile to maintain than those of Western
Australia, but with a sixty per cent. additional population Western Australis has to maintain
500 per cent. additional mileage. Each 1,000 of the population of Western Australia has to
provide for the upkeep of ten miles of railway, against three in Tasmania. The costs per mile
are lower in Western Australia, but the cost per head of population is much higher.

Tasmama. Weatern Austrabs.
£ s d £ s d
Annual upkeep of railways (per head
(working expenses) .. .. .. 270 .. 700
Annual interest and other debt charges (per
head) .. .. .. .. 4 2 6 .. 780
All other expenditure (per head) - 416 5 . 715 2
Annual expenses per head .. £l1 511 .. £22 3 2

The additional * other expenditure” in Western Australia arises from the spread of
schools and other public services over vast areas.

The way in which expenditure is endeavoured to be met is as follows (Quarterly Summary
of Statistics, March, 1924) :—

Tasmania, Western Austraha,
. £ s d £ s d.
Railway ffights and fares per head of
population .. . . . 21110 . 9 0 0
From other sources per head of population 2 0 2 . 6 8 4
Land sales, rents, Commonwealth grants
and subsidies per head of population 200 214 9
State Taxation .. . . 3 67 . .216 6
Annusl income per head .. 918 7 = .. £2019 7
Annyal Deficit per head of population .. 174 . 137
Total expenditure per head .. £11 511 . £22 3 2

Western Australia raises £7 8s. per head more than Tasmania by extra railway charges.
Both States are in a bad position financially from causes operating long prior to the Navigation
Act. Mr. L. F. Giblin, the Government Statistician of Tasmania, told the Commission that if
the Navigation Act were amended to suit the Hobart complainants “it will not solve the
difficulty of Tasmania’s financial position, nor will it sensibly touch it.”

PART 9.—FREIGHTS.

It is alleged by the Tariff Board that the Navigation Act has raised coastal freights out
of all proportion to deep-sea freights, has put beavy freights on our own products, placed our

producers at a disadvantage, nullfied the Tariff and deprived our manufacturers of their full
share of the local market.

There has been no increase in Australian coastal rates during the three years the Navigation
Act has been in operation.

As to the statement that Australian coastal tates are  out of all proportion ”* to deep-sea
rates—

1. (a) “ Out of all proportion™ is meaningless unless compared with something

similar. A motor wagon on a good level road can carry more goods a longer

distance with less wear and tear, and at lower rates than it could on a rough,

mountainous, or boggy track. The test is not a tape measure, but similar
conditions.

(b) The determining factors in sea freights apart from wages and combines are
whetler a port is tidal, daylight or “ anytime ” port. ~What are the port
charges and the number paid in & month ¢ How many ports have to be entered
to pick up full loadings, and how many before cargq can be discharged ? What
are the chances of getting outward cargo to replace discharged cargo? What
are the facilities for loading and unloading ? 1Is the work alongside a wharf
with mechanical appliances, or in an open roadstead with lighters



- G0

2 Un the Australian coast there 1s u general rate between speeified ports  Sovme
concesslons exist, but so far as the general trading ﬁubhc are concerned rates,
even when expressed in relataon to feet, cases, or casks, work out per measured
tom ot the gencral rate. Takin, Sydney as a central port, the freight rates
within a radius of 628 yules (ncluding Hobart, Melbourne, and Brisbanc) arc
from 18s. to 20s. per tan To Adelaide (1,069 mles) 225, 6d. per ton  Adelaide
to Brishane (1,579 miles) 335, 9d per ton. These 1ates cover nine-tenths ol
Australia’s mnleistate cargoes. Oulside the shove ureus the rate from Sydney
to Townsville and Fremantle 1 40s. pes ton, o Cahns 50s per ton

3. (a) Deep-sen rates to Austraha vary from 22s. 9d. to 147s. per ton.

(0) Deep-sea rates on Austrahan products for the United Kingdom imuukets
nse from the wheat rate of 86s per ton to £156 8s 4d per ton.
(¢} Esstern products are brought te Australia at varying rates down to %5s per

ton.

(@) Rates on Australan produets for Kostorn markets arc 50 to 200 per cent
above rates on inward Eastern products Refrigerated Australwp products
for Eastorn markets are £14 to £18 13a 44. per ton.

4. (2) When the "P'arrit Board quoted oversea rates, 1t reterred to lowest rates only

(o) The Tar.ff Board compared average Australian rates with, not the average, but
the lowest oversed rates

(c) The Tariff Board compared rates on Austraban runs involving transhipment
with ruus that did not involve transhipment P

{d) The Tarff Board compared Ausiralian rates fiom open roadsteads, necessitating
loadmmg by hghters, with rates on runs between ports m which such disahiities
do not exist.

(¢) The Tariff Board compared rates on Australian runs involving calls and delays
at mtermedinte ports with rates on straight runs from one port to another

(f) The Tardl Board compared rates on Australian runs mvolving complance with
White Austialian condations with runs supphed with eheap black labour

(¢) The Tarift Board compared rates tor dsstances and ignored every other tactor.

(@) Java.

The Tanft Board quoted sugar rates, Java to Melhowne (4,400 mules), al 25, per {on, as
against the suga rutes of Townsvalle to Melbouine (1,900 miles), 27« , and Mackay to Melbourne
(1,700 miles), 39« 6d

The ships bningng foreign sugar in at 26s. per ton do not take Australian products out
at that rate. FHigher rates on exports pay for lower rates on unports. The average gencral
rate from Brisbane to Java (3,400 mules) 15 50s, per ton, Tho general cargo rate quoted in the
shipping hist of 14th May, 1924, 1s 75s. per ton  The lowest rate is $0s. per ton, The Munaging
Iirector of the Royal Datch Packet Steam Navigation Company told the Publie Works Commities
that 38s per ton was a lusing 1ate, but it was done o give Ausiralian flonr a chance against
American flowr (Darwin Wharf Facshties Ingmiry, paia 217 ot evidence).  Those boats are
mued by low-paid coloured labour ; 35s. per ton 15 a losmg ratc. To give Javancse sugar o
chance against Austraban sugar, they quote 25s. per ton. Tt 18 this 10s. per ton below loswng rute
the Tanff Board guotes to prove that White Austraban 1utes ure exorbitant,

On the 26th Apnl, 1923, prioxr to the Tanit Board's report, Mr. J. (. Thompson, Chairman
of the Export; Committee of the Associated Chambers of Commerce, presented to Mr. Austin
Chapman, Mmister for Customs, a gchedule of rates wmuposed on Ausirahan products seeking
oversea markets On that schedule was the [ollowing itera . —

Fodder Ratoes to Java
1004 102
27s 6d 63,

Tho Chawrman ot the Tanff Board m his eapacity 4s Complroller of Covloms was present
when the schedule was presented With the schedule the Tanff Tioard was conversant when 1t
dratted its report, yet 1t quoted 4 rate M) per cent; below losing 1atc—50 per cent. below the
Datch Packet Company nvelage rate—860 per cent. helow fodder rates- actually 10 per cent.
below pre-War black labour rates, and presented this as a standord by which Australian shipping
rates ought to be meagured

It will be noted that on Australian products to Java there is a 37s. 6d. per ton mciease,
from 278, 6d. to 65e. (140 per cont.). This increase 18 more than the tolal [reighl (25s. per ton)
upon the mward ““ dump ' rate.
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(c) Evrorz,

Cement—The Tariff Board cited Portland cement carried from the United Kingdom to
Australis for 228, 9d. per ton against 35s. per ton from Melbourne to Fremantle,

Oversea general cargo rate from the United Kingdom is 100s. per ton. Boiler cement,
Keen’s cement, and cement: for fireproof floorings pay 75s. plus 10 per cent. primage—82s. per ton.
Oxides pay 50s. plus 10 per cent. primage—55s. per ton. When it comes to Portland cement,
the oversea product is carried for 75 per cent. below general cargo rates and 72 per cent. below
rates charged on other cements.

Oversea cement cabnot undercut Australian cement at the point of production. When
local cement has to reach a ﬁort visited by oversea vessels the protective advantage of £1 per ton
is lost. Queensland furnishes an illustration. Oversea cement cannot compete in Southern
Queensland, but oversea vessels can place their “ dump * rate cement in North Queensland ports
cheaper than Southern Queensland can land its cement. It costs the South Queensland cement
works in railage, cartage, and wharfage 20s. per ton to carry cement from the works to the wharf.
. The Tariff advantage is lost before Australian cement can get to sea. If oversea Portland cement

had to pay the same freight from overseas as other oversea cements or anything near general
cargo rates, it could not get into any port in Australia.

Years before the Navigation Act, and before the War, when maritime wages were 50 per
cent. below their present level, there were complaints of high coastal freights. The question
whether the chicken or the egg came first was not more threadbare than whether Portland cement
sailed in on oversea cut rates or on high local coastal rates.

In January, 1914, Mr. Northcote, then Chairman of the Federated Shipéwners’
Association, deglored high wages because they meant high running costs; high running costs
necessitated high freights, and high freights crippled production, diminished trade, and ruined the
shipowners. Mr. Northeote went on to say:—

“ Take such a commodity as cement. IHigh freights limit the distribution of
Australian cement along the Australian coastline, and they enable foreign-made cement
to be delivered at each of the ports where local ships are in competition with oversea
steamers.” (The Trust Movement in Australia, by H. L. Wilkinson.)

The Teriff Boazrd discovered this ancient history and presented it as a recent event
produced by the then two years’ old Navigation Act. .

The increases in freight rates imposed by the oversea shipping companies upon the majority
of Australian oversea exports are more per ton than the 22s. 9d. “ dump ” rate at which the
same corpanies bring in oversea cement.

Iron and Steel.—The Tariff Board quoted the freight on steel rails from Great Britain to
Fremantle (11,000 miles) at 40s. per ton, in some cases 30s. per ton, against 42s. 6d. per ton from
Newcastle to Fremantle (2,200 miles), but the Deputy Chairman of the Steamship Owners’
Federation stated in evidence :—° The Commission should know that the Broken Hill Proprietary,
who are the shippers of the rails, are quoted 30s. by the companies,” Mr. Oakley was asked if he
had any documentary evidence that the Broken Hill Proprietary paid 42s. 6d. per ton on steel
rails from Newcastle to Western Australia. The following is extracted from the evidence :—

Answer.—Yes ; particulars on actual invoices.
Question.—Where are they ¥ Answer.—Do you wish me to produce them ? I will produce them.

Mr. Oakley was not able to produce them. He referred the officer of the Commission
to the Broken Hill Proprietary. The officer waited upon the Broken Hill Proprietary. He was
allowed to inspect the invoices. They had no reference to steel rails. The explanation is in the
fact that the Broken Hill Proprietary carried its own rails in its own vessels. The 30s. quote
was an effort by the Shipowners’ Federation to obtaina share of the business. It was not
successful, therefore recent invoices {or steel rails at 42s. 6d. or any other rate cannot exist.

The Oversea Shipping companies have 30 different rates on products of iron and steel. There
are half a 'dozen rates on rails according to length and size, varying from 30s. to 75s. per
ton. There are 26 iron and steel products upon which the freight rates to Australia are from
758, to 145s. per ton, 35 from 50s. to 74s. per ton, 10 at 40s., 4 at 30s. The Board in every case
quoted the lowest rate. . o

Australian iron and steel producers made no protest against the Navigation Act, and no
affirmation that it was injuring their interests. Mr. 8. McKay, of the Sunshine Harvester Co., told
the Commission that bright steel shafting is manufactured m Victoria, ar:\d bright steel shaftmg is
carried from Europe to Victoria for 40s. per ton.  Forty shillings per ton is not the average import
rate either upon steel products or general cargo; it is essentially a “cut rate.” The lowest pre-war
rate at which Mr. S. McKay, of the Sunshine Harvester Company, could get freightage to Buenos
Ayres by direct charter or by shipping in steamers bound for Europe via Buenos Ayrea was 33s. per
ton. To-day, when shipping costs have doubled, the Tariff Board quotes, as fair average freight



i

53

rates, 30s., 25s,, 22s. 9d. per ton for double the distance as evidence that Australian rates are
“out of all proportion “—as proof that the Commonwealth Navigation Act is an injquity
working with * disastrous effect.”

General.—Maximum freights are determined by consideration of what specified products
can carry. Minimum freights over a long period are determined by rates of wages, port and
harbour charges, light dues, price of coal, &c. But between these two extremes, freights are
-varied by concessional rates for the furtherance of some economic objective. ~Deep-sea rates to
Australia vary within the same class of exports. Variation depends on many factors. One is
what section within a class is manufactured in Australia, and to what extent the Combine is
financially interwoven in the products of that section. On such section the rate will be 50 to 75
per cent. below the class rate. Another factor is the extent tq which United Kingdom produc-
tions have to meet the competition of other countries. News print in competition with Canadian
and Swedish pays 55s. per ton ; all other papers, including wall paper, 100s. per ton. .

The deep-sea shipping companies partly reimburse themselves for unprofitable (_iu.mpm%1
rates by rates above the average upon other imports into Australia. The other portion of the
reimbursement comes from higher charges on Australian products bound for oversea markets. The
rates charged in excess of pre-war rates on the majority of Australian oversea exports are greater
than the increases on the majority of imports. The increased rates over pre-war rates levied by the
Overses companies upon the majority of Australian exports are more per ton than the total rate
charged to bring into Australia the oversea products mentioned by the Tariff Board.

(d) Ourwarp Freieer RateEs To Unrrep Kiwepom, Ero.

The following are the freights to the United Kingdom on some of Australia’s chief .

exports :—

' Leather—£7 13s. per ton.—Same rate charged to South Africa—half the European
distance.

Skins (other than sheep skins}—1§d. per lb.; £15 3s. 4d. per ton—For United
States, Atlantic Ports—}d. per Ib. additional (23s. 4d. per ton).

Wool (greasy)—1}d. per lb.; £11 13s. 4d. per ton.

Wooi (if scoured)—13d. per Ib. ; £14 per ton.

Sheep Skins—Zd. per Ib. ; £8 3s. 4d. per ton.

Hides—4§d. per Ib. ; £5 11s. per ton.

Fruit in cases—Recently reduced from 4s. 6d. to 4s. per case as compared with 2s. 6d.
pre-war. 4s. is 60 per cent. on pre-war, and nearly 200 per cent. on rates charged -
for the carriage ofpe truit from South Africa to Europe.

Fruit in pulp—Sir Henry Jones stated :— 70s, per ton as against 30s. pre-war.”” This
is & 130 per cent. increase on the pre-war rate.

Jam in tins and canned fruits—70s. per ton, as against 20s. to 30s. pre-war rate.,
The higher rate of 30s. was mail boat charges, C

Zine dross.—£T7 per ton.

Whale oil.—£4 10s. per ton (Western Australia to United Kingdom).

Binder twine.—£6 2s. 6d. per ton. ) -

Timber.—12s. 6d. per 100 super. feet, 1ls. to South Africa; 100 per cent. higher
than upon oversea timber brought into Australia.

Meat.-——ld.. per lb.; £9 6s. 8d. per ton—75 per cent. on pre-war rate. To Java
and Singapore (one-third European distance) rates vary from £14 to £18 13s.
4d. per ton. From Townsville to Manila (2,900 miles), £14 per ton. )

Mutton.—13d. per Ib. ; £10 10s. per ton. For Japan, £15 15s.

General Cargo.—70s. per ton to Europe, 85s. ta Singapore, 80s. to South Africa, 80s.
per ton on Australian products for India; 40s. per ton on Indian products for
Australia.

Australian Agrioultural Machinery—for Argentine (including transhipment), £8
ton, pre-war, £3; 166 per cent. increase. The 33s. per ton mentioned on tipl:
previous page was for direct shipment, not now obtainable.

Freight rates on Australian products for Eastern markets are 100 to 500 per cent. above
Pl:-owu rates, although the majority of ships engaged in the traffic are manned by cheap coloured
abour,

Freight rates to Europe on Australian products, apart from wheat, are 60 to 250 per
cont, above pre-war rates. '
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Freight rates on the Australian coast under Arbitration awards and the Navigation Act
are 30 per cent. above pre-war rates.

Mr. B. L. Murray, Managing Director of Western Australian Farmers’ Limited, told the
Commission (Question 874) :—“ Homeward freight for wheat 1s the only thing I know down to
pre-war rates.” Another witness stated that ** Freights from home have been reduced much
more than from this end—except on wheat.”

(¢) RE StaTEMENT THAT HigE FrEIGHT Rates Nururev TeE TARIFF.
It is equally true that low freight rates nullify the Tariff.

1. Hugh Rates nullify the Taryff.—When by rail, or road, or ship, it costs the producer as
- much to send his product from A to B as it does to bring the competitive product from
overseas to B the Tariff is nullified. This fact applies to every class of transport by land or
sea to all coasts and countries. This faet operates in a country where the Navigation Act does
not exist and operated in Australia prior to the Act. The Act cannot be held responsible for
world-wide and pre-existing facts. Finally, Austrahan coastal freight rates have not risen since
the operation of the Act.

2. Low Frewght Rates nullofy the Toryff.—When the Oversea Shipping companies bring into
Australia a number of oversea products at rates so far below the average rate as to constitute to
the importer a refund of the amount paid in duty the Tariff is nullified. This * deprives our
manufacturers of the full share of the market to which they are entitled.” Australian Arbitration
and Navigation laws are not responsible for this nullfication.

3. High outward overses rates on Australian products—*‘ out of all proportion " to low
inward rates— place heavy freights on our own products,” “place our producers at a
disadvantage” in oversea markets and nullify any Tariff preference that may be given by
oversea countries. For this nullification the Australian Arbitration and Navigation laws cannot
be held responsible.

(f) CoastaL RaTES.—SOUTH AMERICA,

General cargo rates along the Pacific coast of South America are 50 to 100 per cent. higher

than along the Australian coast for similar distances, for example—
Valparaiso to Callao (1,302 miles), 45s.
Adelaide to Fremantle (1,378 miles), 30s. per ton.

Between Valparaiso and Callao are the ports of Antifagasta and Iquique. From Valparaiso
or Callao to either of those intermediate ports, the rates per ton are 100 per cent. above Australian
rates for similar distances.

The Atlantic side of South America furnishes the following similar illustration :—

Bueno: Ayres to Bahia Blanca (510 miles), 32s. per ton.
Melbot rne to Sydney (564 miles), 18s. per ton.

The inter-republican ports of Buenos Ayres and Rio Janeiro are on the route of the great
ocean liners to Genoa, Hamburg, London, and New York. They are open to the competition
(if any exists) of the maritime world. Comparative rates are—

Buenos Ayres to Rio Janeiro (1,135 miles), 25s. per ton.
Sydney to Adelaide (1,076 miles), 22s. 6d. per ton.

(9) CoasTaL RATES.—SOUTH AFRICA.

Coastal rates on the South African coast furnish further comparisons :—

General cargo—
Capetown to Durban (817 miles), 30s.
Adelaide to Sydney (1,078 miles), 22s. 6d.

Timber rates— g )
Capetown to Durban (817 miles), 4s. 2d. per 100 super, feet, 5s. 9d. if over 30

lineal feet.

Bunbury (W.A.) to Adelaide (1,250 mules), 5s. 10d. per 100 super. feet.

With the exception of maize (the principal food of the black races) all classes of goods
transported along the South African coast are on a higher scale than Australian, .

So far as South African ports are concerned, and so far as the inter-republican ports of
South America are concerned, shippers are-legally free to secure the cheapest charters, under
any flag, any colour, any wages, any conditions. o

Arbifration and Navigation laws do not compel the producers of those territories to pay
freight rates “ out of all proportion ” to the territories where those laws do operate and “ out of -
all proportion ” to the cement and Java sugar rates quoted by the Tariff Board. There are
operating factors in the world not less potent than legislation.
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(%) Urnrrep StaTES.—NEW YORK TO GALVESTON AND NEW ORLEANS.

Freight rates-between Atlantic ports of the United States are based on Car Load (C.L.)
consignments, with a 40 per cent. supercharge on consignments less than a Car Load. Car Loads
mean railway truck loads varying according to ports, and cargoes from 10 to 18 tons. The C.L.
rates vary from 23s. 6d. to 77s. 6d. per ton. Rates on consignments less than C.L. vary from
36s. to 106s, Where the super rate 18 given in the documents supplied to the Commission, it is
stated in the following table : — ’

NEw ORLEANS.

Cheese, C.L. ..
Canned Goods, C.L...
Soap, C.L. NS
Hardware, C.L.
Woodware, C.L.
Glassware, C.L.
gmnewarz,sC.L. v
ugar an , O.L.
Struotural Syt;lll: CL.
Pig Lead, C.L. .
Hides in bales, C.L.
Flour, C.L. .

Onions and Potatoes, CL. ..
Agrioultural Implements, C.L.

Rioe, C.L. .
Paper for Wrapping, C.L.
Paper Articles s
Printed Matter

Packing House Proci&ots, GL
. R
. 32

‘Wool, C L.
Bags, C.L...

s d. s,
0 perton. Less than CL. 106
48

T e mRoRPOnM e
it
L]
g
8

”
”»

”»
»

.. .Leu t!mn C.L.
. Less than CL.

" Less thap C.L.

45

. 288’

69
67

d.
0
6
3

oo:m &

C-X-¥"

(A) UntrED STATES—NEW YORK TO—

GALVESTON.

s d.

CL. 44 O per ton.
0

» 36 »
» D9 3

» 67 3 per ton
n 40 »
» 50 0
» 33 9
s 49 6
5> 44 O per ton.
s 16 6
» 41 6
» 3T 9 perton.
» 7 6 perton.
» 36 0 »

Less than C.L. 59
» 49

. Less than C.L, 76
» k(3

o® o ™

Less thanC.L, 57 O

Less thanC.L. 57 O

Less than C.L. 106 0
» 59 3

Average Rato-—Car Load, 40s. Less than Car Load, 57s.

Car Load, 49s. Less than Car Load, 68s.

) In addition to the foregoing rates—Lumber between New York and Galvéston, for not less
than Car Load of 30,000 Ib., is 51§ cents per cental, 4.e., 48s. per ton, or 10s. per 100 super feet.

The following is the comparison with comparable distances on the Australian coast :—

United States.—Atlantic Coast Rates.

New York to New Orleans, 1,700 miles—Cear Load rates average
Less than Car Load average 57s. ,,

New York to Galveston, 1,89

»

Australian Coast Rales.

3 miles—Car Load rates average

40s. per ton

. 493

» Less than Car Load average .. 68 ,,

Fremantle to Melbourune, 1,858 miles—General rate

»

The following gives—
(a) Sea-going wages per month on the Australian coast ;

(b) Average steam-boat wages in the United States coastal trade, as recorded by the
United States Commissioner of Navigation ; and

(c) Wages paid on the steamers of the United States Shipping Board.

Ordinary Seaman

Able Seaman ..

Boatswain
Fireman
Carpenter

(a)
Australia.
£ s .d
12 5 0
16 0 0
. 1T 0 0
.. 1800
.. 1995

Sydney, 2,432 miles—General rate

N

«» 3Ds. per ton
0s.

(2
United States
Shipping Board.

£ s d
915 0
1217 0
.. 15 8 0
. 1317 0
. 16 8 0
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(3) PacrFic SLorE.—UNITED STATES.

. From San Francisco to Portland (Oregon) is 640 mules. The Sydney-Hobart run is 628,
miles. On the Pacific side of the United States, as on the Atlantic side, there is no general cargo|
rate. The items supplied were few. Butter rates were given at 50s. per ton. If supplied in not.
less than Car Load consignments it was carried for 46s. 3d. per ton. A ton of butter is carried from
Sydney to Hobart for 24s. per ton—one half the Pacific slope rate. Timber from Portland to
San Francisco is 5s. T3d. per 100 super. feet, of 20 lineal feet, equal to £1 7s. per ton. Timber
from Hobart to Sydney (628 miles) is 5s. 3d. per 100 super. of 20 lineal feet. Grain is 14s. per ton ;
flour 17s. ; meat (car load) 47s., less than car load, 60s.

On the Pacific slope the deck hands load and unload cargoes. The ship-owners are saved

the cost of waterside labour. For this additional work the seamen, the section of the crew engaged

*in shifting cargo, are paid a special rate, bringing their monthly wages to £16 9s. per man. On

the Pacific, as on the Atlantic seaboard of the United States, coastal costs are lower and, freights
higher than in Australia.

(/) BLACK-MANNED AND WHITE-MANNED VESSELS.

White-manned shi£s under Australia’s Navigation Act carry cargo from Fremantle to
Sydney, 2,400 miles, for 40s. per ton.  The black-manned boats charge 60s. from Fremantle to
Derby (1,617 miles) and 70s. from Brisbane to Darwin (2,000 mules).

White-manned ships under Australia’s Navigation Act carry cargo 1,350 miles from
Fremantle to Adelaide at 30s. per ton. Black-manned boats on the Western Austrahan coast
charge 50s. for a 200 miles shorter journey (Fremantle to Hedland).  The “ black ” boats
wanted a 25 per cent. increase to make it b6s. per ton. They wanted £8 for a 500 miles deck
passage. They had to cut the £8 down by one-half and stop where they were on cargo. The
State boats refused to increase rates.

The following are comparisons between passenger fares on “ black ” and * wiute ” manned
ships :—
P First-class passage, Fremantle to Carnarvon—Black-manned, 576 miles, £5 10s.

» 2 Sydney to Hobart—White-manned, 628 mules, £4 16s.
» ” Fremantle to Port Hedland—Black-manned, 1,139 muiles, £11.
" " Fremantle to Adelaide—White-manned, 1,350 males, £10.

Tt is not to be understood that vessels on the North-West coast of Australia (even when
manned with cheap black labour) could profitably carry cargo at East coast rates. The conditions
are dissimilar. The tidal character of the North-West ports, loading facilities, scarcity of cargoes,
cost of loading, and time occupied on a given distance are all factors. When other factors are
ignored, when as with the Tartff Board, distance is the sole basis of comparison, then distance
for distance, ““ bk ok ” freight rates outside the Arbitration and Navigation laws of Australia are
higher than ““ wh te ” freight rates under those laws, and are much more “ out of proportion”
to deep-sea rates.* ®

(k) SoutE Arrica AND NEW ZEALAND.

It was stated by the Tariff Board that maize from South Africa to Sydney was carried
for one-half the rate charged from Maryborough (Queens and) to Sydney. The Board quoted
92s. 6d. per ton as the rate from South Africa ; hat was one-fourth therate on Australian products
to South Africa. Atthe present time (June, 1924) the general cargo rate to South Africa is 70s.
per ton. Maryborough is a small port. Its products have to be transhipped, entailing double
bandling charges. The Tariff Board did not mention these factors. .

The Director of the Queensland Producers’ Association told the Commission that the maize
rate from Cairns (728 miles beyond Maryborough) to Sydney was 11}d. per bushel, and 1s. 03d.
to Melbourne, compared with 1s. 2d. per bushel from South Africa to Sydney or Melbourne.

The importation or exportation of maize depends solely on the success or failure of the
Australian crop. If there is a local shortage, prices rise, and South African maize comes in. If
there is & local surplus, it finds a market in the Pacific Islands or New Zealand.

* * * * * * * *

It was’stated that it costs more to ship butter from Queensland to Melbourne than from
New Zealand to Melbourne. The rates are :—
New Zealand to Sydney, 1,230 miles—37s. 6d. per ton.
Brisbane to Melbourne, 1,033 miles—27s. per ton.

* Sinoe the above went to press (14th July, 1024) the “ black * boats on the coast of Western Austrulia have increased fares
by 15 per cent., and ingreased oargo rates by 7§ per cent,
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The Brisbane-Melbourne run is the cheaper. The Board quotes:—Cairns to Sydney,
1,400 miles—50s. per ton. i

The New Zealand-Sydney run is direct. The Cairns-Sydney run is not merely longer in
distance. It is longer in time and costs, owing to intervening ports. The difference in rate per Ib.
is fractional. The Brishane-Sydney rate of 20s. does not. keep New Zealand butter (37s. 6d.
freight rate) off the Sydney market.

() FREIGHTS—SUMMARY.

There was a 30 per cent. increase in Australian coastal rates between the outbreak of war
{August, 1914) and the advent of the Navigation Act (1st July, 1921). )

" Coastal rates have not risen since the Act, therefore the Act has not placed heavy freights
on our products. .

The increased freight rates imposed by the Oversea Companies upon the majemty of
Australian products for Europe, Asia, Africa, and America are far in excess of the above-mentioned
30 per cent. Therefore coastal rates are not more “ out of proportion *’ to deep-sea rates than
in 1914—they are less.

The Navigation Act has not “ placed our producers at a disadvantage.” The increase
in oversea rates beyond pre-War on the majority of Australian exports places our producers at
a disadvantage in oversea markets, and nullifies the value of any preference given by oversea
governments.

The Navigation Act has not “ deprived our manufacturers of the full share of the market
and nullified the Tariff. That has been accomplished by “ dump * rates on certain inward cargoes.
The abolition of the Act would not provide a remedy. .

Australian coastal rates are not in excess of rates charged between ports of territories
whose geographical circumstances are in any way akin to our own. Australian coastal rates are
below the rates on the coasts of the United States, South America, and South Africa, although
ships on such coasts have the advantage of lower running costs so far as wages are concerned. -

That mere distance is not the sole factor in the comparison of freight rates is seen from the
following :—
Adelaide to Fremantle, 1,353 miles—30s. per ton.
Sydrey to Townsville, 1,248 miles—40s. per ton.

The reason why 10s. more per ton is charged for the shorter journey is because there are
other factors than distance. The time factor is as important as that of distance. The shorter
distance, Sydney to Townsville, cccupies 50 to 100 per cent. more time than the Adelaide—
Fremantle run. There are two services to Townsville. One occupies eight days, and the other
six days. The longer distance (Adelaide to Fremantle) occupies only four days. The Sydney~
Townsville run is delayed by intervening ports. One (Port Mackay) isan openroadstead. Loading
and unloading is done by lighters. This work 1s affected by weather conditions. Handling
charges are heavier in Northern Queensland ports than in the South. The Tariff Board ignored
every other factor outside of mileage.

Coastal rates are everywhere on a higher scale than on the deep-sea routes. In coastal
traffic there are, within a given mileage, more ports to be entered, therefore multiplied port and
liglz’gnhng charges. Nowhere in the world are sea rates determined by the mere measuring of
distances,

Cheap labour for the shipowners is no guarantee of cheap service for the public.

PART 10.—THE REMEDY PROPOSED BY THE TARIFF BOARD.

- To counteract the alleged ** disastrous effects of the Navigation Act,” the Chairman of tl.xe
Tariff Board proposed to grant a subsidy to all ship-owners, the subsidy to—

(a) Cover interest on cost of alterations forced by the Navigation Act ; and
(b) Cover extra wages brought about by the Navigation Act.

The alleged benefits of the proposed subsidy were— '

L. To be of great advantage to secondary and primary producers ; and
2. To reduce unemployment greatly.

, Mr. Larkin (Manager of the Commonwealth Shipping Line) told the Navigation Act Select
Committee (Question 288) that if the Act were abolished and British and Japanese vessels ran
on the coast the difference in freight would probably be 1s. per ton ; it might be 2s., but not more.
Oversea ships on the coast would have to pay the same for harbour and light dues, wharfage
stores, and coal. A representative of the ship-owners told the Commission (Question 5026}
*“ I do not say we would be able to carry cargo cheaper if the Act had not been passed.” !
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. The Director of Navigation supplied the following comparison :—

8.8. Zon (interstate vessel). 8.8. Elswick Park (oversea vessel).
Carrying capacity (cargo and bunkers), Carrying capacity (cargo and bunkers;
6,255 tons. 7,300 tons. ‘
Gross tonnage, 3,768. Gross tonnage, 4,188,
Net tonnage, 2,007. Net tonnage, 2,5678.
Wages (less captain), £687 16a. Wages (less captain), £343 10s.

if Australian seamen’s wages were reduced by one half, or if the ship-owners were subsidized
to the equivalent of one half the wages, it would no “affect cargo rates by more than 1s, 6d. per ton.

PART 11.—QUEENSLAND FRUIT.

. The fruit industry of Queensland has found an improved method of transport. Louvre
railway waggons go into the fruit districts—the fruit is loaded practically from the trees into the
trucks—one change at the New South Wales border, and thence direct into the Sydney market.
Ships are cheaper, but rails are quicker and more punctual, and the fruit arrives in a better
condition and secures a higher price. It arrives oftemer, in smaller quantities, and secures a
better regulated market. The fruit industry is not injured either as a result of sea freight rates
or of the Navigation Act.

PART 12—EYRE’S PENINSULA—SOUTH AUSTRALIA.

This is a service within a State. It is qutside Federal jurisdiction, but it illustrates how
railw)a:y expansion and changes in harbour facilities advance one form of sea transport and injure
another,

Before the War all oversea products from Eyre’s Peninsula were transhipped at Port Adelaide.
Since 1914, Thevenard has been opened up as a deep-sea port. Last year 650,000 bags of wheat
went directly overseas. Products from Port Lincoln are also mainly for overseas (Question 5708).
A railway system into deep-sea peninsula ports has been developed {Question 6172). By these
methods freights to, and transhipment costs at Port Adelaide have been saved to the Peninsula
producers.

This economic transition has changed the character of the Adelaide to Peninsula traffic.
Outward freight from the Peninsula has disappeared into deep-sea ships. The Adelaide to Peninsula
steamers obtain very little back loadings. It has become a one-way traffic. The  ope-way ”
cargo has to pay for the “ other-way * empties.

The steamers are carrying to the Peninsula 51,000 more tons per year than pre-War, but
are short of 57,000 tons of back loading. This lop-sided traffic cannot be conducted as economically
as when it was an even in and out cargo. There exists a more frequent service to cope with actually
less cargo. The pre-War rate was 10s. per ton. The average Australian rise in rates is 30 per cent.
(3s. per ton). The Adelaide-Peninsula run is'16s. Ore of the principal witnesses admitted 14s.
would be a fair rate. Ship-owners say they cannot run under 16s. Apart from the ship-owners’
plea, the fact remains that so far as Peninsula oversea products are concerned, producers have
no longer to pay freight to Port Adelaide with transhipment charges added. This means a saving
of at least 20s. per ton. In any case, the traffic is under State laws, and the Commonwealth
Navigation Act does not and cannot affect it.

The Patrick Company went into this trade and cut rates down by 10 per cent., and the
local company cut its rates similarly.  Apparently the Patrick Company could not afford to go
lower, or even to ¢arry on at that rate ; it preferred to take 1ts steamer off the trade.

PART 13.—CARGO ACCOMMODATION.

Tt is alleged that the Coastal Shipping Combine, taking advantage of its monopoly, restricts
the supply of shipping, fails to lift all the cargo offering, and as a result the trading community
suffers from inability to reach interstate markets or from mability to fulfil contracts.

There were no complaints from New South Wales, Victoria or South Australia. The
Western Australian case is referred to under « Timber.”

Mr. L. W. Davies, Manager for F. J. Walker Ltd. (Meat Exporters), told the Commission
that the space in the interstate boats for the conveyance of frozen meat from Queensland to
southern States is not sufficient for the requirements of the trade. The ship-owners replied
that it was only during 1923 when there was an abnormal demand for chilled meat in Victoria
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and New South Wales, that they were unable to cope with the reqhu.irements of the industry.
Tn addition to the interstate boats there are the ““ Bay  steamers of the Commonwealth Shipping
Board. The Chairman of the Board reported as follows :—
“The ‘ Bay’ steamers of this Line cater regularly for the carriage of frozen
cargo coastwise when required. On each trip leaving Brishane they have unlimited
ace available, and could carry many times more than the quantities offered for
:iipment.”

1f the Minister is satisfied that the interstate vessels, in conjunction with the “ Bay ”’ Liners,
are not sufficient for the coastal trade, or that they are so conducted as to injure in any way
the coastal expansion of the frozen-meat trade or to prevent in any way the making of forward
contracts necessary to expansion, he may protect the public interest by granting permits to
oversea vessels willing to supply “ adequate” service, and hesmay base his opinion of ““ public
. interest” on any grounds he thinks fit. " There is no evidence of a permit for coastal meat trans-
port by oversea vessels having been refused. All the evidence is to the contrary. Lvery
ffpplication was granted with promptitude. The representative of the meat industry was asked
if it were not possible to get forward permits and he answered :—" It depends how far ahead.
Certainly not a month or six weeks ahead ” (Question 8308). He had no evidence that he could
not. He had not been refused. He was asked :—'° Have you ever failed to get a permit when
sought ? ” and he answered—"* No.”  All evidence is to the same effect. No permit for either
immediate or forward delivery has been refused. -

Taking into consideration the statement of the Chairman of the Commonwealth Shipping
Board, it appears that, for some reason unknown, F. J. Walker Limited did not wish to supply
freights for the Commonwealth Liners, but were anxious to be able to ship in the vessels of
oversea companies having proprietary inferests in Queensland Meat Works.

