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CHAPTER I
INTRODUCTORY

1.1. Appointment and composition of the Committee.—The proposal
to appoint a committee to enquire into the question of improvement
of ship repair facilities in Indian ports appears to have been mooted
originally in 1957, and a reference was made to this proposal in
Parliament by the then Minister for Transport and Communications
during the discussions in the budget session of that year. The ap-
pointment of our Committee was, however, actually announced in a
Resolution of the Government of India which was published in the
Ministry of Transport-and Communications Notification No. SY-1(2)/
57, dated the 22nd January, 1958.- Shri O. V. Alagesan was appointed
as the Chairman of the Committee and the following were appointed
as members: ' '

Shri ‘Amarnath Aggarwal. ... Member, Rajya Sabha.
Shri Narendra P. Nathwani. .. Member, Lok Sabha.

Chief Surveyor with the Gov-

T- B. Bose, LN. .  ernment of India.
Captain T. N. Kochhar, IN. .. Rebp}résenpative of the - Indian
Navy. i
Shri H. C. Raut. +. Representative of the Hindu-

stan Shipyard (Private)
Litd., Visakhapatnam.
Shri P. N. Rabady. .. Representative of the Eastern
: and Western Shipping Cor-
porations, Bombay.
Shri T. M. Sanghavi. " .. Representative of the Indian
National Steamship Owners’
Association, Bombay."
Shri F. V. Badami. Development Officer, Develop-
ment Wing, Ministry of
Commerce and Industry,

New Delhi.
Shri H. M. Trivedi. .. Scindia Steam. Navigation
. - Company Limited, Bombay.*
Shri P. R. Subramanian. Deputy Director-General of

Shipping, Bombay.*
. The Committee was given authority to appoint or associate with
its work suitable advisers to advise it in the course of its investiga-
tions and report.
- a
*Members Secretaries,
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12.1. T>rms of reference.—The terms of reference of the Com-
mittee are: ’

1.2.2. To enquire into and report on the existing ship repair facili-
ties in Calcutta, Bombay, Madras, Visakhapatnam, Cochin, Kandla
and at such other places where, in the opinion of the Committee, the
problem needs looking into.

1.2.3. To recommend what improvement and expansion is required
in such facilities in order to meet adequately the requirements of the
developing merchant shipping of India as well as of non-Indian ship-
ping which may require repairing facilities at Indian ports;

124, To report particularly whether facilities for dry docking
available at present are adequate and, if not, what improvements/
additional facilities are required and at which places;

1.2.5. To report whether materials, stores, etc., required for ship .
repairing are available adequately within the country or whether
the country is deficient in this respect. If the latter is the case, to
recommend what steps should be taken for reaching self-sufficiency
in this field as far as possible;

1.2.6. To consider and recommend the steps which are to be taken:
(a) by Government, and
(b) by the private sector

for securing such improvement and/or expansion in the ship repair-
ing facilities as the Committee may recommend.

1.3. Shri Alagesan took charge as Chairman of the Committee
in March 1958, and the members and secretaries were all part-time.
With the approval of the Government, the headquarters of the Com-
mittee was fixed at Madras and the arrangements for setting up the
office of the Committee at Madras, were completed in May, 1958.

14. We commenced our work with a .preliminary meeting at
Bombay on 16th April, 1958 when we considered the scope of our
terms of reference and our programme of work. At this meeting it
was decided to make certain assumptions with regard to our terms
of reference, to which we shall refer in Chapter II; subject to this
it was decided that no further clarification need be obtained from
the Government regarding the terms of reference.

.15, Procedure—We also decided at this meeting the procedure for
eliciting opinions of various interests concerned on the subject. . It
was agreed that questionnaires should be issued to the Indian
National Steamship Owners’ Association and to individual Indian
shipping companies, agents of foreign shipping lines at Indian ports,
ship repairing firms and major port authorities. It was also decided
that suitable questionnaires on specific points should be addressed to
the maritime State Governments with regard to minor ports and also
to the Principal Officer of the Mercantile Marine Department, the
surveyors accredited to major Classification Societies stationed in
India, the Indian Naval Dockyard and ship chandlers. It was also de-
cided to obtain information through Indian consular authorities re-
garding the facilities available at selected ports ip foreign countries.
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Copies of the questionnaires issued by us to the various authorities
etc., are appended as Annexure I. A list of the parties who replied
to them is given as Annexure II.

1.6. Advisers.—Although we had authority to appoint suitable
advisers, it was decided at the first meeting that it was not necessary
at that stage to consider co-opting any persons as advisers or mem-
berss We later decided to associate the Principal Officers of the
Mercantile Marine Department at Madras, Calcutta and Bombay with
our work at their respective ports. Apart from this no other persons
were appointed under the authority given to us.

1.7. Towrs.—During the months of July to December, 1958, we
visited the ports of Madras, Cochin, Calcutta, Bombay, Kandla and
Visakhapatnam for on-the-spot studies and for receiving oral evidence,
Sub-committees of our Committee also visited Tuticorin, Bhavangar,
Bedi Bunder, Okha, Verawal and Mandapam for the same purpose.
At all the ports visited by us we met the administrative authorities
of the ports, representatives or agents of Indian shipping companies,
agents of foreign shipping lines, officers of the Mercantile Marine De-
partment, Port Officers, surveyors of major Classification Societies
and suppliers of ship stores. We visited all the principal ship repair
workshops in Calcutta, Madras, Cochin and Bombay as well as the
Hindustan Shipyard at Visakhapatnam and had discussions with
their representatives. We also visited the workshops of the port
authorities at all ports. A list of the workshops which we visited is
given in Annexure ITI. At Calcutta and Bombay we had discussions
with the Collectors of Customs. We met the representatives of ithe
INSOA, representatives of owners and repairers of inland water trans-
port, Calcutta, the Iron and Steel Controller, Calcutta, the Deputy
Iron and Steel Controller, Bombay and representatives of the Chip-
ping and Painting Contractors’ Association, Bombay. We also met MPr
Posthuma, Visiting Adviser to the Ministry of Transport on Develop-
ment of Ports. A list of persons who gave oral evidence before us is
appended as Annexure IV.

1.8. We met in New Delhi from the 25th to the 30th "April, 1959
and in Bombay from the 3rd to the 20th May 1959 when the draft
report was finalised and adopied by the Committee.

1.9. Acknowledgements=—We wish to record our appreciation of
the co-operation and valuable assistance received by us from the
various Governmental and port authorities, the INSOA and the re-
presentatives of Indian and foreign shipping lines, ship repairing
firms, surveyors and others whom we met. Many of these authorities
have also furnished valuable information in their written evidence.
We would specially like to record our thanks to the Secretaries,
Shri H. M. Trivedi and Shri P. R. Subramanian, who brought to bear
their rich experience and intimate knowledge of the subject on the
work of the Committee, the former by his long association with
Messrs. Scindia Steam Navigation Company Ltd., India’s leading
shipping concern and the latter with the Directorate General of
Shipping. We also wish to record our thanks to the office staff for
their assistance and painstaking work.



CHAPTER II
TERMS OF REFERENCE

2.1. Before proceeding to the subject matter of our report we
shall briefly refer to certain points which arise from the Governmeént
Resolution of 22nd January, 1958, and the terms of reference con-
tained therein.

2.2. One of the basic assumptions which we have made with
respect to our terms of reference is that our enquiry is to be con-
fined to requirements of repairs to deep-sea merchant ships only.
Although during our enquiries we discussed with certain authorities
questions regarding the facilities available for building of seagoing,
inland and sailing vessels as well as requirements of repairs to inland,
fishing and sailing vessels, we do not propose to deal with these
questions in our report.

2.3. For similar reasons we have not dealt at length with facilities
provided in the Indian Naval Dockyard and the various port work-
shops. We visited these workshops and discussed the plans for their
expansion. At present these workshops do not provide much assist-
ance to merchant ships except in emergencies. They are also not
likely to do so on a:large scale in the near future. With a view to
broadening the base-of available repair facilities, we have, however,
made recommendations as to the extent to which their assistance.
will be needed by merchant ships and which they should endeavour
to provide. :

. 24. The preamble to the Resolution states that the growth of
Indian shipping during recent years has brought to light the need for
a proper plan for the expansion of the ship repair facilities in this
country to ensure the efficient and economical maintenance of ships
and their repair. As an essential preliminary to the formation of
such a plan, the Government have appointed our Committee to study
and report on the existing ship repair facilities in the country with
a view to effecting such improvements or expansion as may be ealled
for having regard fo the country’s future requirements. Owing to
various uncertain factors in the rapidly changing picture of today,
like the rate of increase of Indian tonnage, the future level of demand
for repair facilities for foreign ships visiting Indian ports, the deve-
lopment programmes of individual ports étc., we find it somewhat
difficult to make recommendations on a long range basis. We shall
therefore make our recommendations for improvement and expan-
sion of repair facilities in two groups, namely those for immediate
implementation during the remaining period of the current Five Year
Plan and those for implementation in the Third Plan period. It is
not possible to visualise the precise position of demand and supply of

4
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facilities beyond this period just now and the position may have to
be reviewed at a convenient opportunity towards the close of the
‘Third Plan period.

2.5. We have been asked to make recommendations regarding im-
provements and expansion of facilities in order to meet adequately
the requirements of the developing merchant shipping of India as
well as of non-Indian shipping which may require repair facilities
at Indian ports. This implies that it will be necessary for us to
assume at what level Indian tonnage will stand at different stages
in future. But, in view of what we have stated in the previous
paragraph, we can only base our estimate on the level of tonnage at
the end of the Current Plan and of the Third Plan.

2.6. We understand that for the Current Plan the target of tonnage
for Indian shipping is 9,00,000 gross and for our purposes, we have
assumed that this figure will be reached. There is as yet no guidance
available regarding the future as we understand that it is too soon
to indicate an official target figure for the next Plan. The original
target set by the Shipping Policy Sub-Committee in 1947, was a total
of 2 million tons gross to be attained in a period of 7 years. Govern-
ment then accepted this figure as the ultimate working target for
Indian shipping but did not prescribe any definite date by which it
was to be reached. As, however, the present tonnage is about 7
lakhs, we have assumed for our purposes that the target to be reached
at the end of the Third Five Year Plan period will be 1:5 million tons
gross which will be roughly double the present tonnage. Similarly,
as regards foreign owned tonnage, we tried to collect some data
regarding the continuance of the present quantum of work by
certain lines and the possibility of some repair work being under-
taken in Indian ports by others. We were however, able to get
information of only limited usefulness on this subject from the agents
concerned. It is also difficult for us to make any calculations on any
rational basis regarding the likely future level of demand for repair
facilities by foreign shipping companies. In the circumstances, we
'have decided to assume an ad hoc increase of 50 per cent in the pre-
sent volume of work provided by foreign owned ships for the period
which our report will cover. .

2.7. Qur terms of reference also require us to consider what
facilities are required, besides the major ports, at such other places,
where, in the opinion of the Committee, the problem needs looking
Into. We tried to deal with this by making an enquiry of the shipping
agents concerned as to the minor ports where they carried our re--
pairs to their ships during recent years and to what extent. We also
tried to collect full information regarding the workshop, dry dock,
slipway, repair berth, etec., facilities in the various minor ports. We
shall deal with the information collected by us in a later chapter,
but we may mention briefly here that the volume of repairs carried
out in minor port$ appears to be very limited. As, however, our
-enquiry is the first systematic study of this subject, we have appended
the information collected by us regarding facilities available in the
various minor ports in Annexures V (B) and VI ' With-a view to
making facilities available on a broader basis than now, we  have
also made recommendations regarding improveéments in some minor-
ports w‘heré the aucleus for carrying out repairs already exists. - -
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2.8. The terms of reference relating to materials for repairs state
that if it is found that the counfry is deficient in respect of any
such matzrials, we should recommend the steps to be taken for
reaching self-sufficiency in this field as far as possible. In this con-
nection we also received extracts from a speech of the Hon'ble
Minister for Transport and Communications in the Lok Sabha on
28th March, 1958, in which he stated that our Committee would be
asked to examine the possibility of saving foreign exchange on equip-
ment required for ship-building at the Hindustan Shipyard by con-
sidering the manufacture .of such equipment in India. After con-.
sidering this subject at our first meeting, it was felt that an investiga-
tion of this subject would entail a study, in respect of each of many
thousands of parts which are required in connection with ship build-
ing, the present position regarding their manufacture in India, the
likely future demand, the manufacturers who could undertake their
immediate or progressive manufacture, the raw materials position
regarding them etc. It was considered that this item was not strictly
connected with our main terms of reference, which related to ‘ship
repairs’, and that it would also not be possible for us to do justice to
this subject within the short period during which we were expected
to conclude our work. It was also brought to our notice that the
Government of India had in the Ministry of Transport O.M. No. SY-
8(5) /57, dated 11th November, 1957, set up a separate Standing
Advisory Committee on Ancillary Industries related to ship building
and ship repairs, to examine the question of progressive manufac-
ture in India of equipment required for ship building and/or ship
repairs which is now being imported. We accordingly reported to
Government that, while we would deal with the urgent and short
term issues in connection with our terms of reference, it would be
_more appropriate for the Committee on Ancillary Industries to con-
sider the larger subject of progressive manufacture of the various
items of equipment required for ship building and ship repairs. We
shall, therefore, confine our remarks to .the supply position in respect
of such of the items as are at present manufactured in India and the
difficulties in the way of importing other items which are not manu-
factured in this country.

2.9. Lastly, we would like to refer to the fact that one of our handi-
caps in making a precise study of this subject is the lack of reliable
information on various points of importance. For instance, we could
not get precise data from all shipping companies for the same periods
in respect of expenditure on repairs to their ships under different
heads in India and abroad, or information regarding periods of wait-
ing for dry docks or repair berths for no fault of the ships or the
shipping agents. Similarly, we tried to obtain information regarding
comparative quotations for cost of repairs, in India and abroad,
and also cases in which ships under repair suffered de-
lay by not being able to get repair berths continuously. We shall
refer to the information which we have received on these points but
we may say atonce that it is neither as detailed nor as complete as
we would like it to be. This is mainly because the authorities con-
cerned have not considered it necessary to maintain such information
for their purposes, but it would be of assistance in future if the port
authorities and shipping companies keep certain essential information
regarding dry dock, berths, time and expenditure on repairs etc.



CHAPTER INI
Ship Repair Industry—General Considerations

3.1. The ship repair industry is as much a key industry as
shipping and shipbuilding. In fact, no country which aims at having
a large and efficient mercantile marine can afford to neglect either
its ‘shipbuilding or ship repair industry. Just as the shipbuilding
industry is necessary for providing additions and replacements to-
the fleet, the ship repair industry is necessary for the efficient
maintenance of the units of the fleet. It would be unwise for any
country to rely on another country for the provision of repair
facilities and, in times of emergency, such reliance may prove
dangerous. Every maritime country should, therefore, have an
efficient ship repair industry, with adequate capacity for the needs.
of hor mercanlile marine. The ipdustry should have exira capacity

for the requirements of foreign ships visiting the country’s ports
and alsc for emergencies.

3.2. The ship repair industry is of vital importance to a country
from the foreign exchange point of view. In this matter, it is very
similar to the shipping industry. To the extent its services are made
available to foreign owned ships, the industry directly earns foreign
exchange, and in so far as it provides services to national shipping,.
it saves expenditure which would otherwise have to be incurred
in foreign currencies. Even in cases where it is necessary to import
some essential repair materials, the industry can still earn or saver
foreign exchange of several times the value of such imports.

3.3. The ship repair industry can also be a useful adjunct to the-
general engineering industry. With its resources of plant and
machirery, it can manufacture its own requirements of spares or
miscellaneous stores, or can undertake general engineering work,.
like structural work, castings, etc., or develop independent lines.
of manufacture. Likewise, in respect of items for which there is
demand in adequate quantities, the industry can support subsidiary
industries dealing in those items. The existence of shipbuilding as:
a complementary activity provides added flexibility to the ship
repair industry.

34. The industry has also an important place in the general
economic picture. It provides employment for large numbers of
labour” and, by reason of the fact that its activities are dlverSLﬁgd,
it builds up and supports a skilled labour force for various categories-
of work.

35. It is of importance that a national ship repairing int'ius‘try
must be efficient and competitive in order to survive. Shipping

7
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in overseas trades is an industry subject to international competi-
tion and no country whose costs of construction, operation or main-
tenance are permanently higher than those of other countries can
hope to run its shipping profitably on a long term basis in competi-
tion with the shipping of other countries. It is for this reason that
some countries give subsidies or bounties to their shipping to offset
the elements of higher national costs, which, besides other items,
may include higher repair costs. The existence of such arrange-
ments indicates the importance attached to the maintenance of an
efficient shipbuilding and ship repair industry even in the face of
the higher national costs involved.

3.6. It is equally true to say that an inefficient ship repair in-
dustry can act as a drag on the development of the national ship-
ping industry. Ship repair costs form an important part of the
total operational costs of a ship. An uneconomic ship repair indus-
try can, therefore, adversely affect the competitive strength of
national shipping as against shipping of other countries. Even in
domestic trades where the competition may not be international,
the existence of an uneconomic ship repair industry may ulnmately
result in higher charges and will weaken the position of domestic
shipping. as against other forms ofwransport.

3.7. Apart from the effects on shipping of an inefficient ship
repair industry, the industry itself cannot survive as a permanent
industry except on a competitive basis. It will be obvious that to
any shipowner the prime considerations in arranging repairs are
the time and cost of repairs. Where local repairs are likely to be

-more costly, he is apt to get competltlve quotations from other ports -

or even other countries and, in this sense the competition is truly
international. This is more so in the case of foreign shipping,
whose owners have no special interest in arranging repairs in one
country or another and to whom overall economy will be the ulti-

mate consideration.

3.8. We shall discuss later the various factors which influence
the time and cost of repairs. It is, however, necessary to emphasise

that where factors exist which react adversely on the long term.

efficiency of the ship repair industry, the authorities concerned have
as much responsibility . in the national interests for remedying
such adverse factors as the industry has for putting its own house
in order in respect of matters within its control.



CHAFPTER IV

Nature of Ship Repairs—Facilities required and their importance

4.1. Before proceeding to discuss the existing ship repair facilities
at Indian ports, we feel that it would be of assistance if, apart from
very specialized type of repairs, we deal in general terms with the
type/nature of surveys or repairs which ships have to undergo, the
facilities required therefor and the importance of such facilities.
In addition to maintenance repairs which have to be carried out
to the hull, machinery and equipment; a ship has to comply with
statutory requirements under International Safety and Load Line
Conventions and the rules of the Classification Societies (e.g.
Lloyds’ Register of Shipping) for purposes of safety, insurance etc.
Many of these surveys involve extensive repairs and renewals.

421. In general terms surveys and repairs may be divided into
the following categories: - :

Statutory requirements under International Conventions

42.2. Passenger surveys.—Passenger ships and passenger-cum-
cargo ships carrying more than 12 passengers (or 30 unberthed
passengers) have to undergo complete annual survey of hull,
machinery, radio telegraph equipment and under water fittings
under the supervision of the appropriate Government Department.

423. Load Line Surveys.—All seagoing ships of over 150 tons
gross have to undergo these surveys once in five years, but the ships
have to be examined annually for watertightness of all closing
appliances, e.g., hatches, storm valves, pipes, doors ete. and for
checking of Plimsoll marks. These surveys are held under the
supervision of Government surveyors or approved Classification
Society surveyors on behalf of the Government.

424 Safety equipment surveys.—These surveys for cargo ships
cover life saving appliances, light and sound signals, fire appliances
ete. and the surveys are held once in two years under the super-
vision of Government Surveyors.

4.2.5. Safety Radio Surveys.—These surveys for cargo ships cover
. radio telegraphy or telephony and direction finding equipment and
the surveys are held annually under the supervision of Government
SUTLVEYOTSs.

Classification Societies’ Requirements

42.6. Special surveys.—~These are surveys of hull and machinery
and are carried out under the supervision of the Classification

9
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Societies’ surveyors every four years from the date of building of
the ships. , These surveys call for opening and overhauling of all
important machmery and auxiliary equipment on board, testing the
strength of various struetural hull members mcludmg watertight-
ness of tanks, compartments etc., and examination of anchor, cables
etc. These surveys may, therefore, result in extensive repairs:
depending on the age of the ship concerned, both in dry dock and
afloat.

427. Dry dock surveys.—These are held annually for examina-
tion of underwater fittings and plating.

4.2.8. Tail shaft surveys.—The tail ‘shaft has to be drawn once i
three years for inspection.

4.2.9: Refrigeration and boiler surveys.—These ~are arran'ged'.
annually.

4.2.10. Running surveys of ship’s hull and machinery.—These are
continuous surveys to be completed in four years.

Other miscellaneous items

42.11. Routine dry dockings.—Some owners dry dock their
vessels at intervals shorter than required under the rules for clean-
ing and painting of bottom for maintenance of speed and general
efficiency of operation.

4.2.12, Damage and emergency repairs.—These are items which
arise due to casualties such as grounding, collision, fire, sudden
breakdown etc. and which cannot be anticipated. Sometimes the-
cost of such repairs can be very heavy and a part or the whole of
such cost may be borne by the underwriters.

- 42.13. Running or voyage repairs.—These are maintenance
repairs which are generally carried out afloat without interfering
with the ship’s schedules.

4.2.14. Derrick tests.—These are held once in four years, general-
ly at the time of special surveys.

42,158, Cargo gear, annealing and testing.—These are held annual-
ly in accordance with Dock Safety Rules.

4216. In order to minimise the time spent on repairs, the ship-
owner normally endeavours to combine as many of above surveys
.and repairs as possible which require immobilization of the ship.

4.3. Facilities required for ship repairs.—We shall now deal with
the various facilities which are requn‘ed for ship repairs under
the following broad heads—

Workshops.

Dry docks.

Repair berths.
Materials.

Labour.

Customs procedure,
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44 Workshops.—It is an essential requirement for all types of
:ship repairs that there should be well organised workshops situated
-on the water front, preferably near the docks. These should be
‘well equipped with modern machine tools and should have ex-
perienced supervisory staff and adequate skilled labour so that any
kind of repairs to hull, machinery (whether steam, diesel, turbine
or electric driven) and equipment can be carried out. The work-
'shop should have a drawing office, fitting and erecting shop,
machine shop, smithy, foundry, boiler and plater's shop, electrical
:shop, carpentary and joiner’s shop, sail and rigging loft etc. Where
repairs have to be carried out in stream, it is usual to have also
some floating workshops which are well equipped with modern
machine tools and adequate power supply. The workshops should
also have a number of suitable transports in the form of lorries,

trucks, launches and barges for carrying equipment and materials
‘to and from the ships.

45. Dry docks.—A dry dock is an important and essential link
in ship repairs. As indicated already, drydocking is necessary both
in the interests of efficient operation of a ship as well as for com-
pliance with the requirements of various surveys. A passenger
ship has to be dry docked at least once a year and all ships have
to be dry docked once in four years for special surveys and annually
for periodic examination. Ships are also dry docked for bottom
«¢leaning and painting for maintenance of speed. Chipping and
painting of the hull, propeller work and examination or changing
of the tail shaft or other under water fittings or under water damage
surveys can be done only in the dry dock.

4,6. A dry dock is a necessity in all cases in which major sur-
veys or under water repairs are to be carried out. Hence a port
in which there is no dry dock can only provide facilities for run-
ning repairs and cannot normally develop or support a large ship
repair industry. Similarly, the existence of good dry dock facili-
ties can stimulate the development of other ship repair facilities
and thereby promote the development of a ship repair industry.

4.7. Importance of availability of dry docks.—Even in ports in
which there are dry docks, the availability of a dry dock, without
delay, when the ship is ready to dry dock is of crucial importance.
A ship engaged in the overseas trade visits its home port once in
.several months, and non-availability of a dry dock means unneces-
sary waiting which upsets her schedules. In the case of passenger
ships such delays would be serious as their programmes are fixed
well in advance. If a dry dock is not available when it is required,
it may become necessary for the owner to dry dock the ship in
another country thereby incurring foreign exchange expenditure.
Similarly, when repairs are proposed to be arranged in a particular
port for ships belonging to a foreign country, the non-availability of
a dry dock may well result in the owner cancelling the arrange--
ments and the repairer at that port losing the entire business. It
is only in the case of ships in the coastal trade, which visit their
home ports at?shorter intervals, that some adjustment of the dry
docking programme is possible, but even in their case repeated
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posiponements of dry docking may result in increased maintenance
and c¢peration costs and also create complications with the ship’s
.Classification Society and underwriters, Lastly, in view of the fact
that a dry docking programme is generally arranged in conjunction
with repairs afloat and in consultation with the repair workshops,
Classification and Government surveyors etc., the non-availability
of a dry dock, when required, may put the entire programme out
of gear. Similarly, delay in dry docking or undocking of a ship
may have reactions on the dry docking programmes of other ships
waiting for dry docks. ‘

48. Importance of facilities at dry docks.—Another important
factor which affects the time taken for repairs in dry docks is the
availahility of necessary facilifies at the dry docks. It is hardly
necessary to stress that the time actually taken for repairs to a ship
in a dry dock will be reduced if all necessary repair facilities are
readily available. This is of particular importance in cases where
{as in the case of most dry docks in Indian ports) the dry docks are
situated away from the repairers’ workshops, as it will obviously
save the time involved in transporting to the dry dock necessary
portable equipment such as welding sets, air compressors, genera-
tors, cranes, fire pumps, flood lights etc. Awvailability of these facili-
ties at the site will make for economy in costs.

49.1. The important facilities which have to be permanently
provided at the dry docks are as follows:

49.2. Crane f{acilities—Cranes are required for the lifting or
fitting of ship’s parts which are taken to or from workshops. A
heavy crane is required for removal of parts like shafts, propellers,
rudders etc. Considering that the propeller of a modern ship can
weigh 10 to 15 tons, the capacity of such a crane should be about
20/30 tons and it should be able to move alongside the dry docks
-and to plumb the farthest parts of the ship as required during
repairs. It is not always convenient or feasible to depend on float-
ing cranes for this purpose as considerable time will be lost if the
crane is not readily available.

4.9.3. Salt water supply.—This is required both for the dry
dock’s own requirements as well as for testing tanks, fire fighting,
refrigerating plant and other purposes.

4.9.4. ‘Fresh Water supply —This is required for the ships’ per-
sonnel and shore labour and for boilers.

- 4.9.5. Electric power supply at different voltages.—Adequate sup-
ply of both A.C. and D.C. power at different voltages for the ship
repairer and for the ship’s lighting and power is required.