Some timber merchants in Soyth Tasmania have oceasionally found it difficult to get space,
while the electrolytic zinc works at Risdon secured the space required. Whether this be preference
or something having its origin in the desire of the Timber Combine to restrict Tasmanian timber’
output is uncertain ; it has certainly no connexion with the Navigation Act. It could happen
just as easily if the Act did not exist.

Insufficient space for timber from Tasmania is unusual. The complaint in Hobart came
from one timber merchant only, who admitted that he was a comparatively small shipper. On
the 19th May, 1924, a statement was made in the Hobart Mercury by a correspondent that large -
quantities of timber were stacked at Hobart waiting for ships. The Mercury made inquiries,
interviewed the timber merchants, and came to the conclusion that “‘in the opinion of those
most vitally concerned, the number of cargo vessels trading between Hobart and the mainland
ports, with the possible exception of South Australian ports, was sufficient for all requirements.”
One timber merchant stated :—'* We are very large exporters of timber . . . . . perfectly
satisfied with the services provided to Melbowne ang Sydney, and think the Adelaide service
also sufficient for requirements.” Another timber merchant indorsed this view. He further
stated that there was a shortage a few months previously when the wool sales were in progress,
but the position had since righted itself. If timber was required on the mainland, vessels would
soon be found to take it away.

The charge of insufficient space finalizes into no case in three States, one in Western
Australia, one in Queensland and two plaints from one port in Tasmania.

There is in Australia ample cargo-carriers for all the cargoes to be lifted. On 99
{)er cent. of the trips the ships can lift all the cargo offering. The 1 per cent., when cargo is

eft behind, is not a higher percentage than in other forms of transport, and not higher than in
the sea services of countries where a Navigation Act such as ours does not exist.

Mr. Larkin told the press that there was such demand for space in Commonwealth steamers
that t.he{l were cominsh;:m loaded to the hatches. It is evident that what could not get under
the hatches stayed behind. That is so in every service with or without a Navigation Act. A
steamer is not a concertina; it cannot be stretched out or shortened Like a freight train.
Efficiency demands economy in space. Space economy in ships enlarges the risk of inability
to meet rush demands. Interstate ships on a majority of trips are running with surplus space,
and complaints are few.

PART 14.—PASSENGER ACCOMMODATION.

The Navigation Department declares that it is inundated with complaints of insufficient
passenger accommodation arising from the rigidity of the Act and the cruel section prohibiting
black-manned and other oversea vessels participating in Australian coastal passenger traffic.

From the three States of New South Wales, Victoria and South Australia there were no
complaints.

Passenger traffic and accommodation between Tasmania and the mainland has been dealt
with under * Tasmania.”

.F15846~7
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.. Of Queensland it was asserted by the Director of Navigation that :—* Many people have
tried to book berths from Brisbane to Sydney and have been told the boats are fuﬁ’.” During
the three years’ operation of the Navigation Act the “ many people ” in Brisbane who could not
secure berths to Sydney on interstate vessels totalled 41. For their accommodation permits
were issued as under :-—

Date. Ship. Interstate Passengers.
15th August, 1922 .. Euripides .. 5
16th August, 1922 .. Marella .. 4
9th September, 1922 .. Ormuz .. 24
12th August, 1923 .. Montoro . 8

Ouly on one occasion since September, 1922, has an interstate vessel failed to provide
ample accommodation between Brishane and Sydney.

On the coast from Brisbane to Cairns, three passenger steamers during the year made
70 trips. On two trips north and two trips south the first class accommodation was filled
to capacity. The maximum passengers (all classes) carried on one trip was 377. The minimum
(all classes) carried on one trip was 29. On this latter occasion 93 per cent. of passenger
accommodation was vacant. The total carrying capacity on these three ships was 17,800, and
the passengers carried numbered 10,300—the average vacant berths amounted to 40 per cent.

The extension of railway services along the Queensland coast has already affected seagoing
traffic. When the railway reaches Cairns it will be still more affected, and seagoing passenger
service will probably be reduced to the proportions of reduced custom.

* * * * * * * * * *

Tn Western Australia there is a transition in the chatacter of interstate passenger traffic
brought about by the construction of the East-West railway, completed in 1917.

No sooner was the Transcontinental Railway finished than 50 per cent. of the people
travelling east and west went by rail. In 1920, the year before the Navigation Act came into
force, the number travelling by rail was 23,000, by interstate steamers 15,000, by oversea boats
fewer than 3,000. The percentage travelling by oversea boats, even when there were no
restrictions, was relatively small out of the total travelling. For the vast majority of Australians
the Transcontinental rail and the interstate steamers were adequate and good enough service,
The complainants for whom an Australian land and sea service are not good enough are few in
number. To accommodate these few, an alteration of the law is asked for. National laws
cannot be subordinated to the convenience of a few, otherwise national law cannot exist.

In 1923, the Transcontinental Railway carried 33,000, and the interstate vessels 18,000.
The number carried now by interstate vessels ig one-half of the number carried before the
construction of the railway. All railways entering a seaport have a similar effect upon sea-borne
traffic. There is no complaint from Western Australia that passenger accommodation is
insufficient. There was a complaint from one port (Albany) that the service was not sufficiently
frequent. One of the witnesses appointed to represent Albany brushed this passenger question
aside as “ a minor matter.” )

* * * %* * * * * * *

In 1920, the oversea boats carried 19,550 interstate passengefs.  Of that number 16,000
were carried between Adelaide, Melbourne, Sydney and Brisbane. It is alleged that the inability
to travel along the coast in oversea vessels has stopped thousands of people from travelling.
Interstate railway passenger traffic has increased by scores of thousands. The interstate
steamers in 1923 carried 125,000—29,000'more than in 1920, with ample berth capacity for other
thousands.

For those holiday and * rush ” periods when all means of transport are crowded, the Act
provides that permits may be issued for overses vessels to carry interstate passengers, if the
interstate vessels are inadequate. The Director of Navigation stated that the Australian Steamship
Owners’ Federation has undertaken to advise the local Deputy Director of Navigation whenever
the accommodat on on a local ship is fully booked, and the Federation has been advised by the
Minister that“if the interstate vessels shut out passengers in the class in which they desire to
travel, permits will be issued to oversea ships to carry such passengers. (Question 13,499.)

{(6) TuE ADELAIDE—PORT LINCOLN SERVICE.

This is a service within a State. It does not come within Federal jurisdiction. Therefore
it could not be quoted by the Tariff Board, Customs or Navigation officials as a case against the
Act. It was, however, a subject mentioned in Parliament, place_d before the Commission in
Adelaide, and, as it illustrates an essential point, is given a place in this Report.
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There are two passenger steamers on the Adelaide-Port Lincoln service, the Wandana and
Paringa, with a berth capacity of 120 each. On the 23rd December, 1922, the Paringa left
Adelaide for Port Lincoln with fifteen excess passengers, but the Wandana, which preceded and
followed her, had 33 per cent. of her accommodation empty._

In March, 1923, the Wandana firemen tied her up. The Quorna, with only half the
Wandana passenger capacity, had to be put on in her place. The Wandana could have carried
all passengers offering. The Quorna could not. The excess passengers had to make the best
of tzt)xe situation and get across on deck. The circumstances were not normal. .

On the 10th April, 1923, the Wandana carried seventeen excess passengers ; the boat that
preceded and followes her carried an excess of empty berths.

On the 8th September, the Wandana, on the Port Lincoln to Adelaide trip, carried 29 excess
pessengers, but the boat that preceded her on the sixth had 79 empty berths.

On the 27th September, the rush was backward (Adelaide to Port Lincoln). The Wandana
had seventeen excess passengers. The Paringa, which preceded and followed, was helow her
capacity. These boats during the year made 200 trips, carried 12,695 passengers, were on the
average only half loaded, and, apart from the Quorna relief case, only on four occasions were the
boats loaded to full capacity. These affected 2 per cent. of the trips and fewer than 2 per cent.
of travellers across the Gulf.

(b) SUMMARY -—PASSENGER ACCOMODATION.

* Full inside ” is an occasional sign on every form of public service in all parts of the world.
Late npglicants in time of rush are always liable to be left or be badly accommodated. It is
a probability in train or tram transport. It is a probability in sea transport in all countries
Taking the Australian coastal service generally, the totality of thousands of trips made during the
year, the percentage of full loading and the percentage of rejected or excess passengers is not
one in a thousand.

That this inconvenienced percentage should feel annoyed is natural, understandable, and
excusable. But when a world-wide occasional factor in transport serviee by land and sea is laid
against the door of a local Act by officials responsible for its administration it becomes a reflection
upon their senses, or an imputation upon their motives.

PART 15.—ADMINISTRATION.

The Director of Navigation asserts that he is paralyzed in his administration of the Act
by {ears of High Court injunctions, by inadequate definitions, and by the alleged fact that under
the Act he has *“ no discretionary powers.”

The Director, explaining the position in Queensland, made the following statement :—

) “In the case of meat, it was a case of satisfying the Deputy Director, of telling
him they were unable to book ship space on the coastal boats, and the permit was issued.”
{(Question 13939.) .

. .There is no fear here of High Court injunctions. No doubts about the meaning of adequate
or inadequate, no need of Crown Law advice, no groping through official channels to the Minister,
10 hesitation, no refusals, no delay, no annoyance. In the case of meat, the Department moved
with as much promptitude as if the meat companies were issuing their own permits. The
obligations of the Department to the travelling public are not fewer than its obligations to
the owners of dead meat. Its powers are not less, but its manufactured official procedure is
different. The application for a permit to carry passengers is submitted by the Department to
the Federated Ship-owners. If they approve, the permit is issued. If the Federation does not
ag\prove, the Department develops fears of High Court injunctions and doubts about * adequate.”
The Deputy is barred from action. He cannot, as with dead meat, issue a permit if satisfied coastal
boat accommodation is not available. The Deputy must refer to the Director. The Director
must not act. He must submit it to “ My Chief.”” “ My Chief  is the Comptroller-General of
Customs, ,, The Comptroller-General may decide. 'He may not. He may * if he deems it
necessary ~ submit to the Minister. Whoever decides, whatever the decisicn, the waiting public

:re siqlmo :.nd apnoyed. They are told it is the Act. It is not whe Act. It is the

On the 15th and 16th August and 9th September, 1922, permits were issued, on the Shi
owners' Fe(}erahon approval, to the Euripides, Marells, and Ormuz. A few days later tlzx)e-
Ship-owners’ Federation objected to a permit for the Orsova. It said the W; yreema was “ adequate.”
The Navigation Department .upheld the objection. Whether upheld or rejected it was an
administrative decision. The law left the A(im.i.nismtor “ discretionary power * to deside either
way. Two years later the Director quotes this case as evidence against the Act.
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On the 26th November, 1923 (fourteen months after the Wyreema-Orsova case), the
Moeraki applied for a permit to pick up interstate passengers for Hobart. The Navigation
Department submitted the case, as usual, to the Ship-owners’ Federation. It objected. It said
licensed steamers running under contract with the Federal Government between Melhourne and
Tasmania were adequate for all passenger traffic. The Difector of Navigation told the Comptrollert
General it would be extremely difficult to justify refusal. The permit was issued on the 294
November. The Moeraki sailed on the 4th December. Very few applicants for a passag
responded to the Moeraki advertisements.

In this case neither technicalities, definitions, nor fears of High Court injunctions stood i
the way. “ Public interest ¥ was paramount, and * discretionary powers” were ample. Th
Director admitted the interstate passenger service to Tasmania was ample, that there wer
more berths than passengers, but he wanted the Navigation Act restrictions lifted from th
vessels of the P. and O. and other oversea companies. The restrictions on oversea companies
according to the Director, * adversely affect ”’ the volume of interstate traffic. There is anothe
side to this picture. Local white-manned ships have been driven oft the North-West coast o
Western Australia by “black ” boats’ competition. The Director does not think traffic is adversely'
affected in this case. If people cannot travel “ white,” they can travel “black.” There is here
a difference in outlook. The Director explains that the * white” ships were driven off ““in the
ordinary way of business.” The law did not step in to make them withdraw. Apparently,
if_the law restricts the operations of “ black ” or other overseas boats on our coasts it ““adversely
affects ”” the nation’s traffic. If “ black ” boats drive off “ white ** boats, that is “ business.”

There is a whaling station on the North-West coast manned by white men. A vessel
brought out supplies from Europe. It had to go to Bunbury to secure a cargo of timber for
Kurope. It could not put to sea without ballast. On the beach at the whaling station were
hundreds of tons of whale refuse, magnificent fertilizers for southern fields. The captain wished
to take this aboard as ballast. The Navigation Department refused permission. The captain was
compelled to carry a load of useless sand. The law does not define “ ballast.” The circumstances
were unusual. The whaling station was an isolated vutpost. It was not a reguldr port of call. It
was an endeavour to develop a new industry in a lone part of the Continent. Whale refuse is
not a recognized Australian cargo. Here was scope for discretion, judgment in the ‘‘ public
interest.”” The Department decided for sand. The Department had “ discretionary power.” It
exercised it. Then its officials assail the Act as a detriment to outpost industry. In other
instances the Department, considering the rigid application of the law might be oppressive,
irﬁjuiious, or against the public interest, have exercised discretionary power and not enforced
the Act.

The pearlers of the North-West coast employ Javanese labour from the island of Kopang.
This labour was brought from Kopang by the pearling schooners and carried back to that place on
termination of engagement. This traffic was prohibited to the schooners on the ground that they
did not comply with the requirements of the Navigation Act. Neither did the black-manned
steamers, but chey were permitted to carry on the traffic. They at once made a demand for
£8 per head deck passage to or from Kopang, a distance from Broome of 500 miles. This £8 per
head for a deck passage was more than a man would have to pay for a first class passage for a longer
distance on a white-manned steamer. It was attempted robbery. The pearlers were told it
was the law. It wasnot. It was officialism working to discredit the law. If a “ pig ” Essage
for a human being is within the law on the “ black “-manned steamers, it is equally within the
law for the North-West schooners.

The “black ” boats on the Western Australian coast wanted permits to carry cargo and
passengers between Fremantle and Geraldton. 'The Melbourne Steamship Company had the cargo
steamer Kurnalpi on that run.  The Federation objected to a permit for cargo, but, as its vessel
was not carrying passengers, it had no objection to a “ black * permit for passengers. Merchants
of Geraldton expressed the opinion that the permit should cover cargo. ~The Director reported
that Geraldton had a railway, and, if the Kurnalpi was not adequate, the surplus cargo could go by
rail. In addition to the Kurnalps there were two State-owned vessels carrying passengers as well
as cargo. The railway was there for excess passengers as for excess cargo. The Director in this
case forgot the railway. ~The two State-owned vessels were declared “ inadequate ” for passengers.
A permit was given to the “ black * boats to compete with the State-owned ships for passengers,
but not against the Kurnalpi for cargo. L. .

In November, 1923, Mr. Airey, the Deputy Director of Navigation in Western Australia,
notified the central office in Melbourne that the * black ** boats were acting in contravention of
the law, and asked for instructions. He was instructed (10th November, 1923) to take no action,
not even to raise the question, and if any person did raise it, he, Mr. Airey, was to tell the “ black
companies what steps to take to cover the illegal operations of their vessels. There was hereno
statement that ¢ we must apply the law as we find.it”’; the Department had, in this case,
ample discretionary power, and exercised it.
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The cases cited exhibit the fact that the Commonwealth Navigation Act not only supplies
protection to those registered under the Act, but supplies adequate machinery for the immediate
revention of any abuse of that protection. It gives priority to ships licensed under the Act.
{)f they will not furnish sufficient accommodation for cargo and passengers, then other ships may,
and the permission can, as in the case of meat, be coincideit with the necessity, The flexibility
of the administrative clauses is equal to every emergency, and the only difficulties are those
created by the administrators. -

The Director of Navigation appeared before the Commission and made nine distinct
allegations against the Commonwealth Shipping Line. His statements were reproduced in the
public press. The General Manager of the Commonwealth Line wrote to the Director. He
informed the Director that, if correctly reported, his statements were “ a tissue of misrepresenta-
tions.” The Director neither affirmed nor denied. He replied that he paid no attention to
statements in the press. He suggested that the General Manager obtain a transcript of the
evidence. On that date, the evidence and the statements in the press were identical. Whatever
applied to one was applicable to the other, and the declaration that his statements were ““ a tissue
of misrepresentations” so far remains unanswered, After the Director informed the General
Manager of the Conimonwealth Line that he took no notice of newspaper reports, he wrote to the
Commission and asked leave to amend his evidence in connexion with the Commonwealth Line.

The Navigation Act covers hundreds of ships, millions of capital, millions of tons of moving
trade, and scores of thousands of lives. It needs to be administered by a man in sympathy with
its public purpose, in direct contact with the Minister, and under no official necessity to speak
through a funnel or by permission of some other official. The Navigation Department is under
a éentleman designated a “ Director ” who reports to or “ recommends ” to the Comptroller
of Customs, who endorses or rejects or recommends the recommendation to the Minister.

The Director represents the Act as & hidebound instrument without flexibility. The Act
makes the Minister sole judge of “ adequate” service. When he deems it * desirable in the
public interest * he may issue permits *“ unconditionally or subject to such conditions as he thinks
fit,” and on the 12th July, 1922, the Crown Law Department reminded the Navigation Department
that the Minister was the judge of “ public interest” and was free to base his opinions upon
whatever grounds he thought fit. There can be no wider grant of discretionary power.

. The Comptroller of Customs and his subordinate, the Director of Navigation, have
divided a congenial task. The Comptroller assails the Act from the freight side, the Director
assails it from the passenger side.

The Comptroller represents the Act as responsible for facts existing prior to the Act, as
responsible for facts existing on ships outside the Xct, and represents ten-year old facts as having
their origin since and from the Act.

. The Director of Navigation asserts, and properly asserts, that his duty is to tell the truth,
but his assertions are in direct conflict with the discovered facts. Asked to support his opinions
with evidence, he admitted he had * neither facts nor figures.” He regarded his opinions as ample
substitute for evidence, and told the Commission that “ no proof is necessary.”

It must be clearly understood that the cases cited are not mentioned in order to question
the validity of administzative actions. Where discretionary power is exercised, diversity of
opinion exist. The cases are cited to show the wide discretionary powers exercised when
desired. Finally and above all, they are cited, in conjunction with the general evidence, to
exhibit the _viewpoint towards one of the fundamental laws of the Commonwealth of those
entrusted with its administration. In view of the evidence your Commissioners are driven to
the conclusion that it wanld be folly for Parliament to expect the satisfactory administration of
the Navigation law from officials who regard it as a national disaster.

.. A draft copy of this report was forwarded to each of the above-mentioned officials,
with an intimation that it was not desired to do any officer of the Public Service an injustice,
and that arrangements would be made to give them an opportunity of rebutting any statement
contained in the proposed report. No rebuttal was offered.

SUMMARY OF CONCLUSIONS.

.. The investigation has so far revealed nothing against the Navigation Act, but it has
provided information of much value in connexion with the structure of the Mercantile Marine,
and the various controls over the primary industries of Australia. These are touched upon where
necessary in this Report, and will be dealt with fully in a later report.

From the facts placed before Youx Commission as the following conclusions are drawn :—

GENERAL COMPLAINTS AGAINST THE AcT,
1. The Navigation Act has not retarded the trade, industry, or development of uny
of the States of the Commonwealth.
2. The statements made by the Tariff Board in its Annual Report of June, 1923,
in relation to the effect of the Navigation Act on industry and production,
-are erroneous, and were made withou. inquiry into the facts.

-
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WESTERN AUSTRALIA,

3. The decliné of the ports of Albany and Geraldton is not due to the Navigation Act,

Zs alleged ; such ports began to decline many years before the operation of the
ct. Ce

4. Although the Navigation Act does not apply to certain “ black ”-manned vessels
trading on the North-West Coast of Western Australia, there is no increased
development, nor increase in production and population in that portion of
Australia.

5. The decline of exports from Western Australia is in the overseas trade, to which
the Navigation Act does not apply. The increase is in the interstate trade,
to which the Act does apply.

TASMANIA.

. Complaints from Tasmania against the Navigation Act are confined to Hobart.
. The interstate exports from Tasmania have increased since the operation of
the Navigation Act, and are double the pre-war exports of 1913.

4. The Act has not adversely affected the fruit export trade of Tasmania. There
is ample cargo tonnage to lift the fruit crop, and while the interstate freights
on fruit and fruit products have increased over pre-war rates by about 30 per
cent., the oversea freights (which the Act canmot affect) on the same products,
are from 60 to 250 per cent. above pre-war rates.

9. The Navigation Act has not affected the tourist traffic to Tasmania. Before the
war, less than 2 per cent. of the people visiting Tasmania travelled by oversea
steamers, The number of tourists from other States to Tasmania has increased
since the Navigation Act became operative.

10. The present unsatisfactory financial position of Tasmania has not been brought

about by Commonwealth legislation, nor has the financial position been affected

by the Navigation Act. The causes were operating many years before the

Navigation Act.

-1 R

TiMBER INDUSTRY.

11. The timber industry has not been adversely affected by the Navigation Act, as
alleged. The interstate timber trade is increasing.

12. Timber freights on the Australian coast are now lower than before the Navigation
Act came info operation.

13. Interstate timber freights are responsible for a very small proportion of the
increased price of Australian timber.

FREIGHTS.

14. Between August, 1914, and the commencement of the Navigation Act on 1st
July, 1921, there was a 30 per cent. increase in Australian coastal freights.
Since the Navigation Act there have been no increases.

15. The increase over pre-war freight rates charged by the Oversea Shi})pix}g
Companies on Australian produce exported to all ports in the world, is far in
excess of the Australian coastal increase of 30 per cent.

16. The Navigation Act has not, as alleged, deprived our manufactures of the full
share of the market, and nullified the benefits afforded by the Tariff. This
has been done, in isolated cases such as that of cement, by means of
“dump ” rates on inward cargoes. The abolition of the Navigation Act would
not provide a remedy.

17. Australian coastal rates are not in excess of rates between ports of countries whose
geographical circumstances are in any way like our own. Australian coastal

=" rates are below those on the coast of the United States, South America, and
South Africa, although ships on such coasts have the advantage of lower running
costs so far as wages are concerned

18. Coastal rates are everywhere on a higher scale than on the deep-sea routes. In
coastal traffic there are more ports to be entered, therefore more port and
handling charges. Nowhere in the world are freight rates determined by the
mere measuring of distances,
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Carco ACCOMMODATION.

19. There are few complaints in Australia in regard to cargo accommodation. There
is ample tonnage on the Australian coast. Interstate vessels on a majority
of trips are running with a large preportion of empty cargo space.

PASSENGER ACOOMMODATION.

20. There are few complaints in Australia concerning insufficient passenger
accommodation, and those few complaints are confined to ‘“ rush ”” and holiday
periods when all forms of transport are crowded. For the greater part of the
{e&r h[;a.ssenger vessels on the Australian coast carry a large percentage of empty

erths.
ADMINISTRATION.

21, The Navigation Act protects the Mercantile Marine complying with Australian
conditions. It arms the Minister with ample power to protect Australian
industry and the people of Australia against any abuse by the shipowners of
the protection to shipping. The administration is made the sole judge of the
publicinterest ; it can interpret “ adequate service,” and the Minister can base his
opinion upon any groune?s he thinks fit. There can be no wider grant of
discretionary power than this under any Act, and complaints, so far as they
have any justification, have their foundation notin the Act, but in the
adrln;inistrstion of it by high officials who apparently have little sympathy
with it.

22. The officials referred to are the present Comptroller-General of Customs-and the
present Director of Navigation.

RECOMMENDATION.
The only recommendation your Commissioners have to make at present is that the Act be

maintained as it stands, that the official administration be changed, and that the officer
responsible for the administration be placed directly under a Minister.

FRANK ANSTEY,
G. E. YATES,
C. 8. McHUGH.

Melbourne,
Tth August, 1924.
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APPENDIX 1.

PARTICULARS OF CARGOES, 1913, 1914-15, 1919-20 TO 1922-23.
(PREPARED BY THE ('OMMONWEALTH STATISTICIAN.)

Discharged—Intcrstate, Tonnago Cargo Bhippod—Interstate, Tonnage.

State,
1014 1814-15¢ | 1019-20 1920-°1, | 1921-28. | 1922-23, 1013, 1014-15 * | 1019-20. { 1020-21, | 1021-22. | 1922-23.

tons tons tons tons tons tons tons tons tons tons tons tons

N.S.W. | 055,351 | 933,664 11,172,445 11,326,204 (1,246,304 | 909,586 [3,167,058 |2,949,017 (2,388,021 (2,811,376 3,260,737 | 2,966,491
Vie .. 11,635,827 1,653,029 (1,356,210 1,758,929 12,077,233 (2,034,667 | 608,067 | 563,051 | 624,671 | 609,623 | 637,372 | 592,442
Qland. | 652,255 X 433,169 1 420,315 | 483,604 | 447,115 | 463,181 | 307,304 | 361,818 | 438,840 | 415,279
8 A, 1,112,306 | 964,701 | 728,909 | 861,704 {1,067,601 1,017,343 | 405,056 X 612,767 | 706,711 | 720,267 | 647,889
WA, 425,830 | 415,975 | 252,857 | 326,032 | 312,381 | 445,766 | 167,615 | 124,038 | 101,131 | 83,880 | 95,632 113,614
Tas. 314,339 | 270,530 | 262,746 | 281,521 | 316,026 | 396,859 | 250,807 | 319,970 | 378,637 { 418,288 | 480,418 | 501,178
N.T... 9,808 [ 12,347 | 10,400 5,301 3,744 3,713 1,007 2,380 3,388 1,082 460 608

Aust,  [5,015,516 14,763,200 [4,274,168 (4,993,030 |5,443,604 5,381,827 5,047,325 |4,866,443 14,415,909 [4,093,678 15,533,718 | 6,137,501

._
)
=

bad
%
S

=

Cargo Discharged—Oserses, Tonnage. Cargo Ahipped—Overnes, Tonnage.

T

N 8.W. 11,885,153 1,627,683 11,049,184 (1,441,645 [1,043,582 11,478,815 3,671,710 (2,256,382 1,960,137 (3,377,843 [2,662,784 | 1,843,605
Vie, .. [1,258,607 (1,148,338 | 673,904 [1,075,380 | 848,260 (1,323,258 | 785,441 | 351,460 (1,192,047 | 809,230 (1,299,029 | 635,763
Q'land. | 300,872 | 270,763 | 117,502 | 154,286 | 127,485 | 260,482 | 247,115 | 240,743 | 144,970 | 260,019 | 237,964 160,750
£ A 573,639 | 370,027 | 251,546 | 339,857 | 246,820 | 417,908 | 084,624 | 251,042 (1,194,168 | 871,223 11,031,772 | 939,301
W.A, 340,840 | 258,061 | 135,463 | 168,619 | 136,062 | 207,916 | 418,073 | 216,177 | 463,446 | 473,748 | 498,608 | 397,820
Tas. 46,318 | 23,108 9,018 | 23,243 16,631 24,151 47,006 | 40,256 | 24,826 | 42,839 | 85,954 86,114
N.T.. 1,231 11,854 691 286 1,137 266 1,018 353 5,362 231 63 853

Aust. 4,415,660 (3,709,914 (2,238,298 (3,201,215 2,419,977 (3,718,705 I6,054,984 3,366,313 4,984,946 5,926,133 (5,816,174 | 4,064,196

¢ Particulnrs for 1914 not avallablo

Year. Value of Cargo Discharged—Oversea Tonnage, ‘Value of Cargo Shipped-—Overiea Tonnage,
1913 . v 79,750,000 . 78,672,000
1014-16 . B 64,432,000 . 60,503,000
1919-20 . 98,974,000 . 149,834,000
1920-21 . . 163,802,000 o 132,159,000
1021-22 ‘e . 103,066,000 . 127,847,000
1922-23 . . 131,758,000 . 117,870,000

: APPENDIX 2.

RETAIL PRICES OF WESTERN AUSTRALIAN TIMBER (KARRI AND JARRAH) AT YEARLY
INTERVALS FROM JUNE, 1914, TO JULY, 1923.

UsualL TraDE Sizes AT pER 100 SupesrFICIAL FreT.

18 to 25 feet, 1014 1915 1916 017, 1018, 1019, 1920, 19021, 1022, 1023,

s d. s d. s. d s d s d. s, d. s d. s d. s d. s d.
3x2 20 0 20 0 23 0 23 0 26 0 27 6 46 0 5 O 50 O 41 0
4x2 20 0 20 0 23 0 23 0 26 0 27 6 46 O 50 0 B0 0 41 0
4x3 22 6 22 6 26 0 26 0 28 0 29 0 47 0 51 0 51 0 46 0O
4x4 22 6 22 6 26 0 26 O 29 0 30 0 47 0 51 0 6t 0 50 o
5x3 22 6 22 6 26 0 26 0 29 0 30 0 47 0 61 0 61 0 48 8§
6x 1} 24 0 24 0 27 6 27 6 31 6 3 0 50 0 56 0 55 0 50 0
6x2 24 0 24 0 27 6 27 6 31 6 3 0 50 O 55 0 65 O 48 6
6x3 2¢ 0 24 0 27 6 27 6 31 0 33 0 60 O 55 0 55 0 48 6
5xb . 26 0 26 0 29 0 29 0 33 6 3 0 52 0 57 0 67 O 60 O
9x1} 26 0 26 0 30 0 30 o 33 6 35 0 63 0 58 0 58 0 69 0
9x2 26 0 26 0 30 o 30 o a3 6 35 0 63 0 58 0 68 0 59 0
9x3 27 0 2T 0 30 0 30 0 33 6 3 0 63 0 58 0 58 0 61 6
6x6 27 6 27 6 30 0 30 0 34 0 36 0 53 0 58 0 58 O 60 0
9x6 27 6 27 6 31 0 31 0 36 0 37 6 56 0 60 0 60 0 65 6
9x9 30 0-1 30 O 35 0 35 0 40 0 42 6 61 0 67 0 67 0 69 6

Paving Blocks— ;
3xbxT
3xb6x8

3 x 5 x9 Formerly £11 per 1,000 blocks, nuw about £12.
Average value-about 30s. per 100 superficial fegt.
hence no fixed rates,

Tenders are generally called for blocks,
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APPENDIX 3.

Reporr BY THE AssiSTANT DIRECTOR OF NAVIGATION ON THE EFFECT OF THE APPLICATION
oF THE NAVIGATION Acr T0 THE TERRITORIES OF PAPUA AND NEw GUINEA.

Commonwesalth Navigation Serv:ee,l
Mol th September,

NAVIGATION ACT—EFFECT ON TRADE OF PAPUA
AND NEW GUINEA.

The Comptroller-General, Department of Trade and Customs,

1 have to submit berewith, for favour of submission to the
Mnister, & report on the effect of the application of the
coasting trade provisions of the Navigation Act-to the trade
of the Territories of Papus and New Guinea, with recommenda-
tions,

2. The report is based on information obtained as the result
of investigations made by me in Sydney, Biisbane, Port
Morashy, Samarai and Rabaul. As will be seen from the
veport, conflicting anterests are involved in this question, and
the solution suggested, namely, the continnance of the apph-
cation of tho coasting trade provisions of the Navigation Act
to the carriage of passengers and cargo between the Territories
and Austrahan ports, with an extension of the present gervice
by Burng Philp boats betweon Sydney and the Territories, to
Melbourne on the one hand end Singapore on the otiier, under
additiona] submdy from the C th Gov t, whilst

Tobably not entirely satisfactory from the view-pomt of either
interest, 18 designed to serve as far as possible the well-
being of both, and is, 1t is suggested, the best avamlable when

dered from a nat 1 st pont.

LEWIS F. EABT,
Assistant Director.
18th Beptember, 1022,

Commonwealth Navigation Bervice,

s Melbourne, 18th September, 1922.

®,

I havo to report that, in accordance with your instructions,
I have wisited the ports of Sydney and Brisbane and the Terr-
toriea of Papua and New Guinea, and have made personal
investigation as to the effect of the Navigation Act on the
trade and prospeity of those Territories, and as to the desira-
bihity or otherwise of exempting thet trade from the operation
of the Act.

I beg to submit herewith a report as to the results of my
inqui together with a dation in the matier,

I am, Sir,
Your obedient servant,
LEWIS F. EAST,
t Director of Navig
The Hon. A, 5. Rodgers, Minister for Trade and Customs,
Melbourne.

NAVIGATION ACT—COASTING TRADE PROVISIONS.
APPLICATION T0 TeADE OF Parva anD New Guived.

1. Ooaating Trade Provisions of Navigation Aot,—Tt is neces-
sary to a proper realization of the position of the Territories
of Papua and New Guinea, as regards shipping commumica-
tion with Australia and the rest of the world, that a short
reference should be made to the provisions of the Navigation
Act a3 they affect the rea-borne trade of the Territories,

2. Under the provisions of section 288 of the Navigation
Act, no ship (whether British or foreign) may “ engage in the
coasting trade > unless licensed to do so. .

3. Bection ¥ defines engag t an the ting trade. As
regards either of the Territories, a ahip would be engaging
in the coasting trade if she carried cargo qr passengers—

{a) to or from Australia;
(d) between one Territory and another; or
(o) between places in either Territory.

4. No Restriction on Trade with Countries other than dus
tralia—It is important to observe. however, that the Navigs-
tion Act imposes no restriction whatever on direct oversea
trade with countries other than Austraha. Any ship, British
or foreign, can freely carry goods and pa Between any
port of entry in either Terri and any other port outside
Australia and the Territories, de with the world at large
is open to the shipping of all nations, but traffic within the
Territories and to and fromn Australia 13 subject to the restric-
tion that it wrust be ducted in shipa 1 d under the
Navigation Act

5. Condti of L to B . Coasting Trade.~
Ships licensed to engage in the coasting trade are required by
the Navigation Act—

(@) to carry a certificated master and offizers accord-
ing to the scale sct out in Schedule\ I, (section

14);

(b) to carry a_crew according to the scale set out in
Schedule II or as prescribed by regulation after
reference to a Manning Commmittee (section 43),

{¢) to provxde accommodation for ofhcers and crew as
laid down in sections 135 and 136. The prescribed
requirements 1nclude special lavatory, sanitary,

ing and hospital dation for the use
of the) crew; mnd

(d) to pay wages at the rates rubng in Austiaba,

6 The obligations of the ship-owner under each of these
lieadings, it may be mentioned, are considerably heavier than
under the merchant slupping laws of Great Bnitain, Holland,
or Japan, which three countries own practically the whole of
the shipping operating in the South-west Pacific and main-
tainng communication between Australia and the East.
Requirements (c¢) and (d), s to accommodation and wages,
a1e particularly omerous.

7. Coloured Crews—WVith the aingle cxception of the sub-
sidized vessels of the Burns Philp Line, all ships engaged in
the trade between Austrelia and the East carry coloured
crews. As the amount of trade offering between the Terr-
tories and Australia 18 relatively small, at would not pay the
owners to make the extensive structural alterations in these
ships necessary to provide the preseribed bathrooms, mess-
rooms, &c,, for the crews, and to pay Australian rates of wages
wmerely to qualify for a licence to participate m that trade.

8. Up to & short time before the enfy t of the ting
trade provisious of the Navigation Act (1st July, 1921), Burns
Philp & Co. also employed coloured labour on their Pacific
Island vessels. Shortly before the date mentioned, the com-
pany discharged the coloured crews, and filled their places with
Awstralian seamen, roceiving, I underatand, a substantial in-
orease in_their mail subsidy on account of the extra expense
mvolved in runmng the vessels, The Company’s & s. Montoro
and Morella, running in the Melbourne-Java-Singapore trade,
end for which it receives no subeidy, still employ coloured
seamen. These vessels are not hcensed, and consequently can-
not carry cargo or passengers between Australian ports.

9. Burns Philp & Co. hold Monopoly of Territory Trade.—
By reason of their owning the only hcensed steamers trading
to the Territories, Burns Philp & Co. enjoy a sole monopoly of
the trade between those parts and Austraha, and between the
two Territories.

10, Present Service and Subsidi
service is as follows:—

(1) Qudney-Papua-New Guinea Bervice—Two vessels,
the s.s. Marmna (about 1,750 tons gross) and sa.
Morinda (about 1,500 tons gross), lepving Sydney
at intervals of sbout three weeks, and calling at
Brisbane (and every second boat at Cairns),
thence to Port Moresby, Samarai, and Rabaul.
Calls are also made, as required, at Yule Island,
Bootless Inlet, Milne Bay, and Misima--small out-
porta m Pepua. Mail subsmdy, £16,000 per
annum.

{2) Sydney-Solomons-Rabaul Servioe.—QOne steamer, the
8. Meluna (about 2,000 tons gross), leaving

. Sydney at intervals of about six weeks and pro-
ceeding, 4 ports 1n the Solomon Islands, to
Rabaul, returning by the same route. Mail sub-
widy, £8,000 per annum.

{3) Sydwey-Raboul Service, — One vessel, ths &s.
Mataram (about 3,300 tons gross), leaving Syd-
ney about every five weeks, proceeding direct to
Rabaul, thence to Kaewieng and Madang (all in
New Guinea), with right to call at other approved
ports 1 that Terntory, Submdy, £8,000 per

annum.
For these three services to the Territorics, Burns Philp &
Co. are to receive, under the t mail tract, a submdy
of £32,000 per snnum. The agreement bas a currency of three
years, from lst August, 1922, to 31st July, 1925. The amount

1d for the same servicea during the previous twelve months

1st August, 1921, to 30th July, 1922) was £30,500, showing

—The Compsany’s p

an increass under the new contract of £1,500 per annum.
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11, Pre-wu; Serviccsr~Before the wai, Papua and the then
German Protectorate of New Guinea enjoyed regular steam-
slup communicetion with the East, and also to Austraha, by
vessels of the Norddeutacher Lloyd and Royal Packet Lines, in
addition (m the case of Papua) to the subsidized seivice of
Burns Philp & Co.

12 From German New Guinea there were sailings, at
regular intervals, for the following places:—

() Australia (Brisbane and Sydney)-—four-wechly.
(b} Mamla, Hong Kong, and Japsu—four-weekly,
(¢) Amboina, Msecassar, Batavia, and Singapore, calling
at Eitape, Potsdamhafen, Madang, Finchhafen,
Witu, Krewieng, and Rabaul (all in New Guinea},
both imwards and outwards—six-monthly.
13, Freights and Fares.—The following table, compiled from
various souices, shows the freights and fares between the prin-
eipal poit in each Territory and Australia at three periods,
viz., immediately before the war, September, 1921, and at
present:—
Between Sydney and—

FrewHrs, rER Tox.

Port Moresby. Rabaul.

Protectorate, and sixteen years since it was taken over as &
Ternrtory of the Commonweslth, a consideration of these facts
mves rise to doubts as to whether the Territory will ever
develop into a cial and 1 self-supporting
It 15 evident that, if such an objective 18 to be attained, it
will be only by the fostering and encouragement in every pos-
sble way of the planting industry, with a view to securing &
substantial increase in the production of copra—the Territory's
principal exportalble product.

18 Copra Production—New Gusnea —Tbe production of
copra for export is to an even greater extent the mainstay
of the recently sequired Territory of New Guinea. For the
year 1920-21, thet article represented no less than 95 per
cent. of the exports (£641,045 out of a total value, for all
oods, of £873,092). The production of copra 1n New Gumes
is from three to four times that of Papua.

19. Causes of BStagnatron—While at Port Moresby I met
in f the president, vice-premdent, and leading mem-
bers of the Papuan Planters’ Association, the Director of
Agriculture and the Government Secretary being also present.
At Samarai, a special ting of the Chamber of C ce
was convened to discnss matters with me. I am satisfled
from the facts placed before me, and from information subse-
quept.ly obtained, that the present stagnation and precarious

104 |1921 |19022 1014 | 1 9.21,

£ s d
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(4) Per 8.8 Mataram, direct Rabaul to 8ydoey.
(b) Per other vessels, md4 Papua or Solomons.

FARRS (SALOON).

Port Moretby Rabaul.

1014, 1921, 1014, 19821 1022
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14. Before the war, planters in German New Guines could
ship copra to Europe at & thromgh fresght rate of 53s. 6d.
(56 marks) per ton, including transhypment charges at Sydney,
Singapore, or Hong Kong, ae the case mght be At the time
of my vimt (July, 1922), I was given figures Which showed
that, on recent shipmente, the through freight Port Moreeby
to London, vié Sydney, was in the neighbourhood of £11.
The cost between Rabaul and London would have been the
SN0,

15. Can the Territories Carry Present Freights?—It 15 neces-
sary to examine the effect of the heavy increase in freight
charges on the commercial well-being ol the Terntories. In
this connexion consideration need be given fo one indumtry
only—that of copra production. During the finsncial year
1920-21, the latest for which I have complete returns, the
total exports of the two Territories represented a value of
£846,700, Of this, copra accounted for no less than £708,600,
or 84 per cent. Copra is the staple product of both Territories
and of all adjacent 1slands, and is the bass of caleulation for
all guestions of transg:rt and shipping? The commercial
well-being of both Territories is bound up with the success or
farlure of the planting industry. This provides, directly and
adirectly, practically the whole of the revenue, *If the industry
s successfully developed, both Territories will soon become
self supporting, and the Commonwealth will be rehieved of ail
financial obligations in regard to their admimstration. If,
on the other hand, plantations are abandoned and the industry
collapses, of which there 18 at present a real danger, then
the whole cost of admimistration will fall upon the shoulders
of the taxpayers of the Commonwealth.

16. Posstion of Copra Industry—Papua —The copra industry
of the Teriitories 18 at the present time in an extremely pre-
sarious position. In Papua, considerably over £1,000,000
neen mvested in coconut plantations. Not a single company
has ever paid & dividend. Half of them are in hquidation.
This state of affairs 1s reflected in the trade returns of the
Territory. For the eleven financial years 1910-11 to 1920-22
melusive, the figures we!

Imports £3,014,887
Exports 1,684,872
Excess of imports over exporta ~ £1,006,015

17 In_ no single year have the exports balanced the imports,
Socing that it is now 88 years since Papua became a British

P of the “planting industry 1 due to two principal
eauses—(n) Low prices for copra, and (b) hiph freights.

20. Unprofitable Plantatrions—I was afforded an oppor-
tumity, while 1n Papua, of examining the cost-sheets for 1921
of seven fairly large t plantat The age yield
of copra (63 ewt. to the acre) indicated that these plantat
bad reached the stage of about three-xiusner maximum bear-
mg, the average yield of areas of fully matured trees being
about 8 to 10 cwt per mcre. It 1s probably well within the
mark to say that the average of plantations, in both Terri-
tories, is not further advanced than this. In pre-war times,

lantations with a yield of neaily 7 cwt. per acre would have

een, not only ulf-su&porting, but returning & fair margin of
profit. Instead of this, every ton of copra produ and
exported was eold at a loss,

21. Of the total quantity shipped, roughly four-sevenths
were #old in Sydney, three-sevenths 1n European markets.
The followmg is & summary of the results —

SuMMarY—SyDNEY SALES.
{Per ton of Copra sold.)
Per eent.

£ o d. of cost.

(a) Cultivation and upkeep of harvested
areas (approximately 3 ascres to
ton), harvesting and preparation of
copra, depreciation of plant, &e.

{b) Costs from plantation 1o port of ship-

14 01 .. 60

ment in Papus .. . . 312 6 .. 15
(o) Costa from port of shipment to
buyers in Sydney . .. B516 0 .. 2
Total eosts . .. £23 9 4 ., 100
Selling price, Sydney 20313 1 —
Net loss per ton £218 3

SUMMABY—OVERSEA SaLzs
{Per ton of Copra sold.)

£ s d

Per cent
of cost.
(a) Cultivation and upkeep, barvesting
and preparation of copra, deprecia-

tion of plant, &c.

. .. 401 . 45
(b} Costs from plantation to port of ship-

ment in Papua .. o B 319 4 ,. 13
(e} Costs from port of shipment to over-
sea steamers 1n Sydmey (including
storage and handhng) .. .. 419 0
(d) Costs from Sydney to buyers in 42
Europe .- . -« 870
Total costs . .- £31 5 0 100-
Selling price, Europe 28 12 11 —_
Net loss per ton .. . £212 6

22. The above figures relate to copra from plantations
situated in Papua. Simmlar figures in regard to shipments
from New Guinea were not available, but as conditions are
very much the same in both Territories {(excepting as to cost
of native Ilabour, wages being lower mm New Guinea), and
the freight to Sydney was at the tume the same from Rabaul
as from Papuan ports, it may be taken that the net results of
sales 1n the Sydney and European markets of copra from New
Guinea would be, within a few shillings per ton, the same as
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in the cases quoted. I was injormed, though whether correctly
or not I cannot say, that the plantations transactions of the
Exproprmation Board for the previous year had resulted in o
loss running mto six figures.

23. It is clear that thie state of affaiwrs cannot long con-
timue. Planiers are caiiymng on in the hope that conditions
will unprove. Unless they do, 1t 19 safe to predict that withm
o very few years the industry will be abandoned, all mew
planting discontinued, and existing plantations allowed to
1evert to jungle.

24. Copra—D11ces.—As mentioned mn paragraph 19, the pre-
sent uneatisfaclory position of commercial enterprise in the
Teriitories is due chiefly to two causes—(a) the low price of
copra, and (b) lugh fréights, The first of these causes—low
prices-—no Government or I'ailiament can remove gr in any
way affect Europe is the natural market for, and the con
swuer of, the bulk of the woild’s production of copra. In
1012, for example, the world’s supply of expor! copra
totalled, roughly, 600,000 tons (of this, the whole of the
Paaific Island, contributed but 65,000 tons). Of the total men-
tioned, Euwiope (Germany, Y¥rance, and the Netherlands)
absorbed no less than 500,000 tons, or 83 per cemt. of the
whole The Austrahian consumption is relatively negligible
In 1916-i7, according {o the veport of the Inter-State Com-
mission on South Pacific Trade, such did uot execed 10,000
tons a year. From the fizmes as to imports and exports given
m the Commonwealth trade returns, it appears that for the
year 1020-21 the Australian comsumption of copra (8,200
tons) was even less than four years ago There is no escape
fiom the fact that, as in the case of our own great staple
products~wheat, wool, and butter—the price of copra 1s deter-
mined m the markets of Ewope, and nothing that can be
done here can in any way affect the situation,

and some people i the Territories find ground for hope of
improvement in the fact that not infrequently periods of low
prices are followed by increased demand and substantial
1868,

27, But after discussing the matter with & munber of people
with & knowledge of the subject, I am inclied to the opmion
that the present depression is Likely to continue for some time,
Ezrslbly for years. As tioned in paragraph 24, tinental

ope provided, in pre-war days, the market for over 80
per cent. of the world’s production of copra. The prineipal
use to which it was put was 1 the manufactme of margaiine.
the chief by-product—oil-cake—bemng utilized in the feeding of
stock. Germany was the largest ymporter, but a far propor-
tion of her importations ultimately found its way to Russia
for consumitmn there. The economic collapse of these two

ies, the dimimshed pur power of other adjacent
areas, with the very remote posmbility of any early improve-
ment in their finrencial positions, render the prospect of any
substantial increase in the price of copra within the next
year or go very unlikely indeed.

28. Can Freight Costs be Reduced?—Seewng, them, that
nothing can be done to relieve the planter as regards either
the low prices he receives for his copra or the equally im-
portant matter of the dimimished purchasing power of the
money he does receive, 1t remaing to consider whether any
assistance can be given in with the r g prin-
cipal comse of his financial distress, viz4 lugh freight costs.

29 Inflation of Freight Cosis by Resirschion of Trade io
Sydney—At the present time, fre ght costs for the exports
from the Territories, as well as for the umportation of all
goods other than those of Australian arigin, are artificially
inflated by reason of the fact that, as shipping communica-
tion with the outeide world is, for all practical purposes,

24s The great bulk of the copra produced in the T
ie sold either locally (Burne Philp & Co. are the principsl
buyers) or m Sydney. The following tables give the average
prices of copra in Rabaul, Port Moresby, and Sydney over &
period of years:—

tricted to the Burne Philp Line, which connects with Aus-
tralian ports only, all exports must be sent to Syduney im
transhipment, and all imports from oversea countries must be
brought first to Sydney for transfer to the Burns Philp
steamers,

80. This impnses, both as respects imports and exports, u
Prios fob. Rabaul [Prico fob. Port Moresby| Price, Sydncy (Yanuary)  heavy extra charge upon the people of the Territores
(avorago for yoar). (avorags for yoar). St from Japan, Hong Kong snd Singapore pass thewr
ports, but 28 such vessels are not licensed to enmgage i the
Py d g F £ 4, toastmg trade, and so cannot carry passengers or cargo he-
1001 10 '!' 6 1915-16 16 '9 s 1907 23 ‘,; 6 tween the Territories and Australa, it would not at present
1908 o 12 ¢ 0191617 1910 1| 1008 4 5 8 0 P them to call, involving delay and the expenmse of harbqr
1909 .. 1213 0] 1917-18 21 7 @ 1909 .. 17T 8 6 dues and other charges, for the comrpaiatively small quantities
1910 .‘ 1613 0191819 20 10 o | 1910 ' 2110 0 of cargo offering from or to oversea ports direct,
911 .. 1714 0]1910-20 30 8 Of1e:1 .. 2L 0 O 81. Distances—~Direct and vid Sydney.—The followmg two
1913 ., 18 0 Q| 192021 2219' 8)1912 .. 2116 O comparisons indicate the extent to which trade is diverted
1918 .. 2112 O 1018 .. 2410 0 from natural channels in order to bring it through Sydney:—
014 .. . 1014 .. 20 60 Exports (Coprs, rubber, &e.).— N
1915 .. 10 3 0 818 ,. 20 7 8 .13,
016 ,. 25 0 0 016 .. 23 0 © f;‘ﬁ“{ ? Iﬂ';ng”' :ﬁ 2"‘“"’ ig 353 ml{“
117 1210 1917 .0 25 00 abant o Londor, wé Singspore .. R0D mien
18 .. 18 8 O 1918 ,. 28 0 O i ;
{9;3 T g 018 .. 87 00 Extra distance, vid Syduey 1,325 miles.
9! o 33 4 1920 .. 36 & O
loal .. &1 0 oo loal .. 28 0 0 Impgxi-:sgagirge ,tomi‘c::.a:le.')”:;- Sydney 6,740 miles,
1028 .. 28 8 1022 .. 19 00 Singapore to Rabaul, vd New Guinea )
ports . S .. 3,720 miles

26, Relative Purckasing Powers of Money~—In comparing
the prices realized for copra in 1914 and previous years with
those obtained for years subsequent to that date, consideration
must be given to.the tly decreased purchasing power of
the sovereign during the later years. Costa of all the planter’s

q tores, plant, 1mpl ts, food and tobaceo
for the native labourers—mn fact, avercfthing he uses, ms also
freights on both hus importations and hs exports, have in-
oreased greatly. According to the figures of the Common-
wealth Statistician, 20s, in 1914 was ecqual in purchasing
Eower to Sla. 3d. in 1920, This was in the nivealth,

ut, no doubt, the position in the Territories was practically

the same. The apparently high prico of £36 6s. per ton®
reahzed m Sydncy in January, 1920, was thercfore -really

eq]mvnlent, on & pre-war standard, to £23 4s. only; the £20

of 1921 to £16 19, 0d, and the £19 of 1922 to £12 35. As

further illustrating thie fall in the value of money, it may

be me,llh:ll;led that t‘\\;itness before the Inter-State Comnmris-

sion, in the course of its inqu rding the trade of the

South Paaific, and who rep: Asenn Isf:r nf‘ jon interest:
i the Brithsh Solomons, etated in evidenoe that with copra
at £20 a ton in Syduey the grower would clear a profit of
£10 & ton. When flus 18 compared vith the results tabulated
in wrngraph 21 above, showing bow snles of copra at
€20 138 '1d, per ton iu Sydney resulted in & net loss to the
planter of £2 10s, Sd. per ton, 1t will be realized how money
values have deprociated and conditions altered.

26. Early Improvement in_Prics of Copra Ushilkely.—As
shown in the tables contained in paragraph 24a, the price of
copra has, in the past, been subject to considerable fluctnation.

Extra distance, oig¢ Sydney 3,020 mules,

83, rreights between Territories and Australia Relabvely
High.—But this dispanty in dist trak though it 18,
does not indicate the full extent of the disadvantage under
which the people of the Territories labour, as the extra freight
for the carriage between the Territories and Sydney is on a
considerably Ingher scale than for the other portion of the
voyage, being often, on a mnleage basis, three or four times
as much.

83. Comparwson of Looal and Oversea Freights —Thus we
have, un the scale of rates now in operation, a freight of
50s. per ton on copra, Rabaul to Sydney direct, & distance of
1,830 miles, equal to 032 of & penny per ton per mle, while
for the balance of the voyage, Sydney to London, md Suez,
& distance of 11,490 miles, the rate 15, I anr imformed, 80s. a
ton, equal to 0.08 of a penny per ton mile, or one-fourth of
the local rate. In addition tn tlus, the port and handling
charpes m Sydney amount to, roughly, another 203, per ton,
so tiaat the charges from port af shipment to port of destina-
tion come to about £7 10s. per ton. It was represented to me
that f the trade of the Terntories were exempted from the
coastiug trade provisions of the Navigation Act, and oversen
vessela now trading between Australia and the East were
permutied to eall em route and participate in the Territory-
Australian trade, copra could be shipped ou through bill of
lading from the Territories to London, v14 Bingnpore, at under
it per ton. This represents a eaving of £32 10a o tom ae




a§mnse the cheupest service at present ubtaable oid Sydney.
‘The Papuen Planters’ Association claims that a diredt saving
of at least £3 10s. per ton could be effected Thig, I think,
18 somewhat over the mark. Bui, allowing that even £2 per
ton could be saved, svhach would certainly be the case if
open competition were allowed, this would, on the basis of the
quantity of copra exported during the year 192021, amount to
a saving to the planters of the Territory of £56,000 per annum
—a consjderable suny to a struggling ndustry

34, Rice—Eatra Cost of Indiwrect Importation.—One of the
prineips! umports adversely affected by the restriction on
direct importation from the ecountry of production is rice,
which 18 very largely used as one of the foods prescribed by
law to be supplied to mmdentured native labourers. All rice
mported 18, at present, brought from Singapore to Sydney
by the regular traders between those ports, and subsequently
taken to the Termtories 11 Burns Philp’s vessels.

35. There 18 evidence that, in addition to the extra charge
on the consumer of the hnndlmgr charges in Sydney and the
freight from that port to the Terrtory, the muddleman in
Sydney levies o heavy toll-as the rice paases through his hands.
From the official trade returns 1t is gathered that the dressed
rice 1mported into New South Wales in the year 1920-21 was
valued at 22s. 5d. per cental The same rice, when exported
to Papua and New Guinea, was declared as being of a value
fob Sydney of 42s. 11d The hei‘sht from Sydney to Port
Moresby, Samarai, or Rabaul equals another 2s. 8d. per
cental. The rice, therefore, cost the importers n the Terri-
tories, without landing charges there, 23s, 2d. a cental extra—
more than double its original value in Sydrey It is claimed
that with direct communication with the East rice could be
landed i the Terntories for the same freight as to Sydney.
Assunung that this is correct (which is probable, as the dis-
tance Singapore to the Territories as less than the distance
Smgapore to Sydney), then the additional cost represented,
for the year mentioned (1920-21), a direct loss to the wm-
porters in the Terrtorics of £28,250.

38 The Fecling in the Terrstorscs.—The restrictions amposed
on their shippmg jeati y the application of the
coasting trade provisions of the Navigation Act 18 & very sore
grievance in both Territories. With the sole exception of per-
sons directly or indirectly dependent on Burns Philp & Co.
fdr their means of livelihood, 1t may, I think, be said that
every man m the Territories is whole-beartedly in favour of
the total exemption of their trade from the restrictions of the
Act. 1 was surprised at the feehng, and oftentimes bitter-
ness, displayed on the subject. Strong t 18 every-
where expressed at the action of the Commonwealth in
crippling the Territories for the purpose, so 1t 18 expressed,
of putting monecy n the pockets of Sydney ship-owners and
merchants,

37 Burns Philp & Co. Unpopular.—X found also that Burns
Philp & Co, are very unpopular indeed, mot only with the
commercial folk, but with all sections of the white people
of the Territories, It is alleged, and I am inclined to beleve
with some truth, that the company, having an assured mono-
poly of the trade, ars calmly flerent to the
and comfort of their chients and of the general publie, and
have displayed, on occasions, & petty meanness which resuits
in much irritation,

38, Demand for Exemption from Act—Tho demand of the

ublic for exemption from the Navigatidn Act is supported
gy the Lieut t-Governor and Exccutive Council of Papua,
and by the Admmistrator of New Guinea General Johnston,
a former Administrator, also strongly advocated this.

39. Argumenis m Rebuttal of Attack —I found it impossible
to offer any convineing defence of the present policy of bring-
ing the trade with the Territories under the coastng trade
provisions of the Act. I took every opportumty, however, of
pointing out that the great increase in freights and fares
since pre-war times was not due solely to the operation of the
Navigation Act, but that shipping costs and operating char,
had increased greafly, and that, as a consequence, freights
and fares had everywhere gone up., The charges from Aus-
traha ta Furope, I tioned as an ple, bad nearly
doubled.

40. I also pointed out that the present trade between the
Terntories and Austraha was barely sufficient to keep the
Burns Philp steamers running, and that the immediate result
of throwing it open to the competition of overses lmes would
be erther that Burms Philp & Co would have to drop out,
so imperilling regular passenger communication with the Com-
monwealth, or that the Commonwealth subsuly would have to
be very gieatly increased. .

41, T also put i1t that as a matter of patriotian the people
of the Territories should be prepared to put up with & cer-
tain amount of inconvenience to retain trade aa far as possible
in the hande of Britishers, rather than have it, very possibly,
monopolized by Japanese and Dutchmen. Leading planters
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and traders assured me that they weie prepared to go a lon
wa{‘to securo the trade to British ehips, but, that the presen
state of aflairs was ruining them, and put altogether too great
a stramn upon their loyalty to the principle of Australian pre
ference, The general feehng among commercial men was that
Australia was treatng them most ungenerously. A speaker
at one meeting I attended, a man Australian born and bred,
put 1t strongly, and the meeting evidently concurred, that the
Territories would be better off In many ways under the direct
cont]l:i:ll of Great Britain than as Dependencies of the C
wealth.

42. Early Relef Imperatsve~It is to my mund imperative
that somo early relief be granted to the settlers m both Terr-
tories. The welfare of the planting industry, which 1s
synonymous with the welfare of the Territories themselves,
requires it. Anotber weighty reason s that the dissatisfaction
of the people of the Mandated Territory, themselves British
and mostly Australians, with the action of the Common-
wenlth 1n enforcing the appheation of the Navigation Act
to the derntory, and so diverting its import and export trade
fiom natural economic channels and forcing 1t to flow, by
roundabout and costly routes vi¢ Sydney, cannot long remain
a question of purely local concern, but will, unleas something
is dome, inevitably find an echo at Geneva. The only matter
for comsideration, it 8 submitted, 18 how this relicf can Le
given with least injury to Australian shipping and mer-
cantile interests.

43 Question of Total Exemption.—One means of affordiny
relief {the method used to secure sea communication with
the other Depend of the Ci Ith, viz,, Norfolk
Island and Northern Terntory, and the particular method for
which the Territories are clamouring) would be by Order sn
Counejl, under the second proviso to section 7 of the Naviga-
tion Act, to declare that the carrying of passengers or cargo
between the Territories and Australia, or between places m
the Territories, shall not be d d ing in the ting
trade. This would at a stroke secure the double objective
aimed st—(a) a substantial reduction 1n freights and fares

Australian and other ports, and (b) direct connexion with
the East, and & more direct and much cheaper rate, 11¢ Smgn-
pore, for the export of copra to European markets.

44, New Bervices under Evemption.—New irade connexions,
there is reason to believe, would 1mmediately be given, along
two routes, by the Royal Dutch Packet Line. This company
would, in the first place, restore the eallings at Port Moreshy
and Samarai of their Melb Singapore st 4, and also
extend 1ts present Singapore-Dutch New Guinea service to
meke regular calls at Rabaul and other ports in the Man-
dated Territory. Several Japanese lines would also, no doubt,
vevert to their practice of some few years ago, of making calls
¢n route botween Japan and Australia. This would intro-
duce the element of competition and bring about an imme-
diate and substantial reduction in freights and fares, not only
:o ﬂverm party, but also between the Territories and ‘Aus-
raha.

45, Objections to Exemption.—But there are sereral strong
objectione to this otherwise very desirable course, The pre-
pent trade between Australia and the Territories is, as men-
tioned i paragraph 40, barely sufficient to keep the Burns
Plnlﬁ t 8 TUNNi In the state of public feeling
in the Territories, I feel gure tﬂat, even 1f the frexghts and
fares for all lnes were the same, a substantisl portion of the
trade would be given to the new lines calling, rendering the
continuation of the Burns Philp service imposmble, except
under considerably increased subsidy from the Commonwealth
Government A second and equally weighty objection is that
ihe incursion of foreign steam-slup lines, with the necessary
eatablishment of agencies at each gort, would undoubtedly
iend to encourage the development of trade relations between
the Jocal importers and suppliers in foreign parts, not onmly
in regard to such lines as rice, sacks, and kerosene, which Aus-
tralia cannot supply, but also, through the large Dutch and
Japancso houses, as regard- those manufactured articles, such
as apparel, boots, groceries, &e., which Australin
can, and does, mpplg to ber own people, and which repre-
sent at present roughly one-half of the total imports of the
I'erritories. There are, of course, certain lines of foodstufls
in which Austrulia could continue to hold her own agaimst
all competitors, and which she at present exports n con-
siderable quantity, and Jargely 1n foreign ships, to Java and
the East, viz., flour, tinned butter and meats, condensed milk,
jams, bacon and hams, &c¢, The establishment of direct com-

t with Singap and Japan would, under any cir-
cumstances, endanger Australia’s trade with the Territorics
in imported and manufactured articles, and the danger in this
direction would be largely imcreased if that direct communi-
eation were by means of foreign-owned shipping. It 18 en
axiom, and & sound one, that trade follows the flag, whether
earried by & victorious invader or by p ful merch
The country whose ships can collect the copra of the Terri-
toriea nnd carry it to ita matural market by the cheapest




71 .

routes can largely control the trade of providing their re-
quirements, provided, of course, that the principal terminal
pott in the itimerary of those ships 18 within her own borders.

48, Question of “ Permits.”—It was suggested to me while
in the Territories that the main cunsiderations of direct com-
munication with Singapore and the East, and cheaper freights
and fares could bothie secured, while at the same time excl gd-
ing the foreigner, by granting, under section 286, permitas
to British ships to engage, 1n the trade between Austrahia and
the Territories, as has been done in the case of the north-west
ports of Western Australia, and also Thursday Island.

47. “ Permsts ” cannot be Granted~—This cannot be done for
two reasons. In the first place, sanmts can be granted only
where one or other of two conditions obtain. It must be
shown, in respect of the particular part of the cousting trade
for which permuts are desired (1n this case the trade between
‘the Territories and Australia), either that—(a) no licensed
slup 18 available for the service, or (b) that the service as
carried out by a licensed ship or ships is inadequate to the
the needs of the port or ports. Licensed ships are available,
and are engaged in the service, and ns they are sufficient n
tonnage capacity to take all the cargo offering, it must be
concluded that, in the .meaning of the Act, the service they
provide 18 * adequate.”

48. Question of Preferential Treatment of British Ships in
New Guwnea~—A second reason—if further reason were neces-
sary—why permits cannot be granted in respect of the trade
with New Guines ia that the granting of preferential treatment
to Bnitish aln}zs in regard to trade with the Territory would
wevitably eall forth protesta to the League of Nations in
regard to what would be considered a breach of the spint, if
not the letter, of the Mandate. Ships of any country, 1t may
be pointed out, may obtamn licences to en; ge in the coastin
trade on comphance with the prescri conditions, whie
are the same for all ships, British or foreign. There 1s no
preference in rogard to such. But permits to en, n that
trade without compliance with those provieions can be granted
to British ships only.

49. Bolution Buggested—The only satisfactory solution of
the diffioulty that I con suggest g $hat—(a) the present ser-
vice of Burns Philp steamers from Austraha to Papua and
New Guinco be extended to termnate, on the outward voyage,

i on i

that sbe could not carry passengers .or cargo between ports
m the Territories. The advantages of shipment by a direct
1oute as compared with the circuitous route vi1é Sydney are
substantial and obvious. Burns Philp & Co., it may be men-
tioned, are quite alive to this, and have themselves shpped
quite a-number of cargoes by foreign ships direct from the
dol to San Fr Uther ship bave been made
from time to time since then (at the time of my arnval at
Rabaul, 1 July last, o large foreign-owned sailing vessel was
in port loading copra for overseas), and the Dutch L‘Roynl
Packet Company bas now int d that 1t 18 plating
the of the 1t of 1ts line of steamers mow
regularly running between Singapore and Dutch New Guinea
to include also regular monthly calls at Rabaul and other
ports 1n the Mandated Territory. In a letter on the subject,
the company explains that 1t had been approached by traders
in the lerntory with & request for ihe exiension of one of
the company’s Java services to their ports “in order that
they may obtain rice shipments from Java-Singapore at a
much cheaper rate than ¢4 Austraha, and shp cargo like
copra, &c, much more cheaply and quckly to Europe wd
Macassar or Java.” .

51 Temporary Hindrances to Direct Shipments Overscas—
There are soveral reasons why the method of direct shipment
of copra to Europe by oversea ships has not been more largely
availled of, These are—(e) The expropriated plaptations in
New Guinea produce the greater part of the whole copra crop
of the Territorics, The handling of this 18 controlled by the
Expropriation Board, a Government body, which, presumably
for good and sufficient reasons, consigns the copra to Sydney
by Burns Philp’s steamers for realization on that market
(6) Many pmall growers are not sufficiently strong financially
to comsign their copra to oversea markets and wait geveral
months for returns, so sell their produce for cash to Burms
Philp’s agents at the uearest port to vheir plantations: ond
{¢) the copra produced by the remaining planters, who could
afford to await returns from realizat: mn kets, 13
not, as a general rule, sufficient 1n amdunt to provide a full
cargo for a visiting ship. There has also been the diffieulty,
even When & cargo could be got together, of arranging for its
temporary etorage under cover at the port of shipment {copra
cannot be shipped wet), and for a cargo for the ship on 1its
incoming voyage.

56. The whole of these impediments to dircet shipment are,

at Swngapore; and (b) that, d such , the

pl! of the g irade provi of the Navigat
Act :; the trade between Austraha and the Terntories be con-
tinu,

60, This, it is true, would not give the Territories all they
rsk for. But it would vemedy thewr mamn grievance by—
(a) providing direct ication with Singapore, so effect-
ing considerable savings on rice, sacks, korosene, and other
essential 1mports; and (b) sccurmg substantial reduction
the freight and other charges in with the transport
of their copra to European markets. The scheme would give
no rehief 1 respect of freights and fares to and from Aus-
tralia, but this 1s, as 1t affects the welfare of the Territories,
& jatter of mimor importance,

1. Scheme Rescrves Austrelian-Perritoral  Trade for
Licensed Shipe—The scheme suggested reserves the oarry-
ing trade between Australin and the Territories to the only
hicensed steamers—the Burns Phip Lime  This reservation
would serve a double purpose. It would secure to the line
the mmni(o of all Australian exports to the Territories,
Which would still be considerable, and will, no doubt, be an
increasing quantity, and of the fairly substantial export trade
of the Territories to Australia still remsimng, together with
the whole of the passenger traffio each way. The secondary,
but equally important, result would bo that, as they could
not %l\rtxclpnte in the Austrahan-Territorial trade, it would
still be unprofitable for the Anaainn Japanese steamers to call
for the P\ll\'L\' oversea trade to be one, 80 obwiating any
danger of a war of rates between them and Burns, Philp for
that oversea cargo imperilling the success of the Australian
service.

52, Divect ¢ on with Singapore B .—Tnleas
Burrs Pmlb & Co. or some other Awstrelian line provide this
direot connszion with Singapore or some other port on the
direct route between the East ond Europe, the transportation
of the Trade of the Termtories will most surely shp away
[rom them and from Awstrala, and pase into the hands of
Foreigners,

53 Damger of Delay—Dwect Orersca Connesiong.—As
l\]mdy pomnted out (paragraph 4), thers is nrothing in the

avigation Act to prevent foreign ships ing 1n the oarry-
g of passengers and cargo to and from the Territories, pro-
vided only such carriage is not from or to an Australian port.
A JIapaness or Dutch steamer could, for wstance, visit in tura
each port in both Terntories, dropping foreign cargo and tak-
ng in copra for an oversea port, the only restriction being

, of a more or less temporary cliaracler, and may le
expected to shortly drsappear. The expropriated plantations
are in process of sale to the Puhhc, and under private owner-
ship the copra produced will, no doubt, be shipped by tho
cheapest routes to the markets offering the best returns, quite
wrespective of any question of preference to Australian ship-
pmg. As regards () and (o), as plantations develop and the
trees mature and come into full bearing, the quantity of copra
produced from plantations outside the control of the Expro

iation Board will be considerably increased and co-operation
E;t\reen growers will_enable full cargoes to be more readily
accumulated. If the Dutch boats make regular monthiy calls,
a8 contemplated, even the necessity for gotting a full cargo
will be obviated, as they will take any parcels offering, no
wmatter how small.

58. There are, therefore, good grounds for anticipating that,
unless something is dome m the meantine to provide a ser-
vice bv Austrahian ships direct from the Territories to Singa-
pore, the time 16 rapidly approaching when a substantial pro-
Rortion, 1f not the bulk, of the copra produced in Papua and
New Gunea will be transported direct to oversea markets in
forexgn-owned hnes, with the resultant inflow of goods from
aversea poits direct, and, very posubly, the ousting of Aus-
tralan slupping from the trade.

57, National Grounds for Retention of Trade —It is highly
desirable, not only on commercial grounds, but also for
national reasons, that the trade of the Territories shall be
carried in Australian slups. Thia aepect of the matter was

o Snphasized by the Royal Commission on late German New

Guines, Which in its report stressed the necessity for main-
taming “those intunate trade relations which are desirable
in order that the Territory may not become am isolated com-
munity, looking to the outeide world as the market for both
its goods and its eupplies, and so dvift out of touch with the
Australian people.”

&8, Present Molbourne-8sngapore Service might bo Diverled.
—Burns Plulp & Co., it may be pointed ouiﬁg. already run a
monthly service with the steamers Marella {7,500 tons) and
.}lutoms “(:,:00 tﬁms) hstgye:n Melbonrmla and Singapore, wd

‘orres 1, ealling at ney, Queensland Thursday
Island, Darwin, and, it i ung b, d, A Risiglt 3
snd Batavia, each way. They receive no subaidy for tis ser
vice. The two vessels mentioned, if diverted to call at the
Territories, could, wath the a7 , give & regul thiy
service from Australia to Singnm od the Territories, start-
g from Melbourne, the Austral terminal port of the pre
eent Burna Plulp service to Singapore, instead of, as is the
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case of all the present Territory services, from Sydney. The
following is the suggested itinerary:—

Melbourne. Wit
Sydney. Madang.
Brisbane, Eitape.
Port Moresby. Amboina,
Samarai. Macassar,
Rabaul. Batawvia.
Kaewieng. Singapore,

* Depth of water permitting

59, The Marells and Montoro carry coloured crows, and are
not at present licensed to engnge in the coasting trade. It
would be necessary for_them to be brought into compliance
with Navigation Act Yequirements before they could par-
ticipate 1n the Austrahan-Territories portion of the trade or
m any subsidy ‘The Marsina and Morinda, 1t may be men-
tioned in passing, were not built for passenger work in tropieal
latitudes, and would be qute unsuitable for use in the sug-
gested extension from Madang to Singapore, the route lymg
for the whole of the distance within a few degrees of the
Equator. -

60. Increased Sudsidy trobably Necesszry——As mentioned in
paragraph 10 above, Burna Philp & Co, are now receiving
from the Ci calth Gov t a subsidy of £32,000
mn respect of the present services to Papua and New Gumea
dnect. It 18 very probable (though tlis 1s & matter I have
not so far discussed with any one) that for the extension
of the service, as suggested, to Melbourne, on the one hand,
and to Singapore, on the other, they would ask for some
additional allowance from the Ci 1th, In additi
to the annual mecrease of 17,300 miles in total distance run,
the substitution for the Marsina and Mornda of Jarger vessels
would 1nvolve mereased expenditure in harbor dues, wages, and
general running expenses.