4.9.6. Compressed air.—~Adeguate supply of compressed air at re-
quired pressure is necessary lor the repairer’s pneumatic tools eic.

4.9.7, Lighting system.—To ensure e¢onomy in time taken for dry
dock work and to enable the repairers to work round the clock it
is necessary to provide flood lighting in the dry dock.
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4.9.8. Fire ﬁghtmg appliances.—There may be fires due to various
causes when repairs are carried out and the arrangements for put-
‘ting them out should be efficient as the ship’s own fire ﬁghtmg
arrangements may be immobilized.

.4.9.9. Steam ~—The supply of steam -at the dry dock will enable
the ship to shut down its machinery and boilers for examination.
Steamn will also be necessary for running and testing steam driven
auxiliary machinery, hoisting of anchors and cables etc. when the
ship's boilers are not workmg Steam can, in many cases, be re-
placed by compressed air if the latter is available in sufficient.
quantity and pressure

4.9.10. Facilities for lorries.—Good approach roads and hard
standing are necessary near the dry docks to enable lorries trans-
porting materials to or from the workshops to come alongside.

49.11. Sanitary facilities—These are necessary for the conveni-
ence of ship’s staff and workmen.

49.12. Telephones.—These are necessary for quick commumca-—
tion between the ship and the shipping agents, ship repairers’ work-
shops ete.

4.10.1. Another facility near the dry docks which also assists.
repair work is the following:—

4.10.2. Garbage hins are necessary for dumping waste material
removed from the ship as the volume of such materials to be remov-
ed from ships under repair can be quite large.

4.11. It is easy to see that the lack of each qf the above facilities.
can delay or hold up the repairs on a ship. 'The lack of several
of these facilities together can result in a substantial loss of time.
These facilities are provided in the normal course in all modern
dry docks and they are regarded as the responsibility of the owners.
of the dry docks. It should be emphasised that the provision of
these facilities not only helps in completing the work quickly and
economically but also improves the efficiency of the dry dock itself
resulting in better utilisation and improved earnings.

412 Floating docks—In some ports floating docks are provided
in addition to or in place of dry docks. Such docks can, however,
be considered only in places where suitable conditions exist, and
they are generally more expensive to maintain,

413. Repair berths.—Although in theory a ship should be able to
carry out afloat repairs anywhere, in actual practice, except for
very minor repairs, a repair berth is a necessity for carrying out
repairs speedily. Without such berths it is impossible to immobi-
lize the ship completely for continuous repairs. The complete im-
mobilization of a ship and shutting down of her boilers will also
enable wsrk tqQ be carried out on various parts of the ship simul-
taneously and for this purpose, it is necessary that a ship should
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have a safe berth in protected waters before major repairs can be
undertaken, The repairs berth has in practice the same function as
the fitting out berth in the case of ship building. The berth offers
direct access to the ship from shore and provides the base on which
the required materials may be assembled and from which power
water, compressed air etc. lines can be taken to the ship for repair
work. It is not necessary that the repair berth should cover the
entire length of the ship as is desirable for cargo work and in fact
a T-shaped jetty can accommodate several ships for repairs at a
time and would be adequate from the utility point of view. Ewven
so it is usual for most ports to provide conventional iong berths for
repairs, as the same berths are used for both eargo and repair pur-
poses. Irrespective of the length of the berths, it is important that
the ships should be able to come alongside and the berths should
be fully equipped with necessary facilities. Light repairs can be
carried out in stream with the help of floating workshops but the

absence of crane and other facilities will make heavy repairs diffi-
cult or even impossible.

4.14. Importance of availabiility of equipped berths for repairs.—
It is important for the efficient carrying out and speedy completion
-of repairs, that a berth fully equipped for repairs should be avail-
able as soon as the ship is ready for afloat work. The availability
of such a berth will enable the necessary materials to be assembled
and the work to be commenced without having to wait for portable
units to be moved in, It will enable the repairer to concentrate on
the work on several parts of the ship at the same time. Further
it is important that the berth should be available continuously to
the ship till the repairs are completed, as otherwise considerable
time would be wasted in shifting the ship from berth to berth (or
to stream and back to berth) and the maintenance of steam for the
purpose will render it impossible to immobilize the ship completely.
Time will also be lost in moving the portable equipment to the
various berths where the ship is shifted, if these are not themselves
fully equipped repair berths. As in the case of dry docks, the
availability of facilities at the berths will assist in expediting the
‘repairs and keeping the costs down and at the same time improve
the vutilisation of the repair berths themselves.

4.15.1. Facilities required at repair berths.—The facilities requir-
ed at repair befths are mostly the same as those listed under dry
docks and their provision is even more important than in the case
-of the latter, as afloat repairs usually take longer time. The varia-

tions or the additional permanent facilities required at the repair
berths are listed below:—

4.15.2. Cranes—Cranes of 5/10 tons capacity able to plumb the

farthest part of the ship would be adequate in the case of repair
berths.

4.15.3. Oil bunkering.—OQil bunkering facilities are necessary to
save time in taking fuel after completion of repairs.

4154. Bollards.—These are necessary for the safe moofing of the
wvessels during engine trials subsequent to major repairs.
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Other ficilities required within the dock area

416.1. Sludge tanks/barges.—These are necessary so that a vessel
after cleaning her tanks can discharge the mixture of oil and water
into these tanks/barges. Otherwise it will be necessary for the
ship to transfer this sludge from one tank to another when each
tank is cleaned for examination and finally for the ship to proceed
to sea for discharging it and returning, if necessary, for examina-
tion before loading of the tank or tanks in which the sludge was

last stored. This means surveys cannot be completed in one etage
and will take more time.

4.16.2. A small space is necessary where repair firms can carry
out limited machining etc.jobs and keep some of the essential
portable equipment and spares and also maintain a small office.

4.16.3. Oil tanks bargés are necessary so that fuel oil in the ship’s
tanks may be pumped into them while the vessel is under repair.

4.17. Materials.—It is important for efficient ship repair work
that materials required for the repairs should be available without
undue difficultv. Most of the repairers usually keep adequate stocks
of a wide range of materials. Where any items of spares are not
indigenously manufactured or are in short supply locally and also
in the case of special items, they should be able to import them
easily according to requirements. It is necessary to emphasise here
that the non-availability of certain essential spares or materials
or delay in obtaining them may result in the owner deciding to
carry out the repairs in a foreign port.

4.18. Labour.—Ship repair work calls for a proportion of highly
skilled labour for certain categories of work. The labour should
be familiar with modern methods and practices which, with an ad-
vanced degree of mechanization, aim at completion of the work in
as short a time as possible. At the same time, owing to fluctuating
demands, the repairer has to maintain a proportion of the labour on
a casual basis to keep his costs down. The quality and efficiency
of the labour ultimately have a large bearing on the total time taken
for repairs. '

419. Customs procedure.—The customs procedure at the ports
must be such as would permit quick transport of ships’ parts from
the ship which require workshop action and of the repaired parts
or spares or other materials from the workshops to the ships.
Similarly, the procedure must allow for speedy clearance of parts
imported from abroad for ship repairs.

© 4,20, To sum up, the main requirement of an efficient ship repair
industry is the availability, to the extent required and - without
delay, of the complex of workshop, dry dock and repair berth
facilities. The ideal condition would be that these facilities are
under unified ownership or control, as this would ensure their
ready availability whenever required. This is the case in many
foreign ports. Even where the facilities are controlled by different
authorities, it is important that each of them is adequate to meet
all demands.




CHAPTER V

SHIP REPAIR FACILITIES IN FOREIGN PORTS

5.1. We have mentioned in an earlier chapter that we made enquir-
ies regarding the ship repair facilities available at certain selected
foreign ports. Some of these ports were selected purely for compari-
son of Ele facilities in India with the standards in European and
British ports and a few others like Karachi, Singapore and Hongkong
were selected as they more or less compete with Indian ports for
repair-work. In all, our enquiries covered eight ports and the infor-
mation received by us is summarised briefly in the succeeding para-

graphs.

5.2. Rotterdam (Holland).—The port authorities own and hire out four
floating docks which can take ships from 150’ to 550’ in length. These
floating docks are equipped with various facilities like water, power,
compressed air, ete., but they do not have cranes and the services of
the port floating chanes are utilised when necessary. There are also
some 20 privately owned dry docks ranging from 150’ to 700’ in length.
All ships repairs are done by private companies which have several
floating workshops (i.e. barges fitted with necessary equipment). The
port does not provide repair berths but the repairing firms own seve-
ral fitting out and repair berths which are well equipped.

5.3. Antwerp. (Belgium).—The port authorities own 10 dry docks
of different sizes from 165 to 740’ in length. Messrs. Mercantile
Marine Engineering and Graving Docks Company, a private firm,
ewns four % docks and has plans for building a fifth dry dock. Yet
another dry dock is under construction for a private firm. The port
provides two fully equipped repair berths for repairs to ships afloat.
Besides these port berths, the Mercantile Marine Engineering and
Graving Docks Company owns two wet docks and two others are
under construction for two private repair firms. All the dry docks and
Tepair berths are equipped with necessary facilities, including cranes.

5.4. Falmouth (United Kingdom).—The Falmouth Docks and Engi-
neering Company, a private repair firm, owns four dry docks, ranging’
from 550’ to 850’ in length, It has also a floating dock
530" in length, All these docks are equipped with all facilities and,
in addition, the port has modern facilities for tank cleaning. There
is also ample berth space available for ships needing repairs.

5.5. Birkenhead (United Kingdom).—Two private ship repair firms
provide both dry docks and repair berths which are all fully equip-
ged. Messrs. Grayson Rollo and Clover Docks Limited have four dry

ocks ranging from 250’ to 570" in length and are constructing a new

16
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dry dock of 800’ length. Messrs, Cammell Laird and Co., Ltd., who
also a large shipbuilding firm, own seven dry docks ranging from 300
to 860 in length.” One of their existing dry docks is also being length-
ened and deepened to take ships of about 850’ in length,

5.6. Liverpool (United Kingdom).—There are 14 dry docks ranging
from 260" to 1050/ in length which are all owned by the Merseg;side
Docks and Harbour Board. A working party appointed by the Admir-
alty and the Ministry of Transport in the UK, in 1950 recommended
that no additional dry docks were required but that there was a need
for improved services and more travelling eranes. The first phase of
the work has been completed and as an indication of the services
which were considered necessary, it may be mentioned that the fol-
lowing facilities have been provided:—

Electric travelling cranes, with a capacity of 15 tons at 110/ maxi-
mum radius and 5 tons at 130’ maximum radius which will enable the
centre and far side of a ship to be plumbed.

Compressed air supply of 2000 e. ft. per minute fed from 3 com-
pressors at a working pressure of 100 lbs. per square inch.

Salt water main along the bottom of the docks, supply being 750
gallons per minute. -

. Electric supply at 460, 230 and 110 volts D.C. for supply to ships’

busbars and 400 volts 3 phase A.C. for welding transformers and also
A.C. to ships with a total of 70 connected points, the same being avail-
able for electric appliances and lighting.

Fresh water supply is already available in the dry docks.

The Mersey Docks and Harbour Board do not provide regular
repair berths since Messrs. Cammell Laird and Company have in
Birkenhead, which is on the opposite side of the River Maersey,
several well equipped berths for long term ship repairs of all des-
criptions. However, the Mersey Docks and Harbour Board make
available for ship repairs lay-up-berths when these are not required
for the commercial use of the port.

5.7. Hongkong.—The ship repair industry is mainly centred on
two large private establishments which also undertake new building
work. The Hongkong and Whampoa Dock Company, Limited, owns
five dry docks, the largest of which is 700’ in length. All the docks
are served by cranes and well equipped workshops closeby. There
are also three large slipways capable of accommodating vessels upto
240’ in length. The company also owns several ship building and
repair berths.

The Taikoo Dockyard and Engineering Company Ltd., owns a dry
dock which can take ships of 750’ in length. The company also owns
four berths which are equipped with all facilities,

Both the firms are well equipped for carrying out repairs in
stream and they also build and repair reciprocating, turbine and
diesel macdhinery. Equipped as they are with their own dry docks,
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repair berths and workshops close {0 each other and with the added
advantages of relatively cheaper and efficient labour and duty-free
imports of materials they have lately been able to attract a great deal
of ship repair work on foreign ships. '

" 5.8. Singapore.—The Singapore Harbour Board owns and operates
two dockyards, the larger being at Keppel Harbour and the smaller
at Tanjong Pagar.

There are six graving docks in the dockyards, the largest of which
can take shigs of 45,000 tons gross. These docks range from 400’ to
860" in length. All the dry docks are served by travelling cranes of
111?1;0330 tgns capacity. All labour required for repairs is provided by

e Board. :

~ Repair berths in the dockyards total 3,000 in length and condi-
tions are such that vessels can be double banked at repair berths, if
necessary. They are served by portal cranes of upto 25 tons capacity
and a 80 ton floating crane is available for heavy lifts. No wharf
dues are charged on vessels at repair berths, Water, power and other
facilities are available at all dry docks and repair berths.

5.9. Karachi (Pakistan).—The Karachi Shipyard and Engineering
Works which is managed by the Pakistan Industrial Development
Corporation commenced functioning last year. Although it is pri-
marily designed as a ship building yard, it also offers good facilities
for ship repairs. The shipyard has a drydock which can take ships
of 580' length, 75" beam and 26’ draft at high tide and 16’ at low
tide. The dry dock was a 10 ton portal travelling crane. It is
well served with electric power, water and other facilities. There .
is a 1550" long fitting out quay which is capable of accommodating
4 cargo ships of medium size. A 30 ton crane traverses the entire
length of the quay and all along the edge of the quay outlets are
provided at intervals for supply of electric power, both A.C. and D.C.,
at various voltages and for oxygen, acetylene, compressed air, and
salt and fresh water. The shipyard has a modern and well equipped
workshop attached to it. :

95.10. Besides the ports mentioned above, it is well known that in
other countries like Japan, West Germany and the Scandanavian
countries, the shipbuilding yards also possess extensive ship repair .
iacilli)ties including well-equipped dry docks, workshops and repair

erths. :

5.11. It will be observed that in most of the ports the repair faci-
lities are owned by private ship repair firms and that where such
facilities are provided by public authorities, the dry docks etc., are
equipped with all essential services, The feature of these private
repair yards is that the dry docks, repair berths and workshops are
all owned and controlled by the repair firms and adjoin each other.
The favourable location and control over all the three units ensure
the ready availability of any of these facilities when required. As
the workshops are close-by, the need for transporting labour, machi-
nery parts, stores etc., over long distances is avoided and customs

ifficulties are also obviated. A few of the ports mentioned above
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are free ports. This ensures the easy availability of spare parts and
materials.

5.12. The main factor which contributes to speedy ship repairs
in foreign ports is the complete immobilization of the ship under
repair. From the time that the ship is taken in hand, especially for
survey repairs, to the time it finishes repairs, the available facilities
both at dry docks and alongside repair berths are such that simul-
taneous and continuous work on the hull, machinery, boilers, auxi-
liaries and equipment is possible. The familiar sight in foreign ports
of a ship under repair is a totally dead ship, where the repairer
opens up all parts requiring examination and repairs, taking them
out and in, replacing and refitting, while a host of flexible pipes and
cables are led into every part of the ship for power, compressed air
or steam, water, draining out sludge, refilling oil or water etc., and
the crane ashore is hoisting or lowering hull plates, cylinders, win-
<hes, hatch boards, mobile welding sets and compressors. It is the
existence of these conditions that enables foreign ship repair yards
to compete effectively on an internationa}l basis.



CHAPTER VI

SHIP REPAIRS EXPENDITURE
Present position and future potential

6.1. We stated in Chapter I that we issued questionnaires to foreign.
shipping agents in Indian ports and to Indian shipping companies
covering various points arising from our terms of reference. In this
chapter we shall deal with the information furnished by them regard-
ing the number of calls made by ships under their agency at Indian
ports or the number of ships operated by them, the quantum of repair
Kork arranged for them in Indian poris and the prospects for the

ture,

6.2, Arrangements of Indian and foreign shipowners for repairs.—
It appears from the replies received that, except for minor running
repairs and occasional damage repairs, all major repairs and annual
or periodic surveys of Indian ships, either coastal or foreign going,
are carried out at Calcutta or Bombay. Indian ships engaged in
foreign liner trades, however, carry out repairs which at times are
considerable at foreign ports, mainly in the United Kingdom and the
Continent. Indian ships engaged in foreign tramp trades also carry
out some repairs at foreign ports like Hongkong and ports in Japan.
Foreign tramps carry out only the minimum running or urgent emer-
gency repairs at Indian ports. Foreign ships in liner trades, except
those of the British India Steam Navigation and associated com-
panies, Asiatic Steam Navigation Co., and Mogul Line, confine repairs
carried out at Indian ports to the minimum. Generally speaking,
neither foreign tramps nor liners carry out annual or periodic sur-
veys in India, Repairs to Indian owned tankers are generally carried
out in India. Foreign tankers calling at Indian ports, except those
under the agency of Burmah-Shell, carry out oniy essential repairs
in India in cases of urgency or emergency. '

6.3. Foreign shipping agents.—We have received replies from the
agents of foreign shipping companies indicated in Annexure IT but
they are not complete. We also had some discussions with the agents
subsequently when we visited the various ports. According to the
information which we received from them, the ships of the various
lim;ruagents who replied call at different Indian ports annually are
as follows:— :

Calcutta . . . . . . . . . . . 557 calls
Visakhapatnam . . . . . . . . . 283
Madras . . . . . . . . . . .« 440
Cochin . . . . . - . . . .. . 308 .
Bombay . . .. . . . . . . . . 846 o
Ports not specified and minor ports . . . . . . 281 5
Total . . . . 23671

e i e e
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As stated ‘above, the information is not complete and this appears to
be so particularly in respect of Calcutta. These figures do not include
particulars of calls of tramps and other occasional vessels.

6.4 The actual expenditure incurred lzly the pn'.ﬁcipal companies
on repairs to these ships in Indian ports during the last three years
was as follows:—

_ 1955 1956 1957
1. B.I.S.N. Lid. . . . 1,1736,100 1,12,76,100 1,45,82,500
2. Asiatic & Mogul Line . . . 16,73,000  53,42,000  60,96,000
3. B.P.Ltd. . . . . - 7:89,500  25,08,500  34,5I1,100
4. Mackinron, Mackenzie—Other Agencies 7,521,500 7:41,200 26,98,600
5. Shell Tankers . . . . " aa 27,91,000 1,91,2CQ
6. Burmah Shell . . . 7:50,400 9,63,900 11,88,200
7. Volkart Bros . " . 10,54,300 399,400 12,86,700
8. Brockel Banks . . . . 5547,000 6,76,1CO 6,86,100
9. Caltex Ltd. . . . 3,66,200 1,40,200 8,237,400

6.5. We asked for an indication from the foreign shipping agents
regarding the prospects of an increase in the number of calls of the
ships under their agency but none was able to %ive any definite
replies. With regard to the prospect of increased ship repairs being
carried out in India, they said that this depended mainly on the
policy of their principals, but they felt that if good facilities existed
in India for carrying out repairs quickly and at reasonable cost, the
owners might be willing to carry out part of their repairs in India.

6.6. Our attention was particularly drawn to the fact that with
the establishment of two oil refineries at Bombay and one at Visa-
khapatnam and the consequent import of crude oil to the tune of 3
million tons annually, the calls of tankers at these ports have been
increasing. Moreover, the refined products have to be distributed
to various ports on the Indian coast and the excess refined products
exported. It was mentioned to us that some repairs to tankers were
carried out in Bombay, but in most cases these were undertaken in
foreign ports. The Caltex Refinery at Visakhapatnam mentioned
that most of their tankers were repaired at Hongkong or Japanese
ports. One of the agents mentioned that facilities for gas-freing of
tanks, repairs to corrugated bulkheads, dry docking of T.2. type
fankers and other large size tankers which normally bring crude

oil, were inadequate.

6.7. The question of speed in repairs is of particular importance
" in the case of tankers, as the tankers, which are usually on time
character to oil companies, go off hire for the periods during which
they undergo surveys or repairs. Furthermore, tankers, whilst trad-
ing, stay in ports for very short periods and hence no running repairs
can be carried out except when they are immobilized. It is, there-
fore, necessary that when a tanker is ready for dry docking, survey
or repairs, all facilities should be available without delay. Lack of
these facilities at Indian ports is the main reason why tanker repairs
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are carried out at foreign ports, though this involves ballast runs
from the last port of discharge to the port at which repairs are carried

out. It was suggested to us that if comparable facilities are developed
in Indian ports the owners would be willing to make use of them.

6.8. Indian shipping companijes.—A statement showing the names
-~ of Indian shipping companies and the particulars of their fleets, as
on 31st March 1959, is appended as Annexure VIII. It will be seen
that the present Indian merchant fleet consists of 141 units of a total
gross tonnage of 6,46,706. The figures of annual expenditure on
repairs in Indian ports and foreign ports furnished by the seven
principal companies for the last three years are as follows:—

Names of owners ' Indian ports Foreign ports
. Rs. Rs.
1. Eastern Shipping Corporation )
195556 . . . . . . . . 10,56,800
1956-57 . . . . . . . . 22,39,200
1957-58 . . " . . . . . not furr}lshcd
2. Scindia Steam Navigation Co.
1954~55 S, . . . . . . 62,39,100 8,81,000
1955-56 . . . .. . . " 78,49,600 14,112,400
1956-57 . . . .. . . . 08,888,700 19,52,500
3. India Steamship Company
1954-5% . . . . . . . . 9,50,000 14,20,000
1955-56 . . . . . . - . 6,10,000 24,30,000
1956-57 . . . . . . . . 10,80,000 19,50,000
4. The Great Bastern Shipping Co.
1955-56 . . . . . . . . 12,07,000 4,39,500
1956-57 . . . . . . . . 10,64,200 26,56,800
1957-58 . . . - . . " . 576,490 B,44,400
§ The Bharat Line . . . . . .
1955 . . . . . . . . 25,093,600 26,500
1956 . . . . . . 22,28,900 38,700
1957 . . . . - . . . . 12,44,600  20,08,100
6. Malabar Steam Ship Company
1955-56 . . . . . . . . 3,00,000
195G6-57 . . . . . . . . 8,00,000 Wil
1957-58 . . .« - . . . . 20,00,000 '] -
7. Bombay Stean Navigation Co.
1954-55 e . . - . . . - 11,63,800
1955-56 . . . . . . . . 10,47,300 Nil
1956-57 . . . . . . . .

10,894,700

6.9. Previously there was no control over repairs to Indian ships
in foreign ports, but since August, 1958 the Directorate General of
Shipping has to be approached for approval in all cases where repairs
are to be carried out abroad. We heard some criticism from some
ship repairers that Indian companies were undertaking considerable
repairs and dry docking work abroad and that this was unjustifiable
in the existing critical foreign exchange position. On the other hand,
the Indian National Steamship Owners’ Association represented to us
that the arrangements for repairs to ships engaged in overseas trades
had to be made well in advance and that Indian owners were com-
pelled to arrange for some repairs abroad because facilities were not
always readllv available in India, with the result tirat considerable
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delay and detention were involved, whereas easy facilities were avail-
able in foreign ports, not only in respect of repair berths and dry
-docks but also in respect of spares, materials ete. They mentioned
that surveys were usually completed in about half the time taken
in India and that it was obviously of advantage even from the foreign
exchange angle, if the ships returned to service earlier, as they also
started earning freight earlier. They accordingly requested that the
-existing restrictions on arranging repairs abroad should be lifted.

6.10. To summarise the matters dealt with in this chapter, Indian
shipping companijes incur an expenditure of approximately Rs. 2}
Crores per year on repairs and, on the basis of the assumptions made
by us, this may be expected to double itself in due course. There is,
however, a tendency to arrange part of the repairs etc., in foreign
ports owing to lack of favourable conditions in Indian ports. So far
as foreign lines are concerned, the present turn over of repairs is of
the order of Rs. 2% to 3 crores. Assuming that it will increase by
about 50 per cent., the total turn over of the industry can be expect-
ed to reach sbout Rs. 10 to 15 crores annually. The possibility of
.attracting more work from foreign lines, however, depends on the
provision of better over-all repair facilities in Indian ports so as to
enable the industry in India to make competitive quotations.



CHAPTER VII

SHIP REPAIR WORKSHOPS—CAPACITY AND TURNOVER

7.1, The ship repair facilities in India are concentrated, both in
number and capacity at the big terminal ports for trade, namely
Bombay and+Calcutta. This is obviously a development based on
the development of the country’s trade and the number of both
Indian and foreign vessels calling at these ports. The number of
vessels calling at Calcutta or Bombay in any year exceeds by far the
number calling at the other four major ports. The bulk of the
capacity of the industry as a whole.is, therefore, concentrated at
Calcutta and Bombay. Although precise information is not avail-
able, it appears that ship repair yards have been in existence in both
these ports for nearly two centuries. The first dry dock seems to
have been built in 1750 in Bombay and in 1781 in Calcutta. The
present Scindia Workshop in Bombay was originally started in
1908 and the Mazagon Dock in Bombay in 1915 and the Garden Reach
Workshop in Calcutta in 1916, The other prineipal workshops have
also been in existence for over 30 years. We shall now consider the
capacity and turnover of the main repair workshops at the major

ports in India.
CALCUTTA

7.2. Garden Reach Workshops.—This is the largest ship repair
yard in Calecutta. It is owned and controlled by the B.I. Group. The
turnover of (Garden Reach Workshops on account of ship repairs
only for the last three years was as follows:—

Rs.in lakhs *

1958 . . R . . . . . . . . 13889
1956 . . . . . . . . . . . . 191-96
. . . . . . . . . 215400

1957

It can carry out 40|50 special surveys and running repairs to about
500 vessels every year, It employs about 3,000 workers and can
employ more men, if there is work. Besides ship repair work, it also
undertakes a considerable amount of new construction and general
engineering work. The general engineering work includes manufac-
ture of Johnston pumps under licence, mine haulage gear, structural
engineering work, manufacture of tram car frames, castings, build-
ings of army pontoons ete. As a matter of policy, the management
has lately diverted repair work on inland vessels to the India General
Navigation and Railway Company Workshops (which is also con-
trolled by the same group) with the result that the volume of this
work available to Garden Reach is now very much reduced.
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7.3. Hooghly Docking and Engineering Company.—This is a welk
established workshop managed by Martin Burn Ltd. The turnover
of the Company on ship repairs was as follows:—

. Rs. in lakhs
1955 . . . . . . . . . . . . 28-63
1956 . . . . . . . . . . . . 81-77
1957 - . . . . . . . . . . . 37°00

The company has a fairly large workshop employing about 1,200:
workmen, During recent years, some new machines have been
installed, as the company had contracts for building machinerg and
boilers for large inland vessels. The workshop is equipped for build-
ing of small vessels and aluminium alloy life boats. The company
has a small machine shop near King George’s dry docks in which it
can carry out small items of machining. It can handle about 10 to
15 surveys and running repairs to 180 to 200 ships a year. At present
it works only one shift due to insufficient work. It also undertakes
othel;' general engineering work and can handlé more ship repair
work.