61 As s set-off to this, 1t must be remembered that, provided
they can be provided with reasonably full caigoes each way,
Jarge vessels are much more economical than small ones. The
chief difficulty 1n the present connexion would probably be to
find guch quantity of cargo for the Territories as would, on
its discharge there, leave space for the copra, &e, to be con-
veyed to Singapore It would not do to have the vessels filled
with through cargo from Australia to Singapore.

82, Coloured Seamen on «¢ll Eastern Lines—The vessels of
all the helf-dozen or so lines at present operating between
Aunstralia and Singapore are (with the single exception of
those of the Commonwealth Government Line) manned by
coloured seamen. No steamers complying with Navigation Act
requir ts as to dation, &c¢, and manned and
worked by white seamen under Austialian conditions, could
possibly compete with these vessels excepting either at a loss
or with the assistance of a fairly substantial subsidy.

63. Proposed United States of America Shipping Bubsidy.—
The American mercantile marine occupies, at the present tume,
& position closely analogous Lo that of our Austral d

64. The basic rate is one-half cent. per gross ton per 100
miles travelled. In the case of steam-ships over 1,500 tons,
but less than 5,000 tons gross, subsidy is paid as on a tonnn-ge
of 5,000 tons. Increased rates are paid for ships having speeds
over 156 knots. Apparently, the only duect obligation on the
ship-owner 18 that subsidized ships are required to carry
mails of the first, second, and third class free.

65. American and Commonwealth Bubsidies Compared.—
Compared with this proposed American subsidy, those now
paid to Burns Philp ‘& Co. for their sorvices to the Term.
tories are very genmerous, For the monthly gervice (ss.
Mataram, 3,300 tons gross) Sydney to Rabaul direct, thence
to Kaewieng and Madang, the Commonwenlth pays an annual
subsidy of £8,000; on'the American scale i1t would be, roughly,
£2,900. For the Papuan-Rabaul service (ss. Marsing, 1,760
tons, and ss. Mornda, 1,500 tons), the amount is £16,000
per annum; the American rate would give about £4,800. 1
have not computed what the subsidy for the Solomons-Rabaul
service (s 8. Melusia, 2,000 tons) would be under the American
acale, but the proportion of such to the amount actually paid
(£8,000 per annum) would probably be about the same as in
the two instances given, 18 %artxcu}nr service 18, however,
primarily 1 the interests of the Sol and not of the
Territories, and need not be considered here.

66 Comparison of the Commmonwealth subsidies with that
proposed under the American Bill 18, however, hardly fair,
a8 the bulk of the American shipping trades n the Atlantic
and m European waters, and competes with vessels manned
with European, and not with Asiatie, crews, as 18 the case in
the trade between Australia and Singapore.

67, Eztra Cost at Pro Ratd Increase—The subsidy mnow
pad to Burps Philp & Co. works out at aboul 3s. 3d. per
mile of the total distance travelled by the thres ships em-
ployed. At this rate, the increased amount payable in re-
spect of the suggested extended service would (having regard
to distance only) be £2,811. As mentioned, however, other
factors—wages, &e.—~would have to be considered. If the new
pervice could be secured for an addition of £5,000 or even
£10,000 to the present subsidy, the expenditure would be well
warranted.

68. Alternative—Total Evemption of Trade wath Territories,
—Failing an arrangement with Burns Plilp or some other
Australisn Line to provide, mn return for a reasonable subsdy,
a direct eervice between Australia and Smngapore vid4 the
Territortes, there will remaiz no alternative but to consider,
m the interests of the Territories, the total exemption of
their trade from the application of the Navigation Act. Even
the total loss of that trade to the Commonwealth, not only
1 the transport, but also in the supply, of goods, would be,
from a monetary }amnt of view alone, vastly preferable to the
commercial ruin of the Territories, wath the consequent burden-
mg of the Australian taxpayer with the continued and beavy
cost of their admimstration.

At

foreign-going shupping. In both cases the mannmng, accommo-
dation, wa es, end provisions are in advance of those of the
shipping o. other nations, including that of Great Britain.
By 1eason of the consequent lugher cost of operating American
vessels, the latter a1e bemng run off the seas, and tie ports of
the Unmited States of America are ¥nil of 1dle ships, rusting
at thewr anchors for lack of profitable employment To
1emedy thie state of affans, a Bill 1s at present before Con-
gress which piovides for the grnntmg of direct subsidies
amounting to ** ab least > $30,000,000 per annum to American-
owned and operated merchant ships of not Jess than 1,500
tons gross register engaged in the foreygngong tiade. In
addition, Congress is being asked to authorize special exemp-
tions to ship-owners from ncome and other taxes runmng
into mllons of dollars.

+ 60, R The whole position in regard to the
trade of the Territories has been dealt with at some length,
as 1t presents itself to me. It is perhaps unneceesary, until
the suggestions made have received a gemersl approval, to
deal in any further detail with the question of the increased
bsrdy 'y 8 therefq ded that at this
stage, if the Miumster agrees with the views expressed, the
appioval of the Prime Minster be obtained to the general
rinciples of the suggestions made, leaving the details for
Yurther consideration” and for mnegotistion with Burns Phulp
& Co

(Signed) LEWIS F. EAST,
Assistant Director of Navigation

18th September, 1922,




REPORT BY TWO OF THE COMMISSIONERS (SENATOR
W. L DUNCAN AND SENATOR H. E. ELLIOTT).

To His Excallency the Right Honorable Hexry WiLLiAM, BARON FORSTER, @ Member
of His Majesty’s Most Honorable Privy Council, Knight Grand Cross of the Most
Distinguished Order of Saint Michael and Saint George, Governor-General and
Commander-in-Chief of the Commonwealth of Australia.

May 1T PLEASE YOUR EXCELLENCY :

We, Commissioners appointed by Royal Letters Patent to inquire into and report upon
the effect of the operation of the Navigation Act on trade, industry, and development in Australia
and the Territories (including Mandated Territories) of Australia, have the honour to make our
report covering the States of New South Wales, Queensland, Victoria, South Australia, Western
Australia, and Tasmania.

+ This Report is the result of investigations made in each of the States of the
Commonwealth. Circumstances have prevented the Commission from visiting the Territory
of Papus, the Mandated Territory of New Guinea and the Northern Territory, but it is intended
to visit these Territories in the near future, and it is anticipated that the second Report will deal
chiefly with the effect of the application of the Navigation Act to New Guinea and Papua.

In presenting this Report Your Commissioners have followed the order indicated by
the following headings :—
Part I.—The History of the Navigation Act, and its chief object.
Part II.—General Observations.
Part III.—General Complaints—
(1) Lack of sufficient passenger facilities in—
(2) New South Wales.
(b) Queensland.
(¢) Western Australia
(d) Tasmania.
(2) High freights between interstate ports.
(3) The “ Permit” system and its inadequacy to meet the requirements
of the travelling public.
(4) Theinadequacy and infrequency of cargo shipping services.
Part. IV.—Complaints affecting particular States.
(1) Queensland—
(@) The cement industry ;
(b) Fruit and vegetable export trade ;
(¢) The meat industry.
(2) South Australia.
(3) Tasmania.—
() Shipping services to Hobart and the effect upon—
(i) The tourist traffic;
(1) The timber industry ; and
(i) The fruit industry.
() Tasmania generally.
(4) West Australia.—The effect of the Act upon—
(@) Primary Production.
(b) The timber industry.
* (¢) Albany and its decline.
(d) Geraldton and its decline.
(¢} The North-West Ports.
(f) Effect of the Act upon the whaling industry.
Part V.—The Shipping Companies of Australia—Their relationship to one another.
Part VI.—General conclusions and recommendations.



T4

PART I—THE HISTORY OF THE NAVIGATION ACT, AND ITS CHIEF OBJECT.

The Navigation Bill was originally drafted in 1902, under the direction of the late Honorable
C. C. Kingston, and, on his retirement from the first Commonwealth Government, in 1903, the
drafting of this measure was handed over to the late Sir Harry Wollaston. The Bill was first
introduced into the Senate in 1904, but was withdrawn, and in June of that year a Royal Commission
was appointed to ezamine the proposed legislation, and to report. The report of the Commission,
with the draft Bill, was presented in June, 1906.

In 1907 an Imperial Conference of representatives from the United Kingdom, Australia,
and New Zealand was held in London, on the subject of * Merchant Shipping Legislation,” and
the main principles of the Royal Commission’s draft Bill were consi(fered. Austrdlia was
represented on this Conference by the late Sir William Lyue (Minister for Trade and Customs),
Mr. W. M. Hughes {Chairman of the Royal Commission), and the late Mr. Dugald Thomson (a
member of the Royal Commission).

The Conference recommended, infer alia :—

“ That the coastal trade of the Commonwealth be reserved for ships on the
Australian register, i.e., ships conforming to Australian conditions, and licensed to
trade on the Australian coast.”

This resolution was embodied in the draft Bill, which was again introduced into the Senate
in September, 1907, but lapsed. It was again introduced in 1908, again in 1910, and in 1911,
and was ultimately agrzed to by both Houses in 1912.

By the time the Act had received the Royal Assent war had broken out, and, at the
request of the British Government, the operation of the Act was postponed. The first group
of sections—the Coasting Trade provisions—came into effect, by Proclamation, on the 1st July,
1921. Shortly after this portion of the Act became operative the owners of a number of interstate
ships tested the validity of the application of the manning and accommodation provisions of the
Act to their ships, and the High Court decided that these provisions did not apply to vessels solely
engaged in the domestic trade of a State. In consequence of this judgment, the Government
decided not to enforce the provisions of the Act then in force on any intrastate ships.

Other portions of the Act came into operation as shown hereunder :—

1st November, 1921 .. Wireless, and medical inspection of seamen.

1st March, 1922 .. Mercantile Marine Officers.

1st February, 1923 .. Provisions, medicines, effects of deceased seamen, wrecks,
and salvage.

1st March, 1923 .. Collision, boat and fire drills.

1st October, 1923 .. RExamination of masters, mates, and engineers; survey

and inspection of ships ; load-lines ; life-saving and fire
appliances 7 adjustment of compasses; and courts of
marine inquiry.

At the present time only forty-six sections of the Act, out of a total of four hundred and
twenty-five sections, remain inoperative ; the majority of these inoperative sections deal with
pilots and pilotage.

_ Seeing that the Navigation Bill had so many years of consideration, moulded by expert
draftsmen, considered by a Royal Commission, by an Imperial Shipping Conference, and by
Parliament for several years, it is necessary to look closely into the reasons why the Parliament,
after such exhaustive consideration, finally placed the Navigation Act upon the statute-book.

Your Commissioners have studied these reasons, have perused the reports of the Royal
Commission and of the Imperial Shipping Conference, with the result that Your Commissioners
find that the main reason which actuated the Parliament in placing the Act upon the statute-book,
and which lifted the subject to a plane of great national importance above the ordinary
considerations of party politics, was the desire to build up an Australian Mercantile Marine.

To build up an Australian Mercantile Marine it was necessary to extend the protective
policy of Australia to its merchant shipping. To protect the Australian ship-owner from unfair
competition Jfrom subsidized foreign ships or poorly-paid crews from other countries, it was
necessary to prevent other vessels competing against him unless such vessels complied with
Australian rates of wages, provided the same accommodation for their seamen, and had the same
manning scale.

Parliament recognized that, as an island continent, we are largely dependent upon the
strength of our merchant service for our existence. The Australian coastal trade was to be reserved
for Australian-owned ships, which were to be the source of a supply of skilled and trained Australian
seamen in time of war, even as the British Mercantile Marine, during the recent war, helped to
man the auxiliary cruisers, mine-sweepers, transports, and other adjuncts of the British Navy.
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PART II.—GENERAL OBSERVATIONS.

Your Commissioners found, while visiting various portions of the Commonwealth, that
in certain quarters there was unexpected reluctance on the part of interested parties, alleged to
be affected by the operation of the Navigation Act, to give evidence before the Commussion.
This was particularly noticeable at Perth and Bunbury, Western Australia. It can only be
assumed that this reluctance arose from a feeling that the business interests of these witnesses
would be prejudiced in their relationship and dependence on the interstate shipping companies
if their grievances, openly expressed through the press and in other ways, were placed in evidence
before your Commissioners.

The period in which your Commissioners made their investigation is one that involved
more than ordinary difficulty, because conditions were not normal, and the shipping of the
Empire had been under government control for some time during and after the war; moreover
after the war services were necessarily curtailed, freights increased, and in 1921, shortly after
the cessation of “ control,” the Navigation Act became operative. Your Commissioners would
further point out that the conditions of shipping in Australia, and throughout the rest of the
world, have not yet returned to normal. The shipping industry has been confronted with many
difficulties, due to the sudden change from war to peace, with all the attendant alteration of
conditions, and this fact has made the task of determining the actual effect of the operation of
the Act on Australian trade, industry, and development a very difficult one, The difficulty
lay in separating the effects of the war from the effects of the Navigation Act on shippiug services
and freights, and upon industry and development.

-

PART IIT.—GENERAL COMPLAINTS,

A number of the complaints made were common to all States ; these complaints are dealt
with separately under this heading, and are as follow :—

(1) Lack of sufficient passenger facilities.
(2) High freights between interstate ports.

(3) The lack of adaptability of the permit system to meet the requirements of the
travelling public.

(4) 1nfrequency and inadequacy of cargo shipping services.
In some respect these complaints were more general the further removed the complainants
were from the big centres of population.

(1) Lack or Surriciens PassENGER FacrLiries.

Complaints under the above heading were received in all States, with the exception of
South Australia and Victoria. The complaints are shortly as follow :—

(@) New South Wales.

It was claimed by witnesses that the interstate service was insufficient, and cases had
occurred where passengers were unable to obtain berths by interstate vessels (Question 8403) ;
that if sufficient facilities were offered by the interstate companies, a greater number of people
would avail themselves of those facilities (Questions 8437, §438); that many people desirous
of leaving New South Wales during the summer months to take advantage of the cooler climate
of Tasmania had to travel by crowded and comphratively small interstate vessels in place of the
P, and O. line and Orient line mail steamers, by which they sometimes travelled before the
Navigation Act came into operation.

Against these assertions the interstate shipping companies produced passenger statistics
showing a large %ropqrtion of empty passenger accommodation on &eir vessels from the port of
Sydney, in fact 50 per cent. of the passenger accommodation between Sydney and Tasmania
in the year’s sailings had been empty. Tt was claimed that these figures showed that the present
service was adequate. It was further claimed that if oversea vessels were allowed to carry
passengers it would mean an enormous reduction in the revenue of the interstate shipping companies
—that In consequence services would have to be curtailed, and freight and passenger fares increased.
In regard to the allegations of overcrowding on interstate steamers, it was stated by the shipping
companies’ representatives that such overcrowding took place only on exceptional occasions,
such as the Christmas rush of tourists to Tasmania, when all travelling facilities, railways and
steamers, are crowded,

F.15346—8



() Queensland.

In Queensland it was stated that a great number of people travelled along the Queensland
coast by oversea vessels before the Navigation Act operated, and that people who used to travel
south by the Orient line vessels were no longer able to do so (Questions 64634, 6499, 6500). It
was further claimed that the passenger vessels on the Queensland coast were not built
for comfortable travellng (Questions 6502, 6503). It is admitted by the Deputy Director of
Navigation for Queensland that the Act has inconvenienced the travelling public (Question
6978), and that the present system of granting permiits is inadequate to meet the position.

The representatives of the shipping companies submutted a statement showing that for
a period of six months before the Act came into operation, the overseas vessels carried 14,716
passengers on the Queensland coast, and that the passage money therefrom amounted to £89,000.
It was claimed by the interstate companies that if they were deprived of the protection afforded
by the Act, they would lose this traffic, which would again revert to the overseas companies, and
would not be able to maintain their present services. Voluminous statistics were furnished
by the interstate. companies showing a large percentage of empty berths on their vessels. These
figures, it was claimed, showed that the companies provided more service than was necessary,
and more space than the traffic required (Question 7018). It was clear to your Commissioners that
as a result of the Northern extension of the railway services the companies have serious competition
on the Queensland coast from the Railway Department, and that this competition has resulted
in lessened cargoes and fewer passengers.

(c) Western Australia.

In Western Australia practically the only complaint concerning passenger accommodation
was at Albany. At this port the service has been so reduced that at the present time there is
practically only a monthly passenger service to eastern States. As Albany is 300 miles from
the Trans-Australian railway, it is undoubtedly a hardship for the people of the Albany district,
when desirous of visiting the eastern States, to be debarred by the Navigation Act from travelling
on oversea vessels calling at Albany It is claimed that the extra journey from Albany to Perth
adds considerably to the cost and discomfort of the trip, and that, ewing to the peculiar
geographical position of Albany in relation to the transcontinental railway, the residents should
be allowed to take advantage of the facilities offered by oversea vessels.

On the other hand it was asserted by the representatives of the interstate shipping companies
that the people of Albany are not seriously affected IX the lack of passenger vessels, and that
the majority of people prefer to travel by the Trans-Australian railway. It was pointed out
that in June of 1922, at the insistent request of the Albany people, a fortnightly passenger service
was inaugurated, which was so poorly supported that the service had to be withdrawn. On
the last trip of this passenger service six passengers were landed at Albany, and one embarked
at Albany for Fremantle. On the return voyage eight passengers embarked at Albany for
Eastern ports (Question 4281). ’

(d) Tasmania.

The complaint of Tasmania in regard to passenger services 18 not similar to that of the
other States as set forth above. The complaint is that the tourist traffic to Tasmania is seriously
affected by poor travelling facilities, This complaint, as it is peculiar to Tasmania, is dealt
with in Part IV, (3) of this Report.

Speaking generally on passenger facilities, the Director of Navigation stated that 60,000
tons of interstate passenger tonnage has been taken from the Australian coast since 1914. The
Director further stated that he considered there was a shortage of passenger tonnage on the coast,
and that complaints would continue until some of this tonnage was replaced by the interstate
companies. (Questions 13314, 13359-61.) -

In reply ta these assertions the representative of the interstate companies admitted that
eleven vessels of their fleet had left the Australian coast since 1914, but it was pointed out that
only two vessels were disposed of after the Navigation Act became operative ; fve were sold in
1915, two in 1916, and two in 1919. As against these eleven vessels leaving Australia, five others
were brought into the Australian coastal trade.

© Tt was also asserted that the price of passenger tonnage since the war had been prohibitive.
This, however, does not apply to-day., It was also claimed by the companies that there is
no shortage of passenger accommodation, that a surplus exists, and that it is only during
exceptional holiday' rushes that there is any suggestion of overcrowding and insufficient
passenger facilities.
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CONCLUSION.

Your Commissioners are of the opinion that whilst the passenger accommodation provided
by the interstate companies is adequate to meet all requirements in normal times, periods occur
in the year when great difficulty is experienced by many people in obtaining berths. That this
is a hardship upon such people cannot be denied, and this hardship is felt not only by tourists
but by business people and others. It cannot be expected, of course, that the interstate companies
will maintain a surplus of shipping in normal times to meet these periodic rushes, but your
Commissioners are of the opinion that some more expeditious means than the present * permit
system must be devised to meet the position. The lack of adaptability of this system is dealt
with under Part IIL (3) of this Report.

(2) Hica FREIGETS BETWEEN INTERSTATE PoRTs.

Your Commissioners met with complaints of high freights on the Australian coast in all
theStates. One of the most serious charges against the effect of the Navigation Act was made
by the Tariff Board in its annual report of June, 1923, in which the Board stated that the Act
““places heavy freights on our own products while oversea goods are carried for much lower
freights,” The Board further stated that the effect of such heavy freights was to nullify the
effect of the national policy of protection, and that primary producers and manufacturers were
placed at a serious disadvantage thereby.

The Chawrman of the Tariff Board placed a memorandum before the Navigation Select
Committee, whose work this Commission is continuing, showing examples of how freights on the
Australian coast are, in many instances, higher than oversea freights from the United Kingdom
and other oversea countries.

The following are the further charges made by the Chairman of the Tariff Board against
the Navigation Act, 1n its relation to the raising of coastal freights :-

1. Australian coastal freights are out of all proportion to deep-sea freights on goods
from oversea countries,
2. Crushing freight charges hamper the trade of the Mandated Territories of Australia.

These charges against the Navigation Act, coming from such a body as the Tariff Board,
whose duties are such as should make the members of the Board thoroughly conversant with
every side of the question, and who, being a non-interested party, are necessarily dispassionate
in their attitude, were regarded by your Commissioners as most serious.

Your Commissioners therefore closely investigated various examples of cases where branches
of primary and secondary production were stated to be adversely aftected by the high freights,
These particular cases are dealt with under separate headings in this report.

n regard to the general complaint of lgh freights resulting from the Navigation Act,
the shipping companies have stated in evidence that since the Navigation Act became operative
freights l])mve not been increased, and in some cases, particularly in regard to timber, coal, and
agricultural implements, and since the inception of this inquiry, have actually decreased. Although
this statement has not been contradicted, it is claimed by some witnesses that these freights were
abnormally high when the Act came into force, and by reason of the Navigation Act have remained
practically unchanged.

The representatives of the shipping companies also assert that coastal freight is necessarily .
higher than deep-sea freights in all parts of the world, on account of the coastal services entailing
more port dues, longer delays in ports, smaller coastal vessels being less profitable, heavier handling
charges, &c. It was also claimed that oversea freights have increased more since the war than
Australian coastal freights. The shipping companies produced evidence to show that coastal
rates on the coast of South America are in some cases higher than those on the Australian coast.
The Trade and Customs Department also furnished examples of South Africall coastal freights,
which were not lower than the Australian rates for similar distances.

CONCLUSION.

Your Commissioners are of the opinion that whilst it is undoubtedly true that freights
are considerably higher than in pre-war days, no evidence has becn tendered to show that these
freights are in any way extortionate by comparison with freights under similar conditions in other
countries, or when considered in relation to the high working costs or net profits of the interstate
shipping compauies. Your Commissioners have no doubt that certain Australian industries
are suflering In their development because of these freights, but cannot find that such freights
are due so much to the operations of the Navigation Act as to other economic factors quite outside
and independent of the Navigation Act. Certainly the Act does give full scope for and
encouragement to the establishment of an Australian shipping combine or a, ent between -
the companies, but an examination of the world’s shipping position reveals that such combines
operate 1n other countries, and indeed are world-uide in their ramifications. In view of the
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large holdings by oversea shipping interests in the Australian companies, your Commissioners
cannot see that our position would be materially affected in any way by even the repeal of the
Navigation Act itself. Doubtless such an action would bring about a certain measure of foreign
and non-British competition, which would react very quickly against the wages and working
conditions of our Australian seamen and against the best mnterests-of Australian as a whole, unless
some other form of protection were given. The late war revealed the national importance of
the shipping industry, and we cannot afford from the stand-point of national development to take
any action that would tend to increase to any considerable extent our dependence upon foreign
shipping for the marketing overseas of our primary products.

(3) Toe [ PerMiT ¥ SYSTEM AND IT5 INADEQUACY TO MEET THE REQUIREMENTS
oF THE TraveLLING PuBLIc.

The above is another complaint which is also fairly general. Section 286 of the Navigation
Act, on which the permut system rests, is as follows :—
286 —(1 ) Where 1t can be shown to the satisfaction of the Mimster, in regard to the coasting trade with any
port or between any ports in the Commonwealth or in the Territories under the authonty of the Commonwealth—

(@) that no hcensed ship 1s available for the service, or
(b) that the service as carried out by a hcensed ship or ships is inadequate to the needs of such port or
ports, .
and the Minster 1s satisfied that 1t 18 desirable in the pubhic interest that unhcensed ships be allowed to engage in that
trade, he may grant permuts to unlicensed British ships to do so, either unconditionally or subject to such conditions
as he thinks fit to impose

(2.) The carrage, by the ship named in any such permut, of passengers or cargo to or from any port, or between
any ports, specified in the permit shall not be d d engaging m the ting trade.

(3) A permut 1wsued under this section may be for a single voyage only, or may be a continuing permut

(4) A continung permut may be cancelled by the Minister upon not less than stx months’ notice to the master,
owner, or agent of the ship of s ntention to cancel 1t.

(5) The Minister shall, within fourteen days of the granting of any permut under this section, or the notice of
intention to cancel any such permit, notify 1n the Gazette the issue of the permt,or the giving of the notice, as the
case may be, with particulars thereof

The Director of Navigation stated in evidence—

(2) Except in two isolated cases he had always been advised by the Crown Law
Department that the Minister’s powers are limited by the fact that the existing
services cannot be proved mnadequate.

() The Minuster has first to be satisfied that no licensed ship is avalable for the service.
The Director has never been able to satisfy the Minister that there is no licensed
ship.

(¢) An application for a permit cannot be made by a deputation, but by the owner
or agent of the ship requiring to carry the passengers or cargo.

(d) The oversea shipping companies haye decided that, in future, they will have nothing
to do with permits, which they consider are not worth the trouble thay have
to take to obtain one.

It seems fairly obvious that the permit system has not been applied very much to cargo
nor is it likely to be availed of for cargo to any extent, with the exception of the case of the
Queensland meat industry which, during the past two years, has sent large quantities of frozen
" meat to southern markets by the refrigerated space on oversea steamers. It is admitted hy the
shipping companies that during 1923 their reirigerated space was insufficient, and they raised
no objection to the oversea vessels lifting Queensland meat for New South Wales and Victoria.

Mr. J. M. Paxton, representing the Sydney Chamber of Commerce, and at the same time
speaking as a representative of oversea shipping companies, stated :—" So far as I can recollect
over a period of 30 years, the British oversea companies have never sought to carry cargoes
on our coast, and it was with the utmost difficulty that we induced them to carry cargoes during
the war period, when it was imperatively necessary to get stuff moved from port to port. In
regard to passengers, however, it is a different matter.” . .

It was also stated at Albany that oversea vessels never carried interstale cargo in or out
of that port. ) )

It may be safely asserted, therefore, that except for the Queensland meat industry, which
is dealt with separately, the main complaint against the permit system is in regard to passenger
traffic.

Putting aside the question whether there is sufficient passenger accommodation on the
Australian coast or nof, it is apparent from the evidence that the permit system is of little
assistance to the travelling pubhic. Tn the first place, the oversea shipping companies will not,
as the Director of Navigation stated, bother about applying for a permit. By so doing they
can only obtain the passengers that the interstate steamers are unable to carry, and in the second
place, by carrying interstate passengers, they run the risk of bringing industrial trouble on
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themselves (Question 13264). That is the oversea shipping companies’ attitude to the permit
system. The complaint of the travelling public, which is fairly general throughout Australia,
was voiced by one witness at Brisbane, as follows :—

We were advised by the Deputy Director of Navigation that when the interstate passenger steamers werc
overbooked, if application were made for a permit to travel on an overseas vessel, it would be granted. This course
has been adopted on one or two occasions, but it 1s difficult to arrange the matter, since the companies will not tell
you until Fridsy afternoon or Saturday evening whether they can take the passengers  (Question 6496).

Exactly similar complaints were placed before the Commission at Sydney and Hobart. One
Hobart witness stated——

9223. T am informed that no application for a permit was made. You know that provision 1s made in the
Act to meet such cases as this #—Yes, but by the time the permit 1s granted the boat has gone

9226. . . .. In the case of the Moerak we did not get that permit until the last minute, and then only
twelve passengers travelled by that vessel.

In Brisbane the complaint is stated by the Deputy Director of Navigation to have been
made-—

6966. Where apphcations are made for permits, do you make inquiry ¢-—There has to be an applcation m
wnting that the servige by the coastal boats is inadequate. I always confirm that by getting into touch with the
Secretary of the Austraban Steamships Federation.

6967 By Senatwr Ellwott —We were told that the interstate shipping companies informed passengers only at
the last moment whether accommodation 18 available, when 1t 18 impossible for them to make arrangements to travel
by the next boat #—Yes, I have heard péople say that.

CONCLUSION.

Tt appears to your Commissioners that this is a genuine complaint, due to the ngid nature
of the Act.  The machinery is there to enable advantage to be taken of oversea vessels, but 1t
is so hard to set in motion that the oversea companies will not bother ahout it, and when the
individual attempts to set it in motion, it moves so slowly that the opportunity to take advantage
of it is in danger of being lost. The Act at present requires that it be shown to the satisfaction
of the Minister that the service is inadequate. Tt would require great conrage in administration
to declare in advance that a service is inadequate, and it is not to be wondered at that decision
is delayed, except in such cases where the interstate companies admit the fact. Great
dissatisfaction was shown in many places because the Director of Navigation refers in the first
instance to the interstate companies, and the inference has been that there is something improper
in this, but it is obvious that such reference is often the shortest way of settling the question of
inadequacy. If the interstate shipping companies admit the inadequacy nothing more is required,
for the Minister will be satisfied on such a£nission. On the other hand, if they dispute the fact
it is necessary to get independent evidence of the inadequacy, and the delay in estabhshing this
inadequacy defeats the purpose of the provision,

RECOMMENDATION.

Your Commissioners are of the opinion that, if the *“ Permit ” system is to be retamed
some amendment is required to make it more speedy in its application. Possibly this can be
done by amending Section 286 of the Navigation Act, as follows :—Insert the words * or is hikely
to prove ” immediately before the word “ inadequate ” in sub-section (1.). This would allow
the Director of Navigation to exercise an intelligent anticipation of the hikelihood of a holiday
rush or other sudden demand for space, and make preparations accordingly.

To meet exceptional cases, where a British ship is not available, the words * or if no British
ship is available then to a non-British ship * might be inserted after the words “ Brtish ships ”
in sub-section (1.). Moreover by regulation it could he made possible that the initiative in seeking
a permit should rest with the individual passenger or shipper.

.
(4) TrE INaDEQUACY AND INFREQUENCY OF CARco SHIPPING SERVICES.

Many complaints were made to your Commissioners in regard to alleged inadequate and
infrequent cargo shipping services for various ports and industres. These complaints are dealt
with separately, but there is a general complaint from the outlying parts of the Commonwealth
that the cargo services on the coast of Australia are inadequate.

It is claimed that the Navigation Act has given a virtual monopaly of the coastal trade
to the interstate shipping companies, and that these companies have allocated different sectors
of the coast or branches of the trade to each company, with the result that, in the absence of
competition, each company, with the ohject of avoiding loss, has reduced its services to a
minimum,

The complainants allege that they, the producers and manufacturers. are the best judges
of what shipping services are required, while the shipping companies maintain that thev must be
the sole arbiters. The complainants further allege that with a better service they could build
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up a greater trade, while the companies assert that the mere increase of shipping services has,
up to the present, failed to bring about an appreciable increase in cargo or passenger traffic.
Several instances are quoted where they have, under pressure, increased their services and have had
to withdraw them again to avoid continuous loss,

The Director of Navigation, while deploring the withdrawal of passenger tonnage,
commented on the increased cargo tonnage made available by the interstate companies. The
cargo tonnage figures show a large increase during the past three years. Business men in the
larger centres of population state that the cargo services on the coast are ample.

It seems apparent, therefore, that the cargo facilities of the larger ports, such as Port
Adelaide, Melbourne, Sydney, and Brisbane, are adequate.

It is equally apparent that the people in some outlying portions of Australia, such as
the remoter partsof North Queensland, Tasmania, and Western Australia, have reason for complaint
against the somewhat infrequent and madequate cargo services.

Mr. Walter Leitch, a member of the Tariff Board, stated :—

13665.—As » member of the Board, have you found that complaints come from outlying portions of the
Commonweslth 2—Yes.

13666. Have there been complaints about the irregularity and infrequency of shipping ?—Yes.

13667. What induced your Board to refer to this Act m its annual report %—The number of complaints which
we received from shippers, particularly in Western Australia and Queensland.

Sir Mark Sheldon, giving evidence as President of the Associated Chambers of Commerce,
said :—
“ It does not seem fair that a State hke T ia, that is so dependent on water carriage, should lose the facilities

15 has enjoyed in the past through overseas vessels ceasing to call at Hobart. It is also hard on Western Australia.”
(Question 8908.)

The Tariff Board in its annual report of June, 1923, stated that the Navigation Act *“ more
than any other legislation discourages the settler on our coasts far removed from industrial centres.”

The reason why the coastal cargo services are claimed to be insufficient in the remoter
portions of the Commonwealth is not hard to arrive at. Australia’s long coastline makes the
carriage of small cargoes to and from the distant ports on that coastline unprofitable. It is a
matter of business, and the shipowners cannot be expected to run cargo services which regularly
lose money.

At the same time, the producers in the outlying portions of the Commonwealth have a
right to ask for proper shipping facilities. ~They have just as much right to expect adequate
shipping service as they have a right to a telephone service and educational facilities for their
children.

How to meet this position is a conundrum. Subsidized services to these outlying ports
have been suggested and such a system is already in operation in the Northern Territory. But
there are obvious objections to any very considerable extension of such policy. Under “ General
Recommendations,” however, your Commissioners recommend the adoption of a policy which
‘they believe will 110t ouly remove the disabilities under which most of these distant ports of the
Commonwealth labour, but will also meet the requirements of the “ seasonal” rushes in the
more populated areas.

PART IV.—-COMPLAINTS AFFECTING PARTICULAR STATES.
(1) QUEENSLAND.

(@) The Cement Industry.

The Chairman of the Tariff Board quoted the cement industry as an example which
showed that high coastal freights nullify the effect of the protective tariff. He pointed out that
the freight rate from London to Australia is 27s. per ton, and shipments have reached Melbourne
from Europe as low as 22s. 9d. per ton, while Australian cement pays a freight rate of 45s. per
ton from Melbourne to Rockhampton, 35s. from Melbourne to Fremantle, and 20s. from Melbourne
to Adelaide.

In Brisbane, the Queensland Cement and Lime Company claimed that the high freight
on cement on the Queensland coast is seriously handicapping the operations of the company.

This company has £275,000 capital invested. The capacity of its works is 54,000 tons
of cement per annum. It pays £60,000 per annum in wages. It uses 20,000 tons of coal, and
half & million bags per annum which are manufactured in Queensland. The company has been
operating for seven years. It aims at supplying the whole of Queensland with cement, but it does
not do business beyond that state. With regard to freights, the position at present is that cement
can be imported from Great Britain to Cairns, Townsville, Rockhampton, and Brisbane, at 24s.
per ton, while the freight from Brisbane (where the cement works are situated) to Cairns is 41s.,
and to Townsville 35s. The company has received a concession of 6s. per ton off these rates.
In 1914, the freight on cement from Brisbane to Townsville was 22s. and to Cairns 30s. per ton.
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Last year 11,000 tons of cement were imported into Queensland from overseas; 75 per
cent. of this came from Great Britain, and the remainder from Denmark. While the company
finds that it can successfully compete with British and foreign cement in Brisbane, and within
a certain radius of its cement works, yet in North Queensland, in spite of the duty on British
cement of 20s. per ton, and on foreign cement of 30s. per ton, the Queensland article has to be
sold at a loss in order to compete, and in order to sell its cement at Rockhampton, Townsville,
and Cairns, where the demand is great, the company states that it requires a considerable
reduction in freight or-an increase in duty on imported cement. The latter remedy would add
a duty which is not required in the other states where the Australian-made article is sufficiently
protected. It would add an enormous amount to the profits of cement companies in other states.
and add to the costs of users of cement throughout the Commonwealth,

It is extremely doubtful whether the cement question is a fair example of alleged excessive
freights on the Australian coast in comparison with the freight from England on.cement. -

Evidence was placed before your Commissioners that the low freight rate on cement from
England is due to the fact that it comes out as ballast, and can, therefore, be carried cheaply. This
fact has already been recognized by the Tanift Board, and a ‘‘ dumping > duty has been placed
on imported cement under the provisions of the Customs Tariff (Industries Preservation) Act.

CONCLUSION,

Your Commissioners are of the opinion that the high freights on cement on the Australian
coast, by comparison with the ““ ballast ™ freight upon imported cement, cannot in any way be
said to be due to the operations of the Navigation Act, and no assistance in this connexion can
be rendered to the Australian cement producers by means of any amendment of the Navigation
Act. In view of this fact, and also in view of the action taken by the Tariff Board, your
Commissioners cannot make any recommendation.

(B) Fruit and Vegetable Exzport Trade.

The Queensland fruit and vegetable export trade is of considerable and increasing
proportions. About 90 per cent. of this export is carried by special fruit trains, wbich run to
Sydney and Albury, and recently this service was carried to Melbourne.

Representatives of the fruit industry claimed that thelack of suitable shipping accommodation
is responsible for the inauguration of the fruit-train traffic. It is also claimed that the lack of
cargo space for the interstate export of bananas was one reason perhaps for the banana-growing
industry declining in North Queensland, and increasing in the south, where railway facilities
for getting the fruit to market are available. In short, the railways, by offering better facilities.
took the fruit trade from the coastal vessels.

As against this argument, there is abundant evidence that the inauguration of the fruit
trains from Queensland to New South Wales and Victoria has been most successful, and, no
mztter what cargo accommodation was offered to the fruit ind , the railways would still be
favored by the growers, on account of the latter entailing less handling, and providing a quicker
journey for the produce to reach the markets, and a better distribution of the supply. This has
been adntitted in evidence by the growers themselves.

There is one branch of this industry, however, which is almost wholly dependent on shipping
for the marketing of its products, and that is the tomato and cucumber export from Bowen. The
growers in the Bowen district state that not only do they receive insufficient shipping service,
but their produce is handled in such a manner as to deteriorate a considerable quantity of it.

In 1932 there were exported from Bowen about 136,500 packages of fruit and vegetables,
the bulk of which went to Sydney. There is one boat from Bowen per week. This vessel also
carries other cargo, and it is stated that the fruit is often placed with hides, tallow, and similar
cargo, which seriously affects the condition of the fruit.

It is also clained that the service is not frequent enough during the fruit season. Most
of the fruit has to be picked in a green state, so that it will stand a week’s journey. With one
week between shipments a great deal of fruit becomes over-ripe, and is wasted.

CONCLUSION.

Your Commissioners, while admitting that there is a certain wastage of fruit by careless
handling, ave also sensible of the fact that in every branch of fruit export somewhat similar
conditions occur. At the present time, experimental work is being carried out in England and
Australia to devise means by which all kinds of fruit may be carried by ship without deterioration.
The tomato and cucumber industry of Bowen undoubtedly suffers loss in the carriage of produce
to Sydney, but your Conunissioners are not prepared to assert that the Navigation Act is to
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blame. The percentage of loss has not been greater since the coming into operation of the
Navigation Act, and it was not suggested that the service was in any way less adequate than prior
to its proclamation.

(¢) The Meat Industry.

The chief grounds of complaint made by the meat industry against the Navigation Act
ate (@) that there 1s insufficient space on the interstate boats for requirements, and (b) the permit
system is not expeditious enough to enable consignors to secure the business offering.

During the past two years the demand in southern states for Queensland chilled meat has
been very great. This demand varies considerably, and at times the interstate vessels can deal
with requirements ; but, on the other hand, on several occasions, owing to serious meat shortage
in New South Wales and Victoria, the demand for Queensland meat has been so great that the
insulated space on the interstate vessels has been totally inadequate.

To meet these abnormal demands ” permits ” have been issued by the Deputy Director
of Navigation, Queensland, to enable oversea vessels, which are not “licensed” under the
Navigation Act, to carry meat to Sydney and Melbourne.

Although' to some extent the issue of these * permits " has met the requirements of the
industry, it is contended that the Navigation Act constitutes a restraint of trade. The evidence
of the representative of the'Australian Meat Council puts the objection clearly, as follows :—

L W. Davies, representative of tlie Australian Meat Council

8305. In what way does your Couneil consider that the Navigation Act affects the meat industry 3—At present it 15
a hindrance to the mterstate trade in frozen meat mn so far as we are not allowed to ship refrigerated carge by overscas
vessels unless a permit is obtained, and you cannot get a permut unless there is no space available 1n the interstate boats
The space by the interstate boats is not sufficient for the trade, and you do not know whether you can get the permit
until the last minute. Therefore, you cannot do any forward business. So far as Queensland is concerned, all the
permits are given to Brisbane, and 1n June you cannot make a sale for delivery in August except subject to freight
Last winter we could have done & lot more business only we could not guarantee delivery. BSeveral tunes we were
short of beef, whereas, if we could have made forward arrangements, we could have had 1t coming all the time.

On this question the representatives of the interstate shipping companies produced figures
showing that in normal times only a small percentage of their refrigerated space 1s required, and
that it was only during 1923, when there was an abnormal demand for chulled meat in Victoria
and New South Wales, that they were unable to cope with the requirements of the industry.

The representative of the meat industry admitted that this abnormal demand for
refrigerated space only took place for one or two months in the year, that the meat market is
constantly changing, and it 18 impossible to say, even approximately, what amount of space
will be required. In view of this uncertainty, it is claimed by the interstate shippmng companies
that it is unreasonable to expect them to provide, at very great cost, refrigerated space for an
unknown quantity of meat which may or may not eventuate, particularly in view of the fact that
for the greater part of the year only a small percentage of their refrigerated space is taken up.

It is admitted that in no case has the application for a permit to carry meat from
Queensland been refused, and a statement was tabled by the Navigation Department that between
8th May, 1923, and 25th October, 1923, no less than 35 permits were granted, by which about
2,500 tons of meat were conveyed to southern ports. But while this fact is admitted, the meat
industry claims that the permit system fails by reason of the fact that sufficient notice cannot
be obtained as to whether space will be available. The evidence of the representative of the meat
industry is as follows :—

8306 Could you not have informed the Controller of Shipping that the quantity of meat you had ordered forward
could not have been shipped by the interstate boats, and could you not then have made arrangements forward with
other vessels —You could not get a permit forward It 18 not practicable that way ~ You do not know whether you
can get the space for forward delivery, and we do not know until the last minute whether we can get a permit

forward. ~
8307. You contend that the insulated space on the interstate hoats was inadequate for the trade available last

season from Queensland to southern ports !—Most inadequate.
8308. And 1t was not possible to get forward permits ?—It depends how far forward Certainly not a month

or six weeks ahead. . R

8309. Thereby you were not able to do the trade you would otherwise have done 2—We lost a lot of trade.

8310. How much do you estimate *—Personally, I could have sold anything from 1,000 to 2,000 bodies of beef
if T had been able to work on the necessary space We did make sales of Queensland beef to Melbourne. There is
8 big movement of sundries all the time, and that is just as difficult as frozen beef.

- CONCLUSION.

Your Commissioners are of the opinion that it is a clearly established fact that the meat
producers of Queensland have suffered by reagon of the operations of the Navigation Act. Large
orders were lost because of the uncertainty of shipment, and the “ permit ”* system was largely
inadequate to meet the position. Not only did the producers suffer, but also the southern
consumers, who not only had to pay greatly increased prices, but on many occasions, owing to
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short markets, found it impossible to obtain their retﬁuirements. This position gave a quickly
availed of opportunity to New Zealand competitors, and large quantities of beef from that Dominion
found a ready and profitable market in Sydney and Melbourne. That this is detrimental to the
interests of tge Australian producers cannot be denied. The rigidity of the “ coastal ” provisions
of the Navigation Act was almost extirely responsible for this position of affairs. But to expect
the interstate shipping companies to make provision for a grossly excessive refrigerated space
in normal times in order to meet a periodically recurring abnormal demand, would be just as
uafair a8 to expect the primary producers to suffer in abnormal times because their space require-
ments were so much greater than normally. Your Commissioners are of the opinion that the
solution which they propose in their ““ General Recommendations ” is the only practical way out
of the difficulty.

(2)—SoUTH AUSTRALIA.

The main complaint in South Australia was in connexion with the Spencer’s Gulf and
Eyre's Peninsula shipping services, but as these ports are served by intra-state vessels over which
the Navigation Act has no jurisdiction. Your Commissioners consider that this matter does not
come within the scope of their inquiry. It is, however, an interesting example of how the interstate
shipping combine allots sectors of the Australian coast to the companies comprising the combine.
It 1s not seriously suggested that the Navigation Act was responsible for the formation of the
interstate shipping combine, which existed many years before the Act, and would no doubt remain
if the Act were repealed. Neither is it asserted that a shipping combine has a sinister meaning.
The time to abuse combines has gone by. They are the result of a natural evolution in all
industry.

Your Commissioners are aware that a Royal Commission has been appointed by the
Government of South Australia to inquire into the Spencer Gulf and Eyre’s Peninsula shipping
gervice, and it is considered that in these circumstances, and seeing that it is really a State matter,
a report on the subject by your Commissioners is at this stage inadvisable,

The only complaint from South Australia against the operation of the Navigation Act
was in connexion with the timber industry. As South Australia is not a timber producing state
to any great extent, it has to import a great proportion of its requirements. It was stated that
the principal hardwood timbers are obtained from Western Australia and Tasmania, and that
in recent years considerable difficulty has been experienced by timber merchants in fulfilling
orders,

It was stated by a representative of the industry that he had great difficulty in connexion
with _shipments from Western Australia and Tasmania. As regards Tasmania the position was
also alleged to be particularly unsatisfactory because of insufficient cargo tonnage engaged in the
Tasmania-South Australia timber trade.

It was further stated that, during the year 1923, there had been an acute shortage of timber
space for timber between Western Austraha and South Australia, and the merchants of Adelaide
stated they had great difficulty in supplying orders in consequence.

Evidence was also given in Hobart of unsatisfactory timber cargo space with Port
Adeluide.

It was not suggested by the representative of the Adelaide Timber Merchants that the
gz;;tiiém of the ruling freights on timber was the cause of hampering their operations (Questions

).

As against the statement that there was a shortage of timber space from Western Australia,
it was admitted that this shortage was only temporary, and as a rule all supplies required from
that source could be obtained (Question 5374). It was further admitted by an Adelaide timber
'5"3?3)}’“'; that “the timber industry has not been affected by the Navigation Act” (Question

In regard to Tasmania this witness stated that the Navigation Act had in no way interfered
with the sales of Tasmanian timber in South Australia (Question 5416). He said—I think we
are selling more ” (Question 5415).

CONCLUSION.

Your Commissioners are of the opinion that the trade industry and development of South
Australia has not been seriously affected by the operations of the Navigation Act. Certainly,
in the timber industry, some temporary inconvenience has been caused by difficulties of shipment,
but there was no evidence to show that this inconvenience would not have arisen had the Navigation
Aot not been in operation.
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(3) Tasmania.
(@) Skipping Services to Hobart.

In regard to complaints from Tasmama, these were limited to Hobart and the west coast
purt of Strahan. There were none from Launceston, which enjoys a regular passenger and cargo
service with Melbourne, and it was admitted that so far as the north-west coast ports of Burnie,
Devonport, Ulverstone, and Stanley are concerned, the interstate service is ample, It is asserted
by the manager of the State Steamship Service of Tasmania, that this good service to the north-west
wast is due to the competition of the shipping companies with the state-owned steamers, but the
fact remains that there are no shipping complaints from that part of Tasmania.

Tasmania is in an entirely different position from any of the other states, in that it is solely
dependent on sea-carriage for cargo and passenger communication with the manland, and it 1s
out of the route of ordinary coastal shipping.

As before stated, the ** storm-centre ”’ of complaint is Hobart. The complaint is a bitter
one from all sections of the community, and has brought about a feelmg in Hobart that Common-
wealth legislation threatens the economic welfare of Tasmania, causes the state to suffer in various
ways, and hampers it in its natural competition with the other states.

The chief ground for this feeling is the cessation of shipping services that existed prior to

the war.

Before the war Hobart had an excellent direct weekly service with Melbourne, provided
by large vessels of about 6,000 tons, which did the round trip New Zealand-Melbourne-Hobart.
and then Hobart-Melbourne-New Zealand. This was a very regular passenger and cargo service.
There was also a regular passenger and cargo service from Hobart to Me%bourne, via Strahan,
which provided direct communication to enable Hobart to do business with the mining districts
of the west coast. There was also a weekly passenger and cargo service between Hobart and
Sydney, the run being New Zealand-Sydney-Hobart, and Hobart-Sydney-New Zealand.

There was also a direct fortnightly service from England to Hobart provided by vessels of
the New Zealand Shipping Company and the Shaw Sawill and Albion Steamship Company.
"These vessels ran fortmghtly, bringing cargo and passengers from London to Hobart in 43 days,
which made Hobart the transhipping port for a great number of passengers for the other states.
These vessels brought hundreds of passengers, including numbers of immigrants for New Zealand,
all of whom spent one or two days at Hobart.

In addition to these services the mail steamers, which visited Hobart between February
and May to lift fruit for the English market, carried passengers between interstate ports and
Hobart, and built up thereby a profitable section of the Tasmanian tourist business.

1t is also asserted by the fruit importers that vessels of the P. and O. line, which used to call
at Hobart to lift small quantities of fruit for London, no longer call because previously the passengeis
carried between Sydney and Hobart paid the running costs of the vessels and enabled them
to visit Hobart. It therefore no longer pays the P. and O. vessels to pick up fruit at Hobart
unless they go there to lift a substantial cargo

There is no doubt that these services have ceased, and the reason for the cessation must
first be considered.

It was asserted by nearly all the Hobart witnesses that the Navigation Act prevented the

continuance of the services between Hobart and New Zealand via Sydney and Melbourne. There
was considerable evidence placed before your Commissioners that the Navigation Act was
responsible. The Melbourne-New Zealand and Sydney-New Zealand services still continue—
why is Hobart omitted ? It is claimed that Hobart 1s omitted because the fact of calling at Hobart
would constitute  coastal trading,” and the vessels calling, in order to carry cargo or passengers,
would have to “ license ™ under the Navigation Act and incur all the conditions snd expenses
attendant thereto.

The same argument is applied to the discontinuance of the Hobart-Strahan-Melbourne
service. To continue that service would mean that the vessel would have to be * licensed,”
and so the service has ceased, ] .

It is alleged by most of the Hobart witnesses that the result of the cessation of these
pre-war services has had a serious eflect on—

(i) The tourist traffic.
(1) The timber industry.
- (iii) The fruit industry.
(i) Tae TourisT TRAFFIC.

Tasmania is a favorite summer tourist resort for Australia. It caters for tourists to a

greater extent than most of the other States. The value of the tourist traffic is considerable.

By means of propaganda and advertising, the number of tourists who visit Tasmania is -

still maintained, but is is claimed that the fact that the mail steamers visiting Hobart
to pick up fruit are no longer permitted to carry passengers by interstate boats, prevents
a great number of a wealthy class of tourists from the other States going to Tasmania.
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Before the Navigation Act operated there tourists came by what was known as the “* apple
trip.” They could travel during the apple season by mail steamer between say Sydney o
Brisbane-Melbourne—Hobart, and return by another mail steamer. It is contended that thest
vessels began to build up a separate branch of the tourist traffic. It is claimed that most o
those people do not now visit Tasmama, because they desired comfortable travelling which, i
is stated, is denied to them by the present facilities, consisting of comparatively small coasta
vessels with frequently crowded accommodation, and the Launceston-Hobart railway.

According to statistics placed before your Commissioners, 500 people visited Tasmanis
by means of the *“ apple trip ” in 1913, and in 1914 this number increased to 1,000. It is claimec
that the number of wealthy tourists was increasing, and that this branch of the traffic was being
built up when the war stopped it, and the Navigation Act prevented its revival.

As against this argument, evidence was furnished by the representatives of the interstate
shipping companies that the service provided by them is ample, and for more than half of the
year their vessels from Sydney to Hobart, and Melbourne to Launceston, have a great percentage
of empty passenger accommodation. This is proved amply, but evidence was also brought
forward that during the tourist season these vessels are always full, and are crowded to a gread
extent—that intending tourists are offered second-class accommodation and * shake downs ™ or
payment of first-class fares, with tHe result that many people who will travel in comfort or not
at all no longer visit Tasmania.

In regard to this complaint that the tourist traffic of Tasmania has been vitally affected
by the prevention of mail boats from carrying interstate passengers, it is admitted by witnesses
and shown by statistics that prior to the Navigation Act the number of tourists arriving at
Hobart by mail steamers was insignificant compared with the numbers arriving by interstate
vessels, The witnesses claimed that the practice or habit of wealthy people from other states
visiting Hobart by mail steamers was in its infancy, and if it had not been for the Navigation
Act, the numbers would have been largely increased. This is purely supposition,

Statistics were also produced %y the State Government Statistician, showing that the
number of tourists visiting Tasmania was back to the pre-war level, and further evidence was
given that the tourist season at Hobart for 1924 had every promise of being a record.

Figures were placed before your Commissioners showing a large percentage of empty
berth accommodation in interstate passenger vessels to Tasmania, and it was shown that only
during holiday rushes were the vessels taxed to full capacity. The Companies admitted this
overcrowding in the Christmas rush to Tasmania, but pointed out the obvious fact that all means
of transport are crowded at holiday periods, and a ship cannot put on extra berths as a train
puts on additional carriages.

CONCLUSION.

In regard to the effect of the Act on the tourist traffic to Tasmania, your Commissioners
are of the opinion that whilst Southern Tasmania has undoubtedly been affected by the operations
of the Navigation Act, so far as its tourist traffic is concerned, it has not suffered to nearly the
extent imagined by the people of Hobart. Nevertheless, Tasmania is dependent to some degree
upon the tourist traffic for its prosperity, and anything that militates in any way against the
growth or acceleration of this traffic is detrimental to the state’s welfare. The Commonwealth
cannot afford to have any considerable portion of the people of any state smarting under what
they believe to be an injustice, and something should be done to remove this impression. If the
people of Southern Tasmania are so firmly convinced that the few hundred tourists who would
come to Hobart each year per medium of the mail boats (if such ships were permitted to carry
them) constitute the bridge of prosperity, then provided too great a sacrifice of principle is not
involved, such a traffic should not be prohibited. Your Commissioners in their “General
Recommendations ” indicate & means by which this may be done, without any material injury
to the Australian Mercantilp Marine.

(ii) TrRe TIMBER INDUSTRY.

The representatives of the timber industry of South Tasmania laid their case against the
Navigation Act before your Commissioners, and this case was divided into two sections; first,
the demand for cheaper freight ; and second, the demand for better shipping facilities to place
timber on the markets of the mainland and in New Zealand.

With regard to the demand for cheaper freight {0 the mainland, the complainants’ argument
Teally amounted o a demand for higher protective duty. It was admitted that if freights were
brought down to pre-war level, the Tasmanian industry could not successfully compete in other
states with cheap foreign timbers.

The case for greater protection for the Tasmanian timber industry was put forward well,
but, as it does not come within the scope of this inquiry to deal with tariff matters no further
comment is necessary.
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With regard to the complaint concerning the lack of shipping facilities for the timber of
South Tasmania, evidence was placed before Your Commissioners that since the Navigation Act
came into force the timber trade of Tasmania with New Zealand has practically been lost. A
good timber market for Tasmanian timber existed there. The lack of shipping facilities killed
the market, and the only export to New Zealand is by an occasional vessel. The same evidence
was brought forward in regard to Adelaide. There 1s a big market at Adelaide for' Tasmanian
timber, as South Australia has practically no timber production, and relies on Western Australia
and Tasmania for its supply. Evidence was placed before Your Commisgioners that contracts
could not be obtained in South Australia because shipping facilities were not reliable.

The evidence on this matter was very strong, and statements were made that the timber
trade with New Zealand had ceased to exist, while with South Australia the trade is severely
hampered by irregular and insufficient cargo space.

In regard to New Zealand, the representatives of the shipping companies asserted that
vessels were provided to take timber to New Zealand when sufficient cargo was offering. He
further stated that in 1923, 1,114,000 super feet were shipped from Hobart to New Zealand.
Similar statements were made in regard to cargo tonnage to South Australia—-in short, when
a shipment of timber is ready a boat will call.

Your Commissioners are of the opinion that this irreglilar service is not at all satisfactory,
and makes it almost impossible for timber-millers to accept “ rush ” orders, or contracts which
specify delivery within a certain specified and reasonable time. There seems little doubt that
for the greater part of the year the amount of cargo space for timber from Southern Tasmania is
sufficient. The shipping companies produced evidence that vessels calling at Hobart for timber
were often unable to obtain a full cargo. But at least two timber merchants of Hobart stated
that they could not fulfil contracts in other States because space was not available when required.

It might fairly be contended that it would not be 1easonable to expect a vessel to be always
ready to pick up timber for one consignor, when there might be no other timber offering, and even
if a full load were offering the voyage might be unprofitable to the ship-owners if no return cargo
were available at the port of destination of the timber.

In any case, to abolish the Navigation Act, as is suggested in Tasmania, would not abolish
the grievance. It could not of itself provide a remedy; for these things happen in all countries
with or without a Navigation Act.

(i) TrE Fruir INDUSTRY.

Representatives of the fruit industry stated that while there is sufficient tonnage to lift
Tasmanian fruait for the English markets, the class of ship which comes to Hobart is not so suitable
for the carriage of fruit as the mail steamers which, by reason of the Navigation Act, do not call
at Hobart for cargo except under contract to lift a full shipment.

It is asscrted that the reason why these vessels do not come to Hobart for as little as 7,000
cases is that p-ior to the Navigation Act, when they were able to carry passengers to Hobart,
the fares of the passengers paid the running costd of the vessel between Sydney and Hobart. It
now no longer pays to visit Hobart for anything but a substantial load of fruit.

It was clammed that the reason why the mail steamers gave a more satisfactory service
is that they run to a time-table, and this regular service enables definite contracts for sales to be
made. Tnaddition, the small and regular shipments by the mail steamers kept stable the London
market, and enabled good prices to be realized, making up for lower prices obtained for the big
shipments.

? As against these allegations the export figures show that during the year 1923 the amount
of fruit exported to England from Tasmania constituted a record. The growers and exporters
of fruit admitted that there was ample tonnage. The Commonwealth * Bay > Liners give a quicker
service to London than ever the mail steamers gave.

CONCLUSION.

Your Commissioners are of the opinion that while is is undoubtedly true that it was a great
convenience and some advantage to Tasmanian growers to ship small consignments of apples to
England by mail steamers, this quantity was only a small proportion of the total exports, and
could not materially affect the position. The real motive underlying the demand for the exemption
of the majl boats from the Navigation Act, springs not from a desire to assist the fruit growers
but to encourage the visits of the wealthy tourist who prefers totravel in all the luxury and ceremony
of an ocean liner, rather than in an ordinary interstate boat.

(0) Tasmania Generally.

There were no complaints against the Agt from the North-west ports, which enjoy good
shipping services. Generally speaking, the case put forward by Hobart against the operation
of tﬁe Navigation Act was not convincing. Certainly the port of Hobart, for reasons arising
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sut of the War, the Navigation Act, and the cutting of the Panama Canal, lost certain oversea
ind interstate shipping services, which it previously enjoyed. In those cases where the interstate
services have been curtailed it was shown clearly by the shipping companies that the trade did
not warrant the continuance of the service. This referred to the Hobart-Melbourne, Hobart-
New Zealand, and Hobart-Strahan-Melbourne services. -

A dispassionate witness in Tasmania was the State Government Statistician, whose evidence
was interesting, He stated that Tasmania was not seriously suffering by reason of the Navigation
Act, and that the outcry against the Act bordered on exaggeration, and was a symptom of a bad
lisease. He stated that Tasmania was in such a desperate financial plight that the people had
to blame something, and in Hobart one of the chief objects of abuse was the Navigation Act.

_The Statistician described the reasons for Tasmania’s financial condition as follows :—

It is & very old story. Tasmania is a rough, mountainous country, and rough, mountainous countries are never
1aturally rich countries. Take, for example, Scotland snd Norway. The rich countmes have plamns. Tasmama’s
natural lot was hard work end plain living, and she realized 1t to some extent fairly early, and kept expenses down,
hut the other States of Austraha which had more potentialities of easy wealth, with more of the plain country, had not
that necessity. It is nouse talking about fertile soil when the expenses of production and transport are sohigh as to counter-
balance that advantage. Tasmania has had to keep its belt buckled tight, though it has felt that it ought to be able to
expand, and do what the other States do. When the possibilities of raising loans came along 1n the 80’s the mineral wealth
of Tasmania began to be exploited at the same time, The two thimngs together enabled Tasmania to expand, and if
the State could not keep up to the level of the other States it could do much in the way of building railways, roadways,
bospitals, and so on. She was enabled to do that on the loan policy, and on her mineral wealth, but loan policies come
home to roost and mineral wealth becomes exhausted. Our muneral wealth haa been steadily going down all this
ventury, and about 1910 it began to be clear that Tasmania was going to get into & bad position, because the interest
on loans was piling up, and her mineral wealth was becoming less productive. There was a good deal of fecling about
it, and, in 1914, we were almost ripe for taking action in the way of putting our finances in a good position. Then came
the war, and this problem of drastic retrenchment was postponed b of the war. The war was made an excuse for
postponing an unpleasant job. The position all the time was getting really worse But we had a boom 1n metal prices
which helped things, and the soldiers’ pay and separation allowances also helped, so people thought that things were
gong well. Then we had the after-the-war boom when everything went swimmingly, and it was only during the last a
two or three years that we began to realize how bad the position was  We had the expense of soldier settlement, which-
fell to a great extent on the States. The interest on loans got very heavy, and the mineral production fell to about
one-third of what it was at its best. It is not only a Gov t fi 1 questi It 15 not a question of the
Government putting on taxes and getting money from the people ; the people are relatively poor. They have these
obligations o? the past to carry, and it 18 almost impossible for them to carry on. That is why we feel inclined to
blame anything we can.

This opinion was supported by statistics. It is quoted because it clears up a great deal
of misconception in regard to the question of what is wrong with Tasmania.

The causes of Tasmania’s troubles are quite obvious to even the casual observer, but they
do not come within the scope of this inquiry.

(4) WESTERN AUSTRALIA.
(@) Primary Production.

The chief complaint in Western Australia was in connexion with primary production, it
being claimed that the Navigation Act was acting defrimentally to the interests of the primary
producer.

It was slleged that the Navigation Act, while maintaining high freights on the primary
products exported, also penalized the imports required for production, such as agricultural
unplements, fertilizers, &c. Thus, the Western Australian farmer is handicapped in the eastern
markets with the primary producer of the eastern states. For example, it was stated that owing
to high freights, fertilizer was 7s. per ton more in Western Australia than in South Australia, and
wire-netting and fencing wire were 42s. 6d. per ton more in Western Australia than in New South
Wales, where wire-netting is manufuctured. (Questions 859, 886.)

Not only is this fact stressed in Western Austraha, but the handicap to which the states
far removed from the large industrial centres are subjected to is admitted by the manufacturers. -
The manager of H. V. McKay Ltd., manufacturers of agricultural machinery, pointed out that
the freights may not be exorbitant, from the point of view of shipping companies” profits, but they
are too high for the man who has to pay them.

Nobody will deny that the primary producers of Western Australia are handicapped by
having to pay higher freights on the means of production, but it may be argued that the reason
‘fi)r thﬁ is the geographical position of the state in relation to the chief manufacturing centres of

ustralia.

Another factor which must have an influence on freights to and from Western Australia is
that the imports to that state from the eastern states are more than three times the exports.
The result is that there is a shortage in back-loading from Western Australia, which considerably
adds to the cost of sea carriage.
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With regard to the complaint concerning the lack of shipping facihities for the timber of
South Tusmania evidence was placed before Your Comrssioners that since the Navigation Ack
came mbo furce the timber trade of Tasmania with Xew Zealand haa practically been lost. A
godd timber masket for Tasmaman timber existed there. The lack of shipping facilities killed
the market, and the only export to New Zealand 15 by an oeeasional vessel, The same evidence
was brought forward m regard Lo Adelade  Tlere is a big market at Adelaide for Tasmanian
tmber, as South Australia has practically no timber production, and relies on Western Australia
and Tosmania for ite supply. Evidence was placed hefore Your Conunissioners that contracts
could not be ohtained 1m South Australia because shipping facihities were nol, reliable

- The evidence on this matter was very strong, and statements were made thab the timber
trade with New Zealand had ccased to cxist, while with South Australia the trade 18 severely
hasppered by wrepulor and insufficiont cargo space.

Tu regard to New Zealand, the representatives of the shipping eompanies asserted that
vessels were provided to take timber to New Zealand when sufficient corge was offering. He
further stated that o 1923, 1,114,000 super feet were shipped from Hobart to New Zealand
Similar statements were made 1 1egard to cargo tonnage to Routh Australia—n ghort, when
a shipment of tunber 1s ready a beal will call

Your Commussioners are of the apumon that thi hregtilar service is not at all satisfactory,
and Mmakes 1t almost impossible for timher-mullers to accepl * ruxh ”” urdews or contracts which
specify dolivery within a certam specified and reasonable time  There seems litile doubl Uhat
for the greater part of the yoar the amount of cargo space for timber from Bmmthern Tasmama 1«
sufficient. The shipping companics produecd cvidence that vessels calling at Hobart for timher
ware often unable to obtan a full cargo. But at least two tiraber merchants of Hobart stated
that they could not fulfil contracts in other States becauso space was not available when required

1t mught fairly be contended that 1t would not be 1easoneble to expeot a veasel to be always
raady Lo Pmﬁ up timber for one congignor, when thers might be no other timber offering, and even
if a }};ﬂl load were offering he voyage might be unprofitable to the ship-owners 1f no return cargo
were available at the porh of destination of the timber

In any case to ahohsh the Navigation Act, as is suggesied in Tasmana, would not abolish
the grievance Lt could not of wselt provide a vemedy, for these ihings happen m all countries
with or without a Navigation Act

(iiy) TaR FRUIT INDUSTRY.

Representataves of the frul industry stated that while there 18 sufficient tonnage to hit
Tasmanian frint for the Knghsh markels, the «Iass of ship whieh eomes to Hobart 15 not so suitable
for the carriage ot fruit as the masl steamers which, by ruason of the Navigation Act, do not call
at Hobart for cargo except under contract to lift a Full shipmeni,

It 19 asscrted thab the reasomewhy these vessels do not come to Hobul for as livtle as 7,000
00508 18 thot prior to the Navigation Act, when they were able to carry passengers Lo Hobarl,
the fares of the passengers paid the running costs of the vessel between Sydney and TTobart Tt
now no longer pays to visrt Hobart for anything but a substantial load of fruit

Tt wag claimed that the resson why the mail stcamers gave a more satistactory service
is thut they run to a time-table, and this regular service cnables defimte contracts for sales to be
made 1 addition, the small and regular shipments by the mail stcamere kopt stable the Tondon
market, and enabled yuod prices to be reahzed, making up for lower priees obtained for the big
shipments.

As ngainat these allegations the vxport fgures show that during the vear 1923 the amount
of fruit exported to England from Tasmama constituted a 1ecord The growers and exporters
of frutt admitted that there was ample tonnage  The Oummonwealih ¢ Bay ' Liners give a quicker
gervice to London than ever the mail steamers gave

CONOLUSION.

Your Commssioners are of the cpuuon that while s is undoubtedly true that it was o great
convenlence and some advantage to Tasmanian growers to ship small consignments of apples to
England by mail steamers, this quantity was only a small proportion of the total exports, and
ocould not matertally affect the posttion  'The real motive underlyiny the demand for the exemption
of the mail boats from the Navigatton Act, springs nob from a deswre to ussist the froit growers
but to encourage the vieits of the wealthy tourist who prefers totravel mall the luxury and ceremony
of an ocean liner, rather than in an ordmery interstate boat

(b) Lasmanw ene ally
There were no complaints against the Act from the North-west ports, which enjay good
dhipping services  Generally speaking, the case put forward by Hobart aganst the operation
of the Navigation Arfi wax not convineng  Certainly the port of Hobart, for reasons arsmg



out of the War, the Navigation Act, and the cutting of the Panama Canal, lost cervaln oversea
and interstate shipping services, which 1t previvusly enjoyed  n those cases where the interstate
services have been curtailed il was shown clearly by the shipping compames that the trade did
not warrant the continusnce of bhe service, Thig referred to Lhe ITobart-Molbourne, Hobart-
New Yealand, and Hobart-Stizhan-Mefbourne serviees

A dispassionate witness m Tasmania wus the State Government Statistician, whose evidence
was interesting, Heo stated thut Tasmama was not seriously sufferig by reasen of the Navigniaon
Act, and that the outery aganst the Act bordered on exaggeration and was a gymptom of a bad
disease  IIc stated that Tasmama was 1 such a desperate financial plight that the people had
to blame something, and 1n Hobart one of the chief objects uf abuse was the Navigation Act,

The Statistician described the reasons fox Tasmapia’s inancial condition as follows —

It 1 & very old story I 15 & Tough, t oountry, and remgh mountamous countries are never
naturally nch countmes Take, fur cxample, Scotlind and Norway The nch countries have plams  Tasmama’s
natural lot was hard work and plun hving, and she realized 1t to nome extent farrly early, and kept expenseg down,
hut the other States of Austrulin which had more potentiakisien of easy wealth, with more of the plain country, Lad not
that necessity Tt is no use talkong about fertile soil when the axpenses of production and Liunapart aresohigh as to covnter
balanoe that advantage Tasmuna has had to keep 1ty belt bucklul tight, though it hos felt that 1t enght to be able to
expand, end dn what the other States do When the possibilities of raising loans camne along in the 85 the mineral waalth
olfrgl‘nama.ma bugan fo be exploibed at the same time  The twa (huugs together cnubled Tasmanin t expand, and 1f
the 8tate could nuk keep up to the level of the niher Btates st oomld do mueb w the way of building reuways, raadways,
hospatals, and so on  She was enabled to do thet on the loan policy, and on her muncra! wealth, but loan policies come
home to roosf and muncral weslth becomas exhausted. Our muweral wealth hus buen steadily gomg down sll this
century, and about 1910 1t \nsg;m to be cloar that Tesmama was guing to get into o bad poution, berause the ntorest
on louns was g up, and her mineral wealth was becoming less produetive  There was 4 good dul of feelmg about,
16, and, 1 1918, wo were almus] 1ipe for teking astion m the way of puthing our finarices m a good posttion Then came
the waF, anil ttus problem of dragtic retrenchment was postponed becanse of the war  The war was made an oxcuse for

omng an unpleasant joh  The position all the tme was gettiug really worse  But we had a huont 1 metal prioes
which helpsd things, and the soldiers’ pay nnd separation allowances also helped, so people thought that things were
going woll  Then we had the altor the-war boom when everytlhing wenb swimmongly, and t¢ was only durmg the last «
twa ot three yeans {hab we began to reahre how Lmd the posrtion waa  We had the expense of soldier settlement, which-
fell to a gront extent on the States Thr infercst on loany got very heavy, and the muneral producion fell $o about
one-third af whabit was at 1ta best It 14 not only a Government financial questur: It 12 nol s question of il
Governmont émttmg on taxes and gettng money from the peuple, the poople are relatively poor  They have these
obhgations of the past to carry, aud 1t 18 almust mmpossible for them to carry on  That 13 why we fee] melmad ta
blame anythmng we con

This opinion was supported by stutistics T is quoted bovause 1t clears up a great deal
of misconccption 1n regard to the question of whab as wrong with Tasmama

The eouses of Tusmama’s troubles are quite obvious t0 even the casual observer hnt they
do nob come within the scope of this mquiry

(4) WEBSTFRN AUSTRATIA.
(@) Promary Produdtion

The chief complemt 1n Western Australa was 1 connexion with primary produetion, 1t

being claumed that the Novigation Aer was agting defrimentally to the nterests of the primarv

ucer

prod It was alleged that the Nuvigation Act, whie mamtamny lugh freights on the primary
products exported, also penalized ihe wmports requwed for prodaction, such 2s egricultural
implements, fertihzers, &e. Thus, the Western Austrahan farmer s handicapped m the eastern
markets with the primary producer of the castern states ot example, 1t was stated that owing
to high frexghts, fertilizer was Te per ton more m Western Austialia (han in South Austraha, and
wire-netiing and fenomng wire were 42« fid per ton more m Western Austraha then m New South
Waleg, where wive-nctting is manufnetured  (Questions 859, 886 )

Not only 18 this fact stressed 1 Western Austraha, but the handicap to whieh the states
far removed from the large mdustrial centres are subjeeted to 13 adimtted by the manufactorers
The manager of H. V McKav Lid , manufacturcrs of agricultural machinery, powmted out that
the freights may not be exorbitaut, from the pomt of view of shipping compames™ profits, but they
are too Ligh for the man who has to pay them.

Nobady will deny that the prunary producers of Western Aunstraha dare Landicapped by
haviny io pay higher freights on the means of production, bul 1t may be argued that the 1esson
for this is the geographical position of the state m relation to the chiet manutacturing centres of
Austrulia

Annther factor which must have an mfluence on freights Lo and from Weslorn Australia is
that the imports to that state fiom the eastern states are wore than three tunes the expoits,
The result 15 that there 1s & shottage m back-loading from: Western Anstralia, which considerably
adds to the cost of sea carriage



88

CONCLUSION.