7.4. Shalimar Works—This workshop is managed by Turner
Morrison and Co., and was originally established to cater for the
needs of the fleet of the Asiatic Steam Navigation Company, whose
vessels previously operated on the coast. Its total turnover was as
follows:— '

Rs. in lakhs
1955 . . . . . . . . . . . . 48-00
1956 . . - . . . . . . . . . 78-00
1957 . . . . . . . . . . . . 149:00

This workshop can handle four ships under survey and running
repairs to 20 to 30 ships at a time. The workshop is adequately
equipped for its requirements, but a good part of the machinery is
old. It employs about 800 men and has a small godown in the port
area. It has inadequate work and works only one shift. It under-
takes other general engineering work, when available.

7.5. Ship Repairers (Private) Ltd.—This is a subsidiary of the
Bharat Line and was established in August 1956 mainly to look after
the repair requirements of the Company. The turnover of the com-
glany during 1957 was Rs. 6:45 lakhs and it is expected to increase in

ture, The workshop can handle one ship under special survey,
four ships under annual surveys and several ships for runnin
repairs at a time. It has a2 labour complement of 75 persons an
works two shifts,

7.6. Ching Wah and Co.—This is a small workshop in the city area
with a labour complement of 20 permanent men in the workshop,
but employs about 300 casual workers for running repairs. It under-
takes sub-contract work, but does not handle hull work. Its turn-
aver i 195556 was Rs. 13 lakhs and in 1956-57 Rs. 24.26 lakhs.



26

' 17.7. India Marine Service (Private) Ltd. and Calcutta Docking and
‘Engineering Co.—Both these workshops undertake repair work, -
mostly running repairs, on ocean going merchant- vessels,

7.8. Repairs to inland vessels.—It is also worth noting that running
repairs and periodic surveys of a fleet exceeding 300 vessels of all
-sizes ranging from large inland steam and motor vessels to barges
and flats of varying deadweights are carried ouf at Calcutta everi
year. The more important of the workshops engaged on such wor
-are—

India General Navigation and Railway
Port E‘ngineering
~ East Bengal Engineering and
People’s Engineering.
"The total turnover of these workshops is fairly large and is of the

order of Rs. 130|150 lakhs every year, of which approximately two-
thirds is accounted for by India General Navigation and Railway Co.

BOMBAY

7.9. Mazagon Dock.—The Mazagon Dock, owned and controlled by
the P. & O./B.I. (Penninsular and Oriental and British India Steam
Navigation Company) group, is the largest ship repair yard in
Bombay. Its turnover on account of ship repairs for the last three
years was as follows:—

. Rs. .
1955 .. - T - .. 26404 Ilakhs.
1956 .. .o .. .. .. 23867 lakhs.
1957 . .o .. .o .. 26704 Ilakhs.

The Mazagon Dock builds small ships and craft and can under-
‘take manufacture of certain types of spares and equipment, if there
is demand. It employs about 3,000 workers and can increase the
number, if necessary. It can carry out 40/50 special surveys and
running repairs to about 500/600 vessels every year with the present
labour capacity. It also builds Campbell Engines under licence and
undertakes other general engineering work.

7.10. Scindia Workshop.—The Scindia Workshop is a subsidiary of
the Scindia Steam Navigation Company and primarily (to the extent
of 85 per cent. of its capacity) deals with repairs to the company’s
vessels and also the vessels of its associated company the Bombay
‘Steam Navigation Company. The turnover of this worshop during
the last three years was as follows:— .

Rs.
1955-56 .. .. .. .. .. T1:02 Ilakhs.
1656-57 .. .o . .o .. 82-51 Iakhs.

1957-58 . - .. . .. 9694 lakhs.

The workshop is well equipped and has recently been modernised.
It can handle 20 to 25 surveys and running repairs to,abou? 260/280
:ships per year, It employs a pool of about 1500 workers and
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generally works two shifts. It also undertakes other general en-
gineering work and can handle more ship repair work.

7.11. Alcock, Ashdown and Company.—This workshop is nianaged
by Turner Morrison and Co. Its turnover was as follows:—

. Rs.
1955 e - .o .o .. 3885 lakhs.
1956 .. .e .. .. 2749 lakhs.
1957 . .. .. v - .. 3474 lakhs.

The workshop can handle about 15 ships for surveys and 400
ships for afloat repairs per year. It employs about 1,000 workers and
works two shifts. Its present furnover to the extent of 40 per cent.
is accounted for by ship repair work and the balance by general
andkstructural engineering work. It can handle more ship repair
work.

7.12. Modern Mechanical and Marine Works.—This workshop does
work on behalf of Mazagon Dock, Scindia Workshop and some Indian
shipping companies, Its turnover was as follows:—

. Rs.
1955 . .- e . .. 580 lakhs.
1956 .. ‘e .. .. .. 7178 lakhs.
1957 . .. .. .. .. 10.08 lakhs.

It is a small workshop employing about 50 men on permanent
basis and casual labour as and when required. It works two shifts..

OTHER MAJOR PORTS

7.13. The stay of vessels in port at the other major ports of
Visakhapatnam, Madras, Cochin and Kandla is generally too short for
them to undergo any considerable repairs. Owing also to the non-
existence of dry docks, the development of the ship repair industry
in these ports is very limited- In fact there are no established repair
firms in Visakhapatnam and Kandla at all. At Visakhapatnam the
Hindustan Shipyard used to do some repair work in the immediate
post-war years, but it now concentrates on ship building and does
rict normally undertake ship repair work. At Kandla, the Malabar
Steamship have shown interest in establishing a repair workshop.

MADRAS

7.14.1. There are two ship repair firms in Madras, particulars of
whose capacity etc., are given below:—

7.14.2. Binny’s Engineering works.—This is a well established
workshop, which was previously located within the port limits.
Owing to the requirements of space in the harbour area due to the
port development plans, Binnys have been required to vacate most of
the space eccupied by them; except for a small workshop in the
harbour. They have accordingly shifted to Meenambakkam, which:
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is 16 miles away from the port, where they have laid out the work-
shops on modern lines. Their turnover on ship repairs was as
follows:— .

: - Rs.
1955 . . . .« .. 410 lakhs.
1956 .. .. . .o .+ 248 lakhs.
1957 .o .. ve . .. 309 lakhs.

They can handle 200/250 ships for running repairs per year. Due
to limited volume of ship repair work, which is about 5 per cent.
of their total turnover, they have developed facilities for assembling
of railway wagons, which appears to be their main activity now.
“‘They also undertake general engineering work.

7.14.3. Harbour Engineering Company—This is a small workshop
with an average turnover of Rs. 2:7 lakhs per year.

COCHIN

7.15. Brunton & Co. Engineers.—This is the only established ship
repair firm in this port. It has a workshop employing about 300
men and has a fairly large machine shop, which needs to be moder-
nized. Its turnover has fallen to about Rs. 80,000 although it used
to be about Rs. 2% to 3 lakhs in.the past. It has a boat building and
repairing yard in Vypeen and, owing to the decrease of ship repair
work, it has developed some subsidiary activities like manufacture
of aluminium water tanks for railways etec. '

7.16. War time control.—From the point of view of quantum of
business, the best period for the ship repair industry in recent times
was probably the World War II and immediate post-war years. During
the war, the volume of repair work which had to be done was so large
that orders were issued that only minimum repairs necessary to
keep vessels in service need be tarried out. In order to make the
best use of the available materials and facilities an organisation
called the Directorate General of Shipbuilding and Repairs was
set up to license and control all repairs in Indian ports and to allot
appropriate priorities to different jobs. The facilities of all the
workshops were pressed to the fullest possible use, and, besides re-
pairs, the workshops handled numerous major jobs of construction of
hull, machinery and equipment, conversion, refitting, defensive
equipment for merchant ships ete. In the post-war years, the volume
of deferred repairs and the refitting of merchant ships returned from
maval service provided adequate work to keep the repair yards busy.
This work, however, subsequently tapered off and the industry is
mow, dependent only on whatever work it can normally secure by
competition. The nature and volume of work actually carried out
during the last war is an index both of the capacity of the industry
:and of the vital needs it serves in times of emergency.

7.17. We do not consider it necessary to analyse in detail the equip-
ment ete. of the various workshops. But the particulars supplied to
us regarding them are all summarised in Annexures V (C) and V
{D). .We have also not referred to a number of small irms which



handle ship repairs, either as sub-contractors or doing specialised jobs
such as electronics, refrigeration, insulation ete., but we append a list
of such firms in Annexure VII. The port authorities at all major
ports also have fairly well equipped workshops with dry dock or
slipway facilities. In this chapter we have only dealt with the capa-
city, turnover and potential of the important private ship repair
workshops. We propose to deal with the dry dock and repair berth
facilities available at the major ports, both with these workshops and
the port authorities, in the next chapter.

7.18.1, The deep sea ship repair industry is thus a well organised
industry, which is entirely in the private sector, and the repair firms
have very long experience behind them, besides being equipped with
a trained labour force of the order of 12000/15000 men and fairly
good machinery. As it is, the industry is mainly based on Calcutta
and Bombay and can handle approximately 75/100 surveys and about
750/1000 ships for running repairs at each of these ports. It has a
turnover of Rs. 4 to 5 crores at each of these ports, of which three
units in Caleutta, namely Garden Reach, Hoogly Docking and
Shalimar, account for over 90 per cent. Similarly in Bombay, three
workshops, namely, Mazagon Dock, Scindia Workshop and Alcock
};shdovm together account for over 90 per cent. of the turnover at
that port.

7.182. The two largest ship repair workshops in India are the
Garden Reach Workshops in Calcutta and the Mazagon Dock in
Bombay. Both these are owned and controlled by the P. & O./B.I
Group and were originally established mainly for the requirements
of their fleets, although they have catered for the needs of other
lines as well. The P. & O. and B.I. are still feeding these workshops
with a proportion of their work, but with the reduction in their
fleets based on India and due to other reasons, the volume of repair
work of these fleets has declined during recent years. Shalimar and
Alcock Ashdown, which are controlled by Turner Morrison and Co.,
were similarly established and catered mainly for the vessels of the
Asiatic Steam Navigation Company and the Mogul Line. Partly
owing to the same reasons as in the case of P. & O. and B.I the
volume of work on these fleets has also gone down. Hoogly Dock-
ing is controlled by Martin Burn and used to cater for a group of
foreign owned shipping companies. Hooghly Docking also complain-
ed of a progressive reduction of ship repair work. To meet the
needs of the expanding fleet of their principals, the Scindia Work-
shop has carried out modernisation and some additions in the last
few years, and unlike other units in the industry, has plans for
further improvement and expansion of its capacity.

7.19. In terms of capacity, the major workshops, both at Calcutta
and at Bombay, are equipped with facilities for a wide range of work
including foundries for heavy and light castings, machine shops with
a wide variety of machines capable of dealing with shafting work,
heavy turning, boring, shaping and planing work, in addition to
production engineering of light types, boiler shops with facilities for
fabrication of sections and well equipped carpentry and joiners’
shops. The capacity of the industry both at Calcutta and Bombay
is large enough to take care of major surveys and running repalrs
te Indian ships with ample margin for all such surveys and repairs
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as may be required by foreign owned ships calling at these ports.
Except for Scindia Workshop, the volume of ship repair work of the
major workshops has lately shown signs of reduction. The industry
in Madras and Cochin has good possibilities of development for limit-
ed types of repairs, but here also the volume of work has gone down
recently and most of the workshops have had to take to some sub-
sidiary activity to provide work and employment for their plant and
labour.



CHAPTER VIII
DRY DOCKS AND REPAIRS BERTHS AT MAJOR PORTS

8.1. We have summarised the information regarding the existing
dry dock, slipway and repair berth facilities in various ports furnish-
ed to us in Annexure VI, but we shall refer to the important features
here for the purpose of directing attention to the problems facing the
industry. We shall first refer to the facilities available with the
private sector and then those provided by the port and other
authorities.

FACILITIES IN THE PRIVATE SECTOR
CALCUITA

, 8.2.1. There are two dry docks in Garden Reach Workshop 464’

and 326’ long respectively, which can take vessels of approximately
9’ 6” draft. Hooghly Docking has a dry dock 300’ long which can
take vessels of 15" draft. India General Navigation and Railway has
three dry docks, which can take vessels of 8’ to 11’ draft. All these
dry docks are not capable of taking deep sea ships of over 1200
G.R.T. They are suitable only for inland and small coastal vessels.
In the case of the dry dock of Hooghly Docking, there is the added
disadvantage that it is situated above the Howrah Bridge and there
is not sufficient clearance for vessels to pass under the bridge.

8.2.2. As regards slipways ete, Garden Reach has five patent
slipways and one small covered slipway. Hooghly Docking has four
building berths, Shalimar has three slipways, Port Engineering has a
total of ten slipways and People’s Engineering has one slipway.
India General Navigation and Railway has two slipways, each with a
cradle 255’ long. All these slipways are however suitable only for
the use of inland vessels. ’

8.2.3. There are no repair berths available with the ship repair
firms engaged in repairs to deep-sea ships. Consequently, these firms
have to rely entirely on the port’s facilities for their requirements of
dry docks and repair berths.

BOMBAY

- 8.3.1. The Mazagon Dock controls three dry docks of which the
Ritchie drydock is 495’ long and can take ships of 18’ draft and the
Mogul dry dock is 426 long and is capable of taking, ships upto 16”
draft. The Ritchie dry dock could be lengthened and deepened, if
necessary. The third dry dock is smaller (154’ long) and is not
suitable for deep-sea ships. Although the Ritchie and Mogul dry
docks are fairly well equipped, the approach channel to them has

k) |
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silted up during recent years and docking and.undocking of ships
have to be done on high spring tides, even if the ships are ready
earlier. The Mazagon Dock endeavours to redge the mouth of the
dry docks with its own small dredger, but the dredging of the
approach channel is beyond its capacity. Another factor is that other
repair firms are not allowed to work in these dry docks. As a result,
these dry docks have not been fully employed. According to figures
furnished by Mazagon Dock, the percentage utilisation of these
dry docks for the last three years was as follows:— '

. Percentage utilisation

Ritchie Mogul

Year dry dock dry dock

1956 . . . . . . . . . 59-48 18-80
1957 . . . . . . . . . 58-10 2317
1958 . . . . . . . . . 5735 18-28

8.3.2. There are no other privately owned dry docks suitable for
large deep-sea ships in Bombay. The Scindia Workshop has a patent
slipway with a cradle of 255’ length, which is used for dry docking
coastal vessels upto 1200 G.R.T., but the approach channel to this
slipway is the same as that the Ritchie dry dock and, owing to
siltation there is considerable difficulty in making full use of the
slipway. "

8.3.3. There are no repair berths owned by the private firms. The
Bombay Port Trust, however, owns a tidel basin known as the
Kassara Basin abutting the Mazagon Dock and close to Scindia
Workshop and Aleock Ashdown, which is being used for ship repair
gurposes. Owing to the siltation of the channel and the basin, ships,

ave to enter at high tide and have to sit on the mud in the basin
in low water, which restrict the use of the basin.

8.3.4. To sum up, except for the limited facilites of the Ritchie
and Mogul dry docks and the Kassara Basin, the ship repairers in
Bombay have to depend entirely on the facilities provided by the
Port Trust dry docks and berths.

OTHER MAJOR PORTS

8.4, There are no dry docks or retpair berths controlled by the pri-
vate ship repair firms at the ports of Visakhapatnam, Madras, Cochin
and Kandla.

8.5. None of the private ship repair firms at the major por’i:s, in-
cluding Calcutta and Bombay, has any definite plans for construction,
improvement or expansion of dry docks or repair berths. -

FACILITIE§ PROVIDED BY THE PORT AUTHORITIES
CALCUTTA ' '
8.6. Dry docks.—There are five dry docks in Calcutta confrolled
by the Calcutta Port Commissioners. Two of these are in King

George’s Dock and can take ships of up to 550’ length.,The femaining
three are in Kidderpore Dock and can take ships of 520/, 470 and



335 length respectively. . The King George’s is dry docks can accomo-
date two ships in tandem with a caisson in between them, but, as
the entrance is only from one end, the ship in the inner dry dock has
to wait, even if her work is completed, until the ship in the outer
dry dock is undocked. This is a disadvantage and militates against
the utilisation of the dry docks to the maximum extent. Allotment
of the dry docks is made by the port authorities on applications
received from shipping companies. Generally, allotments are made
in the order in which applications are received, but the port author-
ities have power to grant priority to vessels requiring the use of the
dry dock for the least time not exceeding 24 hours and also to
damaged vessels. A penalty may be imposed on a ship which stays
in the dry dock longer than the period for which she was admitted.

8.7. Facilities in dry docks.—As regards facilities in the dry docks,
the position is as follows:

Cranes--There is a 4 ton crane in Kidderpore dry docks between -
Nos. 1 and 2. There are four 3 ton cranes in King George's dry
docks, but thege have insufficient reach.

Water supply—There is adequate supply of unfiltéred water in
all the dry dock, and recently a tubewell has been sunk near the Kin
George’s dry docks from which fresh water for drinking purposes o
about 25 tons an hour could be supplied. There is no arrangement
ior supply of fresh water in the Kidderpore dry docks except by

arge. :

Electric power—In King George’s dry docks D.C. power of 220
volts up to 500 amps, and A.C. power of 500 volts 3 phase 50 cycles
up to 100 amps, are available. A limited supply of A.C. power of
220 volis is also available. In the Kidderpore dry docks, D.C. power
of 220 volts up to 50 amps. and A.C. power of 440 volts 3 phase 50
cycles upto 100 amps. are available only in case of emergencies.

- Compressed air.—Provision exists for supply of compressed air’
by means of pipelines alongside the dry docks sufficient for operating
ten pneumatic tools at each dry dock.

8.8.1. Repair berths—There are no repair berths, as such in Cal-
cutta. There are two lay up berths in Kidderpore Dock (off 28 and
29) and one in King George’s Dock (G berth), which are used by
. vessels undergoing repairs. They are in the nature of dead berthing
space. None of the facilities required for carrying out repairs to a
ship alongside a berth such as water, power, compressed air, heavy
lift crane, etc., is available at any of these berths. The repairers are
required to provide portable generators, welding sets, compressors
etc,, which necessarily involve transport from to ship and back
and results in delays. For heavy lifts they have to depend on the
availability of the port floating crane, No barge for discharge of oil
sludge is available. There is ne good approach road to these berths,
nor any hard standing for lorries to come alongside the ship- There
are no telephone facilities or customs inspection facilities near the lay
up berths. , Moreover, these berths have been silting up, with con-
sequent limitations on the draft of the vessels using them. ,
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8.8.2. In view of the position stated above, repair work is mostly
carried out in vacant cargo berths when they are available, but their
continued availability is uncertain and is dependent on their not
being required for cargo work. The ships are, therefore, liable to be
shifted at short notice to another berth or asked to bank alongside
another vessel or even to move out into the stream. In view of this,
even when undergoing repairs, vessels cannot be immobilised and
have to maintain steam to be able to move as and when ordered.
Besides, as these berths are primarily equipped for cargo work, there
are no. -

8.9.1. Plans—There is a provision of Rs. 26 lakhs in the Second
Five Year Plan for the following improvements:—

8.9.2, It is proposed to provide a 25 ton electrically operated
travelling crane and three 3 ton electric cranes in the King George’s
dry docks. The steam cranes in the King George’s dry docks will
be shifted to the Kidderpore dry docks. The latter cannot take
heavier cranes unless the dock walls are strengthened.

8.9.3. It is proposed to supply at the King George’s and Kidder-
pore dry docks additional compressors capable of operating another
ten pneumatic tools at each dry dock. In addition, it is proposed fo
provide adequate lighting for night work at both the dry docks. It
is also proposed to improve the fresh water supply and fire fighting
arrangements at the dry docks as a part of the general proposals for

irilil.provement of these facilities in the dock area in the Second
an.

8.9.4. Previously there was a proposal to convert the present lay
up berth in the King George's Dock (G berth) into a fully equipped
repair berth at a cost of Rs. 60 lakhs, but we understand that this
has been dropped for the present as funds are urgently required for
acquisition of additional dredgers for the port. There are no plans
for providing repair facilities at the lay up berths in the Kidderpore
dock or at any other berth in the port.

BOMBAY

8.10. Dry docks.—There are two dry docks controlled by the
Bombay Port Trust to which the Hughes dry dock is 1000 long and can
be divided into two compartments by suitable positioning of  the
caissons. It can take ships of deep draft but as entrance to it is from
one end -only, the difficulties mentioned earlier in respect of King
George’s dry docks at Calcutta apply here also. The other dry dock,

known as Mereweather dry dock is 500’ long and can take shi
to a draft of 22’ g e ships up

8.11. Facilities at the dry docks.—As regards facilities available at
the dry docks, the position is as follows:—

.Cranes.—A 30 ton electric crane is available at the Hughes
dpck. _A Lima 40 ton mobile crane, normally used for hegvy caf'g)r
lifts, is made available at the Mereweather dry dock. The Lima
crane is unable to travel all round the Mereweather dry dock owing
to the danger of the underground pipes being damaged, but it is
understood that these pipes will shortly be shifted ahd relaid.
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Water supply.—Salt water hydrants are available in the dry docks.
Fresh water supply is also available at both the dry docks but the
pressure in the mains is so low that it is difficult for ships to draw
their requirements, except for about four hours during the night.
As the water supply is controlled by the Municipal Corporation, the
Port Trust state that until the scheme for laying bigger pipelines is
completed by the Corporation, no real improvement can be expected.

Power —A.C. power of 440/230 volts 50 cycles is available at both
the dry docks. D.C. power is not laid on, but the Port Trust have
portable motor generator sets up to a total capacity of 100 K.W. at
110 and 220 volts D.C., which are available for use in the dry docks,
according to information given to us these are, however, seldom
made available for merchant ships.

Compresséd air—This is not laid on, but portable sets are available
for Port Trust work or for hire, when available, to private repair
firms. ‘

Fire Fighting.—The main reliance is on the municipal fire brigade

but the port has an auxiliary fire brigade for emergency require-
ments.

8.12. Repair berths—There are no repair berths, as such, in Bom-
bay also. Until recently, berths K, L, M, N, O, P, and Q in the Prince’s
Dock were being allotted to ships under repairs, as the sheds along-
side these berths were under-construction and the berths could not
be used for cargo work. Now that the sheds have been completed and
the berths are in use for cargo work, they are made available for ship
repair work only when they are not occupied or required by vessels
working cargo. At times berths in the Victoria Dock are also
allotted, if vacant. Occasionally berths at the harbour walls have
been allotted as repair berths. As far as the Alexandra Dock is con-
cerned, no berth is allotted for repair purposes and ships with deep
draft have necessarily to carry out repairs in stream. As repairs are
carried out at cargo berths to the extent they are vacant and avail-
able, or in stream, the difficulties referred to in Calcutta arise here
also, and ships are frequently required to shift from berth to berth
before repairs can be completed.

8.13. Plans.—With the reported abandonment of the scheme for
the modernisation of the Prince’s and Victoria Dock which, at one
stage, included the provision of an additional dry dock, there seems
to be no plan now for the improvement of the dry docks except
for a proposal to lengthen the Hughes dry dock by 125’ so as to take
in two T.2. tankers. Even this appears unlikely to be carried out in
the near future. There are no plans at all for the provision of repair
berths or for equipping existing berths with repair facilities in this
port.

OTHER MAJOR PORTS

8.14.1. There are no repair berths in the ports of Visakhapatnam,
Madras and Cochin, and repairs are carried out either afloat or
alongside berths where cargo work is done. There are also no dry
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docks suitable for deep sea ships at these ports. At Visakhapatnam
there is a dry dock of 366’ length belonging to the port. The dry dock
is primarily used for the requirements of the port craft and the draft
is limited fo 13’ 6”. The port authorities have a proposal to lengthen
and ,deepen the dry dock so as to take in their recently acquired
dredger. As there is a hill adjoining the dry dock, there are difficul-
ties in widening the.dry dock.

 8.14.2. At Cochin there is a small dry dock of 240/ length in Candie
Island, which is used for docking of and repairs to port craft. This

dock is fairly well equipped with necessary facilities, but it is not.
suitable for the requirements of deep-sea vessels.

8.14.3. In Kandla there is g floating dock which can accommodate
vessels up to 225 in length. This is mainly used for the port craft
and is not suitable for deep-sea ships. -

8.151. Plans.~—In Cochin the port authorities have in mind the con-
struction of a dry dock as a long term measure, but they are prepared
to accept a dry associated with the proposed second shipyard, if
it is eventually decided to locate it at that port.

8.15.2. In Visakhapatnam the Hindustan Shipyard has under con-
sideration a proposal to construct a dry dock suitable for deep-sea
vessels. A considerable amount of preliminary work has been done
on this scheme, but it is understood that it is held up owing to
foreign exchange difficuities.

8.15.3. There are no plans for building any repair berths in any of
the ports. The Cochin port is, however, building four new cargo
berths and the Madras port six new cargo berths as part of their
expansion plans. The Visakhpatnam port has also a plan for
building a new basin with four additional cargo berths. AIl  the
three port authorities consider that there should be no difficulty in
equipping one of these new cargo berths at their ports with all neces-
sary facilities likke compressed air, electric power, heavy cranes -etc.,
so that they may be used as repair berths, whenever required.

8.16. Briefly, the position in Calcutta and Bombay is that beyond
hiring out the dry docks with such facilities as exist and making
available ordinary cargo berths for repairs, whenever they are vacant,
the port authorities have not taken into account the special require-
ments of the ship repair industry. Although individually some
facilities like crane, power, water, etc., are available in these ports,
they are only incidental to the existing general port facilities and, in
relation to the needs, entirely inadequate. The necessary facilities
for ship repairs have, therefore, to be gathered piecemeal from the
general equipment of the port and/or provided by the ship repairer.
More or less the same position obtains with regard to the — other
major ports also. In none of the ports is any berth earmarked for
ship repairs. While various improvements have been made during
recent years and are being planned for cargo working, there is no
corresponding awareness on the part of the port authorities of the
need to provide facilities for ship repairs. As a result, this = subject
?uagu;eceived scant attention both in the past and in the plans for the

o .