Your Commissioners are of the opinion that Western Australia is undoubtedly at a greater
disadvantage than any other state by reason of the operation of the Navigation Act. Prior to
the opening of the East-West Railway, in 1917, it was dependent entirely upon sea carriage for
its communication with the rest of Australia. So far as primary production is concerned this
still obtains. All the farmer or grazier requires comes by sea, and all he exports goes by sea.
Anything, therefore, that tends to give him m any way a restricted shipping service is against his
interests. The effect of the Customs Tariff is to make him dependent upon the eastern States for
almost all his requirements. The Navigation Act limits the carriage of these requirements to
ships registered under the act, i.e., the ships of the interstate shipping companies. The carriage
- of his supplies are subject to their pleasure, their convenience, and their demands. He may
consider himself unjustly treated by these companies, but the Navigation Act says that he cannot
use any other means of sea carriage. He cannot, as the fruit-grower of Southern Queensland did

in a similar emergency, use-the railway as an outlet. His geographical position precludes this.

It is not to be wondered, therefore, that the primary producer of Western Austraba complains
bitterly of the provisions of the Navigation Act which prevents him from using the many oversea
vessels which call at Western Australia en roufe to the eastern States. That he cannot do so does
to an extent impose a brake upon his progress and development. The Commonwealth certainly
has the constitutional, but has it the moral right to impose this limitation upon him? The
development of Western Australia, and the settlement of its vast areas, are matters of vital moment
to Australia. Are we justified in hindering this process by means of the prohibition clauses of
the Navigation Act? Cannot some means be found whereby, while adequately protecting the
shipping industry, the convenience of using when required the oversea shipping calling at Western
Australian ports can be conserved to the Western Australian producer? Your Commissioners
believe this can be done, as outlined under ““ General Recommendations.”

(b) The Timber Industry.

With regard to the timber industry of Western Australia, complaints were placed before

the Commission in regard to—
(i) High timber freights ; and
(i) Irregular cargo service and insufficient space.

(i) High Timber Freights.—Evidence was produced that the increase in timber freight from
Fremantle to Adelaide was from 21s. per load in 1914 to 35s. 5d. per load in April, 1923.

It was claimed by representatives of the timber industry that these freights are adding
so much to the cost of timber sent to Eastern States that the Western Australian product is
hampered in competition with other timbers, Australian and foreign, with the result that the
demand 13 reduced. This is undoubtedly true.

Tl e chief complainants were the manager of the State Saw-mills and the Westralian manager .

of Millars’ Timber and Trading Company. These two witnesses stated that they were dissatisfied
with the freight rate charged by the Australasian Steamship Owners Federation, and negotiated
with a company outside the Federation to carry timber to Eastern States at a 20 per cent. reduction
in freight. ~ As soon as the Federation heard of this, they reduced timber freights by 20 per cent.
But the company with whom the timber millers were negotiating did not come into the trade, and
the Federation some months later again made an increase in freight rates. Negotiations were
re-opened with the company outside the Federation, and the saw-milling companies were threatened
by the Federation with a ““ boycott ” if they entered into an arrangement with this company’s
steamers.

These statements were borne out by other witnesses, and the allegations are not denied.
It appear that the Shipping Federation took steps to keep the trade from falling into other hands
It might be fairly contended that their action was one of ordinary business, and it does not appear
to have affected the position very much ; but it does show the means adopted by the combine when
competition arises.

The manager of the company mentioned, which is outside the Federation, stated that he
is at the present time sending vessels to Western Australia for timber. He was asked whether
he reducegﬁﬁ‘eights below those of the Federation. He replied “I think that I charged a little
less.”

The Westralian managing director of the Karri Timber Company stated that he had no
grievance against the Navigation Act or the Shipping Federation. - The shipping services were
adequate and their freights reasonable.

1t is admitted by all parties that since the Navigation Act became operative, timber freights
from Western Australia have not increased ; they have been reduced. e this fact is admutted
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it was claimed by the manager of the State Saw-mills that if it were not for the Navigation Act
he could charter tramp steamers at a cheap freight rate. He admitted that he had never done
so prior to the Navigation Act, and no evidence was produced that such a course would be
practical.

CONCLUSION.

Your Commissioners are of the opinion that while it is a clearly established fact that a
substantially increased timber export business could be developed with the Eastern States, given
a substantial decrease in freights, together with an augmented service, there is no evidence to show
that the freights at present ciarged by the interstate companies are in any way excessive from the
standpoint of resultant profits and from the working costs of maintaining the service. It has not
been established that the rate charged by the Patrick Steamship Company is a payable one, and
the indications are that it amounts to a temporary “cut” for the purpose of establishing a
connexion. It may be true that tramp steamers could be chartered at substantially lower rates
than those prevailing on the interstate boats, but these could only be from overseas as the
necessity for bringing such ships into conformity with the provisions of the Navigation Act
practically makes any such action . prohibitive. ~Your Commissioners cannot make any
recommendation for the relief of this industry in particular, but are of the opinion that the proposal
contained in their *“ General Recommendations ” will at least ensure that freights will, in those
circumstances, not be more than a fair rate, and that adequate shipping will at all times be
made available as required.

(ii) Irregular Cargo Service and Imsufficient Space—Evidence was placed before the
Commussion that during 1923 the amount of space for timber from Western Australia to
eastern States was insufficient, and there was a large accumulation of timber awaiting shipment.
The manager of the State Saw-mills showed that, although he had large stocks of timber waiting
to be lifted, he sent none to eastern States between May and August, 1923. i

When this Commission was appointed, this complaint was being investigated by the Select
Committee, and at first sight it seemed to involve a serious charge against the interstate shipping
companies.

The Commission fully investigated the matter and found that the main complaint had
its origin in the freight dispute mentioned under the preceding heading of ““ High Timber
Freights.” The majority of the timber millers of Western Australia negotiated with a shipping
company outside the Federation to li{t their produce at a 20 per cent. reduction in freight. The
Federation reduced rates by 20 per cent. Twelve months later the Federation raised timber
freights by about 124 per cent. The timber millers at once re-opened negotiations with the
outside shipping company. While negotiations were proceeding, the millers declined to use the
Federation ships—hence the accumulation. The matter was put quite frankly by the manager
of Millars’ Timber and Trading Company, as follows :—

Over a period of years the coastal companies have lifted all the requirements of the trade. The present
position, I think, is partly due to the coal strike, which resulted in a fewer number of steamers coming from the east
to the west, It is also partly due to our own fault, because in April the coastal companies mereased the rates of
freight on timber to the eastern states by about 12} per cent. We objected to that very strongly, and endeavoured
to obtain alternative steamers to take our timber. We were in negotiation with other people and thought that we
had made arrangements to ship at a lower rate of freight than that at which the coastal companies were willing to
accept our timber. During that period when we were negotiating we refused to ship with the coastal compames.
A ocertain t of the lation is due to that fact. There 15 also acoumulation because of the fact that we
have & t many orders for the eastern states which have been booked during the last few months. That
has resulted from a reduotion in the price of timber, which led to a greater d d being forthcomi

The Karri Timber Company had no dispyte with the Shipping Federation. The local
managing director of that company stated that he had no complaints of alleged inadequate
space. He had all the space for interstate ports that he required.

5

CONCLUSION.

Your Commissioners are of the opinion that the conditions in the timber industry in regard
to shipping space is a further exemplification of the position as set out under the heading of
* Primary Production . The timber industry of Western Australia is not developing as it
should, because of the * prohibition * clauses of the Navigation Act. Some way must be found
of adequately protectipg the shipping industry in conformity with the declared national policy,
without at the same time unduly injuring other industries.” Your Commissioners are confident
that this can be done if the proposal outlined in “ General Recommendations * is adopted.



(¢) The Decline of Albany.

Complaints were brought forward at Albany that the shipping services from that port to
eastern States is inadequate. Before the war there was a weekly interstate service between
Albany and eastern ports. The regular White Star liners and casual oversea steamers also called
at Albany, and carried passengers to eastern States. .

During the war, and the “ control ” period, the shipping services of Albany with eastern
states were curtailed, and have never been restored to pre-war standard. At present the interstate
service consists of one boat per month, which carries passengers and cargo, and one cargo vessel
per month. The prevention of oversea steamers carrying passengers to eastern States is
certainly due to the Navigation Act. It is claimed that the reduction in interstate services is
also due to the act, which has given a virtual monopoly to the interstate companies, with the
result that they.supply a service totally inadequate to the needs of the district served by the port
3f Alhnbz:lny. It is asserted that as a result of this decrease in shipping facilities the port has

eclined.

There is no doubt that the construction of the Trans-Australian Railway took away a
great deal of passenger carriage from the vessels of the interstate companies, and resulted in some
decrease in services. An average of about 30,000 persons per annum travel over the Trans-Australian
Railway, and before the construction of the line these 30,000 people, would have been forced to
travel by steamer to and from Western Australia,

Evidence was placed before the Commission that the following factors have also played
a part in the decline of Albany :— -

1. The improvement of the ports of Fremantle and Bunbury, and the construction
of railway lines to Bunbury from areas previously feeding Albany.

2. The diversion of most of the overseas liners from Albany to Fremantle, the result
being that the colliers from Newcastle go to Fremantle instead of Albany.

With zegard to the statement by the business community of Albany that the shipping
services are inadequate for the requirements of the port, the representative of the interstate
companies showed that for some months a fortnightly service was inaugurated on the representations
and requests of the people of Albany, but that the results did not warrant its continuance. On
the last trip of the fortnightly service six passengers only were carried from the eastern States.
With regard to cargo, an average of about 270 tons is brought to Albany each trip, and the average
outward cargo is about 170 tons. Increased cargo facihities have never tended to increase the
amount of cargo offering, and the interstate shipping companies contend that a more frequent
service would mean a serious loss to them.

CONCLUSION.

Your Commissioners are unable to find that Albany’s troubles are due to any great extent
to the operations of the Navigation Act. This port has not yet re-adjusted itself to the changed
conditions brought about by the opening of the Trans-Continental Railway in 1917. That hne
took away from Albany its interstate importance from a shipping point of view, and it must now
remain dependent for its prosperity upon its own surrounding territory. Its imports must be
for and its exports from this territory only. In this way, it has been thrust back into the
position held by many similar ports in the other States. It at least has ths advantage over them
of one interstate boat per month. The assertion that the Navigation Act is the responsible factor
for the position in which Albany finds itself to-day is not established by the facts. The tendency
is for Albany to be relegated to the position of Portland (Victoria) and other similar ports on the
Australian coast, and 1t is useless to endeavour to restore it to the fortunate position, which it
once enjoyed, of being the first and last port of call in Australia for oversea vessels. The growing
population and importance of Fremantle, together with its close proximity to the capital of the
State, has made it inevitable that it must be the chief port of the State.

(d) The Decline of Geraldton.

: The Chairman of the Tariff Board (Mr. Oakley)stated that the Navigation Act had deprived
Geraldton of its “ former spendour.” The Commission visited Geraldton, and found little evidence
to support this statement. It was admitted by the witnesses of Geraldton that the port declined
years beforethe Navigation Act. The reasons for the decline appear to be :—

1. The closing of the Murchison Goldfields, for which Geraldton was the port.

2 The extension of the Wongan Hills Railway line resulting in the diversion of all
goods to and from the Murchison to that railway line.

3. The low freight rates of the Midland Railway Company, in competition with the
State railways, resulting in most of the goods between Geraldton and Perth
being carried by rail.
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(¢) The North-West Ports of Western Australia.

The service between Fremantle, the north-west ports of Western Australia, and Singapore,
was established in 1883. The service built up an important trade, and four vessels are at present
engaged on this route. They belong to the Ocean Steamship Company and the West Australian
Steam Navigation Company. These are overseas companies, for which Dalgety & Co. are the
agents. Their vessels carry coloured crews and white officers. They trade on the Australian
coast by reason of permits granted under section 286 of the Navigation Act. They maintain
& regular service from Fremantle to Singapore, calling at Geraldton, Carnarvon, Ounslow, Port
Sampson, Port Hedland, Broome, and Derby.

These steamers have good passenger accommodation, and carry monthly an average of
980 tons of cargo for dischaxge at various north-west ports. On the Southern voyage they carry
during the year about 9,000 bullocks and 20,000 sheep for butchering for the metropolitan market.
In addition, from Derby to Singapore each voyage, they lift from 150 to 200 bullocks and about
1,500 sheep for the Singapore market. They also carry to Singapore regular consignments of
sandalwood, flour, fruit, chaff, oats, hay, potatoes, and beer, &c., to Java and Singapore, and
pearl-shell, wool, and ore for transhipment to European ports.

Tn 1911, the State Government of Western Australia established 2 service on the north-
west coast, to carry cargo and passengers, as well as live stock. This service consists of two boats,
the oil driven vessel Kangaroo and the s.s. Bambra. The Kangaroo has 300 tons of insulated
space, and trades, in addition to the north-west ports, with Java and Singapore. The Bumira
trades from Fremantle to Darwin.

The State service is run at a considerable direct loss, but it is admitted by the manager
of Dalgety & Co., agents for the permit ships, that the Kanrgaroo is necessary for the Java and
Singapore trade. )

During the 40 years since the establishment of the service by the private companies, these
vesgels, carrying coloured crews, have giveu a regular and for the most part efficient service on
the north-west coast, and have, at the same time, developed a very valuable reciprocal trade
with Java and Singapore.

The evidence of those persons most vitally interested in the development of the north-west
of Australia was nianimous in the opinion that it would be disastrous to take away the * permits
from these boats. If these “ permits” were terminated, it is very doubtful whethe: the boats
would continue to trade with the north-west ports and from the evidence it seems fairly certain
that this line would tiade, if at all, direct from Fremantle to Java and Singapore.

The Deputy-Chairman of the Steamship Owners’ Federation was asked to state whether,
if the permits were withdrawn, the interstate companies would cater for the trade, and supply
a oﬁort-nightly service, at the same passenger and freight rates as at present. The reply was as
follows :—

hd
Some bers of the Interstate Ship-owners Federation previously had steamers running in this trade, but it
was found that when the State Government Line entered the trade there was not enough trade offering for the competing
lines, and the interstate st had, therefore, to be withdrawn, Mr. Glyde, in his evidence, stated that there is a
iderable excess of shipping in Western Australia to-day, and that in the year before last there was a decreass of
42 per oent. in trade offering as compared with the previous three years. He gave further evidence to the effect that;
the Singapore and State steamers leave Fremantle with only 300 tons of cargo distributed between eight ports, and
reassed his opinion that the north-west coast could be successfully worked with two suitable boats  As regards
freights and fares, it was reported in March last that, in consideration of the Federal Government having increased
the subsidy by £1,800 & year, the Western Australian Government had agreed to reduce by 25 per cent. the freights
and fares on the steamer Bambra, which plies between Fremantle and Darwin. The whole question must be looked
at from the following egoints of view :—(a) What trade is offering; (b) how far does the State Government intend
to cater for it, provided that the permits are withdrawn ; and (c) how far would the earnings be hkely to cover the
outgoings. If it were known definitely what are the intentions of the State Government, and whether, and to what
extent, the Federal Government would be prepared to subsidize interstate st in & similar manner to the subsidy
granted to the State st bers of the interstate Federation would be prepared to give most careful consideration
to the question of putting & vessel, or vessels, on this trade.

¥rom this reply it is fairly certain that, unless heavily subsidized, the Interstate Shipping
Federation would not take over this service, It is obviously useless to take away permits from
these vessels unless some other company is ready to supply an equally adequate service.

The development of this portion of Australia has always been a difficult problem, and any
deran%?ment of its coastal service, in view of the fact that it has no railway service, would
undoubtedly have the effect of retarding its development. The present service is so arranged
that it develops not only the north-west coast, but creates a very helpful reciprocal trade with
Java, Singapore, and the Dutch East Indies, which trade is highly essential to the development
of Western Australia.

F15346-9
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The manager of the State Shipping Service, who views the matter dispassionately in spite
of the fact that these “ permit ” vessels are his competitors, stated :—

8. 8. Glyde, Manager of the State Shipping Service of Western Austraha.

856. Would you suggest cutting out the permits from those ships 7—Only assuming that others wili come in
and put ships on the coast. Looked at from the pownt of view of the State, you cannot cut out the permits until somebody
else 18 ready to take up the job,

The president of the Pastoralists’ Association of Western Australia, in his evidence,
states :—

The opinion of the pastoralists concerning the operations of the Navigation Act is that it is 20 years before its
tm':f. 1We hold thet a young country, small in population and small in trade, should be allowed sll the freedom possible
to develop. *

We claim that the people should be given every facility to move from one State to another, every facility to move
their goods or produce in the quickest and cheapest , to help us to develop our resources.

To inflict the Navigation Act on our north-west coast would be such a hardship that settlers would seriously
wonder what they had done to deserve it.

The early days of the settlers in the north were hard enough and difficult enough, and now that facilities are being
provided we do not want to see them abohshed by the infliction of the Navigation Act.

Even to-day, shipping companies hardly know where they are, as I understand that the ption granted can
be rescinded by six months’ notice. If the Government would say definitely that our coast would be exempt for ten
years and then the matter be reconsidered, it is quite likely we would have faster and better boats on our coast.

Western Australia has such a long cosst-line, and the Navigation Act would be a greater handicap upon us than
upon any other State. If the Navigation Act is enforced on our coast, the ships which are now exempt would immediately
leave us.

The State-owned boats are reported to have lost £78,000 on last year’s operations. A pnvate company could
not afford this, and would necessarily have to cease running or vastly increase their charges, to the great detriment
of the people they are now serving and those who contemplate ting in the development of our northern areas.

Mr. R. H. Underwood, a member of ‘the State Parliament of Western Australia, represent-
ing North-western Division, appearing before the Commissioners to express the views of all the
Membexs of the State Parliament representing North-west constituencies, stated the following
during his evidence :—

2714, You are of the opinion that if the exemption now granted were removed it would aflect detrimentally
the development of the north-west ?—Yes. The statement of Mr. Glyde, Manager, State Shipping Service, that he
could do that work with two ships is, in my opinion, incorrect. There 18 too much work for two ships.

2718, If the other boats were cut out, there would be no development of the trade with Java —The Singapore
boats would then trade with F: tle direct to Singapore, and all the preducts from the north-west coast would have
to be brought south to F tle, itating additional handling charges.

The Whim Creek Progress League made the following statement :—

If the Navigation Act be applied to this coast, it seems certain that unless other steps are also taken the ships
now serving this coast and trading with Singapore will cease running.

That this would be & disastrous thing for the north-west is certain, and, presumably, not denied. The progress
of settlement in the north has been extremely slow at all times. It has been entirely stagnant or retrogressive for years
1f the main means of communication and trading with the dutside world are to be removed the result is obvious,

To apply the Act here, therefore, would not create work for white seamen. It would destroy employment for
white men on land, and would inJure everyone having interests here and ruin some. It would not only prevent expansion
of enterprise, but would destroy part of the established industries. Mining in particular, already burdened by costly
transport, would be set back stall furt".het.

When the application for permits for these “ black ” vessels was made, such application
received the support of the Government of Western Australia, and the Interstate Shipping
Companies stated that they raised no objection to the permits being granted. . .

The only objections now raised to the permits being continued are from the industrial
organizations, The secretary of the Fremantle District Council of the Australian Labour Party
stated the following in his evidence as one of the chief grounds of objection :—

2168. . . . . . . We view the position in this way—that while the boats manned by white labour
were trading on that coast, the provisioning, the victualling, the supplying of coal, and all that kind of thing was done
in this State, and provided quite a large amount of employment, with the result that a great deal of money circulated
in the State. The exempted boats, generally speaking, obtain all their supplies outside the State, thus minmizing
opportunities for employment and trading generally, which would be created by boate manned by white labour.

The same witness also stated..— )
2340. You would hke to see men working in those mines 3—Certainly. The exempted boats get their supplies
of coal from Bingapore.
Your Commissioners are satisfied that neither of these statements are true, and that the
coaling and victualling of the * permit * ships is done for the greater part and as far as possible
in Western Australia. ~

CONCLUSION. -

Your 'Commissioers ara of the opinion that failing the adoption of the recommendation
as set out at the end of this Report, the “ permit” system as applied to this portion of Australia
should be continued but that in order to remove the present feeling of insecurity which exists and
g0 enable the companies maintaining the services to provide for replacements, &ec., the Act should
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be amended to allow of permits being granted for longer periods, say, up to five years. The
problem of and the necessity for the ivelopment of the vast territory of the north-west is so
great that no Government would be justified in removing or even failing to preserve any existing
means of transport and communication. ’

() The Effect of the Navigation Act on the Whaling Industry.

Your Commissioners investigated the case of the North-West Australian Whaling Company,
and found therein ground for complaint against high freights, and the effect of the application of
the Navigation Act to this industry.

The North-West Australian Whaling Company is a new Company, purely Australian, which
operates between Carnarvon and Onslow. The supply of whales is ample at seasons of the year,
and the Company is said to be capable of supplying at least the whole of the Australian demand
for whale oil.

In 1916, three Norwegian companies began operations on the Western Australian coast.
Theg withdrew owing to war conditions and this Australian company was formed, which, in view
of the withdrawal of the previous companies, needed every possible assistance.

Owing to high freights on interstate vessels, the company decided to send their 1922 output
to England, and chartered a foreign sailing ship to bring out empty drums for the oil, and take
them back full to England. The residue of the whales after extracting the oil was converted into
fertilizer, amounting to about 280 tons. When the sailing ship arrived at the whaling station, it
was found that she required about 400 tons as ballast in addition to the carge and oil. The
company asked permission to ship this fertilizer as far as Fremantle or Bunbury, discharge it
there, and teke timber from thers to England with the balance of the available space. This
request was refused, as it meant that taking fertilizer as ballast would amount to ** trading on
the coast.” The vessel, therefore, loaded with 400 tons of sand as ballast.

Your Commissioners have no hesitation in pointing out that the stringent provisions of
the Navigation Act had a serious effect upon the development of this particular industry. To
meet such exceptional cases, an amendment of the Act is required, as 4 permit cannot at present
be given to a non-British ship.

With regard to the effect of high freights on this industry, the following evidence was given
by the manager for the Company :—

4616. Did you find that en excessive charge was made to carry that fertilizer down 2—1It all depends on what
you call an excessive charge. Ihad to pay £1 a ton, which is reasonable from an Austrahan point of view having regard
to the fact that the ship-owners have to pay abnormal rates of wages and overtime ; and if they use their seamen as
stevedores, a3 they do on this coast north of certain ports, not only do they pay them the seamen’s wages, but they have
to pay them lumpers' wages, even if they work within the eight hours. That happens at ports hke Point Cloates,
where there are no lumpers. Al that reaots on the freight. I will give you an illustratign of that. Ihave just sent the
Kurnalps up to the whaling station with a number of empty oil casks. She has to bring back a consignment of 150 tons,
plus as many oil casks as she can get filled within a certain period. She cannot stay there very long owing to the wages
they have to pay theirmen. Iam paying her 3s. for each cask she carnesup I pay the Harbour Trust 1s. on each cask.
I pay 4s. per cask when I purchase them. Six casks go to the ton. That means that it is costing me £2 8s. a ton. When
I send them up on the ship they charge me measurement rates. I can send the oil direct from there to England at a
less rate than that from Point Cloates to Fremantle. Then Y have to compete in the open market. You will
understand therefore that we are working under a very considerable handicap. May I use one more illustration. When
I chartered the sailing ship she had quite a number of empty oil drums in which to take the oil to England. She had
s couple of hundred excess drums which she landed. There was no upward freight to pay on those. I brought
them down to Fremantle Then Iinquired where I could best dispose of this oil. I found that the freight to London
or Liverpool was £4 per ton dead weight, and from Fremantle to Melbourne it was 45s. per ton measurement. I
want to impress upon you that this was a most favorable opportunity for me to ship, hecause the drums were up there
and Thad e\:mt.hing to pay to oonvey them. Nevertheless, it paid my company better to send that oil to Great Bntawn
than to Melbourne.

PART V.—THE SHIPPING COMPANIES OF AUSTRALIA,
THEIR RELATIONSHIP T0 ONE ANOTHER.

Your Commissioners have found considerable difficulty in finding out what is the extent
of the operations of the shipping companies of Australia. Soon after Your Commissioners began
their inquiry it became evident that the shipping companies had other interests, apart from shipping.
In some cases they are interlinked with each other, and also have bonds of relationship in other
industries. The extent of these relationships and co-partnerships has been very difficult to
deternine. Your Commissioners, therefore, have had to resort to official records of lists of
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shareholders, which in a number of cases are incomplete and also are misleading. For example,
a trustee agency or a bank may be found to hold a large parcel of shares in a company. There
is nothing to show for whom these shares are held. Other “ dummies ” are used, consisting of
officials of companies and relatives of directors.

Some facts, however, did come to light, of which the following are examples : —

(1) The Adelaide Steamship Company holds about half the shares of the .
%e;ham Collieries Ltd., and about 35 per cent. of the North Bulli
td.

(2) Howard Smith Limited, which originally had coal and shipping interests, separated
its interests, and gave its shipping branch the title of the Australian
Steamships Pty. Ltd. This Company, in addition, holds controlling interests
in Caledonjan Collieries Ltd., Invincible Collieries Ltd., Austrahan Sugar

-~ Company Ltd., Commonwealth Steel Products Ltd., and Brisbane Wharves
Ltd. In their latest balance-sheet this company shows that the amount
invested in other companies is £2,430,000.

(3) Several large shareholders in the North Coast Steam Navigation Company are also
large holders in Burns Philp, and Company.

(4) Burns Philp, and Company have controlling interests in the Solomon Islands
Development Company Ltd. Burns, Philp (South Sea) Company Ltd., Choiseul
Plantations Ltd., Shortland Isiands Plantations Limited.

(5) Huddart Parker Limited are large shareholders in the Abermain-Leaham Collieries
Ltd., and also in Hebburn Ltd. (Colliery), and also hold 88 per cent. of the
stock of the Metropolitan Coal Coy. Ltd.

(6) McIlwraith, McEacharn Ltd. holds 45 per cent. of Bellambi Coal Company Limited.

There are numerons other examples of the interweaving of shipping interests with other
interests, and all these examples point to the fact that the shipping companies of Australia have
a grip on the key industries of Australia.

As the great Meat Trust of the United States built up its business by its interlinking with
railroad interests, so the fortunes of the shipping companies of Australia (a branch of the overseas
shipping combine) are bound up in those of the greatest of Australian industries, and thus it
becomes patent that a comparatively few persons, mostly resident outside Australia and with large
English and foreign financial interests, constitute an enormous trust which controls the economic
destinies of Australia. - -

Unfortunately, the Commonwealth Constitution does not give to the Commonwealth
Parliament the power td“deal with such a position, even to the extent of enacting an efféctive
“ Companies Act ” under which, if it would not permit control, thorough supervision might be
exercised in the interests of the people.

PART VI.—GENERAL CONCLUSIONS AND RECOMMENDATIONS.

As a result of their investigations your Commissioners have to report that there is ample
evidence to establish the fact that the “ coastal ” provisions of the Navigation Act are to some
extent acting detrimentally to the trade, industry, and development of Australia. On the other
hand, no corresponding advantage is being gained by the shipping companies themselves, for their
balance-sheets reveal that whatever profits they are able to declare each year are derived for the
most part from their investments in other concerns qdite outside their true functions as ship-
owners.

This investigation of the financjal affairs and balance-sheets of the shipping companies
was carried out for the Commission by a specially selected officer of the Auditor-General’s
Department, with wide experience in such investigations. As a result of the examination of the
affairs of four of the leading companies, and covering two vessels from each of the four companies,
this officer reports that the percentage of profit made from activities other than shipping
in 1922 amounted to 68 per cent. of the total profit, whilst in the case of one company
the proportion amounted to 80 per cent. That the investigation was carried out
on principles perfectly fair to all parties is apparent from the methods adopted by
the Commission’s auditor. For instance, 1t was decided to accept present market
valves, as rtepresenting the capital employed. That this constitutes an equitable basis
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is supported by the fact that one company actually reconstructed on market values in 1920,
To arrive at what constituted market values a valuator was appointed in the person of Lioyd’s
Surveyor, N. M. McCowan, Esq., of Collins-street, Melbourne. Allowances for *“ depreciation ™
and “insurance ” were both based on the capital employed, the rate of depreciation to be that
allowed by the Commissioner of Taxes for the Commonwealth, viz., 6 per cent., and that for insurance
the actual rate prevajling during the selected years.. The management charge was fixed at 74 per
cent., but actually the charge is in excess of this amount, especially in the later years.

In referring the inquiry to the auditor, the Commission asked that it should cover, if
possible, one clear year before the war, one year just prior to the coming into force of the coastal
provisions of the Navigation Act, and one year under the Act.

The war began in 1914. The companies’ ships were requisitioned by the Commonwealth
Government in April, 1918, and were released in April, 1920. The coastal provisions came into
force on the 1st July, 1921. The years 1913, 192021, and 1922 were, therefore, selected for investi-
gation and comparison purposes. It being pointed out by the companies that 1913 was, speaking
generally, a bad year financially, but that 1912 was a normal year, the latter year was, therefore,
accepted as the pre-war year. Unfortunately, only two of the companies under review were
operating in 1912, and this fact must not be overlooked in making a comparison of the financial
results in the selected years.

1t would be obviously unwise and a breach of confidence to reveal the financial affairs
of each of the companies examined, but certain general facts may be quoted for purposes of general
information, without in any way prejudicing any individual company.

The percentage increase of the earnings and expenses on those of 1913 for the years 1920-21
.

and 1922 respectively are as follow :— -
) % %o
1620-21 —Earnings .. 95°58 .. Expenses .. .. 9382
1922—Earnings .. 8327 .. Expenses .. .. 9088

It will be seen from the foregoing that, whereas earnings decreased 12°31 per cent in 1922,
as compared with 1920-21, expenditure only decreased 2°94 per cent,.and this notwithstanding
that the gross tonnage increased 18°12 per cent. in 1922 as compared with that of 1920-21, and
that the fleet ran 15,822 days in 1922, as compared with 12,826 days in 1920-21.

The reduction in the freight on coal in April, 1922, would partly account for the decrease
in the earnings per gross ton, but the main inference to be drawn from the above figures is that
fares and/or freights were not offering as freely as in 1920-21. This inference appears to be
substantiated by statistics furnished in evidence by the Deputy Chairman of the Australasian’
Steamship Owners’ Federation.

Earnings increased since 1913 as hereunder :— W
1020-21, 1922,
X % %o
Freights .. . . . .. 6281 .. 8678
Fares .. .. . . Lo 878 L. 241
Other .. .. . . . 2474 .. 71805
Total increase .. . .. 5278 .. 7636
Expenses increased since 1913 as hereunder :—
1020-21. 1022,
9 %
Ruoning costs, &eo. . . . 4'#92 .. 8I'67
Insurance . . . ~. 6420 .. 6767
Overhead expenses . . .. 8603 .. 11276
Total increase .. . .. B1'56 .. 8382

The increase in earnings is mainly due to the increases in the rate of fares and freights
gince 1913, and to the abolition of return fares in 1916,
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The following figures show the increase in fares and freights since 1913 :—
General Cargo.

| — 1013, 1020-21 1922,
£a0d|2ad|£a d
(a) Melbourne-Sydney, and vice versa.. 012 6{1 0 011 0 O
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(d) Sydney-Adelaidd, and’ %ce wersa' .. Paee a0 L 4 ..1017 6[017 6 (1.8 @
(¢) Sydney-Fremantle, and vice versa fha ol T . .]110 01110 .02 ,0,.0
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(¢) Sin, 8 8| 4 401200 5150131006100
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(d) Single . . . . <o 414 6] 2 2 04 61 BlD4L BB/ 04T 004819, 0
Return ) . .| 7760 . 1210 0 . 14 0 0 .
(¢) Single . . ..|1010 0| 5.5 01410 0] 7 5 01610 08 0 0
Return <% (il . e oo G Q| PGS (29 O 0s L -1433.0 0 .
() Bugle . g e 8T8 g Rl 6 9 g 8‘ %,0.9]10.9 050 0
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The increads’ifl édpendituiré/ sinck 1913 i chiefly: due t6 !inereases in wages; coal; labour,
v1ctua11mg, and overhead expenses.
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With respect to the cos.l costs the average price per ton of bunker coal, inclusive of
trimming, fof selected ** passefiger ” steamer was i~
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The average cost of vxctualhng per head per diem for selected passenger steamer was :—
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The percentage increases in 1922 on 1913 costs,as per, the gelegted steamer, are as follow :—
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The mcrewse in overhesd|eéxpenses is due mamly to expansion of trade, increased salaries,
with increased rents, commissions to agents, and the imposition of Commonwealth taxation.
The following are the actual costs of earning £100 in each of the years reviewed :—
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The net earnings and the net expenses, on a percentage basis, of four gompanies, as
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b 1oFyom the foregding; o matter which way: we snilyse the figurés; )it io'clear that for the four
companies selected, the marpin bébweent ther perpentage:incrgase of earnings and expenditure
in 1920-21 had entirely disappeared jn JP22: 14 may, therefors, e pqnitably deduced therefrom
that so far as these four representative companies are concerned, under conditions operating in
1922, fares and freights havenot heenunduly increased, Infact; the percentage increase of earnings

has not marched part passu with the percentage increase of costs.

In* ‘conibdn’ with!dvery othes bisness concern in the Commonwealth, the shipping
oopapanies arg £y 't} d to legitimate profits upon their capital. To require them to carry on
‘freqyent; spryjces b, ports, when such service is showing them not only not a profit, but an actual
loss, is to réquiré of them something which is not required of amry other business enterprise. But
while this is so, the residents in and around these minor or outlying ports are surely entitled o
expect from their Governments a regular and adequate servide of trangpoit.ahd comniunications.
This principle is recognized in the railway extensions of the various staves, and if the Government
cannot suppl{ these services itself, as indeed it is manifestly impossible for it s0 to do, at least it
is under an obligation not to prohibit the supplying of them by any private concern or company
which desires to do so. But the Government is under a further obligation, and that is to see that,
if permitted, these services are carried on under such terms as not to constitute a menace to the
working conditions and wages of the Australian worker or the Australian shipping industry in
general. How is this to be done?! The problem is not such a difficult one as it appears.
Protection is the accepted policy of Australia, and this is applied to other industries by
means of the Tariff. y not to the shipping industry ? There are various ways in,which
this could be done, but it.appears to your Commissioners that the most practical way would be
to impose & duty on the tonnage of cargo carried, calculated on the basis of the freights charged.

This duty could be at a rate sufficiently high to prevent unfair overseas competition. It
may be, in fixing this duty, a lower preferential concession can be provided for British shipping
as against foreign countries.

N gn the case of passenger fares, the duty can be fixed on a percent.ge basis on the rates
charged.

If the coastal clauses of the Navigation Act are repealed, and duties upon foreign shipping
substituted therefor, the benefits to Australian trade, industry, and development should be
considerable. It is not expected that the oversea vessels will enter largely into the cargo carrying
side of the industry, at least in the more thickly populated centres. They did not do so before
the inauguration of the Navigation Act, and they have no desire to do 5o to-day. But the fact
that they can do so,. upon payment of a duty, will exercise a restraining infiluence upon the
Australian compatied, so far:as their freichs rates are concerned. and' meet times of inadequacy.
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The principal advantage of the recommendations of your Commissioners from the stand-
point of cargoes is, that when large cargoes are awaiting transport from one part of the
Commonweslth to another and the existing Australian services are found to be inadequate,
arrangements may be made by the shippers to charter overseas ships suitable for their purpose.
And in the case of outlying ports of the Commonwealth, any vessel calling in at any time, whether
British or foreign, could be used as and when required, subject to the payment of the duty.

It is to be expected, however, that the opportunity of carrying passengers between certain
ports will be more largely availed of. More particularly will this be the case between West
Australia and the Eastern States, and between Brisbane, Sydney and Hobart. But this. will
apply only to a certain class of passenger, and the imposition of a duty will ensure that if they
desire to use British or foreign ships, they shall have to pay as much, if not considerably more,
than if they travelled by the interstate vessels. Surely this would not be unfair competition.
The degree of protection given would be much greater than that enjoyed by most of the protected
industries of Australia, and if must not be forgotten in this conngxion that the Australian Mercantile
Marine was established and built up prior to the enactment of the Navigation Act, and without
any protection” whatever against foreign competition. Then they ran more ships, gave a better
service, and their profits were greater. The adoption of the course proposed by your
Commissioners would also remove all Tasmania’s grounds for complaint against the Act, and
would lead fo a better understanding between the people of that State and the rest of the
Commonwealth.

RECOMMENDATIONS.
Your Commissioners therefore recommend :—
(1) That the coastal trading provisions of the Navigation Act be repealed.

(2) That there be substituted therefor adequate duties, under the Customs Tariff
Act, upon foreign shipping, with a lesser preferential rate upon British shipping,
caleulated in the case of cargoes upon the rates of freight charged per ton and,
m the case of passengers, upon the fares charged.

(3) All other sections of the Navigation Act to stand.
Your 'L)*\nmissioners have the honour to be,

Your Excellency’s Obedient Servants,

waTrER DUNCAN,
I0TT.

Melbourne,
Tth August, 1924.

lished for the GOVERNMEN? of the COMMONWEALTH of Averaaiia by H. J. Grmx,
Printed sod Publis o QGovernment Printer for the State of Victora.
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COMMONWEALTH OF AUSTRALIA.

GEORGE ag FIFTH, by the Ghace of Qod, of the United Kwngdom of Great Brilasn and heland and of the
Britssh Domnsons beyond the Seas King, Defender of the Fasth, Emperor of India,

'TO Qur Trusty and well-beloved Jorn Hunny Prowss, Esqurre, M.P ; Senator WaLTER Lisuie Duncax;
Senator CHARLES STRPEEN MoHueH; Senalor Herbrer James Mockrord PAYNE, Fraxw
AxsreY, Esquire, M.P.; ALtRED CHARLES SEABROOK, Ksquire, ALLP., GEORGE EpwIN Yares,
Esquire, M P.

GREETING :

WHEREAS by Letters Patend wssued w Our name by Our Depuly of Our Governor-G 1 of the C' Ith
uf Ausirala, acting with the advice of the Federal Executive Councl, and wn p of the C of Our savd
C Ith, the Royal C Act 1902-1912, and all other powers hvm thereunto enabling, We did, on the seventh
day of September, in the year of Our Lord One thousand nine hundred and tweniy-three, appownt JorN HENRY PROWSE,
Esguire, M. P., Senaior WaLTuR Listi8 DuNCAN, Senator HaroLp Epwarp Erworr, C.B ,C.M.G,, D S 0., D.C. ) ; Seaator
Cuariss STEPREN McHUoH, FRANE ANstEY, Hoquire, AP, ALYRED CHARLES SEABROOK, Esquire, M. P, and Grorox
Epwin YatTEs, Esquire, M. P., to bs Commissioners io wngsre snio and report upon the effect of the operairon of the Navgatwon
Act 1912-1920 upon Ausrahan trade and industry and upon the develop of the Ct ith and the Terruores
(including Mandated Terrviories) of the Convmonwealth,

AND whereas the said Senator HERBERT JAMES MOOKFORD PAYNE has been appownited to be one of the Commrssioners
Jor the purposes of the aard first-mentvoned Letiers Patent as fully and effectually to all intents and purposes as f hss name
had been snserted therein 1n the place of that of the sard Senator Harorp Epwaen Evuorr, C.B, ¢ M.G,, D 8.0, D.O.M,
resigned,

AND rwhereas Wo dwrected +n the said firat-mentioned Lelters Patent that for the puiposc of lakwng endence four

(¥ shall be sufficient to & quorum and may proceed with the wnquiry under the sad first-nentroned
Letters Patent.

AND whereas v 18 deswrable thal two Co shall be sufficvent to a quorum and proceed with the
snqury under the sard first-mentroned Letters Patent :

NOW therefore know ye that We do by these Our Lelters Palent, vssued sn Owr name by Our Governor-General of Uur
Commonwealth of Australia, acting wih the advice of the Federal Executrve Cotncil, and wn pursuance of the Conshitution
of Our susd Ce ith the Royal Cc Act 1902-1912, and all other potwers hwm thereunto enabling, direct that
Jor the purposs of taksng evidence two C shall be suffi {o constitute a quorum and may proceed with the yngquir y
wunder the sasd firsi-mentioned Letters Patent,

WITNESS Our Right Trusty and Well-beloved HENRY WiLLIAM BARON FORSTER, a Member of Our Most
Honorable Prsvy Counesl, Knight Grand Cross of Our Most Dratsngusshed Order of Sasnt Michael
and Sawnt Georgs, Governor-General and Commander-in-Chief in and over Our Commonwealth
of Austraha, ot Brisbane, sn the State of Quesnsland, and v the Commonwenlth aforesaid, this
sixteenth day of August, su the year of Our Lord One thousnud wane bundred and twenty foo,
and sn the fifteenth year of Our reign.

FORSTER,
Governor-General.
By B Bacellency's Uommand,
8. M, BRUCE,
Primes Mimster.

Entered on record by me, sn Register of Palenis, No. 25, pags 378, this fourteenth day of August, One thoksand nine
Aundred and iwenty-four,

J. LLMER.



COMMONWEALTH OF AUSTRALIA

GEORGE tus FIFTH, by the Grace of God, of the Unsted Ksngdom of Greas Bruuw and Ireland and of
the Britssh Domynvons beyond the Seas Ksng, Defender of the Favth, Emperor of Indw 1

'1'0 Out Trusty and Well-beloved Senator HERBERT Janzs NoogForn PAYNE

GREENSG .
WHEREAS by Letters Palent wsued 1n Our name by Owr Deputy of Our Governor-Generat of Our Commonwealth
of Ausirala, actang wub the advwce of Our Fedeval Ezecubive Council, and sn p of the Ct of Our savd

Comnonwealth, the Royal Commsssons Act 1902-1912, und all obher powers hvm thereunto enabhng, We did, on the seventh
day of Septembes, sn the year of Our Lord One thousand wane hundred ond twenty-three, appoint Jury Haxry Prowes,
Koguire, M.P., Senalor Waraes Lusuis Donoax, Senalor Haronp Epwarp Ewuorr, C.B., 0.M.Q.,, D.8.0, D.O.M.;
Senalor CuarLes Steraexy MoHuon ; Fpank AnsrRy, Baguirs, M.P., AL¥RED CoARLES SEABBOOK, Kaqusre, M.P.;
Grora® Epwix YaTes, Esquire, M.P., to be Commissaroners io snguwe wnio and repors upon she effect of the operatson of the
Navigatron Act 1912-1920 upon Ausiralian trade and vndustry and upon the development of the Ce ith and the
TFerritories (Snchudvng Mandated Ferritorres) of the Commonwealéth,

AND whereas the sad Senator HaroLp Epwasp Euuiory, 0.B., O.M.Q, D.8.0., D.O.M., has yessyned Mss

PP i as such C tasioner, and auch resig has been accepted.

NOW, therefore, know ye that We do by these Our Letlars Paient, sssued in Our name by Our Governor-General of Our
Ce ith of Ausiraha, actmg wih the advce of Our Federal Executsve Council, and wn pursuance of the |
Constrtution of Our sard C. lth, the Royal C Act 1802-1912, and all other powers him thereunto enubling,

apposnt you to be one of the Commasioners for the purpose of the sasd firat-mentwoned Lelters Palent as fully and effectually to
all antents and purposes as sf your name had been wnserted theresn un the place of the sard Senator HaroLd Epwarp Erriorr,
C.B, 0.M.G, D.8.0.,, D.O.M.

WITNESS Our Rght Trusty and Well-beloved HeNRY WILLIAM, BARON FORSTER, 6 Member of Our Host
Honorable Prevy Council, Knsght Grand Crogs of Our Most Drstyngurshed Order of Sawnt Mchaek
und Sasnt George, Governor-General tind Commander-wn-Chief vn and over Our Commonwealth of
Australia, at Brisbane, wn the Stale of Queensland, and sn the Commonwealth aforesusd, thss
aizteenth doy of Augud, wn the year of Our Lord One thousand nine hundred and twenty-four,

and sn the fifteenth year of Our reign.
FORSTER,
Governor-General
By Hts Eacellency’s Command,
8. M. BRUOE,
Prime Mymsier.

Entered on vecord by me wn Reguater of Patenis, No, 25, page 276, ths fourisenth day of August One thousand wine

hundred and twenty-four.
4. ULMER.



MAJORITY REPORT.

To His Excellency the Right Honorable HENRY WiLLiaM, BARON FORSTER, a Member
of His Majesty’s Most Honorable Privy Council, Knight Grand Cross of the Most
Distinguished Order of Saint Michael.and Saint George, Governor-General and
Commander-in-Chief of the Commonwealth of Ausiralia.

MAY 1T PLEASE YOUR EXCELLENCY :

We, the undersigned Commissioners appointed by Royal Letters Patent to inquire into
and report upon the effect of the operation of the Navigation Act on trade, industry and development
in Australia, and the Territories (including Mandated Territories) of Australia, have the honour
to submit our Second Report, which deals with the Mandated Territory of New Guines and the
Territory of Papua.

Since our First Report was made to your Excellency, Senator H. E. Elliott has resigned
as a member of the Commission, and Senator H. J. M. Payne has been appointed in his place.

In view of the urgent and insistent nature of the representations made by the Administrator
of New Guinéa (Brigadier-General E. A. Wisdom), ang also by the Lieutenant-Governor of
Papua (Sir J. H. P. Murray), as to the alleged detrimental effect of the Act on the development
of these Territories, the Commission deemed it desirable that a personal investigation should be
made as early as possible.

Owing to the mttings of Parliament it was not practicable for all the Commissioners to
{/Iroceed to the Territories of New Guinea and Papua, so therefore three of your Commissioners,

r. J. H. Prowse, M.P. (Chairman), Senator H. J. M. Payne and Mr. G. E. Yates, M.P., made
the journey for the purpose of taking evidence there.

The three Commssioners left Sydney on the 16th August, 1924, and arrived at Rabaul,
the Seat of Government and the principal port in the Territory of New Guinea, on the 24th August.
During the vessel’s stay in Rabaul evidence was®given by officials of the Administration,
merchants, planters, and others as to the effect of the operation of the Act on various phases of
the Territory’s development. *

In addition to taking evidence at Rabaul, your Commissiopers took the fullest opportunity,
in the time at their disposal, to visit the surrounding distnicts.

The visit of the Commission was made as widely known as possible throughout the whole
of the Territory in order that an opportunity might be afforded any person who so desired to
give evidence relevant to the enquiry.

. In order that your Commissioners might become fully acquainted with the character and
special features of the Territory, advantage was taken of the round trip of the s.s. Mataram to
visit the %rincipnl out-posts, thus ensuring a comprehensive survey of the whole of the Territory.
Tn a number of the places visited evidence was tendered by local planters and others.

Your Commissioners, after completing their investigations in the Mandated Territory of
New Guineas, proceeded to Papua on the return voyage to Australia, carried out s similar
inspection of that Terntory, and examined a number of witnesses.

. For the purposes of this Report it is necessary and expedient to deal separately with each
Territory, as although their interests and proplems are practically identical, there are certain
essential points of diflerence which it is desirable should be emphasized in order that the position
with regard to each Territory may be clearly understood.

TART IL—TERRITORY OF NEW GUINEA.

GENERAL.

The total avea of the Territory is 91,000 square miles. It comprises a large number of
islands and portion of the mainland of New Guinea, formerly held by Germany. The
country is chiefly devoted to agriculture. The principal product is copra, and it is clear that the
future development of the Territory depends to a very large extent on the copra industry.

During the period of German occupation practically the whole of the coco-nut plantations

were owned by German nationals. When the mandate over the Territory was given to Australia
F.92373.
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steps were at once taken to repatriate the Glermans, and their properties were vested in the
Custodian of Expropriated Properties until such time as the properties are sold or otherwise
disposed of. The Expropriation Board is the instrument by which the Custodian of Expropriated
Properties looks after the trust. It is the duty of the Board to maintain the properties m as efficient
and as economical & manner as possible, in other words, to prevent the asset from depreciating in
value, and to sell the copra to the best possible advantage. It is not, however, the function of the
Board to engage in additional planting, i.e., to increase the area of the existing plantations, or to
plant entirely new areas. It 1s as well that this fact should be noted, as 1t has a very direct
bearing on the future development of the copra industry in the Territory.

Export oF COPRA.

The total amount of the copra exported from the Territory for the year ended 30th June,
1924, was 32,643 tons  This represents am increase over the average of the previous four years
of approximately 10,000 tons. 'This increase is partly due to the fact that a number of the coco-nut
plantations contained young trees, which have now come into full bearing. It 18 estimated that
1t takes a coco-nut palm from seven to ten years to mature. Taking the year ended 30th June,
1924, the amount of copra exported by the Expropriation Board was in the vicinity of 26,000 tons
From this it will be seen that at the present tume, and until the plantations taken over by the Board
are 10 longer under its control, the principal export of copra from the Territory is on account of
the Expropriation Board. The total value of copra exported naturally varies with the price of
copra; but taking the last year for which the figures are available—the year ended 30th June,
1924—the total value of copra exported was £640,486. This works out at approximately £20
per ton.

PriNcIPAL IMPORTS.

The total value of the imports for the year ended 30th June, 1924, was £427, 982. TReference
to the official statistics of exports and imports shows that there has been a decrease in the value
of imports for the year under review, as compared with the preceding four years. The principal
import of the Territory is rice, which 1s used as food for the natives. In addition to rice the chief
imports from Australia and other countries are. groceries, hardware, drapery, trade tobacco,
machinery, &c. -

ArpricaTiON OF THE NAVIGATION AcT.

In common with a number of other Commonwealth statutes, the Navigation Act was applied
by Ordinance to the Territory in July, 1921, shortly after the inauguration of civil administration.
Under the provisions of this Act no vessel, unless licensed to do so, is pernutted to engage in the
trade between Australia and the Territory. This means in effect that vessels calling at ports
m the Territory, for the most. part employng coloured crews, cannot pick up cargo there for
shipment to Australia or carry passengers to Australia unless they comply with the provisions
of the Navigation Act, Vessels calling at Territory ports for direct shipment to places other
than Australia are not, however, simularly required to be licensed under the Act, and are free
to trade with the Territory without any of the restrictions imposed under the Act. In order to
clearly appreciate the effect of , these restrictions on the trade and general development of the
Territory, 1t is necessary, first of all, to examine the position as it existed prior to the application
of the Act.

SeIPPING SERVICES.

(@) Preor to Navigation Adt.—Prior to the application of the Navigation Act to the Territory
vessels of any nationality were free to enter its ports without restriction, and to trade to and from
Australia. In the course of his evidence the Administrator of the Territory Eroduced a document
wnitten by former German residents, which contamed an account of the pre-war shlpplng
conditions. The following extract from this document shows the extent of shipping services,
provided in pre-war days :—*“ Before the war this colony enjoyed regular and time-tabled connexion
with (a) Austraha (Brisbane and Sydney) four-weekly, () Manila, Hong Kong, and Japan four-
weekly, (¢) Amboina, Macassar, Batavia, and Singapore six-weekly. The steamers did not only
call at RaBaul, but in regard to the service under (a) and (b) also four-weekly at Madang and
eight-weekly at Maron, and were also to call from November, 1914, eight-weekly at Manus. . As
to the service under (c), Eitape, Potsdamhafen, Madang, Fm;w‘hafen, Morobe, Rabaul, Wrtu,
and Kaewieng were visited both inwards and outwards, thus giving all the places mentioned an
opportunity of getting not only their merchandise from Australia direct, but also from all other
countries of origin, further affording them facilities to ship their produce direct to the consiming
countries either via Sydney, Hong Kong, or Singapore.” .

In considering the shipping services with the Territory in pre-war days; it must also be borne
in mind that the volume of trade was not so great as it is to-day. Evidence to this eflect was given
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by Mr. T. R. Jolley, Deputy Chairman of the Expropriation Board, who has been a resident of the
Territory since 1907. He says :—

17749. Was there any lack of shipping in 1914 2—From 1907 to 1914 there was a very good inter-island and
overseas service run by the Nordeutscher-Lloyd Company. )

17750, But the trade would not be as great then as 1t is to-day, would it 2—No ; it was much less.

17751, The trade has mereased ?—Yes

(b) Subsequent to Nawgation Act.—Since the provisions of the Navigation Act were applied

to the Territory there has not been any decrease in the amount of shipping, but on the contrary,
there has been a slight increase in the number of ships which have entered and cleared Territory
ports for the years subsequent to 1921. The Administrator of the Territory has submitted
the following evidence in regard to the existing shipping services : —

17495. By Myr. Yates—The export of copra is increasing 1s 1t not ?—VYes,

17496. The export in 1920 was 26,000 tons, 1t is now up to 32,000 tons ?—VYes, and we anticipate that it will
be 36,000 tons next year.

17497, There has never been any block in regard to gettmg your copra away, has there —No.

17498, There has always been sufficient freight offering %—Yes, there has always been sufficient space

This clearly indicates that there is no lack of shipping, and so far as this aspect of the
matter is concerned, it appears that the only restriction which the Navigation Act imposes is to
prevent overseas vessels establishing a service direct to Australia, making the Territory a port
of call. The effect of this restriction will be elaborated fully in a subsequent portion of this
Report.
Maxr, CoNTRACT.

Tt is considered desirable at this stage to refer to the Mail Contract which has been entered
into between the Commonwealth Government and Burns, Philp & Co. Ltd., for the carriage
of mails to the Termtory. Recognizing the necessity for maintaining direct and regular
communication between the mainland and the outlying Territories under Commonwealth
jurisdiction, a contract was entered into with Burns, Philp & Co., who are engaged in the island
trade, to carry mails and to provide certain other services for which a subsidy is paid by the
Commonwea%. Under this Contract Burns, Philp & Co. undertake to maintain a three-weekly
service between Australia and the Territory of New Guinea, for which they are paid a yearly
subsidy of £20,000. The two vessels engaged in this service are the Mataram, 3,300 tons gross,
and the Marsina, 2,000 tons gross. In addition to the subsidy of £20,000 an arrangement was
made with Burns, Philp & Co. that the Expropriation Board, which handles approximately 75
per cent. of the copra of the Territory, shall ship a certain amount of its copra to Australia by
the subsidized services provided under the Mail Contract. The cargo-carrying capacity of the two
vessels engaged in this service are—Mataram, 1,800 to 1,900 tons ; Marsina, 80}0) to 900 tons.

The vessels provided by Burns, Philp & Co. in the Territorial service are licensed under
the Navigation Act, and it has been stated in evidence that the effect of the conditions imposed
under the Act and the monopoly which Burns, Philp & Co. enjoy of the island trade, largely by
virtue of the Mail Contract, help to maintain high freights which are retarding the agricultural
development of the Territory. .

»
DisapruiTies IMposep By THE Navieation Acr.

As has already been pointed out, copra is the chief export of the Territory. There is,
however, no market for copra in Australia, and all copra sent to Australia must be re-shipped
overseas to the world's markets, principally to European countries, which are the largest
consumers of copra. This means that freight is paid in the first instance on the copra from the
Territory to Australia; and then additional freight, plus handling charges, &ec., from Sydney to
the United Kingdom and Europe. This is one of the main objections lodged against the
Navigation Act, that it practically compels the shipment of & proportion of the copra to Sydney,
as the only vessels which can conform to the refuirements of the Act are Australian-owned.
Attention ix invited to the following evidence given by the Administrator in this connexion :—

One Austrahan shipping hue (Bumns, Plulp and Co Ltd.) runs two vessels between the Territory and Sydney,
one vessel arriving each three weeks, No foreign vessel can conform to the requirements of the Act, and cannot
conseyuently engage m the coasting trade between the Terntory and Austraha. The consequence 1s that Burns,
Plulp and o, have a poly of the p ger and cargo traffic to Australia, and are therefore able unchallenged
to chargo excesaive freights.  The result of this monopoly 18 that there is little inducement to foreign vessels to call.
Were the restrictions removed, these vessels conld aud, in my opinion, would make Rabaul a port of call, and carry
cargo to Australia as well as other countries

The present freight rate charged by Burns, Philp & Co. on copra shipped to Sydney is 35s.
per ton, but the Company allows a special through freight to London of 90s. per ton.  The freight
direct from Rabaul to European ports is stated to be about £3 per ton, so that an additional
freight of £1 10s. per ton is paid on every ton of copra shipped via Sydney to European ports. In
other Wwords, it would appear that a saving of £1 10s. per ton on every ton of copra exported from
the Territory could therefore be effected if copra were sent direct to European ports instead of
via Sydney, If this is so, it simply means that the producers of copra are compelled to meet
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this additional cost of £1 10s. per ton. In this connexion attention is invited to the following
evidence given by the Administrator :—

17459, The freight from Rabaul to 8ydney is 35s. 2—Yes. Thus applies to copra, cocos, and trochus only
and all other freights are 60s. ; the rate from Sydney to London, including handimg charges in Sydney, would b
5bs. ; that 13, a total of 90s on & through bill of lading, '

17460, That is 30s. more than the rate for which you could obtan a direct shipment to European markets ?
Yes ; that is computing the direct freight at £3 per ton.

17461. At which figure you hold that freights can be obtained ?—1I think they can be obtamed at a cheape
ate,

17462, In that case the diffetence between the present method of shippmg* via Sydney and the direet methoc
to London wondd be 30s. mstead of £27—Yes ; presuming that the £3 freight to fondon 1 correct. [ thmlk it might

be less.

. . . . . !
The evidence of the Administrator on this point is also corroborated by the Deputy-Chairmar]
of the Expropriation Board, who says :—

17775. Then there is the obligation upon the Government and the Board to give certamn cargo to the contractors §
does the giving of that contract cost mote, as far as the Board is concerned, than would be the case if it were not given %
+«Yes, because Anstraha 1s not & market for our produce  The copra that goes to Austrahs is in excess of her require
ments. I will give you & ense 1l pomnt  The copra that went down by the last tnip of the Mataram wes landed mto,
the vessel, and was brought back here en routs to London, because Australia 18 not a market for copra, The Australian!
Commonwealth Government demand a service from Australia to these islands, and we have to send our copra down
to Sydney, or else we have to pay a higher subsidy.

17776 Does that not really mean that the freights you are paying to Sydney 18 excess freight ?—The freight
to Sydney 1s 35s. per ton  Whether or not that freight is high I am really not m a position to say  That is purely
& matter of comparison, information on which ean only be obtamed from a place hke Anstrala, or other places where

4 fair amount of trade is being done
17771 Are you aware of thie thtough freight to London 2 The {reight to London via Sydney s 90s,
17778 What is the direct freight from here 2—£3 to £3 10s,

FrercaT oNF IMPORTS.

The Territory is placed in o similar position in regard to import requirements. Such
commedities as rice and copra sacks, two of the principal items requred in the Territory, are
brought from the East to Australia, and then re-shipped to the Territory. According to official
records about 8,000 tons of rice are imported annually. Evidence was given that a substantial
saving in freight would be effected if rice and eopra sacks mere particularly were imported direct
from the country of origin, and that more advantageous purchases would be made if such
commodities were brought direct instead of through an agent in Australia, The Deputy
Chairman of the Expropriation Board, in giving evidence on behalf of the Board, which 18 the largest
consumer of tice in the Territory, states :—

17785. What abeut your imports 7—A mass of ourimports come from Australia ; but certain big lines, such
a8 rice, kerosene, jute bags, and & few other items like prints, tobaceo, steel products, such as kmves, hoes, and axes,
all come from places other than Australia. We, however, get the majonity of our ymports from Austraha, but they
have to be taken to Australia and then brought up here.

17786. Would you buy them more cheaply if you could get them direct from the country of origim 2—Yes, a
case in pomnt which I mght mention 1s the arrangement we have made fot the purchase of onr henzines, keroarne, and
Iubricating oils, direct from New York.

Apvantaces or DIRECT SuIPPING BETWEEN TERRITORY AND OVERSEAS PoRTS.

The Navigation Act does not, of course, prevent the direct shipment of commodities from
the East or to the export of copra direct to European markets from Rabaul or other ports. The
burden of the complaint is that the Navigation Act limits competition to Australian shipping
trading with the Territory ; but that if the provisions of the Act were lifted, arrangements could
be made for direct shipping by vessels trading between Australia and the East or Europe, which
would eall at Territory ports. In the opinion of your Commissioners there is sufficient trade
offering to induce overseas shipping lines establishing a service with Australia, which would make
Rabaul a port of call instead of a terminal port, as at present. The view was expressed to the
Commission that in the event of the removal of the restrictions imposed by the Navigation Act
such steamship lines as the Dutch Packet Company and the Nippon Yusen Kaishan at present
engaged in trade with the East and Europe would make the Territory a port of call. In fact, the
Administrator stated id his evidence that a certain line of steamships, presumably trading between
the East and Australia, has intimated that it would be prepared to call at Rabaul if 300 tons
could be obtained regularly on each voyage. As copra is not a seasonal trade, it is clear that
more than the amount required would be offering. The advantages to the Territory of a direct
service would m all probability be (a) increased shipping facilities, () more competition, and
() reduction in freights,
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ComparisoN oF Prices Recervep ror CopRA IN RABAUL AND SYDNEY.

Evidence was given that better prices are secured in the Territory for copra sold f.o.b.
Rabaul than can be secured by sending the copra to Australia and selling it in Sydney. This is
borne out by the evidence of the Deputy Chairman of the Expropriation Board, viz. :—

17840, When you scll that copra do you not get the London parity 2—Yes; and 1t is better than the Sydney
parity, that is to say, it benefits us to the extent ot 0s. to 35s. a ton by selling here mstead of in Australa. We
prefer to sell here and get our cash rather than ship to London, because in the latter case we have to waik eight weeks
or more for our money.

17841. It is better to sell here than to send to Sydney ?—VYes, it 18 better to sell here f o b. and get our cash.
It is better to the extent of 30s. to 35s. a ton.

Similar evidence was given by other planters, and Mr. W. C. P. Harvey, the New Guinea
Trade Agent in Sydney, who buys stores for and sells produce on account of the Administration
and the Expropriation Board, and who therefore is in a position to speak with some authority
on the subject of copra sales, confirms the evidence which has been given that under present
conditions the planter obtains better results by selling his copra f.0.b. Rabaul than by sending
the copra to Sydney for sale. His evidence is as follows :—

189292, Can you give us particulars of a shipment under similar circumstances sent on & Burns, Philp through
bill of lading 3—Yes ; on 3rd July we sold a parcel of copra in Sydney at £21 12s. 6d. on condttion that the purch
took over the through bill of lading, and that the Commonwealth paid freight at the rate of £1 16s. Between Rabaul
and Sydney. The gross return to the Commonwealth there was £23 7s. 6d., ex ship shngs, Sydney. I consider that
the difference between an f o.b. sale, Rabaul, and ex ship slings, Sydney, 13 £2 9s. 9d , made up as follows .—Freight
£1 15s. ; shrinkage, 12s. 3d. ; lighterage, &c, 2s 6d. ; making a difference of £2 9s. 9d as against Sydney.

FaRrES AND PASSENGER SERVICES.

The €ommission also inquired into the effect of the Act on the passenger services and
accommodation provided on the vessels licensed under the Act to carry passengers to and from
the Territory to Australia. Your Commissioners received several complaints of insufficient and
unsatisfactory accommodation, though it was stated that at certain periods of the year thetraffic
was heavier than usual, and that on such occasions the service provided was not wholly equal
to the demands made upon it. This, however, under any conditions is to some extent
unavoidable. The opinion was expressed, however, and your Commissioners incline to the
view, that if the Navigation Act were removed the more commodious and faster vessels at present
engaged in the service between Australia and the East would probably call at Rabaul, and thus
encourage the winter tourist traffic, which would be a great asset to the Territory.

With regard to fares, the evidence shows that the single fare to Rabaul charged by Burns,
Philp, and Co. on their steamers is—saloon, £18 ; steerage, £12. For the round trip on the Mataram
the fare is £48. Under the mail contract Burns, Philp allow a rebate of 20 per cent. on the fares
of officials of the Expropriation Board and the administration. As there is no competition in
passenger services between Australia and the Territory, there is no basis of comparison inregard
to fares, and you Commissioners are therefore unable to express any opinion as to whether the
fares charged by Burns, Philp, and Co. on their steamers are (a) reasonable, (b) excessive, or
(c) whether the present fares could bereduced. The position is, however, clearly set outin the
following evidence given by the Administrator :—

17544. With regard to the monopoly to which you referred—the monopoly represented by Burns, Phulp and Co.,
you said that it meant heavier freight. Does that statement also apply to passenger fares ?—Yes ; but I want to be
quite clear on that point, I do not claim that Burns, Plulp and Co can run their boats cheaper under present
conditions. I merely say that under the altered conditions, if they were free to run their boats without the burden
of the Navigation Act, they would be enabled or compelled to reduce their fares m competition with others. I do not

for & moment contend that Burns, Philp and Co. can, under present conditions, run their vessels cheaper or reduce
their fares and freights.

EFFECT OX AUSTRALIAN TRADE 1¥ TERRITORY EXEMPTED FROM NAVIGATION ACT.

Your Commissioners fully recognize that if the Territory is exempted from the operation
of the Navigation Act and the direct method of shipping encouraged, a portion of the present
trade of the Territory may be lost to Australia. The lfting of the Act will, however, place
Australian steamship lines at present engaged in the service with the East on the same footing
as their competitors from overseas, and 1t 1s quite probable, in the view of your Commissioners,
that Australia will continue to receive a fair share orf’ the trade of the Territory. The economical
devel?ment of the Territory is to our minds of more importance than any probable temporary loss
of trade to Australia accruing from the removal of the conditions imposed under the Navigation
Act. The evidence of the Administrator on this point is striking. It is as follows :—

17534, It has been stated that if the Navigation Act did not apply, and you were able to import and export
direct, Austraha would lose & certain amount of trade that she enjoys at present in the Terntory {—Undoubtedly she
would, but my own opinion is that most of the trade is trade in goods which are not produced in Australia, but goods

which come through Australia. I do not think that the loss of trade in goods produced in Austraha is going to amount
F9273.—8
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to very much She would certamly lose her profit mn rice and gunny bags  She nught also lose in such things as
kerosene and o1l although I am doubtful on that pownt, because I think 1t will still be as cheap to get our oils from!
Australia as 1t will be to get them direct from Anerica
17535. You contend then that, in regard to rice, Austraha 1s gamung an advantage to your disadvantage ?

I say that the bulk of the benefit would come from commissions which are paid from one Australian to n,noth.e_x]
Australian, that 15 to say, the Australian planter here 18 paying the Austrahan merchant a commission for bringing
his niee round to Austraha to her and making a profit on it. We think we should be able to get our goods hike that
ditect Irom the market withont the intervention n.f the middleman or agent m Austraha

SERVICE ProvIDED BY BurNs, PHiie & Co. UNDER MaiL CONTRACT.

In faiyness to the service at present provided under the Mail Contract it is desired to point
out that one of the vessels of the Burns, Philp line—the Mataram—in addition to calling at Rabaul,
collects copra from a number of the principal out-stations. This is an advantage to the growers
of copra in that only one handling in the Territory 1s involved. That is to say, i1f the Mataram
did not call at the out-stations it would be necessary for the copra to be ccllected and assembled
at Rabaul by small intra-island steamers, either in the service of Burns, Philp & Co. or some other
shipping firm, or under the control of the Admimstration. This would probably increase the
cost of shipping the copra to market. Burns, Philp & Co. claim that it is cheaper to collect the
copra in the way the Mataram is doing, from the various out-stations, than to bring it in small
intra-island steamers to Rabaul. Mr. Wallin, the Island Manager for Burns, Philp & Co., states :—

Question —You go to a number of outports, don’t you think 1t would be better 1f & smaller ship brought the
copra to the main ports instead of assembling 1t for the Mataram ?

Answer —No ; we are doing it cheaper by the Mataram calling at these outports than the Admmstrator was
able to do with hus small steamers running to the outports and assembling the copra at Rabaul

Your Commissioners received a great deal of conflicting evidence on the question of whether
any saving in freight could be effected between (¢) shipments via Sydney and (b) direct to European
ports. The Administrator emphatically states that a saving of at least £1 10s. per ton could be
effected on copra shipped direct, but Mr. Wallin, the Island Manager of Burns, Philp & Co.,
contends that copra growers are receiving better treatment by sending their copra to Sydney
and that no such saving in freight as is claimed could be effected. To use his own words :—

The movement to magmfy the importance of direct shipments of copra from the 1slands is not to be accepted
bhindly—a comparative freight advantage 1s not the primary factor 1t appears  Thus is discounted by charges meurred
for extra storage, insurance, handling, shrinkage, depreciation, and mterest, amounting to some 30s. a ton; and
comparatively, our through freight rate of 90s a ton via Sydney, with a saving of these meidental charges, 18 equal to
60s. a ton direct freight. In addition, regular shippers by our island steamers average better results in sales than is
the case by holding for irregular shipment.

As an example of the difference of opinion which exists between residents in the Territory
and the present contractors for the mail services, Burns, Philp & Co., as to the saving which
would result from the direct shipping method, the Expropriation Board stated that it is losing
some £13,000 a year by shipping a third of its total output of copra direct to Sydney, as provided
for in the contract with Burns, Philp & Co., for realization as compared with selling locally for
direct shipment overseas. Burns, Philp & Co., on the other hand, contend that the
Expropriation Board has lost sight of certain material factors in connexion with shipments to
Sydney, and that instead of a loss, the Board, on the contrary, obtains an advantage of some
£10,000 a year in shipping its quota of 8,000 tons direct to Sydney

In face of this and other conflicting evidence, your Commissioners found some difficulty
in arriving at a conclusion, but it does seem reasonable to assume that if direct shipping
could be maintained between Australian and Eurcpean ports calling at Rabaul, better results
would accrue to the growers particularly as the removal of the Act would promote competition
between rival shipping companies and almost inevitably bring about a reduction in freights, as
the running costs would naturally be lessened, and the additional expenditure necessary for oversea
vessels to conform to the requirements of the Act would be obviated.

CONCLUSION.

The position summarized appears to be this. Australia is not a market for copra, which
is the staple industry of the Territory. Most of the commodities which are required for
consumption in the Territory are not grown or manufactured m Australia. In the circumstances
it is reasonable that the Territory should be put in a position to secure direct connexion with
those countries where the copra is consumed and from which its principal imports are derived.

If the Navigation Act were not in force, it is certain that shipping lines with an_established
service between Australia and the East and Europe would find it profitable to deviate their vessels
to the Territory. This would mean that rice and other general cargn coull be taken to the
Territory on the outward voyage to Australia, and copra and other products lifted at Rabaul
on the return voyage from Australia to Europe and the East.
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" Morecver, the lifting of the Act would inevitably lead to a reduction in freights as a result
of competition and decteased costs. Your Commissioners, after carefully considering the evidence
received from the Administfator, Deputy Chairman of the Expropriation Board, £rsivate planters,
merchants, and others, are of the opinion that the Navigation Act imposes a disability on the
Territory which it is felt was not contemplated at the time it was applied, and, while it is
recognized that the throwing open of Territory ports to shipping from overseas may for the moment
affect certain Australian interests, it is considered that the ultimate benefit to the Territory from
the removal of the present restrictions will more than compensate for any such loss of trade
with Australia.

PAPUA.

GENERAL.

Your Commissioners carried out a similar investigation in Papua to that carried out in the
Territory of New Guinea, and every opportunity was afforded any persons desirous of giving
evidence to state their views.

Papua is, and has been a British possession since 1887, and the administration of that
Territory has been eontrolled by the Commonwealth Government since the year 1906,

The two principal ports are Port Moresby and Samarai—the former 1s also the Seat of
Government, i.e., the head-quarters of the local Administration.

Evidence was received in Papua from the Chambers of Commerce at Port Moresby and
Samarai, also from the Lieutenant-Governor (Sir J. H. P. Murray) and a number of merchants,
planters, and others.

ExporTs AND IMPORTS.

Papua is devoted largely to agricultural pursuits, and as in the case of the Mandated
Territory, the chief exportable product is copra. Official statistics of exports for two years prior
to the war and for five years subsequent thereto disclose that there has been a steady increase
fn the output of copra during that period. For the financial year 1912-13, 94 tons of a total
value of £16,912 were exported, as compared with 7,315 tons of a value of £136,659 for the financial
year 1923-24. The total value of all produce exported from the Territory for that year was
£239,408. It will therefore be seen that copra is the principal item of export and that it
represents more than 50 per cent of the total valiue of exports. The other principal items of export
for the year under review are gold and béche-de-mer.

imilar information has also been furnished in respect of imports into Papua for the years
1912-13 and 1913-14 and for the years 1919-20 to 192324 inclusive. The total imports range
irom 7,000 to 10,000 tons with a value ranging from £200,000 to £500,000. For tII:e financial
year 1923-24 9,789 tons of inward cargo were received at the two ports of entry, Port Moresby
and Samarai.
SurprING SERVICES.