CHAPTER KX

Time and Cost of Repairs—Clarification of Policy regarding Port
Facilities

9.1. In this chapter we shall review the salient features of the
facilities available for ship repairs in India and deal with their
effect on the time and cost of repairs and the reasons for the
present depressed state of the industry and indicate broadly the
policy to be adopted for improving the present conditions.

Review of facilities

9.2.1. Workshops.—The equipment available with the workshops
in India is adequate for most types of repairs in dry docks and
repair berths. The workshops have in the past handled a much
larger volume of ship repair work than at present, and the expand-
ed capacity is still available. Necessary ancillary indusfries and
organised sub-contractors for specialised work, such as refrigera-
tion, insulation etc., are available. One of the handicaps of these
workshops is that they are all situated outside the dock area and,
in a few cases at some distance from the docks. This means that
labour, materials, portable machinery etc., required for repairs and
also the parts removed from ships for workshop action have to be
transported by lorries or barges and the incidental customs for-
malities have to be gone through, thus involving additional costs
and delay. Although the workshops have adequate portable equip-
ment, working with such equipment is not conducive to full
efficiency. The workshops are also not well equipped for repairs
in stream.,

9.2.2. Dry docks—Most of the dry docks-used by deep sea ships
are owned by the port authorities and are not confrolled by the
workshops. Allotments are made by the port authorities on appli-
cation under a prescribed procedure and although, in practice, most
of the demands are met, frequently ships have to wait; there is
generally no assurance of availability or re-availability of dry docks
whenever required. The dry docks have some facilities like cranes,
water and power available to a limited extent, but these are not
adequate. This often results in delay to ships undergoing repairs,

9.2.3. Repair berths—The most important single factor which
affects ship repairs in India is the lack of fully equipped repair
berths and the non-availability of even ordinary berths when re-
quired. We have already stated that fully equipped berths are nnl
availabje either with the workshops or the port authorities.
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9.2.4. 1t will be seen from the above that ship repairers in India
do not control all the three facilities which are necessary for ship
repairs and that they suffer from some disabilities in regard to each
of them. Whereas the capacity of the workshops has increased
substantially during and after the last war, there has been no in-
crease in the dry dock and berth facilities, which are controlled by
.the ports. In fact, as we have explained in Chapter VIII, there
has been an effective reduction in the berth facilities available for
repairs during the last few years. We shall presently show how
the lack of berth facilities affects ship repairs work in the ports of
Calcutta and Bombay.

8.25. Calcutta.—With only lay up berths available for all the.
ships requiring berthing space for repairs at any point of time, the
consequences are that —

ships once berthed are moved from berth to berth or from
berth to moorings and back, while repairs are stil
continuing; and

the majority of repairs to ships both major and minor (in-
cluding machinery and boiler surveys) have to be
carried out at moorings.

The difficulties of having to carry out repairs at the moorings are
obvious. Firstly, the ship cannot be immobilized. Repairs at the
moorings become a continuous time-consuming process of move-
ment of men, materials and mobile equipment, compliance with
customs formalities and ordering and getting floating cranes, water
barges and oil barges. If dry docking is involved, the ship, after
leaving the dry dock, may have to remain idle for want of a berth
or be moved to moorings, when the entire process of repairs has
to be restarted. This process is not confined only to ships requir-
ing major repairs. With siltation in the port, and consequent re-
duction in the number of berths available for ships of deep draft,
even ships intending to carry out minor repairs, while working
cargo, are required to move from berth to berth etc.

9.2.6. Bombay.—Hitherto one or the other out of four or five
berths in .the Prince’s and Victoria docks, which were not fully
developed as cargo berths were made available, when not required
for cargo working. With the completion of cargo sheds alongside
these berths, they are not likely to be available as repair berths,
except occasionally. Unlike Calcutta, even lay up berths are not
available, In this respect the position in Bombay is worse than in
Calcutta. Ships under repairs have to move from berth to berth,
or berth to stream, and vice-versa, and the same process of time--
consuming movement etc., is repeated in this port also.

9.3. In dealing with the seriousness of the situation arising from
the uncertainty regarding availability of berths for repairs, we can-
not do better than quote a few selected opinions of the various
parties interested in this matter.

The Indian National Steamship Owners’ Association have stated
that the lack of facilities eventually makes the cost of repairs in
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India prohibitively high and shipowners are, therefore, compelled
to carry out some of the repairs in foreign countries. Some foreign
ships, which could come to Calcutta and Bombay for repairs, are

presently diverted to Singapore or Hongkong because of the defi-
ciency of facilities.

The Malabar Steamship Company have stated that. their
“JANETA” had to wait for a month during the months of Novem-
ber and December, 1957 for a repair berth in Bombay. She went
into dry dock in January 1958 and required a repair berth again at
the end of the month, but could not get one until the end of April,
1958. After some time she had to move out of the berth and com-
plete the rest of the work in stream until she sailed in July, 1958.
The avoidable loss of time was about 4 months in this case.

Scindias have stated that the absence of fully equipped berths
specifically reserved for repairs at Calcutta and Bombay constitutes
tne biggest single handicap to ship repairs in India.

The British India Steam Navigation Company have stated that
the non-availability of repairs berths is a serious handicap, parti-
cularly for passenger ships. The annual surveys of such vessels
are conducted under Government and Lloyds Surveyors’ super-
visior, and if berths are not available, not only is extra expenditure
incurred but considerably more time is required. They consider
that the lack of repair berths is a serious deterrent to shipowners
wishing to undertake major repairs at Calcutta and Bombay. It is
for this reasony B.I. are sometimes forced to despatch their vessels
to Japan and Hongkong for major repair work and, now that the
Pakistan Industrial Development Corporation Shipyard, Karachi, is
functioning, they are allocating vessels to that port also.

The Mazagon Dock have stated that there are now good possi-
bilities of increased repair work for tankers in Bombay owing te
the large number of tankers calling at that port. However, in
actual practice, one group of tanker companies which incurred re-
pair expenditure in the region of Rs. 45 lakhs in Bombay in 1952,
incurred only an expenditure of under Rs. 2 lakhs in 1955-56. The
principal reason . for this is the fact that no repair facilities are
available for the large size tankers employed by this group. They
have also referred to two cases in which B.I. was compelled to
arrange special surveys costing Rs. 7 lakhs and Rs. 15 lakhs to their
vessels at a far eastern port because facilities were not available in
India. In another case, they had to regret their inability to quote
for :a large repair job because there was no assurance of berth
facilities.

The Mazagon Dock have also stated that the volume of repairs
to foreign ships at Indian ports has gone down rapidly since 1952
owing to non-availability of berths. They have pointed out that
many tankers which discharge carge in Bombay, proceed to Hong-
kong and Japan .and have their repairs carried out there. If re-
palr facilities pre available at Bombay, it is reasonable to assume that
a large volume of business would be attracted to the port. They
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have stated that if berths are allotted for repairs, they would ap-
proach tanker companies for regular arrangements for carrying ou¢
repairs to their tankers in Bombay.

We may state that practically all the interests concerned unani-
mously stressed the importance of the availability of fully equipped
repair berths in Calcutta and Bombay.

9.4.1. Effect on time and cost of repairs.—The direct effect of the
lack or inadequacy of the various facilities is to increase the time
of repairs, We have already referred in previous paragraphs to
some of the factors which contribute to delays in dry docking or
- carrying out repairs afloat. Most of these delays arise because of
the unfavourable conditions in India. The cumulative result of the
delays is a subsfantial additiop to the time taken for repairs. For
instance, several cases were mentioned to us which go to show that
as many as 6 to 10 shifts of a ship during repairs are not an un-
common occurrence, The effect of such shifts on the time of re-
pairs can be easily imagined.

9.4.2, Another important consideration in relation to conditions
in India is the cost of repairs. Until a few years back the cost of
carrying out repairs in India compared favourably with the costs
in foreign ports. In the last few years, the position appears to have
changéd considerably. It is the view of the interests concerned
that the cost of repairs in India now tend to be higher than costs
in the Continent of Europe, Hongkong and Singapore and some-
times higher than in the United Kingdom.

9.4.3. It is important to note that the total cost of repairs to a
shipowner consist of —

the actual cost of repairs, viz,, the ship repairer’s bill; -

the standing charges for the number of days the ship remains
under repair; and

the loss of earnings for the same period.

The impact of delays on the cost of repairs at Indian ports becomes
patent in this context. To the extent to which a ship is detained
~ for any extra period due to delays in repairs in India, the standing
charges and loss of earnings for this period constitute an additional
burden on the shipowner. This addition to the cost of repairs can
be substantial in view of the high standing charges of modern ships
which are of the order of Rs. 10,000 per day. In arranging for re-
pairs, the ship owner does not consider only the comparative actual
costs of the repairs at Indian and foreign ports. To him, the cost
of repairs is the t+tal cost. Elimination of delays, is therefore, the
decisive factor in retaining and attracting ship repair work to
Indian ports. ’

Y.5. It was represented to us that one of the causes of increasing
costs of repairs in Indian ports is the lower efficiency of labour.
It was also stated that recent labour legislation and the awards of
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the, Industrial Tribunals have contributed . to increased costs of
labour. Traditionally labour costs in India were lower, and work
involving manual labour, like chipping and painting, boiler clean-
Ing, tank cleaning, carpentry and joinery work, has been cheaper
in Indian ports, despite the relatively lower efficiency of individual
workers. The pattern is, however, slowly changing and the rising
labour costs are beginning to affect the existing favourable position.
Ii this process continues, the remedy may have to be found in
partial mechanisation,

Repercussions on the industry

9.6. The consequences of the rising costs of ship repairs in India
is a gradual but unmistakable diversion of ship repair work from
Indian to foreign ports. The recent diversion of some B.I ships for
repairs to Hongkong illustrates the point. It is understood that the
total cost comprising the cost of repairs and the time and cost
involved in the ballast voyage worked out cheaper than carrying
out the same repairs in. one of their own associated workshops in
india. We have also stated that the traditional pattern of work of
most of the workshops in Caleutta and Bombay has been changing,
and that the work provided by their associated companies is no
longer available to them to the same extent. As a result of these
factors, the volume of repair work available to the ship repair in-
dustry in India has been going down. The problem facing the in-
dustry is, therefore, one of securing adequate work for economic
operation. Although the quantum of work available may be ex-
pected to increase with future increase of Indian owned tonnage,
the workshops will still have considerable spare capacity and they
will, therefore, have to canvass a good proportion of work ifrom
foreign shipowners. In the case of foreign ships the choice of
carrying out repairs at an Indian port or elsewhere cannot be
limited in any way and the work can be secured only on the basis
of competitive efficiency, i.e. comparable time and cost quotations
on an international basis. This means that the various deficiencies
which now contribute to higher costs in India should be removed.
As many of these are beyond the control of the ship repairers, it
is necessary that the Government and the various authorities con-
cerned should consider each of such factors with a view to finding
- solutions for them.

Responsibility of Port authorities and Government

9.7. In view of the importance of repair berths in the picture of
ship repairs, we had detailed discussions with the various port
authorities on the subject. Our discussions have, however, shown
that the requirements of the industry in this respect have not re-
ceived any recognition. The general view appears to be that the
requirements of cargo ships are the main responsibility of the port
authorities and that they have little, if any, responsibility in respect
of ships needing repairs. The port authorities of Cochin, Madras
" and Visakhapatnam indicated that they would be willing to equip
one gf the new berths which tﬁey are building or are going to build
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as a repair berth, so that it may be utilised as such whenever it is
wacant. The Calcutta Port Commissioners had a proposal to cons-
truct a repair berth, but this has since been given up. All the
port authorities were, however, of the view that in the context of
periodie congestion of cargo ships, it would not be possible for them
to make available any of the existing berths solely for repair work.
‘The Chairman, Bombay Port Trust, was of the view that it was not
part of the responsibility of the port to provide repair berths.

9.8. In our opinion, the above view is fallacious and does not take
account of the actual conditions in India which are radically differ-
ent from those in foreign countries, as discussed below:

‘The port authorities in India own most of the land on the
water front in the port area and determine its wuse.
Except by way of lease, acquisition is not possible.
Without the fullest co-operation of the port authorities,
suitable sites for repair berths cannot be secured by
private parties.

By convention and practice, the port authorities in India have
always accepted the responsibility of providing repair
berths. In view of this, ship repairs did not, in the
past, take the initiative in providing themselves with
repair berths.

As a practical proposition, there is no possibility in present
conditions of any of the repair firms investing the large
funds necessary for building special repair berths.

9.9, In view of the above considerations, it is unrealistic to draw
any analogy between the conditions in India and those in foreign
countries. The reluctance of the port authorities to provide repair
berths springs from the experience of periodic congestion of cargo
ships. While congestion must be avoided by the provision of addi-.
tional cargo berths and by other suitable measures, the require-
ments of ships needing repairs cannot also be ignored. In our view,
the provision of facilities for ship repair work, where no separate
facilities exist, is as. much a part of the legitimate functions of the
port as the provision of cargo berths, crane, water, bunkering ete.
facilities and dredging. There will be no real solution for the
problems of the ship repair industry until this is recognised by the
port authorities and the Government.

9.10. We had an opportunity to discuss this subject with Mr.
Posthuma, Visiting Adviser on ports to the Ministry of Transport.
He felt, .in the circumstances explained above, that the problem
.should be regarded as a national problem and that it should be
placed before the Government accordingly.

9.11. We consider that an essential prerequisite for any progress
of the ship repair industry is the acceptance of the principle, both
by the Government and the port authorities, that it is part of their
responsibility to provide for the requirements of the ship repair in-
dustry also. We, therefore, recommend that the Government should
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<larify their policy in this matier accordingly. The problems of the
industry have become urgent, and it is important that there should
no longer be any ambiguity regarding this matter. As Government
have themselves stated in the preamble to the Resolution of 22nd
January, 1958, the requirements of the ship repair industry have not
been taken into account in the first two Plans and a clarification of
policy, as suggested above, would pave the way for the port autho-
rities to provide for the requirements of the industry in future plans.



CHAPTER X
Recommendations regarding ship repair workshops

10.1. In Chapter VII we dealt with the capacity, turnover and
ijpotential of the important private ship repair workshops at the
major ports. We also indicated in that chapter that, besides the
private workshops, the port authorities have fairly well equipped
-workshops. In this chapter we shall briefly deal with the role
-which the port workshops can play in connection with repairs to
merchant ships and make recommendations regarding better utili-
:sation and development of the private workshops.

Port Workshops

10.2. The port authorities in Calcutta, Visakhapatnam, Madras,
‘Cochin and Bombay maintain well equipped workshops. There is
.a workshop in Kandla also, but the installation of the machinery
is not complete. When completed, it will also be a well equipped
workshop. The facilities available in all these workshops are sum-
marised in Annexure V (A). These workshops are primarily in-
tended for the requirements of the port craft, but they do assist
rmerchant ships in emergency repairs. The port workshops are
generally fully occupied with their own work and, in fact, the work-
shops in Calcutta and Bombay are in arrears in respect of their own
work. All the workshops have plans for expansion and moderni-
sation, and it is likely that they will have some surplus capadity in
future. In view, however, of the surplus workshop capacity of the
private repair firms in Calcutta and Bombay, it is unlikely that the
:shipping companies will need much assistance from the port work-
shops at these ports. At the other major ports, private workshop
facilities are either unavailable or inadequate. In view of this, it
is necessary that the facilities of the port workshops at Visakhapat-
mnam, Madras, Cochin and Kandla should be made available to mer-
-chant ships requiring repairs. We, therefore, recommend that, as a
matter of policy, the port workshops at these ports should assist the
shipping companies in carrying out repairs for which these work-
shops have facilities. - -

Hindustan Shipyard

10.3. At Visakhapatnam, the Hindustan Shipyard has facilities for
ccarrying out merchant ship repairs on a significant scale. The
Shipyard proposes to lengthen by about 300 ft. its fitting out berth,
which can now take 2 ships, and also strengthen it for taking heavy

4 4
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<ranes. This will enable a third ship to be berthed but, in the
opinion of the Shipyard, it is doubtful if any of the berths will be
free or available for long periods for ship repairs in view of the
proposed stepping up of its building programme. Even so, the
shipyard should be able to carry out repairs to merchant ships by
double-banking. For this purpose it will be necessary for the ship-
Yyard to equip the fitting out berths with necessary facilities and also
build up a separate pool of trained labour for ship repair work.
"The shipyard appears to be hesitant to embark on such a pro-
gramme as the ship building side is subsidised by Government and
the yard is doubtful whether ship repair work would be profitable
In our view there is a strong case for the shipyard to undertake re-
pair work. The expenditure to be incurred by the yard for equip-
ping itself for this purpose would not be large and ship repair
work would be generally profitable. .The undertaking of repair
work would also provide a certain amount of flexibility in the
utilisation of labour and workshop capacity and the overheads
would correspondingly be spread over. If a dry dock is also
built in the port, conditions will be favourable for the shipyard to
undertake ship repairs work on a large scale. It may be mention-
ed here that the major ship building yards in foreign countries
are also major ships repair yards. Shipowners would generally
prefer to send their ships to the yards where they were built for
major surveys as all the drawings required would be readily avail-
able. We have also mentioned that if repair facilities for tankers
are available at Visakhapatnam they are likely to be made use of
by the increasing number of tankers calling there. We, therefore,
recommend that the Hindustan Shipyard should, as a matter of
policy, extend its activities to ship repair work and take early steps
to fully equip itself for this purpose. ‘

Private Workshops

10.4. Most of the privately owned workshops are still using a
large proportion of old machines, although some of them have
acquired many new medium and small size machines. We feel that
if some of the older machines could be replaced by modern type,
it would result in considerable saving for them both in labour costs
and time. It appears to us that the workshops are unwilling to
embark on any large scale plan of modernisation, as they are some-
what uncertain about the future prospects. But once they are
assured about the availability of various repair facilities in the port,
they would be able to canvass and secure adequate work and be
willing to modernise their workshops. We recommend that Gov-
ernment should encourage them to undertake such modernisation, if
necessary, with a scheme of financial assistance on favourable

terms.

10.5. There are certain items of work which cannot be carried
out by the repair firms in India at present. These are enumerated
in detail in Chapter XVIL. The need for developing facilities for
such items is becoming urgent. It is possible that some industrial
units which are now being planned like the heavy forging and cast-
ing factory at Ranchi may provide .facilities for some of these
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items, The ship repair workshops should be encouraged to develop
facilities for the remaining items with such assistance from the
Government as may be required. It would be sufficient if, in res-
pect of such items, the facilities are developed only in one work-
shop each at Calcutta and Bombay, as the others could avail them-
selves of these facilities as and when necessary. ‘

10.6. We have mentioned that the main problem of the ship
repair workshops at present is to secure adequate work and that
for this reason, many of them have developed some subsidiary lines
of activity. It is not easy for the workshops to switch their capacity
to general engineering work on a large scale. Nor would this be
a real solution to their problem as the wide variety of tradesmen
engaged on ship repair work cannot all be employed on general
engineering work which could absorb only labour of selected types.
in certain departments. Moreover, it is not desirable to allow any
such diversion on a substantial scale, as it is necessary to preserve
the existing capacity for ship repair work. Nevertheless, the
undertaking of other would absorb at least a part of the surplus
capacity of the workshops, and for this reason, we consider that
the Government should encourage the development of other activi-
ties by these workshops. The following are some of the lines in
which the workshops could develop such activities:—

Building of small size vessels for the navy, port authorities,
other Government departments, shipping companies etc.

Structural and general engineering activities; and

Manufacture of auxiliary equipment and spares for ships and for
general engineering industries.

Obviously the necessary schemes in these matters can only be
prepared by the workshops themselves and the initiative must come
from them. The Government, should, however, adopt a policy of
assistance by encouraging Government departments to place orders
for small craft, structural and general engineering items etc., with
these workshops.



CHAPTER XI

RECOMMENDATIONS REGARDING DRY DOCKS

11.1. In this chapter we shall deal with the question of adequacy
of the existing dry dock facilities and the steps to be taken for their
improvement by the port authorities and the private sector respec-
tively. The position needs to be considered in detail only in respect
of the ports of Calcutta and Bombay, as there are no large dry docks
at the other ports

DRY DOCKS CONTROLLED BY THE PORT AUTHORITIES

. 11.2. We have already dealt with the existing .dry dock
facilities at the ports in Chapter VIII and these are also summarised
in Annexure VI. In order to consider the question of adequacy of
the existing dry docks, we requested the port authorities in Calcutta
and Bombay to furnish us with information for the last three years
regarding the interval between the time when vessels were ready
to dry dock and the time when they actually entered the dry dock.
This would have enabled us to judge whether ships had to wait for
unduly long periods for securing dry docks. The port authorities -
did not, however, have complete information on the subject and they
have furnished us only with statements showing the dates when
vessels were actually docked and the periods for which the vessels
actually occupied the dry docks. We later took up the matter with
the Indian National Steamship Owners’ Association, but they were
also unable to give us any precise data regarding the periods of
waiting for dry docks. They have explained that from the time of
initial application for a dry dock to the date of actual docking, the
process of getting a dry dock is a matter of continuous enquiry, tele-
phonic or oral, in respect of which no records are kept. They have
stated, however, that, in practice, vessels needing docks have
often had to wait for long periods, but that it is difficult for them to
substantiate this statement, as the information available in the
records of the port and the companies relates only to the dates on
which the vessels were originally expected to be ready to dock and
the dates on which they actually entered the dry dock. In these
circumstances, we are able to offer only general comments on the
subject. If a precise analysis is to be made in future, it will be
necessary to ask the port authorities and the shipping companies
to maintain complete data regarding the dates of application, the
indicated dates of readiness for entering the dry docks, the periods
applied for, the dates of actual readiness and entry into the dry dock
and the actual periods of occupation of the dry dock.

11.3.1. We shall now examine the data regarding utilisation of dry
docks which we received from the port authorities in Calcutta and
in Bombay.
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11.3.2. According to -the information furnished to us by the Cal-
cutta Port Commissioners, the dry docks remained vacant and were
used for port craft for the following periods during the three years
1953, 1956 and 1957:—

Number of days
Dry dock Number of days used for Port
vacant Commissioners’

craft

1955 1956 1957  Ave. 1955 3956 1957 Ave,

K.G.No.1 . 171 126 171 156 g I .. 2
K. G.No. 2 115 39 88 81 o8 17 105 73
K.P.No.1 . 72 44 75 64 130 25 so 68
K.P.No.2 92 24 58 58 107 224 77 136

11.3.3. It was however explained to us that the above figures of
vacant periods were somewhat misleading owing to the following
reasons:— ' .

A dry dock is recorded as vacant although the ship scheduled to
occupy it is unable to move in.

The arrival of ships sometimes depends on the tide in the river.
The two dry docks in King George’s dock are in tandem.

Some time is required for adjusting blocks between dry dockings.

Dry docks are also recorded as vacant when repairs are carried
out to the dry dock and its equipment.

In general terms, the port authorities have stated that since 1957,
the dry docks have been more or less fully utilised and that they
have also been able except in cases of occasional buncing, to meet
all demands without unreasonable delays.

11.4.1. The Bombay Port Trust has not given detailed information
regarding actual periods for which the dry docks were vacant but,
according to the information furnished by them, both the dry docks
do not appear to have been vacant for lack of demand for any signi-
ficant period during the years 1956, 1957 and 1958.

11.4.2. They have stated that the dry docks were used by Port
'f]:'rﬁlst and naval vessels during the years 1956, 1957 and 1958 as
ollows:— :

Number of days

Year Port Trust vessels Naval vessels
Hughes  Mere- Hughes  Mere~
weather « weather
1956 . . . . . . . 147 74 11
1957 . . . . . . 86 53 45 N
1958 . . N . . . 265 68 57 {1

Average . . . . . . 166 65 38 5
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It will be seen that the Hughes dry dock, which is the main dry
dock for deep drafted merchant vessels, is used to a considerable
extent by port and naval vessels.

11.5.1. It is apparenf from the information given to us that, both
in Calcutta and Bombay, the larger dry docks are used to a consider-
able extent by port craft. There were several complaints, that in
many cases, it was unnecessary for the port craft to have used the
larger dry docks and that the work also took an unduly long time.
There is also a feeling that in the matter of allotment of dry docks,
there is a tendency to show preference to the vessels of the port
authorities. Reduced utilisation of dry docks by the port eraft would
- be doubly beneficial, as this would make the docks available to
an increased extent for the use of merchant ships and also increase
the revenues of the port by way of dry dock charges. We shall now
examine the possibilities of reduced use of the larger dry docks by
port craft at both the ports.

11.5.2. Calcutta—With regard to the periods for which the dry
docks have been used by the Port Commissioners vessels, it was
stated that four dredgers and two floating cranes have necessarily to
use the bigger dry docks, but otherwise the port craft generally use
Kidderpore dry dock No. 3, the-Island workshop dry docks or the
slipways. It was also mentioned to us that the King George'’s dry
dock is used only to the minimum extent necessary.

11.5.3, During our enquiries it also came to light that when the
port vessels are dry docked, the port workshops, which invariably
carry out the repairs, work only one shift, thereby extending the
period of occupation of the dry dock. A few instances were mention-
ed to us in which the port craft occupied the dry docks for months
whereas, had the work been done in more than one shift, the time
could have been considerably reduced. It apears that, because the
port authorities do not have to take account of the dry dock hire
charges and the added ‘on cost’, the incentive to complete the repairs
quickly does not exist.

11.5.4. We recommend the following arrangements for the use of
the dry docks by the Port Commissioners vessels. There are only
six port craft which necessarily have to use the larger dry docks.
These may continue to use the larger dry docks (King George's dry
docks and Kidderpore dry docks Nos. 1 and 2) for their requirements.
When these craft require the use of the dry dock for long periods,
they may preferably be docked in King George’s dock No. 1. All
other craft should, as far as possible, be docked on the port slipways,
the Island Workshop dry docks and Kidderpore dry dock No. 3, and
they may use the larger dry docks only when it is unavoidable. When
the port vessels are docked in the larger dry docks, the port autho-
rities should arrange for work to be done round the clock so that
it is completed in the shortest possible time.