With a view to instituting a comparison between the shipping services provided for the
years prior to and since the apphcation of the Navigation Act to Papua, official statements were
prepared by the Papuan Acfministra.tion and presented to the Commission. The following
statement speaks for bself :—

UOMPARATIVE STATEMENT OF NAVIGATION SHOWING THE NaTioNaLrry, Numeer, aND ToNNAGE or Brrrise AND ForEleN-goNG

MuRCHANT VEssELs ENTERED AND CLEARED AT THE PORTS oF THE TERRITORY (SHIPS OF WAR AND GOVERNMENT VESSELS NOT
INCLUDED) POR THE TEN Ysars xNpEp 30ru June, 1923,

Vesscls
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Foreign .. | 64f 33| ‘SLGO 2| =, — — s |198.730. 99,729 151,134 158,204 63,772f — L~ Poe— — .
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Totals .. .waimm%mlm 98, 86108127 m} 959,500 302.026|347,987 231,008/ 121,727 60,108 59,150! 67,624 74,208 77,676
i ' ¢ | | |
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These figures suggest that the Navigation Act has limited the opportunities for oversea
vessels to call at Papua. The Lieutenant-Governor of Papua (Judge Murray), who has held that
position since 1904, and is therefore familiar with the nature of the shipping facilities provided
to Papua both prior to and since the war, stated in evidence that the most prosperous years for
Pa;i)u& were from 1910 till the outbreak of war in 1914, during which period Dutch vessels called
rts o;t Moresby and German vessels at Samarai on their voyage from Batavia and Hong Kong

o Sydney.
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MaiL CoNTRACT—SUBSIDIZED SERVICE.

In considering the question of shipping services to Papua attention is invited to thg
a?eement made between the Commonwealth Government and Burns, Philp & Co., for the carriage
of mails to Papua. The contract provides, inter alia, that the contractors shall deliver mails
regularly to Papua, maintaining a monthly service as part of the Pacific Island Mail Service;
in consideration for which a subsidy of £12,000 is paid by the Government. The vessel employed
in this service is the Morinda (1,500 tons gross register).” Under the terms of this contract Burns,
Philp & Co. charge a freight of £1 15s. per ton on all copra carried to Sydney, and in addition have
since quoted & special through rate to the United Kingdom and the Continent, via Sydney, of
£4 10s. per ton.

ErrecT oF NAVIGATION ACT ON AGRICULTURAL DEVELOPMENT.

Your Commissioners received a great deal of evidence in regard to the effect which the
Navigation Act has had on agricultural development. The Lieutenant-Governor of Papua,
who has consistently advocated the exemption of the Territory from the provisions of the Act,
was emphatic-in his views that the Act imposes & severe handicap on Papua and is contributing
in & large measure to the present lack of prosperity. In his Annual Report to Parliament for
the financial year 1922-23, the Lieutenant-Governor, in referring to Papuan agriculture and the
general outlook of the Territory, states:—

On the whole the outlook is not promising. Certamly the first thing to do is to get nd of the Navigation Act.
If this 1s done things may, and probably will, right themselves ; but I fear that I can hold out no hope of agricultural
development so long as we bave this handicap te carry.

Papua prospered well i the years when communication was unhampered and the seas were * free ”—that is in
the years 1910-14,—when Austrahan, German, and Dutch were competing for our trade. These days may come again,
and with them may come a return of prospenty. But it is a great pity that the break has occurred. I think myself
that the Navigation Act will one day be removed, but I am afraid that 1its effects will remain for a very long time,

The Chamber of Commerce at Port Moresby, in a comprehensive statement which was
read to the Commission, traversed the whole history of agriculture in Papua and the circumsta,pces
leading up to the present unsatisfactory state of affairs. The Chamber represented the views
of the planters and merchants of the Territory. The following extract from their statement
summarizes the position :—

The planters of Papua have had a fearful struggle to carry on—only one as far as we know (and that company
has since gone mto hquidation and reconstructed) of the plantation companies has paid a dividend durng the whole
period of eighteen years that this Terntory has been under the control of the Commonwealth, and the great majority
have either had to reconstruct or go into hquidation, Now, owmng to the Navigation Act, they are unable to reap
the full advantage of the increased production.

On the one hand, Papua 18 subsidized by Australa, and on the other hand, 1t is penalized and handicapped
by the application of the Navigation Act, and treated as a foreign country as far as all tariff questions are concerned.
The inclusion of Papua within the provisions of the Navigation Act 1s, we maintain, wrong mn prmeiple It was framed
and put mto operation for the specific purpose of protecting Australan white labour nterests. Papua does not
compete with Australian labour interests, and in any 1solated cases in which 1t may, Austraha is amply protected,
nasmuch as we, 1n tanff matters, are treated as a foreign country, and there is therefore no appsrent object 1n applying
the Act to Papua

ErrEcT OF AcT oN FREIGHT RATES—EXPORTS.

One of the principal objections to the Navigation Act is that it confers a monog}y. on
Australian shipping, and that owing to the conditions which it imposes on ship-owners the freight
on copra and other commodities exported from Papua is excessive. In the first instance it is stated
that the subsidy which is paid to Burns, Philp, and Co. under the Mail Contract secures to that
company practically a monoply of the trade of the Territory owing to the fact that it is required
to maintain regular communication with Papua and that this contributes to the high rate of freights.
In the circumstances very little encouragement is offered to overseas shipping companies to
compete for the trade of the Territory, and this is also another factor in the maintenance of high
freight rates. The present freight rate of copra from Papua to Sydney is £1 15s. per ton, but
subsequently, as a result of representations made by the Papuan authorities, Burns, Philp, and Co.
have agreed to carry copra on a through bill of lading from Papua to London via Sydney at the
rate of £4 10s. per ton. The contention of residents in Papua is similar to that of residents in
the New Guinea Territory, viz., that the dispatch of copra to the United Kingdom and Europe
via, Sydney >which is not the most direct course, is not only unnecessary in view of the fact that
there is no local market in Australia for copra, but that it decreases the weight by shrinkage,
and in addition increases the freight, handling charges, &c. One striking example of the statement
that cheaper freights can be obtained by the direct shipping method was brought under the notice
of the Commission at Port Moresby. The owners of the Pruth, one of the vessels of the Hain
Line—a British ship—had arranged to carry copra direct from Papua to the United Kingdom
at the rate of £3 2s. 6d. per ton. Although the necessary arrangements had been completed the
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shipment did not materialize as the Pruth was wrecked on the reef outside Port Moresby. The
Chamber of Commerce at Port Moresby in their evidence stated that offers had also been received
from other shipping companies of £2 10s. per ton on copra from Port Maresby or'Samarai to San
Francisco.

There seems to be little doubt on the evidence that cheaper rates of freight could be obtained
by the direct shipping method than by bringing the copra to Sydney for transhipment to the United
Kingdom and Europe.

ErrecT oF Act oN FreigHT RaTEs—IMPORTS.

Similarly to New Guinea, a great deal of the commodities which are consumed in Papua
come from the east. For the most part such commodities are obtained from Australia and not
direct from the country of origin. This means that they are first of all brought from the East
to Australia and then reshipped to Papua. Evidence was given that this procedure greatly
increases the cost of commodities to the consumers consequent on the extra freight payable from
Sydney to Papua, and that it would be more profitable to obtain supplies direct from the East.
Tie Chamber of Commerce at Port Moresby summarized the position as follows :—

Rice, copra sacks, and other things which we must import from Asia are taken past our very doors to Sydney
and transhipped back to Papua, involving extra handling charges and a double freight.
and then on the question of the effect on freights, stated the following :—

Turning to the question of the high freights from Sydney to Papua (£3) per ton—higher than the freight from
London to Sydney—it may be mentioned that in 1914 the price of second-grade rice supplied by Burns, Philp, and Co.
was £17 17s, 6d. per ton c.i.f. Port Moresby. At that time the Dutch Packet Company’s steamers were calling at Port
Moresby and the British New Guinea Development Company Limited, importing through them, were able to sell a
better quality of rice (No. 1 Siam) at £11 10s. to £12 a ton, showing the immense difference between direct shipments
from Asia and via Sydney. Rice is, of course, an essential, and on arrival at Sydney is handled by expensive European
labour, transferred by motor lorries to bond stores, then rehandled m the same manner to island steamers, greatly
adding to its cost. .

All our production costs are materially increased by the unnecessarily high cost of imported articles, and as
all our products have to compete in the markets of the world with other countries employmg coloured labour, and
- whose produce is delivered to the markets direct by ships carrying coloured crews, we are placed at a very serious
disadvantage.
Reference was also made to a shipment of oil by the Pruth which reached Port Moresby
direct from the United Kingdom, and the followin: is a comparison of the landed cost Port
Moresby ex Pruth and ex Morinda from Sydney about the same period :—

From Sydney. From United Kingdom. Saving of—

Eos o d £ s d. £ s d

Benzine .. . ..1 4 O} percase 017 9 0 6 3}
Kerosene 150 .. +. 017 6 percase 01410 028
Kerosene 130 . .. 014 11} percase 0 13 10 01 1}

. Similer evidence was also given by the Hon. E. S. Huntley, General Manager of the New
Guinea Copg-er Mines Ltd., in regard to the effect on the development of the mining industry of
the present freights on imports :—

18408. What disadvantage do you consider your copper-mining concern suffers through the inadequacy of the
shipping $—Apart from the inconveniences I have already mentioned 1n connexion with the mail and passenger service,
everything in the nature of supphes that come from overseas has to go down through Sydney, be transhipped there,
and brought back here.

18409. Do you think that if the restrictions were removed, and machinery and food requirements and such
things as are imported into the Territory were placed on a more competitive baais, it would tend to develop the
mining industry in the Territory I—Yes. Take items such as rice ; the cost of rice, I am quite confident, is £4 10a.
a tou dearer owing to its having to go to Sydney and come back here than it would be if it were landed here by
trading vessels which pass our doors—vessels such as the Java stcamers in the old days.

From the evidence which has been quoted and which is typical of the eviderce given
throughout the Territory no doubt is entertained that freights would be obtained cheaper if
supplies of rice were imported direct instead of via Sydney. The evidence of Mr. F. Wallin, ?sland
Manager of Burns, Philp, and Co./however, affords striking contrast to the evidence given by local
residents of Papua. His evidence is as follows :—

The saving by freighting rice direct from Singapore to Papua and New Guinea has also been unduly stressed.
As mentioned in my former evidence, the bulk of the rice imported to Australia comes from Rangoon or Saigon in fall
tonnage cargoes at cheap rates, and Sydney is consequently almost as well placed as Hong Kong and Singapore as a

;ocondm'y distributing centre for these particular grades of rice, and, being a cooler climate, rice stored here keeps
etter.

As regards Mr. Staniforth Smith’s statement about the price of rice delivered direct to the Expropriation Board
at Rabaul, which may be correct in respect of one individual transaction, we can give evidence that about the same
time rice was also supplied from Sydney by our Company’s)steamer at £17 per ton delivered at Rabaul.

Mr. Harvey, the New Guinea Trade Agent of the Expropriation Board, generally confirms
the evidence of Burns, Philp, and Co., but considers that the firm was influenced to quote £17 a ton



12

for rice delivered at Rabaul owing to the effect of the direct shipment from Rangoon. With due
regard to the evidence given by Burns, Philp, and Co., and the New Guinea Trade Agent, your
Commissioners consider.that the Navigation Act does materially increase the freight on supplies
to Papua, as it does seem reasonable to assume that overseas vessels cou'd, and would, find it
profitable to call at Papua en route to Australia with cargoes of rice and other commodities, and
that this service would be more economical as compared with shipments vis Sydney. It has
to be borne in mind in considering the evidence of Burns, Philp, and Co., that this Company 1s
engaged in the trade with the East not only as carriers but also as buyers of merchandise for the
Islands, and that they are not hikely to view favorably any proposal which is likely to deprive
them of any of their trade with the East and the Islands.

ErrecT OF AcT ON PASSENGER ACCOMMODATION.

Enquiries made in regard to the passenger service provided for Papua show that the people
of that Territory are not so well catered for as their neighbours in the New Guinea Territory.
The only vessel which calls regularly at Port Moresby and Samarai is the Morinda. This vessel
as already stated carries mails under a subsidy from the Commonwealth Government, and
maintaing a three-weekly service between Austraha and Papua. In the opinion of residents of
Papua this is not sufficient for requirements, as, on a number of occasions, difficulty has been
experienced in securing a passage to Australia. A further handicap which is imposed is that
residents of Papua desirous of visiting the East, and persons from the East wishing to visit Papua,
have first to proceed to Sydney at considerable expense and unnecessary delay. This, it is stated,
is due to the lack of direct shipping facilities brought about by the operation of the Navigation
Act. The shortage of passenger accommodation in Papua is also to some extent explained by the
Eﬁt that vessels coming from New Guinea and calling at Papua en route to Australia are generally

ProBaBLE SHIPPING SERVICES IF Acr REMOVED.

If the Navigation Act did not apply to Papua, overseas vessels at present engaged in the
trade between Europe, the East, and Australia could call at Papua en route, leave their
requirements, such as r1ce, copra sacks, &e., and lift their copra on the return voyage from Australia,
Your Commissioners endeavoured to obtain some evidence as to what would be the effect of the
lifting of the Act in regard to additional shipping facilities, i.e., whether direct shipping would
be encouraged, but no definite indication of the kind of shipping services which would be provided
could be obtained. Almost without exception, however, the witnesses examined by the
Commission considered that adequate shipping would become available under such circumstances,
and intimated that they would be prepared to take any risk which might be involved in obtaining
regular shipping as a result of the throwing open of the trade of Papua to competition. The
Lieutenant-Governor himself was quite clear on that point, as will be seen from the following
evidence :—

18517. By the Chauwman.—In the event of the Commonwealth Government freemg the Territores of New
Guinea and Papua from the operation of the Navigation Act, would you, having a great mterest in this country, be
content to take the risk of the service that you might recerve under ordinary open competition 2—Yes,

18518. You would sooner take that nisk 3—Yes

The views of the Port Moresby Chamber of Commerce, which is representative of the planters
and merchants in Papua, on this phase of the matter, are as follows :—

18125 Your statement n general sets out firmly the objections of your Chamber ; has your Chamber considered
whether 1t would be prepared—and I agsume from your report that it would be—to meet the repeal of the Navigation
Act at any time ; I take 1t you would be prepared to take the msks of such shipping as would be encouraged to Papua

and the ex-German Terntorics 2—Yes, absolutely.
18126. Do you consider that you are voiemng the views of the planters and your Chamber generslly when you
say that you feel that you would get adequate shipping m an open market 2—We have bhad abundant offers from

shipping companies . .

18128. Do you think that casual shipping would give the mail service that is desired #—Yes; for the simple
reason that we would have boats travelling along this coast which would go to Cairns, and hink up with whatever
company was trading to Cairns, and we would get regular mails. We would have our own local boats.

Sussipy TO Parva.

In addifion to the subsidy paid by the Commonwealth Government to Burns, Philp, and
Co. Ltd. for the carriage of mails between Australia and Papua, a subsidy of £50,000 is paid by
the Commonwealth Government to assist financially in the development of Papua. Evidence
was given that in the event of the lifting of the Act it was considered that the mail subsidy could
be discontinued, and that the impetus given to trade and development generally in Papua would
in course of time render unnecessary the payment of the annnal financial ?ant by the Commonwealth
Government. While this phase of the question is purely hypothetical, the Lieutenant-Governor
was quite emphatic on the matter.
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ErrEcT oF Act oN Furure DEvELOPMENT OF PaPua.

The Lieutenant-Governor states that no progress in the development of Papua can be
expected until such time as the Act isremoved; in fact, he goes so far as to sa. that if the Actis
not repealed the copra industry will never revive. Evidence wasgiven that, although the export
of copra has increased, this is due to the fact that a number of plantations are coming into full
bearing, but that there has been no additional planting for some years. A large number of the
plantations are held by companies in which British and Australian capital has been invested,
but it appears from the evidence that only one company in the whole of the Territory has ever
paid a dividend. The further development of Papua, in the opinion of the Lieutenant-Governor
and others, depends to a large extent on the introduction of fresh capital, but that, until such
time as Papua can compete commercially on a similar footing with other copra producing countries,
little or no progress can be expected. The evidence discloses that there is plenty of good land
available in Papua for the extension of various kinds of agriculture, and also that there is an
adequate supply of nativé labour available to meet requirements.

Errect o WmiTE AUusTRALIA Poricy oN IsLanD TrADE.

A view which has been put before your Commissioners, and one which has impressed them,
is that the economic conditions in the Territories are so dissimilar to those which obtain in
Australia, that the “ White Australia ” policy, which demands better conditions for the workers
as expressed in the Navigation Act, should not apply to Papua and New Guinea. The effect
of the Act is to impose certain limitations on shipping between Australia and its Territories, which
makes it more difficult for Papua and New Guinea to enter into snccessful competition with
other countries employing native labour, such as Fiji, the Solomons, &c., owing to the Ligh freights
charged from Papua to European ports, and the difficulty in obtaining direct shipping facilities.

CONCLUSION.
Your Commissioners have come to the following conclusions :—

1. That the application of the Act to Papua is seriously retarding the progress of that
Territory.

2. That the application of the Navigation Act to Papua is wrong in principle
and unfair in its incidence, and further, that there is no justification for treating
that Territory as part of Australia for the purposes of the Navigation Act whilst
treating it as a foreign country for the purposes of the Customs Tariff Act.

RECOMMENDATION.

Your Commissioners recommend that the application of the Act to the Territory of Papua
and to the Mandated Territory of New Guinea be removed, by means of an Order in Council,
declaring that the carrying of passengers or cargo between ports in the Territories and
Australian ports shall not be deemed engagement in the coastal trade. In submitting this
recommendation, your Commissioners feel that they are acting in the best interests of the Territories,
and that, if the recommendation be carried into effect, it will be a material step in their
development.

Your Commissioners have the honour to be,
Your Excellency’s obedient Servants,

INO. HY. PROWSE (Chairman).
H. J. M. PAYNE.

We, the undersigned Commissioners, did not have an opportunity of hearing the evidence
taken by those Commissioners who visited Papua and the Mandated Territory, but we were present
during the taking of a large amount of evidence with regard to those Territories in Sydney,
Melbol_xme, and Townsville.  In addition to this we have carefully perused the whole of the evidence
taken in Papua and the Mandated Territory, and with all these facts before us we have no hesitation
in signifying our agreement with the above conclusions and recommendations

Your Commissioners have the honour to be,
Your Excellency’s obedient servants

WALTER DUNCAN,
ALFRED C. SEABROOK.
Melbourne,
30th June, 1925,
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MINORITY REPORT.

To His Excellency the Governor-General of the Commomiealth of Australia.

Your EXCELLENCY :

I tegret that T am tinable to agree with the conclusions and recommendations of the
majority, and therefore teport as follows :—

NEW GUINEA.

1. Present Shipping Service—The only service between Australia and this Territory is
supplied by Burns,Ph.L{I’) and Co., with two vessels, the Mataram (3,300 tons gross) and the Marsina
(1,750 tons gross), which between them give a three-weekly service from Sydney. The Mataram
* proceeds to Rabaul, Kaewieng, Madang, and other ports in the Territory, while the Marsina goes
to the Solomon Islands and takes in Rabaul. For these services under the mail contract a subsid
of £12,000 is paid by the Commonwealth Government for the Mataram and another of £8,000 for
the Marsina.  In addition, another £8,000 is paid to the company for a special service by the
Melusia to the Solomons ; this is not a mail subsidy, but is given to encourage trade between the
Solomons and Australia. A similar subsidy of £15,000 is paid for the service between Australia
and the New Hebrides. This contract and the subsidies terminate on the 31st July, 1925, but are
subject to renewal under similar or different conditions.

2. Trade Generally—The export trade of the Territory is confined almost solely to copra,
of which 32,600 tons, valued at about £640,000, were exported for the year 1923-24. Other
exports are insi%niﬁcant. The total imports for the same year amounted to 17,147 tons, valued
at about £428,000, and about half of such imports came originally from outside Australia (mostly
from England and the United States), but practically the whole of them come through Sydney.
During the year 1923-24 Burns, Philp and Co. shipped 15,800 tons of general cargo from Sydney
to New Guinea, and took away 12,336 tons.

3. Freight on Copra—The prosperity of the Territory depends wholly upon the copra
industry, and development depends upon the sale of copra on a profitable basis. The product
must be shipped to the world’s best market at the lowest possible freight rate. The freight on
copra from Rabaul to Europe via Sydney is £4 10s. per ton, including transhipping charges, while
the direct freight from Rabaul to Europe is about £3. It would therefore appear that to ship
via Sydney would entail a loss of £1 10s. per ton.

4. The Expropriation Bowrd.—The majority of the coco-nut plantations in the Territo

are vested in the Expropriation Board. Out of the 32,600 tons of copra exported during 1923-24
over 25,000 tons canie from the properties controlled by the Board. The Board disposes of its
copra through two channels—firstly, by sales f.o.b. Territory ports, and, secondly, to Sydney or
London through Burns, Philp and Co. Beventy-five per cent. of the copra sent to Sydney is
transhipped to Kurope. 1In accordance with the terms of the mail contract, all copra from certain
out-ports must be shipped by Burns, Philp and Co. As against the subsidy paid to this company,
a special freight rate of 35s. per ton on copra from Rabaul to Sydney is allowed, and a special
through freight to London of 90s. per ton. The Board ships about 8,000 tons of copra per annum
through Burns, Philp and Co. Copra sold c.if. Sydney by the Board for 1923-24 amounted to
8,060 tons, at an average price of £21 per ton. The charges were—(a) freight, £2; (b) export
duty, £1 5s ; (¢) handling charges, 5s. ; (d) shrinkage 5s. ; this reduces the net price received to
£17 bs. per ton. The remainder of the Board’s output, amounting to 17,554 tons, was sold f.o.b.
Territory ports at £20 3s. The duty was £1 Bs., and the net price £18 18s.  This shows a loss of
£1 13s. per ton on 8,060 tons, i.e., £13,209 lost to the Board on account of the contract with Burns,
Philp and Co. In other words, a proportion of the freight is given to Burns, Philp and Co. instead
of a higher subsidy.

b. Complaints against the Namgation dct.—Considerable opposition to the Navigation
Act exists in New Guinea, the grounds of objection being—
(a) That the Act gives a monopoly to the firm of Burns, Philp and Co., and that this
monopoly is injurious to the Territory.
(0) That the Act increases freight rates.
(&) That if the Act continues to be applied it will so increase the cost of marketi
products that it will not pay to plant, and will kill existing industry.
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Another objection raised by the Administrator was “ that by reason of the heavy freights
to and from Australia it is diverting trade from the latter and dnving 1t into foretgn hands ”;
but, as this objection is in direct conflict with the Administrator'’s own statements, and is
contradictory to the objection (¢) which he also put forward, and, further, is not horne out by
trade statistics, it is hardly possible to regard the contention seriously.

6. Objection (a)—That the Act gives a Monopoly to the Furm of Burns, Philp and Co.—The
statements in support of this objection were very general in character, and no concrete evidence
in regard to it was produced. Not only was it claimed that the monopoly was exercised by Burns,
Philp and Co. in regard to shipping, but also in connexion with the copra trade which is alleged
to be in their hands. It was also stated that the planters are in the hands of this firm, and could
sell to others ouly with difficulty. It was, however, not dented that the Navigation Act in no
way prevents oversea Vessels lifting copra at any port in the Territory, and, moreover, that such
vessels are lifting it for oversea ports in increasing quantities. It 1s also evident that Burns
Philp and Co. are by no means the only buyers of copra. From a return supplied by the Trade
Agent of the Expropriation Board it is disclosed that from the 1st June, 1924, to the 25th
September, 1924; less than four months, a total of 8,100 tons of copra were shipped from New,
Guinea, of which only 585 tons were shipped to Sydney, the remainder being purchased f.0.h.
Territory ports on a “* through bill ” to London ; and of this quantity 5,740 tons were purchased
by W. R. Carpenter and Co., 1,440 tons by Burns, Philp and Co., and 920 tons by Dalgety and Co.
That the Navigation Act does not prevent British and foreign vessels coming to the Territory and
Lifting copra for oversea ports is shown by the Administrator in his report to the League of Nations
for 1922-23, paragraph 105 of which states :—

A noticeable feature of the oversea trade has been the increase in the number of ships of foreign nationality
visiting the port of Rabaul. During the previous year only two such ships entered the port, but this year the
number increased to seven, and 9,220 tons of copra, of a value of £178,789, were exported thereby  In addition
to the foreign trading ships referred to, two British ships, other than the Australan vessels snbsidized under the
Islands Mail Contract, called at Rabaul and lifted 3,054 tons of copra, of a value of £66,813,

Since that report the number of such vessels has still further increased.

7. Objection (b)—That the Act Increases Freight Rates.—The freight rates between Sydney
and the Territory are high, but there are other factors besides the Navigation Act, and, as Your
Commissioners showed in their first report, the application of the Act to vessels on the Australian
coast was responsible for an increase 1n cargo rates of only a few pence per ton out of the large
freight increases since the war  All shipping costs and operating charges vastly increased before
the Navigation Act came into force; and the volume of trade between Sydney and the Territories
is not yet sufficient to keep the boats running without subsidy. Your Commissioners employed
an auditor of the Commonwealth Public Service to examine the books of Burns, Philp and Co.,
to which full access was given, and he reported, inter alia — .

The verified financial results of the Papuan, New Guinea, and Solomon Isdand shippmg activities of this
Company show, collectively, a loss of 2:173 per cent. on market values for the year 1922-23, from which 1t wiil he
seen that no undue advantage has been taken by Burns, Philp, and (o Ltd. of the coastal provisions of the
Navigation Act.

8. Qbjection (¢)—That +f the Act be continued to be applied,  will so merease the cost of
marketing products that ¢ will not pay to plont, and will kill existing industry.—There was no
evidence in support of this sweeping statement which was made by the Administrator; it is
purely hypothetical, and is not borne out by the following figures :—

Outward Cargo

Year. Tonnage.

1920 .. .. .- .. .. 23,500 tons

1924 . .. .. . .. 33000
New Guinea—Nwmber and Net Tonnages of Vessels cleared.

Year Veasels, Net Tounage.

1620 .. .. 2 - .. .. 28,906 tons

1924 .. .. 30 - .. 68,870 ,,

In June, 1923, the Prime Minister instructed certain public accountants, l}[essrs. Yarwood,
Vane, and Co., together with Mr. (. Mason Allard, to make an investigation into the state of
affairs of the éxpropriated properties in the Territory of New Guinea, and to report (nler alia)
whether “ conditions exist which are inimical to thelr proper development.” These gentlemen
resented a valuable report containing the minutest detail of every factor bearing on the copra
industry, and summarized the causes of the present depreciated value of the properties as:—
(a) The state of the copra market when tenders were called. .
(b) The feeling of uncertainty in respect of properties in Mandated Territory.
(¢) Tn certain cases the indefinite position in regard to titles.
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(d) The difficulty experienced in obtaining outside financial assistance, largely due to
reasons (b) and (c).

(¢) Possibly that taxation in the Territory is regarded as heavy.

Not one reference in the whole Report is made to the Navigation Act, and its =alleged
blighting influence on the development of the Territory.

9. Rice.—Rice is imported for the natives, and is provided for indentured labourers—
10 Ib. a week to each labourer. The price of rice from Sydney is £17 a ton plus £3 freight—a
total of £20 per ton. The price from Rangoon direct is £13 15s. plus £3 15s. freight—a total
of £17 10s. per ton. The Expropriation Board imports annually about 3,000 tons, so that the
direct importation would mean a saving of £7,500 per annum. Recently the Board had an
opportunity to import 650 tons direct from Rangoon to Rabaul, and landed it at the same price
at which it was being quoted in Sydvey ; that is, the freight of £3 per ton from Sydney to Rabaul
was saved. In the absence of a shipping service between Rabaul and Singapore the rice is
brought from Rangoon via Fremantle, Melbourne, and Sydney, and then transhipped to Rabaul.

PAPUA.

10. Present shipping service.—The shipping service between Papua and Australia is
rovided by Burns, Philp, and Co. It 13 a monthly service from Sydney by one vessel, the
Horinda (1,500 tons gross), calling at Brisbane, Port Moresby, and Samarai, and several out-

ports in Papua. For this service a Mail Subsidy of £12,000 per annum is allowed to the company.

11. Trade.—The two chief exports of Papua are copra and rubber. In 192324 the copra
production was 7,300 tons, valued at £136,600, and 300 tons of rubber, valued at £33,300. These
figures show an increase in production, for in 1913 the export was 1,200 tons of copra and 3 tons
og rubber. The imports for 1923-24 amounted to 9,500 tons, and the total exports 8,600 tons.
The 1913-14 figures are—Exports, 2,571 tons; imports, 8,480 tons. The explanation of the low
trade figures is that agricultural development did not begin until 1907, and by the end of 1914
30,000 acres had been planted out., This acreage produces more each year as the plantations
reach maturity, but it is claimed that no further advancement can be expected with the present
lack of shipping facilities and high freights.

12. The Progress of Papua.—Papua has never been prosperous, so the allegation that the
Navigation Act has killed its prosperity is fallacious. Agriculture did not begin until 1907, and
by the outbreak of war in 1914 about 30,000 acres had been planted with coco-nut, but there was
little export. In the year 1905-6 the exports were valued at £80,000, and of this amount £60,000
represented the gold production. By 1914 the value of the annual exports was about £125,000,
out of which £50,000 was for gold. So before the war it is clear that agriculture, although growing,
was insignificant. It is now alleged that the Navigation Act has compelled it to remain
insignificant. The chief opponent of the Act is the Lieutenant-Governor, who in 1914 reported to
Parliament as follows :— '

Lessees are, by the terms of their lease, bound to cultivate a certam proportion of the arca they hold, and so
g soon as they have sufficient land to comply with these conditions they are likely to give up developmental work
until the rubber or coco-nuts thev have planted are old enough to brnng m a reasonable return for their outlay.
Then, it is expected, development will again advance— but this and all other promnostications must be taken as subject
to the possible effects of the war *

There was stagnation during the war, and after the war came the big drop in the prices
of rubber and copra, which is admitted by the Lieutenant-Governor, while he blames the Navigation
Act for the blow to the industry. The fact that the plantations are coming into full bearing raised
the value of exports in 1923 to £179,500, out of which £22,500 represented gold production

While the low price of copra is responsible for the condition of that industry, it is disappointing
to find that other industries have not flourished. The most promising products were sisal hemp
and rubber, and yet the production is comparatively small. About 440 tons of rubber were
produced during last year, and all of this has to be shipped to Europe for sale, though the Australian
consumption is 1,500 tons a year. The reason why Australia does not take it is that Java and
the Malay States, with the cheapest labour in the world, can sell their product to Australia cheaper
than our own Territory can. Sisal hemp grows well in Papua, and 6,000 acres of it were planted
out, and yet the growers cannot sell it in Sydney in competition with the Java product.
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13. The Case against the Navigation Act—Papua’s complaints are almost identical with
those of New Guinea, and, in addition, in Papua the whole of the stagnation in agriculture is laid
at the door of the Navigation Act by reason of the fact that the costs of production are made too
great by high freights and other increased charges. It is stated in evidence that all the plantation
companies are in financial difficulties, and that many have gone into liquidation. It is profitless
to elaborate the subject further. The fundamental fact stands out that in all branches of agriculture
in Papua the costs of production are too great in comparison with those of adjacent black-labour
countries. That these costs are only remotely affected by the operation of the Navigation Act is
certain. With such a small amount of cargo offering, inwards and outwards, it is not likely that
much shipping will compete for it. Papua is a poor country compared with New Guinea ;
moreover its industry is 1n its infancy. It has never seen prosperity either before or after the
Nav%%ation Act, and to make it a sturdy territory is must be spoon-fed. But in their attitude to
the Navigation Act the Lieutenant-Governor and merchants of Papua are like the patient burning
with fever—inclined to blame the blanket.

14. Report of the Interstate Commission.—I wholly concur in the conclusions of the Interstate
Commission which in 1918 reported on Trade in the Pacific. With regard to smpping and its
relation to trade the following was the conclusion arrived at :—

As to the future there will probably be a tendency to create more direct shipping commumcations  Fiance,
the Umted States of America, and Japan are likely to be active mn this connexion  (erman shipping will no doubt
be developed as far as possible along former lines

Australian and New Zealand 1sland shipping is faced with the present factor that its outward carrying trade
from the islands consists principally of copra to entrepéis for re-exportation and not for local use, except to a hmited
extent. The competition after the war for copra and other 1sland products will be keen and more cosmopolitan than
ever. Traffic wmill be developed along the nearest and most smitable routes to the natural markets for copra. As
the exports grow 1n quantity through the plantations coming to fruition, direct shipments instead of transhipments
i Sydney may tend to mncrease No governmental intervention by way of subsidies or otherwise would slter the
venue of the natural copra markets, but what markets will be the natural markets for copra of the South Pactfic after
the war is by no means certain. The world’s market for copra will be found to have undergone some changes  Sen
Francisco, for instance, is now 1n the business, and means to stay m 1t ; and, during the war, the crushing of copra
for ol has considerably expanded m Great Britam.

The present paramount influence of Australia and New Zealand 1n the 1sland trade, in which very large sums
of capital have been invested, the mereasing Australian and New Zealand production of food stuffs and manufactured
articles for the islands and the more extensive utilzation, within the Empire, of Empire products, should make 1t
necessary to assure British and Austrahan vessels being able to compete with foreign subsidies and manmng
conditions, and to mamtain a firm hold on the South Pacific carrying trade

CONCLUSION.

While the Mandated Territory is more able o stand on its feet than Papua, it is evident
that every assistance which can reasonably be given to both Territories should be afforded. Both
are peculiarly situated, and their economic standard is entirely different to that of Australia.
There is no doubt that the application of a good deal of Commonwealth legislation has had the
effect of increasing production costs, and, while the application of the Navigation Act to these
Territories is necessary to Australia from a national stand-point, it is clear that Australia, and not
the Territories, should pay forit. To throw open the ports to cheap foreign shipping in competition
with our own mercantile marine would mean that the trade WOult;) be lost to Australia, and, while
that trade is at present insignificant, if it were now given to certain foreign countries strong points
for such countries would be established at our back door. For grave national reasons we cannot
allow the trade of the islands along our northern littoral to pass into foreign hands. It is not the
monetary but the strategic value of the trade that is important, and to look a few years ahead
when Australia will be a great industrial country requiring raw materials the opportunity of the
Territories, with their raw materials alongside of us, will have arrived. It is necessary, for the
ultimate security of Australia and the Territories themselves, that our shipping and trade in the
Pacific must beprotected ; but, at the present time, because it is our national safety that is at stake,
the Territories should not have to pay the price. When an object is necessary for the safety of a
country that country must often make concessions which may appear financially unsound. Ttis
not expected that our defence policy should add directly to the consolidated revenue.

From the evidence it is clear that the real shipping disabilities from which the Territories
are suffering would be removed if a new cargo service were inaugurated from Australia to Papua
and thence to Singapore, provided that cient subsidies were granted in order to provide an
adequate service and a reasonable freight rate
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RECOMMENDATION.

Knowing that the present policy of the Government will not Pei‘m.it of the Commonwealth
Shipping Line providing & service for the Territories to Singapore, & is felt that it is useless to
recommend accordingly. I therefore recommend that, in the absence of a more favorable offer,
the tender of Burns, Philp and Co. be accepted. The outline of such tender is:—

(@) A new cargo service of quarterly sailings from Sydney to Pa,%ua,, Darwin,

. Singapore, and return to Sydney via Papua and the Mandated Territory.

() A new motor ship to replace the Mataram in the Mandated Territory service,
with regular calls at Samarai (Papua) en route, commencing af the beginning
of the year 1926.

(¢) A year thereafter & second motor ship or suitable steamer to replace the Morinda
in the Papua service.

(d) These alterations as set forth in (a), (b), and (¢) are accompanied by an offer of
reduced freights as specified in the tender, and in consideration of the increased
service and the reduction in freights an additional subsidy to be allowed of
£25,000 per annum for a three-years’ term or £20,000 for a five-years’ term.

Melbowrne,
1st July, 1925.

G. E. YATES.

Your ExoELLENOY:

A section of the Commission, consisting of Mr. J. H. Prowse, Mr. G. E. Yates, and
Senator H. J. M. Payne, was deputed by the Commission to proceed to the Territories and
inquire into and report upon the effect of the Act thereon. Under those circumastances, therefore,
the undersigned Commissioners do not feel justified in signing any report dealing with
New Guinea and Papua.

FRANK ANSTEY,
CHAS. S. McHUGH.

Melbournse,
2nd July, 1925.

Printed and Published for the GOVERNMENT of the COMMONWRALYR of AUSTRALWA by H J Gamw, Government
ter for the Siate of Victoma.
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