11.5.5. Bombay.—In Bombay the larger dry docks have been used
to a considerable extent by port craft. The Port Trust Workshops
carry out the repairs to the craft and they normally work only one
shift. The Bombay Port Trust has several slipways which can dock
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vessels of upto 300 tons and a draft of about 10 feet. Owing to silta-
tion, however, the draft now appears to be limited to about 8. From
the figures for the years 1956, 1957 and 1958 furnished by the Bombay
Port Trust, it is observed that 25 power propelled vessels out of a
fleet of 53 vessels were docked in the Hughes or Mereweather dry
dock. With .the completion of several deep.drafted craft now under
construction for the port authorities, it is expected that some 30 craft
will in future be of such draft and dimensions that they cannot be
docked on the port slipways. The demand for the larger dry docks
for use by port craft is thus already substantial and is likely to
increase in future. This will, further, limit the availability of the
larger dry docks for merchant vessels.

11.5.6. We, therefore, recommend that the Bombay Port Trust
should construct a small dry dock near the port. workshop large
enough to take all the port craft which cannot presently be docked
on their slipways. When such a dry dock is constructed, all port-
craft should, as far as possible, be docked in this dry dock or the
port slipways and they may use the larger dry docks only when it
is unavoidable. Pending the construction of such a dry dock we
recommend that whenever the port craft use the larger dry docks
the port authorities should arrange for the work to be done round the
clock so that it is completed in the shortest possible time.

116.1. On the basis of the information available, it appears that
there is at present considerable pressure on the port dry docks both
in Calcutta and Bombay. We feel, however, that the implementa-
tion of the recommendations made by us will ease the pressure on
the dry docks at both the ports and enable them to meet the present
level of demands as also for some years to come, The reduced use
of the dry docks by the port craft on the liners recommended by us,
will make them available for merchant ships, fo a greater
extent than is the case at present. Similarly the provision of improv-
ed facilities at the dry docks as recommended by us will shorten the
period of dry docking of ships and thus enable a larger number of
ships to make use of the dry docks. :

11.6.2. The position in Calcutta is, on the whole, easier than in
Bombay. Even in Bombay, with the construction of an additional
dry dock by the Navy, the Navy’s demands on the Hughes dry dock
will be reduced in future. With the increased use of the Ritchie and
Mogul dry docks by merchant ships, on the lines recommended by
us, and later, with the construction of a small dry dock for the
exclusive use of the port craft, we feel that the existing port dry
docks should be able to meet the present level of demands as also
those that may arise in the near future We also consider that, in
order to make the ship repair industry more broadbased, dry docks
should be built in Visakhapatnam on the east coast and Cochin on
the west coast. _This will also reduce the pressure on Caleutta and
Bombay. Hence if any additional dry docks are to be constructed
they should preferably be constructed in Visakhapatnam and Cochin
rather than in Calcutta and Bombay. In view of the above consi-
derations, we feel that there is no need to consider the provision of
additional dry docks for merchant ships at Calcutta and Bombay
for the present. The position may, however, be reviewed at the end
?rf the Third Plan period in the light of the conditions then prevail-

g8 )
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IMPROVEMENT OF FACILITIES IN THE DRY DOCKS

11.7. In the preceding paragraph we considered the adequacy of
dry docks at the ports of Calcutta and Bombay. We shall now pro-
ceed to make detailed recommendations regarding improvement of
facilities at the dry docks at these ports.

CALCUTTA

11.8.1. We have already referred to the provision of Rs. 26 lakhs
made in the Second Plan for improvement of facilities at the dry
docks in Calcutta such as heavy lift electric crane at King Geor&e's
dry dock, additional compressors, flood lighting etec. We urge that
these improvements should be carried out before the end of the
Second Plan period. The 25-ton travelling crane proposed to be pro-
vided at the King George’s dry dock should have a span to reach the
far side of the vessel and the proposed additional compressed air
supply should be sufficient for at least 20 pneumatic tools.

11.8.2. We also recommend that the following further .improve-
mel'ltfi should also be carried out by the end of the Second Plan
period.

~ King George’s dry docks

11.8.3. D.C. power should be provided at 110 volts upto 200 amps.
for portable lights and tools and for ships requiring power at this
voltage.

~ A.C. power for welding and compressor sets at 440 volts 3 phase
50 cycles should be increased to 200 amps.

Drinking water for workmen with leads at convenient points
should be provided.

There should be adequate sanitary arrangements near the dry
docks for workmen and ship’s personnel.

Arrangements should be made for providing the ships in the dry
docks with telephones.

The steps of the dry docks are in a state of disrepair. They should
be repaired and the rails renewed so as to provide safe access to the

dry docks.
Kidderpore dry docks

11.8.4. As there is no heavy lift crane in these dry docks, the float-

ing crane should be made available on a preferential basis for ships
using them. '

The proposed additional compressed air supply should be suffi-
cient for at least 30 pneumatic tools.
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D.C. power should be increased to 200 amps. as follows:—
920 volts to 200 amps.
110 volts to 200 amps.

A. C. power supply .

Drinking water supply Same as recommended for the King George’s
Sanjtary arrangements dry docks.

Telephone facilities

11.8.5. It was pointed out to us that the side walls of the Kidder-
pore dry docks would have to be strengthened before a heavy lift
crane could be installed. Although we have, as an interim measure,
recommended above that the floating crane should be made available
on a preferential basis for these dry docks, we consider that these
dry docks should be renovated during the Third Plan period and
a 15-ton travelling crane, with a span to reach the far side of the
ship, permanently provided.

BOMBAY

11.9.1. We have mentioned that there is no plan in Bombay for the
improvement of the dry docks except a proposal to lengthen the.
Hughes dry dock by 125’ so as to take two T.2. Tankers. This pro-
posal can be considered independently of the other major schemes
for modernisation of the docks. We urge that this should be taken
up for execution as soon as possible and completed early in the Third
Plan period.

11.9.2, We recommend that the following further improvements
should be carried out by the end of the Second Plan perioa.

Hughes dry dock

11.9.3. Compressed air supply by means of pipelines laid alongside

the dry dock sufficient to operate at least 20 pneumatic tools should
be provided.

Permanent arrangement should be made for D.C. power supply
at the following voltages instead of relying, as at present, on small
portable motor generator sets:—

220 volts upto 200 amps.
110 volts upto 200 amps.

Drinking water for workmen with leads at convenient points
should be provided.-

There should be adequate sanitary arrangements near the dry
docks for workmen and ship’s personnel.

Arrangements should be made for providing the ships in the dry
dock with telephones. P P il
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_Salt water supply should be augmented by providing larger capa-
city pumps, especially in view of the fact that tankers require con-
siderable quantities of water for resting of tanks, which is a normal
requirement when tankers are in dry dock.

.. Fresh water supply is expected to improve after the Bombay
Municipal Corporation has completed I'ﬂ;ing of bigger size pipe lines.
However, as a permanent facility for the -dry dock, we recommend
that a reservoir of suitable size may be constructed near the dry

dock for fresh water supply to ships in the dry dock.
Mereweather dry dock

11.9.4. A 15-ton travelling crane with a span to reach the far side
of the vessel should be provided solely for the use of this dry dock.

Compressed air supply

D. C. Power supply '

Drinking Water supply Same a3 recommended for the Hughes dry

Sanitary arrangements dock,

Telephone facilities

Salt water supply

Fresh water supply

Other dry docks

11.10. Privately owned dry docks.—There are no privately owned
dry docks in India suitable for deep sea ships except the Ritchie and
Mogul dry docks in Bombay, both of which are controlled by the
Mazagon Dock. We have already pointed out the factors which
limit the use of these dry docks in Chapter VIII. If the Bombay
Port Trust and the Mazagon Dock co-operate, it will be possible to
achijeve increased utilization of these dry docks. We consider that,
in the over all interests of the Port, the Port Trust should be pre-
pared to accept responsibility for dredging and maintenance of the
channel and approaches to these dry docks. The Mazagon Dock, on
their part, should be agreeable to incur capital expenditure on length-
ening and deepening the Ritchie dry dock which would make it suit-
able for docking large merchant ships. They should also not be
averse to hiring out the Mogul dry dock to shipping companies who
wish to utilise the services of ship repairing firms other than the
Mazagon Dock. There should not be any serious practical difficulties
in making the Mogul dry dock available as suggested above in view
of its location outside the workshop area of the Mazagon Dock. In
this connection, it will be relevant to point out there has been less
than 25 per cent. utilization of the Mogul dry dock over the past
three years.

1L11. Indian Naval Dockyard—The Indian Naval Dockyard at
Bombay has at present four dry docks of different sizes and a large
new one is under construction. While these dry docks are primarily
intended for the use of naval vessels, merchant ships may, on occa-
sions require their use for short periods for routine dry docking,
examination for underwater damage, etc., when other dry docks are
pot available. We recommend that, in these circumstances, the
Indian Naval Dockyard should make available its dry docks for mer-
ehant ships to the extent their own work permits.
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Other Ports

- 11.12. Visakhapatnam.—For the reasons which we have discussed
earlier in this chapter we recommend that the scheme under con-
sideration by the Hindustan Shipyard for the construction of a dry
dock should be taken up for implementation at an early date. The
dry dock should be a large one and should be capable of accommoda-
ting T.2. type tankers which are likely to visit the port in increasing
numbers. The construction of such a dry dock will avoid the neces-
sity of vessels built at the Yard having to proceed to Calcutta for
dry docking before delivery as at present. It will also stimulate the
development of a good ship repair industry in the port. The pro-
posal of the port authorities for lengthening and deepening their
dry dock should be considered in the light of the recommendation
we have made above.

11.13. Madras.—There is no dry dock in this port.and the port slip-
way is used for repairs to port craft. In view of our recommendation
that a dry dock should be constructed at Visakhapatnam, we do not
consider the provision of a dry dock at this port necessary at present.
There are a few small seagoing vessels based on this port which do
not at present have any dry dock or slipway facilities. We recom-
mend that the use of the port slipway for docking such vessels should
be permitted.

11.14. Cochin.—The siting of a dry dock in Cochin will stimulate
the ship repair industry in this port and the considerations which we
mentioned in the case of Visakhapatnam apply here equally, We
accordingly recommend that the construection of a fully equipped dry
dock, either as a part of the second shipyard scheme or otherwise,
should be planned and completed by the end of the Third Plan period.



CHAPTER XII
RECOMMENDATIONS REGARDING REPAIR BERTHS

12.1. In Chapter IX we have explained how the ship repair indus-
try ‘in: India is seriously handicapped owing to the non-availability
of repair berths and recommended that the Government and the port.
authorities should accept the responsibility for providing them. In
this chapter we shall examine the extent to which repair berths are-
required, both from the short term and the long term points of view,.
and also the facilities to be provided at the berths. We shall deal
with the position in detail in respect of Calcutta and Bombay as these
are the main repair ports. Our recommendations will, however, cover-
other major ports also.

Calcutta and Bombay

12.2. In order to enable us to judge the number of repair berths
that are required in Calcuita and Bombay, we endeavoured to collect
information regarding the actual number of days during which ships.
underwent afloat repairs in berths, anchorages, etc., and also the time
Jost in waiting “for the berths. The information is not, however,
readily available. We have, therefore, tried to assess the number of’
repair berths required at Calcutta and Bombay on the basis of mate--
rials otherwise available to us.

"12.3.1. Estimate of repair berths required.—It will be seen from:
Annexure VIII that the Indian merchant fleet at present comprises
about 140 ships. On the basis of orders already placed, there will
be an addition of about 20 ships during the remaining period of the:
Second Five Year Plan, making a total of 160 ships. On an average,.
one fourth of this fleet will have to undergo special survey every
year, which means that in every period of 12 months not less than
40 ships of Indian registry alone will require berths for special sur-
vey repairs between Calcutta and Bombay. The time taken by ships
at the repair berths during special survey varies depending upon
the age of the ship concerned, but assuming an average stay of 30
days per' ship, the number of berth-days comes to approximately
1,200. This figure does not, however, take into account the require-
ments of:—

Annual surveys of passenger and passenger-cum-cargo vessels.

R;apairs to vessels suffering accident or damage. Running
repairs.

Aséuming that the time required‘for the above items is about 25 per
cent., of the time required for special survey the total number of
berth days will come to roughly 1,500.

595
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12.3.2. According to the information available to us, out of approxi-
mately 1,600 liner vessels which call at Calcutta and Bombay about
30 ships in Calcutta and 40 ships in Bombay undergo special or
.annual or other surveys every year at these ports. Some .of these
ships are passenger ships undergoing regular annual surveys.
Assuming an average stay of 15 days per ship at the berth in the
.case of these ships, the number of berth days comes to 1050. It may
be taken that at least 100 ships out of the total number of foreign
ships which carry out some running repairs at each of these ports,
would require repair berths; and assuming a stay of 3 days per ship
.at the berth, the number of berth-days for these ships would come to
600. Thus the total for both Indian and foreign ships works out to
.3,150.

12.3.3. From the above figures, it will be seen that a minimum of
8 berths (3150 = 365=8 approximately) is required continuously to
meet the present demand for repair berths between Calcutta and
Bombay. Having regard to the anticipated additions to the Indian
fleet during the Third Plan period, and the increased demands for
repair facilities from foreign ships, the minimum requirement at
the end of the Third Plan period will be 12 berths. The above cal-
culations have been made on a conservative basis and we feel that
actual requirements will be even higher. Although a part of the
total requirements may continue to be met by the use of vacant
«cargo berths, we consider that it is necessary progressively to pro-
vide separate fully equipped repair berths as this will lead to greater
efficiency and economy. We, therefore, recommend that the provi-
sion of 12 fully equipped repair berths for both the ports should be
accepted as the ultimate target.

12.4. We shall now proceed to indicate in what stages this ultimate
target of six repair berths each at Calcutta and Bombay should be
achieved. We have shown that there is a proved need for a minimum
-of four berths in each of these ports even for current requirements.
In view of the serious difficulties experienced by the ship repair
industry and the crisis through which it is now passing, we feel thai
immediate relief should be afforded to the industry by earmarking
and improving the berths which have hitherto largely been used
for ship repair work. On this basis we shall make specific recom-
mendations separately for Calcutta and Bombay in regard to the
steps to be taken in the remaining period of the Second Plan and in
the Third Plan period, respectively. '

12.5.1. Calcutta—In Calcutta there are three lay-up berths viz,
off 28 and 29 in Kidderpore dock and ‘G’ berth in King George’s dock,
which are largely used for ship repair work. We recommend that
these three berths should be earmarked for ship repairs and that
they should be equipped with the following facilities during the
remaining period of the Second Plan:—

All the three berths should be dredged so as to have a minimum
-depth of water of 18’ alongside the berths.

Short piers capable of taking one 5/10 ton travelling crane should
be constructed alongside each gberth. g ¢ Shot

Good approach roads leading to the piers should be constructed.
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Arrangements should be made for supply of A.C. power at 440

wotlés 3 phase 50 cycles upto 200 amps. for compressors and welding
sets,

Arrangements should be made for supply of D.C. power at 110
~volts and 220 volts upto 200 amps. for ships’ lighting and power.,

Supply of drinking water for workmen with leads at convenient
points should be provided.

. Adequate supply of fresh water for ships should be provided.

Copious supply of unfiltered water for testing of tanks should be
provided.

Sanitary arrangements near the berths should be provided.

Arrangements should be made for providing the ships at the berths
with telephones.

Proper mooring facilities should be provided for testing ships’
~ main engines after completion of repairs.

Flood lighting on the pier should be provided for night work.

12.5.2. We recommend that provision should be made in the Third
Plan for the following further facilities at each of the piers:—

A travelling crane of 5/10 ton capacity. Compressed air supply
by means of pipelines laid alongside the pier sufficient to operate at
least 20 pneumatic tools.

12.5.3. In order to achieve the target of six repair berths recom-
mended by us, it will be necessary to provide for three additional
‘berths in the Third Plan. We recommend that the ‘H’ berth in the
King George’s dock should be adapted and equipped as a repair
berth. We understand that there is a proposal to construct a new
basin in the King George’s dock in the Third Plan. We recommend
that two of the berths in the new basin should be constructed as
repair berths as part of that plan.

12.6.1. Bombay.—In Bombay, due to the reconstruction of sheds at
most of the berths in Prince’s and Victoria docks and the absence of
lay-up berths, as in the case of Calcutta, used only for ships under
repair, we find it rather difficult to specify the berths for ship repairs.
‘We also appreciate that it may not be possible to provide any berth
in Alexandra dock for ship repairs. In view of this and due to the
proximity of Prince’s and Victoria docks to the major workshops, we
consider that the requirements of repair berths will have to be pro-
vided for in these docks only. We accordingly make the following

recommendations:—

126.2. The K. L. M. berths inside Prince’s dock have been used
i the past for ships needing repairs. The inner northern half of
these berths should be reserved for ships under repair. Similarly
the northern half of N and O berths in Prince’s dock should be reserv-
ed for ship repairs.
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12.6.3. We understand: that at No. 10 in Victoria dock a shed is
under construction. After this shed is completed, the use of No. 9 as
a cargo berth will be restricted. This berth should, therefore, be
earmarked for ship repairs.

12.6.4, All the 3 berths mentioned above should be fully equipped.
with the various facilities as mentioned in the case of Calcutta during
the remaining period of .the Second Plan and in the Third Plan
period,

12.6.5. In addition to the above, one berth in the outer dock wall
should be made available as a repair berth during fair weather. It
should be dredged to maintain a minimum depth of 18’ and equipped
with necessary facilities. :

12.6.6. To achieve the target of six fully equipped repair berths in
Bombay, we recommend that the Kassara Basin should be put intor
use as a repair basin for medium sized vessels. This will necessitate
dredging of the basin and the approach channel, fitting of a lock gate,
strengthening the piers and providing various repair facilities. This
will provide two additional repair berths and should be included in
the Third Plan. _

12.6.7. Apart from the above, if any scheme is prepared in future
for the constructien of new basins or docks in Bombay, we consider
that two fully equipped berths for repair purposes should be planned.
ag part of the scheme.

12.7. Other ports.—We recommend that in the ports of Visakha-
patnam, Madras and Cochin, one of the new berths which are under
construction or are to be constructed, should be fully equipped with
. necessary facilities for ship repairs. These berths need not he ex-
clusively reserved for ship repairs but should be made available on a
preferential basis for repair purposes, whenever there is a demand.
In Kandla, there is no need to consider the provision of a separate
repair berth for the present.

Other facilities in docks.

12.8. Sludge tanks/sludge barges.—At present there is no pro—
vision: for receiving oily water sludge from the tanks of the ships
undergoing repairs and consequently the sludge has to be transferred
from tank to tank during special surveys. We; therefore, recommend
that at least two sludge barges of approximately 100 tons capacity
each should be provided at Calcutta and Bombay. These barges.
should be made available for discharge of sludge as and when requir-
ed by ships undergoing repairs. We also recommend that, at both
the ports, shore sludge, tanks should be provided with suitable pipe.
linl{elgs so that the sludge barges can discharge the sludge into these
tanks.

12.9. Workshop cum office in docks.—We recommend that space
should be made available to the principal repair firms at the major
ports in the dock area for maintaining a small workshop-cum-office.

* Facilities should be given to use a part of the premises for a small
bonded store.

12.10. Garbage bins—We recommend that suitable sized garbage
bins should be provided both near the dry docks and the repair
berths to collect waste materials from the ships.
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MINOR PORTS

13.1 We mentioned in Chapter II that we made enquiries of both
Andian and foreign shipping agents as to the minor ports at which
they carried out repairs, if any, to their ships and the extent of such
repairs. The replies received indicate that hardly any repairs of
significance are carried out at any of the minor ports. Only emer-
gency items which cannot be postponed are carried out in these ports.
The facilities actually available at the minor ports are summarised in
Annexures V(B) and VI. From these it will be seen that, almost
uniformly throughout the country, on both coasts, facilities at minor
ports, which are mostly anchorage ports, are limited to small slipways
suitable for docking the craft owned by the port authorities, In some
‘ports there are also workshops capable of carrying out minor main-
tenance or running repairs. In many cases, the port craft have +to
proceed to other nearby ports where facilities exist for major repairs
or surveys. We are of the view, however, that there is scope for im-
proving the existing facilities at the ports mentioned below to serve
the needs of small coastal vessels for dry docking and repairs as also
of deep-sea ships for repairs afloat. Such improvements will aug-
xment the overall facilities available for small vessels on both the east
and the west coasts and make them broad based.

13.2.1. Mandapam.—The workshop at Mandapam is owned by the
Railway and is mainly intended for carrying out necessary repairs
1o the two Southern Railway ferry steamers sailing between Dhanu-
shkodi and Talaimannar. There is a dry dock of 264’ length and 50
width close to the workshop. Ships of up to 12’ draft only can use
the channel leading to the dry dock. The dry dock has been pri-
marily built for the ferry vessels and there are no plans of deepening
or lengthening it. There is also a slipway of 140"x 90 x4’ with pro-
vision for operating 3 cradles the hauling capacity of each cradle
being upto 50 tons. This slipway was built by the Navy and is not
pow in use as all equipment has been dismantled after the war.
Apart from the ferry vessels, the dry dock is now being used to dock
Madras State Fisheries vessels, the Bucket Hopper Dredger of Tuti-
corin Port and some privately owned ships. Even so, the dry dock
is not fully occupied. '

The workshop is well equipped and staffed for carrying out
complete hull and machinery repairs to the ferry vessels. The spare
capacity of the workshop is ytilised for the manufacture of items of
stores for the mechanical and engineering departments of the Railway
and other Government departments.

59
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13.2.2. Mandapam offers good .alternative dry docking facilities o
the east coast with repair facilities for small coastal vessels. We re-
commend that the dry dock should be lengthened and deepened so
as to be able to dock vessels of 350 feet length and 15 feet draft and
the approach channel dredged during the Third Plan period. The
slipway should also be brought into use by providing necessary equip-
ment for docking and repairs to small vessels and craft plying in the
area. We also recommend that the Railway, should, as a matter of
policy. undertake repairs to privately owned vessels.

13.3.1. Tuticorin.—There are practically no facilities for ship re-
pairs in this port except for a few machine tools on the port dredger.
There is no slipway or regular port workshop, and repairs to the port
craft are carried out in the Railway worshop at Mandapam.- The
Sethusamudram Canal Project Committee has recommended the con-
struction of the canal and also the dewvelopment of Tuticorin as a
major port, including the construction of a dry dock in that port.
It is understood that certain traffic and engineering surveys are be-
ing conducted with a view to enabling the Government to consider
the recommendations of the Committee.

13.3.2. We understand that Tuticorin is likely to be developed as
a major port in the near future. We recommend that the develop-
ment of repair facilities viz., a fully equipped repair berth and a
workshop should be considered as part of the general project.

SAURASHTRA PORTS

13.4. Of all the minor ports on either coast, the repair facilities at
Saurashtra ports are best developed. It has five fairly well develop-
ed intermediate ports handlink considerable cargoes, viz., Bhavnagar,
Okha, Bedi Bunder, Veraval and Porbander. The need for self-
sufficiency in the matter of repairs to port craft, which taken to-
gether are numerous, has led to the development of sizeable repair
facilities at these ports- The basic facilities which exist are sufficient-
ly diverse and broad-based for carrying out improvements so as to
extend the facilities for the use of merchant ships.

13.5.1. Bhavnagar.—In the old port area there is a dry dock of 250”
length and 40’ width. Immediately adjoining the dry dock, the port
has now constructed a sheltered barge basin. The dry dock is  at
present able to take all the craft of Bhavnagar and neighbouring
ports. The barge basin provides necessary facilities for construction
end repairs of the barges belonging to these ports. Facilities for
fresh water and power are available at the dry dock. The port has
also a workshop situated near the dry dock and the basin, with
equipment essential for repairs to 11 types of port craft. The work-
shop has, in fact, carried out extensive hull and machinery repairs
to the Port dredger. There is ample space around the dry dock
and the workshop area. Alcock Ashdown have acquired a site near
this area for erecting a workshop. They have already put up a shed
and are now engaged in the construction of steel barges for the port.
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13.5.2. In view of the above, we recommend that the existing.
dry dock should be extended and deepened so as to dock vessels of
350" length, 45" breadth and 15 draft. We also recommend that the:
port, as a poliey, should allow its workshop to undertake repairs to:

“privately owned vessels. The workshop should also be expanded for
this purpose.

13.5.3. In the new port a lock gate at the entrance of the concrete
_jetty is under construction to provide a deep water basin. This basin
will have a constant depth of water and provide several berths suit-
able for ships of deep draft- We understand that there will be no
difficulty in setting apart one of the new berths exclusively for ship-
repair work and in allotting an adjacent plot for a workshop. We:
also understand that the Bharat Line have a scheme for setting up a
workshop at the port. In view of the proximately of Bhavnagar to
Bombay, the development of repair facilities at the port will help
relieve the pressure on Bombay. We, therefore, recommend that
one of the new berths should be earmarked for ship repair work and
fully equipped with all repair facilities.

13.6.1. Okha.—The port has a concrete jetty alongside which
medium sized ships can be berthed. It has also a wharf-wall of 225’
length for the discharge of lighters. There is no dry dock or slipway
in the Port, but there is a proposal to construct a slipway of 270"
length and 55" width which will take vessels upto 11’ draft. There
is a small port workshop not well equipped at present. Proposals for
improving the workshop are under consideration.

13.6.2. In view of the large number of vessels which call at this:
port, we recommend that the workshop should be equipped for carry-
ing out maintenance and running repairs to merchant ships.

13.7. Bedibunder.—~The Port has a dry dock of 230’ length. It has
also a barge basin with a clear entrance width of 22’. The entrances.
to the dry dock and the barge basin are separate, Vessels can be
docked and undocked only on certain days during the month on high
tides. The barge basin is suitable for docking all port barges and
small launches, while the dry dock is able to take care of all repairs
to ships up to the size of an L.C.T. There is a 3-ton crane on one side-
of the dry dock near the entrance. Power and water are also avail-
able. The floor of the dry dock requires renovation and so  alse-
the lock gates. There is a small well equipped workshop which
adjoins the dry dock and the basin. The port builds its own barges,.
buoys etc. The workshop can undertake repairs to all types of craft.
This is an anchorage pert where ships anchor 6/7 miles out at sea
from the harbour. The use of the dry dock by merchant vessels is-
not possible. It is understood, however, that the Navy and the oil
companies may be interested in making use of the dry dock and re-
pair facilities at this port for small vessels like mine-sweepers, oil
barges etc. We, therefore, recommend that the dry dock should be-
renovated and the lock gates repaired.

13.8. Veraval.—This is an anchorage port with ships normally
anchoring more than a mile out at sea. In addition to overseas and
coastal traffic, it caters for sailing and fishing vessel traffic. The
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State Government has undertaken an extensive programme of de-
velopment of the port for fishing vessels. The programme provides
for sheltered basins within the port, with one wharf of 600’ length-
with 8 water alongside at low water and another of 1000" length
where the depth varies from 8 to 14’ alongside. The port has a
dry dock 135" long and 180" wide with clear entrance width of
35. The port has also a small workshop near the dry dock which
<an carry out all necessary repairs to port craft. There is a crane
alongside the dry dock and water and power are available. There
is ample space around the dry dock and workshop area. The dry
dock was hitherto used as a sheltered wet basin for sailing vessels
during the monsoon, but as ample berthing space will, in future, be
available in the harbour, the dry dock could be used for docking
small vessels and for sailing vessels which are mechgnised.

13.9. Porbander.—There is a provision in the Second Five Year
Plan for a dry dock of 250’ length which will enable vessels of &
draft to be docked at high tide. For the purpose of docking port
«craft, it would be a useful addition to the existing over-all facilities
At Saurashira ports.



CHAPTER XIV
SHIP REPAIR MATERIALS AND SHIP STORES

14.1. Our terms of reference in regard to materials require us to
wonsider whether materials, stores, etc, required for ship repairs are
available adequately within the country or whether the country
is deficient in.dhis respect; if the latter is the case, we have been
.asked to recommend what steps should be taken for reaching self-
sufficiency in this field as far as possible.

14.2. In considering this subject, it would be desirable to assess
the total requirements of both the ship building and ship repair in-
-dustries, as the types of stores, materials etc., required are similar,
“The ship building industry is essentially-an assembly industry and, as
:such, its output depends on the ready availability of requisite mate-
rials. The availability of materials without delay is even more impor-
tant in the case of the repair industry, as the demands for particular
'‘materials or parts may arise suddenly and the time available for
completing the repairs would be generally limited. Although the
ship repair industry has been in existence in this country for many
years and the ship building industry for over a decade, both are still
primarily dependent on imports for most of the items. During. re-
rent years, some of the items have been manufactured indigenously
and are available in small quantities, but their supply is not sufficient
to meet the demand. Although units for the manufacture of some
of the items exist in India, the deliveries are considerably delayed;
in some cases, the factories concerned complain of shortage of raw
materials. In respect of some items, the quality is not up to the
vrescribed standards. At the same time, the restrictions on imports
have been considerably tightened and actual users’ licences very
auch curtailed, particularly in respect of items which are manu-
factured in India, with the result that the items are not readily
agaila&ale to the repairers either from within the country or from
:abroad.

SPECIAL POSITION OF SHIP REPAIR INDUSTRY

14.3.1. It would be useful to refer at this stage to certain special
features of this industry, which distinguish it from the other manu-
facturing industries.

14.3.2. We have already referred to the fact that this industry has
to complete, unlike other industries, with the ship repair industry
‘in foreign countries and that the demands for materials or parts arise.
-suddenly, especially in cases of damage repairs etc. The repair firms
-would, of course, keep a range of stores in stock subject to their
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financial limitations, but it will obviously be necessary to import.
unavailable stores from abroad. The time factor is of utmost im-
portance in competing for repair work and, if there is difficulty or
delay in getting the materials for pmcedural or other reasons, the
shipowner may well decide to carry out the repairs at a foreign port.
where the materials are easily available.

14.3.3. We have also mentioned that this industry assists both ire
earning and saving of foreign exchange. .= Although foreign exchange-
expenditure has inevitably to be incurred on import of stores, the-
industry earns several times this expenditure.

14.3.4. The industry cannot easily do with equivalents or sub-—
stitutes. The rules and requirements of the Government and/or of
the Classification Societies have to be complied with as otherwise the:
appropriate certificates will not be issued and the ship cannot sail.-
Any relaxation of these requirements is also not desirable because-
the risks involved are large and the facilities available under operat--
ing conditions on the high seas are not the same as on shore.

14.3.5. The wishes of ship owners have also to be taken into-
account. The use of certain materials has been developed after years-
of trial and experience of all maritime countries, Some of these-
materials have to be imported if they are not locally available. Sub-
stitutes may be found locally, but their use may not always find:
favour with shipowners. For instance, some of the workshops men—
tioned to us that some British owners insisted on the-use of lignum.
vitae for stern tube bushes for their ships, although this items is:
subject to severe import restrictions and a good indigenous sub-
stitute & available.

14.3.6. The import of certain types of spares and parts cannot be-
avoided. These are mainly proprietory items which have to be:
obtained from the original manufacturers. For instance, spares for-
diesel and steam turbine engines on Indian ships have to be imported.
Owing to delay in imports, either the ships are held up or temporary
repairs are required to be carried out which are expensive and:
uneconomic in the long run. ' ‘

143.7. In view of the above considerations while the policy of
progressive manufacture of these items should be pursued, it is:
necessary to take a liberal view of cases such as mentioned above-
and allow sufficient imports of these materials if the ship repair in--
dustry is to be in a State of competitive efficiency.

14.4.1. In considering this subject further, it would be desirable to: -
deal with the items required for ship repairs and maintenance under-
three heads, viz.

“Materials” including all raw materials, ferrous and non-ferrous,
such as steel plating and rolled sections, timber, piping, boiler tubes,.
cables, bolts, nuts and rivets, forgings, castings, etc. which would
require further processing and fabrication in the worshops: ’
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“Ancillary eguipment” consisting of fully manufactured items
which have merely to be installed on board ship including:—

(i) Deck auxiliaries including lifeboats, davits, anchors, wind-
lasses and winches, hatch covers etc.,

(i1) Hull fittings like rudders, stern frames, stern tubes, pro-
pellor shafts, '

(iii) Engine room auxiliaries like generators, pumps, rompres-
sors, refrigeration equipment, heaters, electrical equip-
ment ete, ‘

(iv) Firefighting equipment,
(v) Sanitary appliances,
(vi) Navigation instruments and other bridge equipment,

(vii) Steel, cast iron, copper and lead piping'and pipe fittings
including valves, cocks ete., '

(viii) Miscellaneous items e.g., kitchen equipment, gangwayé,
accomodation ladders, water tight doors, porthole fittings,

(ix) Wooden and plastic interior fittings; and

“Spares” costing of spare parts of main and auxiliary machinery
on board ship, e.g., pistons, liners, eylinder heads, piston rings, fuel
injection equipment, turbine blades etc.

14.4.2. We shall now proceed to deal with the above in the order
of their mention.

AVATLABILITY OF MATERIALS

14.5.1. Steel.—One of the items about which we heard persistent
complaints from ship repairers was the delay and difficulty in obtain-
ing their requirements of steel, which is one of the most important
items needed by the ship repair industry. It is stated that generally
some 16 sizes of plates and several sizes of structurals are required
for the industry including sheets, bars, section angles, bulb angles,
channels, ete., and these have to be tested to Llyods specifications,
e.g., B.S.S. 13. Specially tested plates and materials are required
for boiler and machinery repairs.

14.5.2. It is understood from the Iron and Steel Controller that the
supply of tested plates is at present very limited. Only Tatas pro-
duce shipbuilding plates and this too only up to 6’ width. Their
production is also far short of the requirements of the shipbuilding
and ship repair industries. In view of the limited size and quantity
of plates available in the country, it is necessary to make up the
balance of the requirements by imports.

14.5.3. We shall now briefly explain the procedure for allotment
and supply of quotas of steel to ship repairers. Being an engineering
industry under Central Government control, the sponsoring authority
for the ship repair industry is the Development Wing of the Com-
merce and Industry Ministry, and all applicants for quotas have to
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obtain a licence and register themselves under the Industries (De-
velopment and Regulation). Act, 1951, with that Wing. There are 21
firms registered with the Development Wing as being engaged in
ship repair work and construction of coastal boats and river craft,
of whom 19 are registered for the purpose of allotment of steel from
the Central Steel Processing Industries (S.P.I) quota. The remain-
ing two firms have not approached the Development Wing for steel
and presumably obtain their supplies through the State Govern-
ments. A statement showing the names of registered firms, their
assessed capacity and allotments made to them is attached as Anne-
‘xure IX, From this annexure it will be seen that the total require-
ments of all categories of steel of these registered firms come to
about 13,000 tons per annum. (This figure does not include the
requirements of the Hindustan Shipyard).

14.5.4. Under the existing procedure, these registered firms have
to apply to the Development Win% every quarter for their require-
ments. The Iron and Steel Controller gets advance information from
the steel producers regarding their production programmes and makes
bulk allotment of steel of wvarious categories to the Development
Wing. The Development Wing thereupon issues quota certificate to
individual firms taking into account their past consumption and the
categories applied for. The Development Wing generally gives high
priority to the requirements of the ship repair industry. On receipt
of the quota certificates, the firms place their detailed indents on the
Iron and Steel Controller, who plans and places orders on the pro-
ducers for the production of different categories or arranges for
release from registered stockists. Against the unfulfilled quotas, the
Iron and Steel Controller arranges for import of steel on Govern-
ment account to the extent foreign exchange is available and distri-
butes it at pooled prices. Sometimes he is able to obtain steel from
foreign countries as part of barter deals. In special cases where the
Iron and Steel Controller is unable to arrange imports, the Develop-

glent Wing recommends the issue of import licences to individual
rms, :

14.5.5. One of the complaints about the present procedure which
was brought to our notice was that there was delay in the allotment
of steel quotas. For example, Scindias have mentioned that this de-
lay may be anywhere from 2 to 4 months. Another complaint made

.o us was regarding the serious time lag between the issue of quota
certificates and actual supply. It was stated by the Iron and Steel
Controller that this interval was of the order of 6 to 9 months and
that this was due to the rolling mills having to plan their production
on the basis of orders, but the ship repairers stated that the interval
was much longer. We also found that, although the ship repairing
firms held fair to adequate stocks for immediate requirements, they
had large arrears against their quotas which were yet to be supplied.
For instance, Garden Reach gave the following figures of quota
allotments and actual receipts by them:—

_Quora  Quantity

received
: Tons Tong
1956-57 1,200 452
1957-58 . . . . 2,487 354

1958-59 (two quarters) 1,234 X
Ao

<
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Mazagon Dock stated that against their quota from 1956 (upto
31-5-1958) totalling 2783 tons, they actually received 959 tons.

14.5.6. A defect in the existing procedure is that there is no pro-
vision for meeting any emergency requirements of shipping com-
panies. There are also some small repair firms who are not re-
gistered with the Development Wing but as worker’s sub-contractors
or are patronised by some shipowners. At present these firms are
not able to get their requirements of steel at controlled prices. In
these circumstances, some shipping companies have applied through
the Directorate-General of Shipping for special releases of steel, but
this has also not produced quick results. It is, therefore, desirable
that there should be provision in the scheme to cover such cases.

14.5.7. The position as ascertained by us is that the supply of steel,
the largest single basic item required for ship repairs, is severely
limited by the overall shortage of indigenous production and foreign
exchange available for imports. In the slow and elaborate procedure
of assessment of capacity, fixation of quota, issue of certificate, classi~
fication into categories, planning of production with the producers,
release from stockists, arranging for imports etc. there is so much
delay involved that steel is not available, when wanted, for an indus-
try in which ready availability of supplies is of great importance.
The allotted quotas are practically never fulfilled. Even when the
quota in terms of total tonnage may be partially {fulfilled, being
carried forward from quarter to quarter, the supplies under specifie
categories are, in practice, never commensurate with the indents of
the firms on the Iron and Steel Controller.

14.5.8. The Iron and Steel Controller informed us that the position
regarding steel plates would ease steadily with the plans of Tatas to
step up their production of plates to 1 lakh tons and of Rourkela to
produce 2 lakhs tons of plates upto 109” width. He was of the view
that the position would ease by the third quarter of 1960 and that,
under such improved conditions of supply, the need for imports
would largerly disappear and even non-registered firms would be
able to get their requirements from the market at normal prices. He
also expressed the view that the supply of most of the other cate-
gories of steel required for ship repairs would also improve when all
the three Government steel plants go into production.

14.6.1. In spite of the above hopeful picture, we are afraid that
conditions of overall shortage will remain with us for some years to
come. In order to afford relief to the industry during this period
w2 make the following recommendations.

14.6.2. In view of the special position of the ship repair industry,
the Development Wing of the Ministry of Commerce and Industry
should continue to give high priority to the steel requirements of
this industry and also take sieps to ensure that avoidable proce-
dural delays are eliminated. We understand that the issue of quota
certificates is now centralised in the Development Wing and we
recormmended ‘that arrangements should be made for the issue of
quota certificates before the end of the quarter to which they relate,

14.6.3. The Iron and Steel Controller must make every possible
effort to fulfil the quotas allotted to ship repair firms to the fullest
possible extent, To .the extent to which such quotas cannot be
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fulfilled from indigenous producers or stockists, the repair firms con-
cerned should be enabled to obtain the balance from abroad by issue
of necessary import licences. It is necessary that the allotted quota
should not only be fulfilled in terms of the total tonnage, but also
of the specified categories applied for.

14.6.4. In order to meet the emergency requirements of shipping
companies and small ship repair firms not registered with the Deve-
lopment Wing, the Iron and Steel Controller should on the recom-
mendation of the Director General of Shipping, who may be the
sponsoring authority for such cases make an ad hoc supply avail-
able without delay to the company or firm concerned either from
the producers or stockists.

14.7. We also recommend that the entire position should be re-
viewed, after the three Government steel plants have been in
production for some time, in consultation with the all India Ad-

visory Body whose formation we are recommending in Chapter
XVI '

14.8. Timber.—Most indigenous varieties of timber used in ships
are easily available. Imported timber usually comprises Oregon
Pine and Lignum Vitae. Oregon Pine is used for dock sheathing,
hatchboards, cargo battens etc. The import of this wood is stopped
and the ship repairers are unable to accept and fulfil orders due to
shortage of this timber and have to use indigenous substitutes
which are not wholly satisfag%?ry. Lignum Vitae is used for lining
stern tubs and rudder gudgédn bushes ot ships, but its import is
very much restricted. A substitute known as Red Ebony, available
in India, has been found to be satisfactory, but we heard complaints,
particularly in Calcutta, that regular supplies of this timber were
not available, It was also mentioned that some shipowners insist-
ed on the use of Lignum Vitae. The quantities required of these
two varieties of foreign timber are small and we recommend that
imports of required quantities should be allowed until regular sup-
plies of indigenous substitutes are available.

14.9.1. There are various items in regard to which the ship repair
industry depends entirely on imports, e.g, special steels (nickle
chrome, molybdenum etc.) stainless steel, tool steels, abrasives,
electrodes, copper ingots, Zinc ete.

14.9.2. There are certain items of equipment and portable tools
required by ship repairers e.g., welding sets, welding transformers,
Rir compressors, pneumatic hammers and drills, cutting and drilling
tools, measuring instruments etc., not yet manufactured in India
which have to be imported.

14.9.3. Other items of materials and ship stores.—There are
several other items of materials and ship stores which are now
vartiaily manufactured in India. Some of these are as follows:—

Boiler tubes.—upto 2}” are made by the Indian Tube Com-

pany, Jamshedpur; but;supply is very difficult. Tubes
over 21” have to be imported.

Pipes.—M. S. between 3” and 3" diameter dre made by the
Indian Tube Compdny, Jamshédpur, and the Kalinga
Tubes, Cuttack. Other sizes of pipes and solid drawn
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tubes are not manufactured at present. It is stated
that manufacture of solid drawn tubes upto 7” diameter
will commence this year. Sizes of M.S. pipes and solid
drawn tubes, which are not planned for manufacture,
have to be imported.

-Electric cables—Some types of cables manufactured in India
have not yet been approved by major Classification
Societies and these cannot be used on ships. Armour-
ed cables are not manufactured in India. Such cables
have to be imported.

Packing and Jointings.—Except for a few categories of joint-
ings manufactured in India, all other types of jointings
and packings have to be imported by actual users. It
was complained to us that there was an acute shortage
of packings and jointings commonly used on ships.

"Steel wire ropes.—Black and galvanised wire ropes of sizes 3”
to 3}” circumference are manufactured in India, but
the supply is both inadequate and delayed. Galvanis-
ed unkinkable wire ropes for lifeboat falls are not
manufactured at present in India.

‘Galvanised sheets.—Although Tatas manufacture sheets of 12,
14, 16 and 24 S.W.G., supplies are very restricted. In
the event of proved non-availability imports have to
be allowed.

Electrical accessories.—Such as resistances, relays, automatic
switches, etc., being replacement parts, have to be im-
ported.

14.9.4. There are numerous other miscellaneous items which are
required for ships and which have to be imported. Some of these
:items are:—

Pressure gauges

Gauge glasses (Bishops’)
Ebonite tubes or quills

Port glasses

Refractories

Freon & Arcton gas

Ball bearings _

Ships' piyrotechnics
‘Smoke-helmets

‘Safety lamps

Thermometers

Thermostat equipment

Gas leak detecting equipment
Eleetronic stores (condensers, valves. etc.)

14.10.1. Most of the above items are required by ship repairers.
Under the existing procedure, ship repair firms are recognized as
Estsblished Importers for import of certain materials required for
ship repairs and as Actual Users for workshop ‘spared and equip-
ment. In both cases, and, particularly as Established Importers,
their licences have besn subject to drastic cuts in recent years.
Since ‘these items are: absolutely essential for ship repairs, they
should have the same preferential treatment as raw materials have
for othér manufacturing industries,
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14.10.2. Many of the items of materials and ship stores enumerat-
ed above are the normal requirements of shipping companies and:
they are not necessarily stocked and supplied by ship repair firms.
Since these items are required for normal maintenance of ship’s:
machinery and equipment or at the time of major surveys, they are-
usually obtained by shipping companies direct from the market.
Until the time severe import restrictions were enforced, most of
these item:s were imported and stocked by ship chandlers, who were-
granted import licences for the purpose. As the licences granted
to ship chandlers as Established Importers have now been drasti-
cally curtailed, most of these items are not available. The ship-
ping companies, therefore, have been forced {o apply for ad hoc
licences for these items and their applications are submitted to the-
Import Control Authorities through the Directorate General of Ship--
ping, who recommend them after due scrutiny. Under the present
Import Control Policy shipping companies are not recognised as.
Actual Users, and consequently the licences are either not granted
or granted after considerable delay, and their values are often.
drastically reduced.

14.10.3. Ship chandlers are the traditional suppliers of many of the:
items of materials and ship stores both to Indian ships and foreigm
ships visiting Indian ports. It is desirable that they should continue
to import and supply these items, and to the extent such stores are-
supplied to foreign ships, the foreign exchange expenditure incurred.
is more than fully recovered.

14.11. Ancillary equipment.—Most of the items under this head.
have to be imported at present. Even in foreign countries these are-
usually manufactured by ancillary industrial units which specialise-
in them, and some of the types are patented or controlled by pro-
prietary firms. In the absence of industries producing all these:
diverse types of equipment in this country, ship builders and re-
pairers have necessarily to depend on imported equipment for fit—
ting out ships or for carrying out repairs.

14.12, Spares.—It has been brought to our notice that consider-
able difficulty is experienced in respect of import of bonafide spares.
for the main and auxiliary machinery of ships, particularly diesel.
engines, turbines, electrically driven engine room and deck auxiliar--
ies navigational and radio equipment, ete. Most of these items.
have to be imported irom the original manufacturers, since they
are governed by proprietary rights, are of very specialised nature-
and are standardised for interchangeability. In all maritime coun-
tries it is the normal practice to replace the various parts of
modern diesel engines, turbines, ete. at specified intervals. All
such spares are required to be examined and tested by the surveyors
of Classification Societies and/or Government and the certificate
must accompany the spares concerned. Further, these spares are
not mass produced. They have therefore to be ordered well in
advance and the ships have to carry a stock of such spares on board.
Under the present procedure in respect of import of spares, the
. shipping companies experience the same difficulties as in the case
of ship stores. An additional factor which causes delay in the
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matter of import of spares is that applications for such import are
at present being screened from the point of view of availability
from indigenous sources. This is not necessary as diesel engines:
of the types and horse power installed on board ship and their
spares are not at present manufactured in India. Hence, import of
these spares has to be allowed {o the required extent.

MANUFACTURE IN INDIA

14.13. The problem of indigenous manufacture of materials and
equipment bristles with many difficulties. In many cases the
quantities involved are so small that it will be uneconomic to
undertake local manufacture. The possibility of standardisation of
some of the items and also of pooling the requirements of various.
parties like shipbuilders, repairers, navy; port authorities, ete.,
should be examined. After the type and quantities to be manu-
factured have been assessed, the question as to which individual
firms have the best facilities for undertaking their manufacture
should bz considered. It will be necessary to arrange for the test-
ing of the products by Government and Classification Society sur-
veyors and repair firms before they are marketed. There is also
the difficulty that some of the equipment is of high precision quality
and the technique has yet to be developed within the country. If
will be necessary to review the progress of the industries in respect
of various items from time to time. In these circumstances, as we
have already indicated in Chapter II, we have come to the con-
clusion that the subject of progressive manufacture of these items
is a vast subject requiring considerable time and study and that the
Committee on Ancilliary Industries, which is a standing committee,
is in a better position to pursue it. We are, therefore, making no
recommendations on this subject.

14.14.1. We have already pointed out that, for the efficient func-
tioning of the ship repair industry, it is important that it should be
able to obtain easily its requirements of materials and equipment
by imports where supplies from indigenous sources are not avail-
able or are insufficient. Similarly, shipowners should be able to
import their requirements of essential spares and ship stores for
maintenance purposes without undue difficulty. We have also
referred to the part played by ship chandlers in the supply of ship
stores to Indian and foreign ships. TUnder the present arrange-
ments, severe restrictions have been imposed on imports of all such
materials, spares, ship stores, etc. The special considerations in
respect of ship repairs and maintenance have not been taken into
account and the imports are subject to the same policy restrictions
as other classes of imports. We consider that, in order to remove
the present difficulties, the overall import needs indicated above
should he dealt with separately from those of other industries/
importers and provision made to meet them directly. We accord-
ingly make the following recommendations:—

14.14.2. A special foreign exchange quota should be established
for- the ship repair industry for import of materials required for
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ship repairs and workshop spares and equipment. The quota should
be sufficiently large to meet the needs of the industry. It may
be administered by the Development Wing of the Ministry of Com-
merce and Industry and a liberal licensing policy should be follow-

ed in respect of the imports, subject to proved nen-availability from
indigenous sources.

All policy questions concerning the fixation of this quota, its -
administration ete., should be dealt with in consultation with the
all India Advisory body which we are recommending later.

14.14.3. A special foreign exchange quota should be established
for the import of spares, ship stores, ete, required by shipping
companies. This quota may be administered by the Directorate
Genceral of Shipping, who will scrutinise the essentiality of the re-
quirements. This quota should be fixed taking into account the
requirements of the shipping companies. All policy questions con-
cerning the fixation of this quotas, its administration etc., should

be dealt with in consultation with the Indian National Steamship
‘Owners’ Association.

14.14.4. The decisions of the Development Wing and the Direc-
torate General of Shipping as to the necessity for imports should be
accepted by the Import Control Authorities for issue of licences.

14.14.5. A more liberal policy in regard to imports of essential
ship stores by ship chandlers should be followed subject to scrutiny
as to quantities applied for and non-availability in India. '



CHAPTER XV
CUSTOMS PROCEDURE

15.1. Although customs procedure is not one of our terms of
reference, we propose to deal with it in some detail as it has con-
siderable impact on the ship repair industry. The present procedure,
in its day to day working frequently results in delays in the com-
pletion or repairs. This is one of the factors which seriously affect
‘the ability of ship repairers in India to make competitive quotations
of time and cost of repairs. The problem has several faces like
clearance of ships’ parts for repairs, removal of condemned
materials, clearance of parts imported from abroad, etc. We shall.
first state the nature of the difficulties experienced and then discuss
some improvements which were suggested to us. The problem is
primarily of importance with respect to Calcutta and Bombay, as
these are the main repair ports. but the difficulties and delays occur
at other ports also.

MACHINERY PASS SYSTEM

15.2. Taking first the questions of clearance of machinery parts
between ships and shore workshops before and after repairs, the
maftter was, prior to 1956, regulated by the Machinery Pass Rules
issued by the Customs Department. Under these rules, the ship
repair firms were allowed to pass such materials without payment
of duty either by lodging a permanent deposit with the customs
authorities or by executing a separate guarantee on each occasion.
The ship repair firms generally made a permanent deposit and were
granted a general pass under which they were able to clear machin-
ery parts. both to and from the workshops, without undue difficulty.
The check whether the parts removed or brought back tallied with
those stated in the pass, was made at the gate.

15.3. In August 1956, the procedure was changed and more
elaborate arrangements were introduced. Under the new procedure,
the repair firm have to make a deposit and execute a stamped letter
of guarantee, agreeing to abide by the rules under the new pro-
cedure, empowering the customs. authorities to forfeit the amount
of deposit for any breach of the rules and also authorising any
customs officer to enter the workshop or office of a repairer at any
time. When. any machinery part is to be removed from the ship
to the workshop for repairs, the ship repair firm has to make out
a machinery pass in each case in quadruplicate, duly signed by the
ships’ officer concerned and a supervisor of the repair firm, and
submit it to the customs authorities. The customs officer concerned
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then permits the landing of the machinery after necessary verifica-
tion on board of the description, quantity, value, etc. by endorsing
all the copies, of which he retains the original. The officer may, in
cases in which the articles are not likely to be re-shipped or where
the value declared appears unduly low, detain the articles for
appraisement. Articles declared as condemned are sent for
immediate assessment of duty. The customs officer at the gate
makes a physical verification that only the goods mentioned in the
pass are being cleared and endorses the remaining three copies of
the pass, of which he retains one.for transmission to the Custom
House. On return of the goods from the  workshop, the customs
officer at the gate makes a similar check and endorses the third
and fourth copies of the pass. When the goods are brought back
to the ship, the above copies are required to be signed by the ship’s
officer and supervisor of the repair firm. Thereupon, the customs
officer concerned checks that they are actually reshipped and
endorses these copies accordingly and retains the third copy with
him. The third copy together with the original, is then passed on
by him to the Custom House for record.

15.4. Although the procedure is basically the same both in
Calcutta and Bombay, the actual administrative arrangements and
the nature of the problems which have arisen are slightly different
at these ports. We shall now deal with them in detail.

15.5. Calcutta,—As regards the actual arrangements in Calcutta,
where a ship is loading or discharging cargo in the docks, the
customs officer assigned to the ship is authorised to sign the
machinery pass. In other cases, the customs officer at the
appropriate check post has to be contacted and his signature obtain-~
ed and, where parts are taken to a workshop by launch, e.g., from
a ship moorings, the launch has to be taken to Outram Ghat, where’
a cusioms officer is stationed during working hours. No customs
officers are stationed in the premises of the repair firms.

15.6.1. The main criticism of the existing arrangements falls
under two broad heads. The first is that, owing to the elaborateness
of the procedure, numerous difficulties arise in its day to day work-
{)n%. Some instances of the actual difficulties experienced are given

elow:—

15.6.2. Every ship has to obtain a rotation number from the
Custom House and this number is required to be inserted in every
machinery pass relating to the ship. This number can be obtained
only during the working hours of the Custom House and, if the
ship arrives outside working hours or arrives in a place away from
the Custom House like Budge Budge, there is delay in getting the
number. Until the number is obtained, it is not possible to remove
or ship any parts for repairs. This is a serious difficulty, particularly
in 'gh(ri: case of tankers which call at Budge Budge only for short
periods.

15.6.3. The filling of the machinery pass with all required details
and getting them signed by the ship’s officer, supervisor of the repair
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firm and the customs officer entail considerable delay in actual
practice.

15.6.4. At the time of carrying the parts back to the ship, the
original copy retained by the customs officer is required to be traced
by the repair firm’s representative for checking with the repairer’s
copy. Serious delay often results in tracing the copy lodged with
the customs officer.

15.6.5. When a vessel shifts from one berth to another or from
moorings to docks or vice-versa, the original copy lodged with the
customs officer is forwarded to the customs check point at the new
berth. Frequently there is delay in transmitting the document and
often it gets lost, with the result that a further copy has to be pre-
pared, and re-shipment of the machinery part is delayed.

15.6.6. If the machinery parts taken out for repairs are not
returned to the ship before she leaves the port they have to be
shipped on her next call. The repairer is then required to secure
the original copy from the Custom House. This copy is frequently
not traceable and, even if traced, cannot be obtained without loss
of time.

15.6.7. It was stated by Hooghly Docking that the customs
authorities were reluctant to accept the machinery passes from the
workmen, lorry drivers, or attendants but insisted that a foreman
or supervisor should be available to explain the items mentioned
in the pass. As they had limited supervisory staff, this entailed
unnecessary waste of time, Garden Reach stated that they had to
maintain a special staff of gunners exclusively for this work.,

15.7.1. The other type of difficulties experienced arise from the
deficiencies in the administrative arrangements. It was stated that—

(a) there are too few customs check posts;
(b) the staff is inadequate; and
(c) the staff is rarely available outside working hours.

15.7.2. With regard to (a), it was stated that there was no
customs post in or near the Kidderpore dry docks and all formalities
had to be complied with at Nos. 5 and 7 sheds; similarly for ships
in the coal docks, the formalities had to be complied with at No, 22
Kidderpore docks on the other side of the docks, which entailed
crossing the swing bridge. Likewise, for ships berthed between
11 K.P.D. & 21 K.P.D. and off 28 and 29 K.P.D., the machinery pass
had to be obtained from the customs shed at 28 K.P.D. For ships
lying in river moorings, even in Matiabruz, the permission had to
be obtained from the Outram Ghat.

15.7.3. As regards (b) and (c), it was mentioned that customs
officers were available only from 8 a.m. to 5 p.m. on working davs
and from 8 a.m. to 2 p.m. on Saturdays. Owing to inadequate staff,
the available officers were sometimes busy with other work and
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were not available to deal with machinery passés promptly when
approached. No customs officer was available on Sundays and
holidays, except for specific cases on special requisition in advance
and on payment of over-time fees. It was not possible to anticipate
in advance what emergency repairs would arise and what parts
would have to be removed. Under these conditions it was practi-
cally impossible to remove parts for urgent repairs until the next
working day.

15.8.1. Bombay.—The arrangements in Bombay are slightly
different from those in Calcutta. There are customs officer station-
ed in the premises of the Mazagon Dock and the Scindia Workshop,
who check thé arrival or clearance of machinery parts at the work-
shop gates or at the adjoining bunder gates if parts are brought by
launches. As regards the docks, these are divided into sections and
only the section officer concerned with the dock in which the ship
is lying is empowered to sign the machinery pass. Articles are
allowed to be landed from vessels in stream moorings and taken to
the Mazagon Dock or Scindia Workshop, but in such cases the
machinery pass is required to be signed by the boarding officer.
The boarding officer in these cases is the customs inspector at the
Custom House in charge of the customs officers stationed at these
workshops. The boarding officer sends suitable advice to the bunder
gate concerned and, if the vessel later moves to the docks, he trans-
fers the papers to the section officer concerned. Some instances of
the difficulties experienced in Bombay are as follows:—

15.8.2. It is often difficult to locate the section officer and to get
him to visit the ship concerned for signing a machinery pass. There
are not enough section officers and sometimes a full day is lost in
the bprocess.

15.8.3. Difficulties similar to those experienced in Calcutta arise
when a ship is shifted.

15.8.4. There are no arrangements for issue of machinery passes
outside working hours and on Sundays and holidays, except by
special arrangements in advance and on payment of overtime fees,
It may be mentioned that the Mazagon Dock and the Scindia Work-
shop have also to bear the expenditure on the customs staff posted
in their premises.

15.8.5. There are often difficulties in assessment of value and
such cases are referred to the Custom House with resulting delay.

15.8.6. There are no arrangements for clearing lorries through the
gates of the port during the lunch interval.

CLEARANCE OF SPARES, MATERIALS ETC.

15.9. Another type of difficulty arising from customs procedure
is in connection with the shipping of materials, spares and replace-
ments fabricated in the workshops or imported from abroad and
removing of condemned materials or parts from ships. At present
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such items are shipped on shipping bills for free goods (Form
CH. 412). These are generally prepared by the repair firms and they
have to get them endorsed by the ship-owners or agents and then
by the Custom House. It is stated that the shortest period which
- the Custom House takes to pass them in 48 hours and often it takes:
a longer time.

10.10.1. Some of the specific difficulties arising from the present.
procedure which have been mentioned to us are as follows:—

15.10.2, Even items specially manufactured locally for a particular
ship like hatch boards, shifting boards etc. can be shipped only after
negotiating shipping bills through the customs. Similarly for port-
able plants, oxygen cylinders etc. required for repairs elaborate
formalities have to be gone through.

15.10.3. Transfer of spares from a toreign going ship to a coasting
ship is extremely difficult and is rarely allowed even where both the:
ships belong to the same owner. This is presumably due to the dis-
tinction made for customs purposes between ‘foreign’ and ‘coasting”
ships; consequently spare parts from ‘foreign’ ships have to be
cleared inward through customs before they can be transferred.

15.10.4. A foreign-owned vessels arriving for repairs and having
on board special spares or materials which are not available in
India, cannot land them for workshop action before fitting, without
elaborate guarantees including liability to pay customs duty and
any fine or penalty imposed by the customs or import control autho-
rities, If any customs guard is posted at the workshop for the
purpose, the charges have to be borne by the workshop.

15.10.5. Guarantees are similarly required when, in the course
of repairs, it becomes necessary to land ashore items like oil drums,
bunker oil, stores, Deck Planking etc. Such items, when kept in
port trust bond, are not allowed to be re-shipped until near the time-
of sailing and sometimes part of the consignment is found missing,
with resulting complications and liability to duty.

15.10.6. In the case of foreign-going ships. when spare parts are
imported from abroad by air for urgent repairs, there is often delay
in getting them on board ship. Even after the imported parts are:
put on board under customs supervision, they cannot be immediate-
ly fitted on the ship, TUnder the existing rules, they can be fitted
only on the next call of the ship when such imported parts are-
treated as forming part of the ship’s equipment. The only way to-
put them to immediate use is to clear them formally through customs.
as imports after payment of duty.

15.10.7. Difficulties are sometimes experienced in clearing parts.
which are condemned or spares which have become obsolete, but
which the owner may wish to retain for possible future use. Such
items have to be invariably cleared after assessment and payment
of duty. In some cases original invoices, which may not always
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be available, are required to be produced Sometimes_the assess-
ment of value is high and generally there is delay in going through
the procedure, ‘

15.11, We feel that most of the above difficulties have arisen
because the existing procedure does not appear to have been evolved
‘with the special needs of the ship repair industry in mind. In this
<connection we shall refer to certain points mentioned by the
Mazagon Dock in the course of their evidence, They have pointed
out that the Sea Customs Act and the rules issued thereunder are
primarily designed to deal with landing of passengers, baggage,
cargo, levy of customs duty etc. and do not contain any provisions
directly applicable to ship repairing and that the procedures
applicable to these matters have been mechanically extended to
:ship repairs. They have stated that the revision of the machinery
pass system in 1956, which was considered to be a tightening up
by the customs authorities, has, from the ship repairer’s point of
view, aggravated an already inflexible procedure which does not
lend itseif to the needs of the ship repair industry, the essence of
which is speed. They have mentioned that the ship repair work
-on the scale undertaken by them operates on a series of repeating
‘guarantees’ executed with monotonous regularity with the customs.
Their concern lies in the time taken to. enter into the guarantees
and also the strict impositions which could be made against a ship
repairer for any error which may unwittingly be made by anyone in
a large establishment.

15.12. Whatever the correctness of the legal position stated above
may be, there is little doubt that the present procedure affects the
ship repair industry adversely in that it inevitably results in increas-
ing the time and cost of repairs. For this reason, we recommend
that the entire policy should be reviewed and necessary changes
made in the procedure.

15.13. Taking first the machinery pass system, the previous system
of issuing a general pass and of checking the goods at the gate was
changed into one of individual passes and of checking on the ship,
presumably with a view to obviating smuggling. While the purpose -
in view is unexceptionable, one cannot help feeling that the interests
of the ship repair industry have been ignored, or to some extent
even sacrificed. In view of the crisis through which the industry is
passing, it is necessary that each of the factors which affect the
competitive position of ship repairers in India should be -examined
afresh, having due regard to the difficulties experienced by them.
‘We have explained that in regard to the machinery pass system the
present difficulties are mainly due to the elaborateness and com-
Plexity of the procedure. It fs easy to visualise how in cases of
emergency repairs or large scale repairs, these difficulties . can
cumulatively lead to avoidable loss of wvaluable ship’s time or
increase in costs. We, therefore, recommend that a new procedure
should be evolved bearing in mind the special need of the ship
repair industry which, while protecting Government’s interests,
should be simple in operation and eliminate the factors inhibiting’
the industry at present..
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15.14, It is clear that the two factors which militate against speed
are the preparation, filing and subsequent tracing of several copies
of the machinery pass and the requirement that a customs officer
should inspect every consignment on the ship before removal and
on return. The latter will always be a serious problem unless the
Government can increase the strength of the customs staff consider-
ably, which may not be feasible. In our view it would be sufficient
if the master of the ship or the Chief Engineer, as a representative
of the ship-owner, and the supervisor, as a representative of the
ship repairer, sign the machinery pass. A copy of this pass duly
endorsed by the customs officer at the gate should be passed on to
the Custom House within a stipulated period. This will, in effect,
mean reverting to the general pass system, but some approach to
this system is inevitable if any real improvement is to be effected.
However, to protect Government’s interests, it may be. stipulated
that an overriding guarantee should be furnished by the shipowner
or the agent and the ship repairer, accepting responsibility for the
actions of their respective officers in connection with the working of
this system. In order to further reduce the delays, it is suggested
that one or two gates in each dock may be specified through which
only all lorries carrying ship repair materials and parts should pass
both outward and inward.

15.15. We appreciate that the consideration of the changes in
policy and procedure on the lines recommended by us may require
same time. The difficulties experienced under the present pro-
cedure, however, are so acute in relation to expeditious handling
of ship repairs, that we consider that some immediate improvements
in the existing administrative arrangements are called for until such
time as the above recommendations are considered and implemented,

15.16. One of the most serious difficulties at present is the non-
availability of customs officers when required. It is, therefore,
necessary that an adequate pool of customs officers, both during and
gufside working hours should be made available so as to cut down

elays.

15.17. As regards the actual improvements to be made, the follow-
" ing suggestions were put forward by the interest concerned.

The customs staff handling machinery pass work should be
strengthened.

The Collector should formally authorise all customs inspectors
available in the dock concerned to assist in all matters connected
with removal or return of machinery parts.

During the hours 5 p.M. to midnight, two customs officers for
each dock should be available for this work at known addresses,
:lvith telephone facility, where they could be contacted without

elay.

From midnight upto 8 a.M. one customs officer for each dock
should be available for this work at a known address with telephone
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facility. Similar arrangements should be made for Sundays and
holidays.

These suggestions apply io, both Calcutta and Bombay and we
recommended that they should be accepted and implemented by

Government,

15.18. Other ports—We heard complaints in Cochin and Madras
also that considerable time is spent in complying with customs
formalities for taking tools etc. to the ships and also in bringing parts
to the workshops for repairs and returning them to the ships. We
consider, however, that these difficulties would be overcome if
changes are made in the procedure on the lines recommended by

us.

15.19. Coming to the difficulties regarding shipment of spares ete.
we have pointed out that they arise because the- classification of
ships into ‘foreign’ and ‘coasting’ ships for export and import trade
purposes is not strictly relevant for shipment landing of apares or
machinery parts. This view is supported by the fact that such
items are non-consumable items and are not subject to duty. These
items eventually become a part of the fixed equipment of the ship
concerned. For these reasons, we recommend that they should be
treated differently from ship stores and they should be allowed to
be shipped freely subject to such formal documentation as may be
prescribed for record purposes. To ensure that only bonafide repair
materials are shipped, it may be stipulated that a responsible officer
of the shipowner, the agent or the ship repairer should certify the
items which are proposed to be shipped.

15.20. We also recommend that no restrictions should be imposed
except those required for record purposes on the fitting of new parts
on ships undergoing. repairs by transfer of parts from another ship
of the same owner or from bond or by import from abroad. We
also recommend that shipowners and ship repairers should be
allowed to avail themselves of bonding facilities on a liberal scale
and at a reasonable cost, so as to make them to maintain a stock of
spares, old parts or imported items for issue to ships. Such facilities
are’ available to a limited extént in Bombay but are not available
in Calcutta. This facility would greatly assist the industry in cutting
out avoidable delays in obtaining or supplying spares required during
yepairs. '



CHAPTER XVI

GOVERNMENT CONTROL AND ADVISORY MACHINERY

16.1. In our queStionnaires to the various parties, we enquired
whether they considered that any form of Governmental control
in respect of ship repairs would lead to an improvement in the
existing conditions. From their replies we find that it is more or
less the unanimous view that there would be no advantage in any
Governmental control in this matter. They emphasise that adequate
engineering facilities for repairs are available and that the real
- difficulties arise from the inadequacy of port facilities and the
vestrictions on the import of essential materials and equipment.
They consider that efforts should first be directed to overcoming
these difficulties. We agree with this view.

16.2. We also enquired whether they considered it desirable that
any advisory or consultative body, central or local should be set up
to deal with matters relating to ship repairs. On this question,
there is no direct expression of opinion on the need or desirability
of setting up of a body on an all-India basis. Most of the parties
consulted have stated that the setting up of local machinery would
be useful, although some of the replies stress that, what is more
important is to find solutions for the difficulties experienced rather
than set up advisory machinery. Among those who are in favour
of local committees, Scindias consider that such committees may
be set up at Calcutta and Bombay to deal with matters regarding
repair berths, dry dockings ete. Ship repair firms, shipowners and
Port Trusts should be represented on these committees. They may
work out an advance programme from time to time for providing
repair berths and dry docks for ships. The committees should also
be able to help shipowners in approaching import control authorities "
for import of spares or materials which may be required for ship
repairs. Other Indian companies appear to agree generally with
these proposals. The Bharat Line suggest that the Director General
of Shipping should be the Chairman. The Indian National Steam-
ship Owners’ Association has suggested that such committee should
‘be set up at all major ports for the purpose of assisting shipowners
and ship repairers in obtaining import licences. The committees
may further be of help in finding indigenous sources of supply for
some of their requirements.

16.3. Among others consulted, Mackinnon Mackenzie consider
that the committees should be fully representative of foreign and
indian shipowners. Burma Shell suggest that the committee should
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include shipping companies, port authorities, ship repairers and
customs officials. The American Bureau considers that Classification
Society surveyors should be represented on the committees. The
principal ship repair firms have also favoured the setting up of local
committees. The Mazagon Dock have suggested that, as urgent.
situations arise, the Committees should, while being of an advisory
nature, speak with sufficient experience and authority so that the re-
commendations put forward by them would be acted upon promptly
and effectively. The Scindia Workshop feel that such com-
mittees may co-ordinate the allocation of dry docks and repair berths
and act as the final authority for recommending import licences..
The Shalimar Works consider that the committees would be of use
only if they are able to speed up grant of licences etc. and remove
other hindrances to ship repair work. -

16.4. Our discussions have revealed that there is need for am
all-India organisation of ship repairers and ship builders for two
purposes. At present there is no representative body for the ship
repair industry as such, and in relation to Government, its pro--
blem are dealt with through the Engineering Associations. As the
improvement and expansion of ship repair facilities are likely to be
included in future Plans, we consider that it is desirable that there
should be an organisation which exclusively represents this industry
and which can be consulied by Government. This organisation
would be able to represent to Government, with authority, matters:
of importance concerning the industry. The second consideration
is that such an organisation can better deal with problems of interest.
to the industry as a whole and also problems of research, standard-
isation etc. This aspect is assuming importance in connection with:
the progressive manufacture of equipment etc. required for ship-
building and ship repairs. We, therefore, consider that the forma-
tion of an all-India organisation of ship repairers and ship builders.
is necessary and desirable in the interests of the industry and that
the Government should encourage the formation of such an orga-
nisation, and accord recognition to it, when formed.

16.5. Although no definite opinions were expressed regarding the
setting up of an all-India advisory body, we consider that it is
desirable that such a body with representatives of ship repairers,
shipbuilders, shipowners. major ports and departments of Govern-
ment directly concerned (e.g., Director General of Shipping,
Customs, Import Control, Navy, Development Wing, ete.) should be
set up, We accordingly recommend the formation of such a body
to deal with and advise the Government on all matters pertaining
to the indusiry as a whole. This advisory body may be attached

to the Ministry of Transport and Communications and be presided
over by the Minister.

16.6. As regards local committees, we consider that, until repair
facilities are improved at other major ports, there is scope for usefu?
functioning of such committees only at Calcutta and Bombay. The
committees may be presided over by the Chairman of the Port Com-
missioners or the Port Trust and should include the representatives
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©of the local Customs, Import Control, Navy Development Wing and
Mercantile Marine Departments and the wvarious commercial
interests concerned viz., ship repairers, shipowners, and agents.
They should be advisory bodies and should deal with matters con-
cerning general improvements in repair facilities, repair berth and
dry dock programmes, availabilities or shortages of ship repair
materials etec. We accordingly recommend the formation of local
advisory committees at the port of Calcutta and Bombay.



CHAPTER XVI1
MISCELLANEQUS MATTERS

17.1. In this chapter we shall deal with certain matters which,
though not directly arising from our terms of reference, neverthe-
less have a bearing on them.

17.2.1. Types of repairs which are difficult to carry out in India.—
There are certain types of repairs and renewals which cannot at
present be properly carried out in India. Some of these items are
listed below.

17.2.2. Tail shafts.—If the tail shaft of a medium or large sized
vessel is condemned, it cannot be replaced in India. At present only
rorgings of 8” to 9” dia and of limited length can be made in India.
The proposed heavy forging and casting factory at Ranchi may be:
able to undertake this type of work. :

17.2.3. Tail shaft liners.—At present there are no facilities to
shrink gun metal liners on the tail shafts when they require rene-
wal,

17.24. Propellers—Although repairs to propeller blades are
undertaken to a limited extent, replacement of large propellers or
i‘epairs to undetachable propeller blades cannot be undertaken in
ndia. '

17.2.5. Anchors and chain cables.—Only minor repairs can now
beblcarried out in India. There are no facilities for ,testing chain
cables.

17.2.6. Lifcboat Davits of Gravity or Luffing types.—Only minor
repairs can now be carried out in India.

17.2.7. Main engines.—~In the case of steam reciprocating engines,
almost all repairs can be carried out, except a few items such as
renewal of matallic packings, piston rings etc. As regards steam
}ufit?ines, reblading of rotors and castings cannot be carried out in
ndia.

With regard to diesel engines, as is the practice abroad, repairs
are carried out mostly by fitting spares which the ships often carry.
The difficulty in this case is mainly with regard to the import of
spares, to which we have referred earlier.

17.2.8. Dynamic balancing of rotors.—There are difficulties in
arranging this work. It is understood that one general engineering
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workshop has some facilities and that the Naval Dockyard is also
setting up a machine,

17.2.9. Repairs to precision instruments.—Most of the intricate
instruments, particularly those electrically operated, cannot be satis-
factorily repaired in India at present.

17.2.10. Repairs to electrical machinery, switch gear etc.—Diffi-
culties are experienced in undertaking major repairs to some of these
items,

17.2.11. Aluminium lifeboats.—There are no facilities for building
or repairing welded aluminium alloy lifeboats. There is also diffi-
culty in obtaining materials of correct specifications.

17.3. Specialised repairs.—There are fairly adequate facilities for
carrying out refrigeration repairs, insulation work and laying of
deck composition through authorised sub-contractors. At present
Marconis have agreements with most Indian shipping companies,
either for rental/maintenance or for servicing their radio equip-
ment and they attend to all specialised repairs to the equipment,
There are, however, only limited facilities for repairs to radio-navi-
gational aids and electronic equipment.

17.4. Diving and underwater repairs.—There are inadequate
facilities at Indian ports for carrying out minor repairs to the un-
derwater parts of a ship while afloat. All major ports have divers
who can locate damage or faults, but there is very little equipment
for underwater repairs. The port of Cochin possesses welding and
cutting equipment, but it has not been brought into use, If similar
equipment is available at all major ports and traimed personnel is
available, it may be. possible to carry out minor underwater repairs
afloat and thereby avoid dry docking in cases in which such repairs
are feasible.

17.5."Chipping and painting.—Traditionally chipping and painting
are cheaper in India than in European ports, in spite of mechanisa-
tion of the work in the latter ports, owing to lower labour costs in
this country. Upto last year the chipping and painting industry
was not subject to any regulatiomr or control and the contractors
competed for the work and were free to engage such labour as they
wanted on terms which were agreed to between them and the labour
union concerned. Last year Government introduced the Bombay
Unregistered Dock Workers Regulation of Employment Scheme.
Similar schemes were notified for the ports of Calcutta and Madras
also. Under the provisions of the scheme, all the emplayers and
the chipping and painting workers were to be brought under =
register and it was further provided that no employer or worker who
was not on the register of the Dock Labour Board could engage in
the industry in the port. This is the first step towards the regulation
of work in the port so far as this section of industry is concerned.
The next step would be for the Dock Labour Board to regulate wages
and conditions of employment of the workers, including provision of
under-employment and unemployment relief, welfare amenities etc.
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The contractors have represented that the introduction of this
scheme has affected the discipline of chipping and painting labour.
They fear that the costs will also rise with the result that this work
may be diverted from Indian ports. As this is an established in-
dustry in Indian ports, every effort should be made to retain the
existing quantum of chipping and painting work. It is for consi-
deration whether this should be done by linking the wages with
output or by partial mechanisation or both.

17.6. Facilities in Naval Dockyard—The Indian Naval Dockyard
workshop in Bombay has facilities for certain types of work which
are not available in other workshops; for instance, it has facilities
for steel castings, machining medium length shafts, etc. It is also
likely to acquire specialised additional equipment in future. We
recommend that, to the extent the Dockyard possesses such special
facilities, they should be made available fo ship repair firms or
shipping companies whenever they need them.

17.7. Disposal of steel scrap.—It has been reported to us that the
procedure for disposal of scrap by ship repair firms is cumbersome,
Under the existing procedure, melting scrap is required te be offered
in the first instance to electric furnace owners and re-rollable scrap
to recognised re-rolling mills. If furnace owners are not interested
in buying melting serap, the ship repair firms can then auction it.
As regards re-rollable scrap, in case the re-rolling mills are not in-
terested in buying it, the repairers are required to offer it to regis-
tered stockholders; the repairers are authorised to dispose of it
only if none of the stockholders is interested. In all cases, the scrap
is treated as an item of import by the customs authorities and the
firms concerned have to obtain a custom clearance permit from the .
Iron and Steel Controller. All these processes entail considerable
correspondence and delay and, in the meantime, the scrap accumu-
lates so rapidly in the workshop premises that it seriously limits
their storage and even working space. We recommend that the
procedure should be simplified and the Iron and Steel Con-
troller should be given authority to issue final disposal instruc-
tions without the ship repair firms having to enter into prolonged
correspondence with furnacz owners and/or re-rolling mills.

17.8. Levy of customs duty in cases where duration of repairs
exceeds three months.—We were informed in Calcutta that. in cases
where the total duration of surveys or repairs exceeds three months,
the customs authorities treat the ship as having changed from
‘foreign’ to ‘coasting’ and all the stores etc. on board as having been
cleared into the country, and recover customs duty on them. Al-
though it appears that refunds are obtained subsequently, we feel
that, as occasionally delavs in repairs are bound to occur, the
procedure should be so modified that the formality of levying customs
duty does not arise in such cases. '

17.9.1. Application of the Factories Act to the Ship repa%r
industry.—~Two important difficulties arising from the application
of the Factories Act to the ship repair industry were mentioned to
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17.9.2. Section 58 of the Act prohibits over-lapping shifts in any
factory but the State Government (or -the Chief Inspector) is em-
powered by written order to exempt any specified factory or class or
part of factories or any categories of workers from this provision.
The continuity of fabrication and machinery work in ship repairs
requires that the second shift in a workshop should begin sometime
before the end of the first shift, so, that the charge hands and the
workers may take over and continue the work without interruption
from the workers of the first shift. Technically such arrangements
would be regarded as overlapping shifts and this industry has not
been granted any exemption under the Act. Some workshops have
tried to get over the difficulty by allowing only the charge hands
to overlap. We would recommend to State Governments that appli-
cations from ship repair firms for exemption under the Act should
by sympathetically considered as the rigorous enforcement of the
Act adversely affects continuity and speed of ship repair work.

*17.9.3. Section 64 of the Act seeks to restrict overtime work by
factories, but power is again conferred on State Governments to
grant exemptions. Under the Factories Rules, however, the only
exemption granted to the ship repair firms in respect of ‘urgent
repairs’, which has been defined as work done to machinery or plant,
but only in so far as it may be necessary to avoid serious inter-
ference with the ordinary working of the undertakings. In other
words, the exemption appears to be restricted to urgent maintenance
requirements of the workshop itself, and does not extend to urgent
repair work on ships. It has been stated that this has a serious
restrictive effect on ship repair work. Working of overtime in ship
Tepairs is unavoidable owing to various factors like shortage of
«certain types of skilled labour, availability or berths,/drydocks etc.
for limited periods, inadequacy of work for regular additional shifts
etc. and the primary importance of the time factor. We under-
stand that there are no such restrictions on this industry in foreign
countries. In view of the difficult period through which the industry
is now passing in this country, it is desirable to remove such res-
trictions. We therefore recommend that exemptions should be freely
granted to ship repair firms from the operation of the above saction.

\

17.10. Fresh water supply to ships in ports.—Although this
subject does not strictly relate to ship repairs, we heard complaints
almost in all the major ports, and particularly in Calcutta, Madras
and Cochin (and also Tuticorin), that it was becoming increasingly
difficult for ships to obtain their requirements of fresh water. Ins-
‘tances were mentioned to us in which ships had to be diverted to
other ports for fresh water supplies. The nature of the difficulties
-appears to vary from port to port. In Calcutta the supply is con-
trolled by the Municipal Corporation and the main bottleneck
:appears to be inadequacy of water barges. In Cochin the supplies
are inadequate. Some of the ports have schemes for improving the
-supplies. We have referred to this matter in view of its importancs
and we suggest that the port authorities should take all possible
steps to remove this difficulty. We also recommend that, where
necessary, the port authorities should permit private parties to own

and operate water barges within the ports for supplies to ships in
stream,
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17.11. Communications between ship and shore.—The ship repair
firms have represented to us that they have been unable to get
licences for operating two-way V.H.F. (‘Walkie-talkie’) sets for
communications between ships and workshops whenever ‘repairs are
carried out in stream. As this will facilitate quick communications,
we recommend that applications for such licences should be sympa-
thetically considered by the P. & T. Department.

17.12. Hire of port craft or equipment.—It was mentioned fo us
that recently when the Bombay Port Trust was approached for a
dredger for dredging the approaches to a private slipway in the
port, the Port Trust demanded, in addition to the usual deposit of
Rs. 10,000 taken in such cases, a further security deposit of Rs, 8
lakhs, presumably against the value of the dredger. Quite apart
from the question of responsibility for dredging such approaches
and channels, the imposition of such onerous conditions would make
it impossible for shipping companies or ship repair firms to obtain
port craft or equipment for essential requirements. The position
should be reviewed and if such requirement of heavy deposits is
based on any existing laws or rules, these should be suitably amend-
ed.

17.13.1. Port charges for repair work.—The Indian National
Steamship Owners’ Association has brought to our notice that
receritly the Bombay Port Trust have made a change in the method
of charging dues on berths allotted for repairs. When applying for
a berth, the shipping companies have to indicate the period for which
the repair berth is required. When a berth is allotted, the ship can
continue to occupy it even if the period indicated in the application
is exceeded, provided it is not required for other purposes by the
Port Trust. As regards charges, the Port Trust used to make a
uniform charge under clause (¢) of Section IV of the B.P.T. Dock
Scale of Rates which reads as follows:—

“On vessels berthed inside the docks or at the East Wall of the
docks undergoing repairs not working cargo—

(i) For vessels not exceeding 250'—Rs. 70 per diem.

(ii) For vessels exceeding 250" but not exceeding 400’ in
length.—Rs. 125 per diem.

(ili) For Vessels exceeding 400’ length—Rs. 200 per diem.

17.13.2, Under the recent change the port trust have started
charging dues under clause (d) of Section IV for the period in
excess of the period initially applied for . This clause provides that
vessels undergéing repairs, or otherwise preventing the usual work-
ing use of any berth inside the docks or at the harbour wall, may
be required-to pay special charges, in addition to the repairing rates,
at such rates as the Docks Manager may decide upto Rs. 500 per
day or part of a day. In cases in which the continued occupation of
the berth is prolonged, the Port Trust Board may levy a charge
which may extend to Rs: 1,250 per day or part of a day. The Indian
National Steamship Owners Association has contended that the levy
of rates under clause (d) referred to above would act harshly on the
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shipowners and they might divert their ships elsewhere for carrying
out repairs. On the other hand, the Port Trust has indicated to us
that the levy of the special rates is permissible under existing rules
and that they have had to enforce them because of several cases of
prolonged occupation of berths by ships undergoing repairs in excess
of the originally indicated periods.

17.13. 3. Compared to the normal charges of Rs. 125 per day and
Rs. 200 per day for medium and large vessels respectively, the levy
of special charges of Rs. 500 and Rs. 1,250 per day appears to be
excessive and has also the appearance of a penal levy. Such a levy
is likely to discourage the use of the port berths for repairs and in:
any case it will ultimately be reflected in the cost of repairs.

17.13.4. A reasonable schedule of charges for the use of fully
equipped repair berths will eventually have to be worked out in:
consultation with the interests concerned. It is our view that, in
the meantime, the port authorities would do well not to collect extra:
charges under clause (d) except in extreme cases.



Kerial
No.

GHAPTER XVIII

SUMMARY OF RECOMMENDATIONS

General

Government and the port authorities should accept
the principle that it is part of their responsibility
to provide for the requirements of the ship repair

industry and Government should clarify their pohcy
in this matter accordingly

Subject to the implementation of the recommenda-
tions made by us regarding port dry docks in Cal-
cutta and Bombay, there is no need to consider the

provision of additional dry docks for merchant
shipsin these portsatpresent . . . .
In order to make the industry more broad based, the
new dry docks should preferably be constructed
in Visakhapatnam and Cochin rather than in Cal-
cutta and Bombay

The provision of twelve fully equipped repair berths

for both Calcutta and Bombay should be accepted
as the ultimate target

In the ports of Visakhapatnam, Madras and Cochin
one of the new berths should be equipped as a repair
berth and allotted for repairs whenever required

The port authorities should provide all essential faci-
lities like cranes, electric power, compressed air,
water supply etc. at the dry docks controlled by
them and also at the berths earmarked for ship
repairs . .

Government should encourage the privately owned
workshops to undertike modernisation of their

workshops, if necessary, with a scheme of financial
assistance on favourableterms .

‘The private workshops should be encouraged to de-
velop facilities for various items of repair work
which cannot at present to be carried out in India

with such asSistance as may be required from Gov-
ernment . .
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PARA.

9.11

11.6.2

11.6.2

12.3.3

12.7

10.4

10.5
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IO

I

I2

13

14

15

16

The Indian Naval Dockyard should make available
its dry docks for merchant ships whenever they re-
quire them for routine dry docking etc. to the extent
their own work permits . . . . .

Totheextent the I.N, Dockyard Workshop has faci-
lities for special types of work, they should be made
available to ship repair firms or shipping companies
whenever they need them . . . . .

The facilities of the port workshops at Visakhapat-
nam, Madras, Cochin and Kandla should as a
matter of policy be made available to merchant
ships requiring repairs . . . :

The Hindustan Shipyard should, as a matter of policy,
extend its activities to ship repair work and take
early steps to fully equip itself for this purpose .

The formation of an all-India organisation of ship
repairers and shipbuilders is necessary and desira-
ble and the Government should encourage the
formation of such an organisation and accord recog-
nition to it, when formed . . . .

It is desirable to set up an all-India advisory body with
represenratives of ship repairers, shipbuilders, ship-
owners, major ports and the departments of Go-
vernment concerned. This body should advise
Government on all matters pertaining to the industry
as a whole. This body may be attached to the
Ministry of Transport and Communications and
be presided over by the Minister . .

Until repair facilities are improved at other myjor
ports, there is scope for local advisory committees
only at Calcutta and Bombay. These may be pre-

sided over by the Chairman of the Port Commission-

ers or Port Trust and should include the represen-
tatives of the Government departments and the
commercial interests concerned. These committees
should deal with matters concerning improvements
in repair facilities, repair berth and dry dock pro-
grammes, shortage of materialsetc, . . .

MAajor PoRTS
CALCUTTA

The six large port craft may continue to use the larger
dry docks (7.e., K.G. dry docks and K.P. dry docks
Nos. 1 and 2) for their requirements. When these
craft require the use of the dry dock forlong p*riods,
they may preferably be docked in K.G., dry dock
No.1 . . . :

PARA

II.1I

17.6

I0.2

10.3.

16.4

16.5°

16.6/

11.5.4
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17

18

19

20

21

22

23

24

25

All other craft should, as far as possible, be docked on
the port slipways, the Island Workshop dry docks
and Kidderpore dry dock No. 3 and they may use
the larger dry docks only when it is unavoid-
able . . . . . . . .

When the port vessels are docked in the larger dry
docks, the port authorities should arrange for work
to be done round the clock so that it is completed
in the shortest possible time . . .

A heavy lift cranein the K.G. drydocks and additional
compressors and flood lighting in both the K.G.
and K.P. dry docks should be provided within the
remaining period of the Second Plan . . .

Improved compressed air supply, A.C. and D.C. power,

drinking water facilities, sanitary arrangements
and telephone facilities, as recommended by us at
both the K.G. and K.P. dry docks should also be
provided within the remammg pernod of the Second
Plan . . . .

The Kidderpore dry docks should be renovated and
a 15-ton travelling crane prowded durmg the Third
Plan period .

The three lay up berths in K.P. Dock (off 28 and 29)
and K.G. Dock (G. berth) should be earmarked
for ship repairs, dredged to a minimum depth of
18’ and equipped with certain essential facilities
as recommended by us during the remaining period
of the Second Plan . . . . .

Provision for certain additional facilities like travel-
ling cranes, compressed air, €tc. at these berths
should be made in the Third Plan

During the Third Plan period, the ‘H berths in the
K.G. Dock should be adapted and equipped as a
repair berth. In addition, two berths in the new
basin proposed to be built in the K.G. Dock should
be constructed as repair berths as a part of that
plan - . . . .

BOMBAY

As some thirty port craft will in future be of such
draft and dimensions that they cannot be docked on
the port slipways, the Port Trust should construct
a small dry dock near the port workship large
cnough to take all such craft . . . .

Para

11.5.4

11.8.1

11.83. &
11.8.4

11.8.5

12.5.1

12.5.2

12.5.3

11.5.6
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26

27

28

29

30

3I

32

33

34
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Thereafrer all port craft should, as far as  possible,
be docked in this dry dock or the port slipways and
they may use the larger dry docks only when it is
unavoidable, . . . . . . .

Pending the construction of the new dry dock, when-
ever the port craft use the larger dry docks, the
port authorities should arrange for the work to be
done round the clock, so that if is completed in the

-shortest possible time . . . . .

The proposal to lengthen the Hughes dry dock by
125’ so0 as to make two T.2 tankers should bs con-
sidered and taken up for execution as early as possi-
ble and completed early in the Third Plan psriod

Improved compressed air supply, A.C., and D.C. l

power, drinking and salt water supplies, sanitary
arrangements and telephone facilities, as recom-
mended by us, at both the Hughes and Mecre-
weather dry docks should be provided within the
remaining period of the Second Plan . .

A reservoir of suitable size for storage of fresh water
should be constructed near the Hughes dry dock .

A 15-ton travelling crane should be provided solely
for the use of the Mereweather dry dock . .

The Port Trust and the Mazagon Dock should co-
operate to achicve increased utilisation of the
Ritchie and Mogul dry docks which are controlicd
by the Mazagon Dock. The Port Trust should be
prepared to accept responsibility for dredging and
maintenance of the channel and the approaches to
these dry docks and the Mazagon Dock, on their
part; should be agreeable to incur capital expendi-
ture on lengthening and deepening the Ritchie dry
dock, which would make it suitable for docking
large merchant ships., They should also not be
averse to hiring out the Mogul dry dock to shipping
companies who wish to utilise the services of the
ship repair firms other than the Mazagon Dock’

The inner northern half of K.L.M. berths and the
northern half of N and C berths in the Prince’s
Dock should be reserved for ships needing re-
pairs . . . . . . . .

No. 9 berth in the Victoria Dock should also be ear-

, Mmarked for ship repairs . . . .

PARA,

11.5.6

Do.

I1.9.IC

11.9.2,
1193 &
11.9.4.

Do.

Do.

II.IC

12.6.2

12.6.3
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All the above berths should be equipped with the
various facilities, as mentioned in the case of Cal-
cutta, during the remaining period of the Second
Plan and in the Third Plan pertod

In addition to the above, one berth in the outer dock
wall should be made available as a repair berth dur-
ing fair weather. It should be dredged to main-
tain & minimum depth of 18’ and equ1pped with
necessary facilities : . .

[he Kassara Basin should be put into use as a repair
basin for medium sized vessels. This will neces-
sitate dredging of the basin and the approach
channel, fitting of a lock gate, strengthening of the
piers and providing various repair facilities. This
should be included in the Third Plan

In any scheme for construction of new basins or docks
in Bombay, two fully equipped berths for repair
purposes should be planned as part of the scheme

VISAKHAPATNAM

The scheme under consideration by the Hindustan
Shipyard for the construction of a dry dock should
be taken up at an early date. The dry dock
should be capable of accommodating T.2 type
tankers. The proposal of the port authorities for
lcngthemng and deepening their dry dock should
be cons1dered in the light of the above .

KANDLA
There is no need to consider the provision of a separate

repair berth at this port at present

MADRAS

It is not necessary to consider the provision of a dry
dock at this port at present . .

The use of the port slipway for docking small seagoing
vessels based on this port should be permitted

COCHIN

The construction of a fully equipped dry dock, either
as a part of the second shipyard scheme or other-
wise, should be planned and completed by the end
of the Third Plan period .

PARA.

12.0.4

12.6.5

12.6.6

12.6.7

I1.I12

12.7

11.13

11.13
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45

46

47

49

50

ST

52

53

9%

MINOR PORTS

There is scope for improving the existing facilitics
at the ports mentioned below to serve the needs ot
small coastal vessels for dry docking and repairs
and also of deep sea ships for repairs affoat

MANDAPAM

The dry dock should be Ienghthened and deepened
so as to dock vessels of 350" length and 15° draft
and the approach channel d:edged durmg the Third
Plan period

The slipway should be brought into use for dockmg
and repairs to small vessels and craft plymg in the
area.

"The workshop should, as a matter of pol:cy, undertake
repairs to privately owned vessels

TUTICORIN

The provision of a ship repair workshop and 2 fully
equipped repair berth at this port should be consi-
dered as part of the general plan for development
of Tutricorin as a major port .

BHAVNAGAR

The existing dry dock should be extended and deep-
ened sO as to dock vessels of 350 length 45’
breadth and x5’ draft . .

The port workshop should, as a matter of policy, un-
dertake repairs to privately owned vessels and the
workshop should be expanded for this purpose

In the new port one of the new berths proposed to be
built should be earmarked for ship repair work and
fully equipped with all repair facilities .

OKHA
The workshop at this port should be equipped for

carrying out maintenance and running repairs to
merchant ships . . . .

BEDIBUNDER

The dry dock at this port should be renovated and
Jthe lock gates repaired

Para

13.1

13.3.2

13.5.2

Do.

13.5.3

13.6.2

13.7
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54 The dry dock may be used in future for docking small
vessels and sailing vessels which are being mechani-
sed . . . . . . . . 13.8

SHIP REPAIR MATERIALS AND SHIP STORES

55 While a policy of progressive manufacture of these
items indigenously should be pursued, it is neces-
sary to take a liberal view of applications for import
of materials if the industry is to be in a state of com-
petitive efficiency . . . . . . 14.3.7

56 High priority should continue to be given to the steel
requirements of the ship repair industry and steps
taken to eliminate avoidable procedural delays.
Quota certificates should be issued before the end
of the quarter to which they relate . . . 14.6.2

57 The Iron and Steel Controller should make every
possible effort to fulfil the quotas allotted to ship
repair firms both in terms of total tonnage and also
of the specified categories applied for. To the
extent the quotas cannot be fulfilled from indigenous
producers or stockists the repair firms concerned
should be. enabled to obtain the balance
from abroad by issue of necessary import licences. 14.6.3

58 To meet emergency requirements of shipping com-
panies and small ship repair firms not registered
with the Development Wing, the Iron and Steel
Controller should, on the recommendation of the
Director General of Shipping, make ad hoc supply
available to them without delay from the producers
or stockists . . . . . . . 14.6.4

59 The entire position regarding supply of steel should
be reviewed after the three Government steel plants
have been in production for some time in consulta-
tion with the all-India Advisory Body recommended
byus . . . e . . . . 147

«60. Imports of required quantities of Oregon pine and
Lignum Vitae should be allowed until regular sup-
plies of indigenous substitutes are available . . I4.8°

61 In the case of certain materials essential for ship re-
pairs, workshop spares and equipment should have
the same preferential treatment as raw materials have
for other industries . . . . . 14.10.1

62 In view of the special position of the industry its im-
ports requirements should be dealt with separately
from those of other industries importers and pro-
vision made to meet them directly . . . . I14.14.1
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68
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A separate foreign exchange quota should be establi-
shed for the ship repair industry for import of mat-
erials required for ship repairs and workshop spares
and equipment. It may be administered by the
Development Wing and a liberal licensing policy
should be followed in respect of their imports
subject to proved non-availability from indigenous
sources. All policy questions regarding this quota
should be dealt with in consultation with the all-
India Advisory Body recommended by us

A special foreign exchange quota should be establish-
ed fot import of spares, ship stores etc. required by
shipping companies. This quota may be adminis-
tered by the Directorate General of Shipping. All
policy questions regarding this quota should be
dealt with in consultation with the Indian National
Steamship Owners’ Association . . . .

The decisions of the Development Wing and the
Directorate General of Shipping as to the necessity
for imports should be accepted by the Import
Control Authority for issue of licences . . .

A more liberal policy in regard to imports of essential
ship stores by ship chandlers should be followed

CUSTOMS PROCEDURE

The present customs procedure does not take account
of the special requirements of the ship repair in-
dustry, and affects it adversely. The entire policy
should be reviewed and necessary changes made in
the procedure . . . .

The present machinery pass system results in increas-
ing the time of ship repairs in Calcutta and Bombay
owing to delays in complying with the procedure.
A new procedure should be evolved, which should
be simple in operation and remove the factors which
resultin delays. . . .

As regards the changes to be made, the Master or
Chief Engineer of a ship and the supervisor of the
repair firm should be authorised to sign the ma-
chinery pass. Itshould be endorsed by the customs
officer atthe gate after necessary check. To protect
Government’s interests an over-riding guarantee
should be furnished by the shipowners or the agent
and the ship repairer accepting responsxbxl:ty for
the actions of their officers . .

One or two gates in each dock in Calcutta and Bombay

may be specified through which all lorries carrying

Para.
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14.14.4

14.14.5
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15.14
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repair materials should pass both outward and "in-
ward . . . . . . .

71 Pending revision of the procedure as suggested above,

72

73

74

(2]

77

urgent steps should be taken to make available in
these two ports an adequate pool of customs officers,
both during and outside working hours.  The cus~
toms staff handling this work should be strengthened

and all customs inspectors available in the dock con- .

cerned should be authorised to deal with all matters
connected with machinery passes. Special officers
with telephone facilities should be earmarked to
deal with machinery passes outside working hours

Although difficulties are experienced in other ports also
as a result of the machinery pass system, they will
be overcome by the general procedural changes
recommended by us . . .

The shipment of spares, materials etc. for repairs
should be treated differently from ship stores and
they should be allowed to be shipped freely subject
to such formal documentation as may be prescribed
for record purposes. A responsible officer of the
shipowner, agent or ship repairer may be required
to certify the items which are proposed to be Shlp-
ped . .

No restrictions should be imposed on the ﬁttmg of
new parts on ships undergoing repairs by transfer of
parts from another ship of the same owner or from
bond or by import from abroad

Shipowners and ship repairers should be allowed to
avail themselves of bonding facilities on a liberal
scale and at a reasonable cost

MISCELLANEOUS

Two sludge barges of approximately 100 tons should
be provided in Calcutta and Bombay for discharge
of sludge. Shore sludge tanks should also be pro-
vided for discharge of sludge from the barges

Space should be made available to the principal repair
firms at the major ports in the dock area for main-
taining a small workshop-cum-office. Facilities
should be given to use a part of the premises fora
small bonded store . .

Garbage bins should be provided near the dry docks
and the repair berths to collect waste materials from
ships . .

Para.
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79 Every effort should be made to retain the existing
quantum of chipping and painting work in Indian
ports by suitable measures . . . I7.8

80 The procedure for disposal of scrap should be sim-
" plified and the Iron and Steel Controiler should be
given authority to issue final disposal instructions
without the ship repair firms having to enter into
prolonged correspondence with furnace owners
andfor re-rolling mills . . . . . 17,7

81 The procedure should be so modified that the exis-
ting formality of levying customs duty on ship
stores €tc., when repairs exceed three months,
does not arise . . . . . . 17.8

82 State Governments should consider sympathetically
applications from ship repair firms for exemption
from section 58 of the Factories Act relating to
overlapping shifts and Secnon 64 relatmg to over-
time work . . c . 1792

83 The port authorities should take steps to improve
fresh water supplies for ships’ requirements where
necessary. The port authorities should also permit
private parties to own and operate water barges
within the ports for supplies to ships in stream . I7.10

84 Applications from ship repairers for operating two-
way V.H.F. Sets between ships and workshops
should be sympathetically consndered by the
P. and T. Department . . 17.11

85 The terms on which port craft or equipment are
hired to ship repairers should be reviewed so
as to eliminate any onerous conditions which would
restrict their use or availability . . . I7.12

86 In cases of prolonged occupation of berths for repairs
the Bombay Port Trust should discontinue levying
extra charges under clause (d) of Section IV of the
B.P.T. dockscale of rates, except in extreme cases . 17.13.4

87 It would be of assistance in future if the port autho-
rities and shipping companies keep certain essential
information regarding dry docks, berths, time and
exp enditure on ship repairs, etc. . . . . 2.9

(Sd.) 0.V. ALAGESAN, Chairman,
(Sd.) AMARNATH AGARWAL, M.P.
Sd.) NARENDRA P. NATHWANI, M.P
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(Sd.) Rear Admiral T.B. BOSE, LN,

(Sd.) Captain T.N. KOCHHAR, LN.
(Sd.) H.C. RAUT

(Sd.) P.N. RABADY.

(Sd.) T.M. SANGHAVI.

(Sd.) F.V. BADAMI.

(Sd.) H.M. TRIVEDI. Secretary

(S8d.) P.R. SUBRAMANIAN, Secretary.
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Reference
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X 3 1-5 Copies of the Quesnonna;rcs issued to various au-
thontxes . . . . - . .
I1 3 1-5 List of persons or organisations who replied to the
& 30 6-2 questionnaires , . . . . .
III 4 1-7 Ship repair and other workshops visited .
IV 4 1-7 List of persons who gave oral evidence . .
V(A) 66 10-2 Facilities available in workshOps of major port ad-
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companizs and particulars of their fl
IX o4 13'5(4) Showing names, etc., of Irms registered with the



ANNEXURE I
(GOVERNMENT OF INDIA
SHIP REPAIRS COMMITTEE

Quastionnaire to Pors Authorities

Question

[

I

10

11

How inany floating cranes and water barges are available in your port under
your control —

Please give full particulars.

How many drydocks are there under your control ?

Please give full details, i.e., length, breadth, maximum arrival draft 6f shiP
etc,

Fot the years 1955, 1956 and 1957, please indicate how many days each dryvdock
was vacant due to (a) lack of demand (b) repairs or maintenance of drydock
machinery and equipment. '

How many days in each of the above years was ‘each drydock utilised solely
for Port Trust purposes ?

What prior notice is required for booking drydocks and what is the maximum
number of days for which a drydock can be made available at a time ? Is
there any system of prioiities ?

Pleage furnish a statement containing the following information in respect of
the drydocks under your control for the years 1956 and 1957 :—

(a) Name of each vessel for which drydock was applied for (5) Period applied
for (¢) Date on which vessel was Ready to dock (d) Date on which vessel
entered drydock (¢) No. of days in drydock.

Do you consider any increase in the drydock facilities at your port nacessary?

Have you any plans for increasing the number of drydocks : If so, please
*give particulars.

Do you have any separate repair betths and, if so, how many large vessels
undergoing major surveys, repairs or overhauls, can be berthed at atime,

Are the following facilities available at the drydocks and repair berths-(a) Water

(b) Electric supply (c¥.Compressed air (d) Cranes (¢) "Fire fighting equip.
ment.

Have you received any complaints about availability of drydock and/for repaix,

berth facilitics, and , if so, what is the nature of the difficultics
complained of ?

Do you consider that Governmental control over ship repair facilities wilt lead

to an improvement in che existing conditions : if so, what is the type of control
which you suggest=
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GOYERNMENT OF INDIA
sdIp .REPAIRS COMMITTEE

Questionnaire to Shipowners

Please indicate the number of ships owned by you distinguishing between (a)-
passenger ships and (4} other ships, indicating their gross tonnages.

How many of these ships are employed int (g¢) the coasting trade and () foreign-
going trades ?

Do you own a repair workshop of your own; if so, where ?

4 (a) At what ports are arrangements for the following items for the ships of your

5

Company made (q) passenger surveys (b) loed line surveys (¢} classification
surveys (d) periodic drydocking and (¢) other major repairs and overhauls,

(3) Please furnish the approximate figures of expenditure on above at each port for

the years 1955, 1956 and 1957.

What is the expenditure on voyage or running repairs carried oyt in different
ports during the last 3lyears?

NoTe.— In 1espect of items (4) and (5) , please furnish information both in respect of

10

11

12

I3

14

repaits carried out in Indian ports and foreign ports, as far as possible under
the following heads— (a) Plating and shecet metal work (b) Plumbing work (¢).
Carpentry and joinery woik (d) Electric work (¢) Main end auxiliary machirery
repairs (f% Cleaning, chipping -and painting work (g) Boilers 1epairs (2) Re-
pairi to Radio and Radio navigational aids (5) Refrigeration repairs (j) Insulaticn
work.

Which are the ship repairing firms at various parts to which the repairs of the
above categories are entrusted ?

Please indicate in detail the nature of the difficulties experienced in arranging or
carrying out repairs at different Indian ports. The replies may be given
under the following suggested headings— (a) Prior arrapgements before
arrival of ship (&) Time factor {¢) Availability of mateirials and spares (d)}
Availability of drydock and repair berths (¢) Availability of dockside facili-
ties like fire fighting, fresh water, power crane, compressed air etc, (f)
Customs and Port regulations. Please mentioned specific major instances,.
if possible which indicate the nature and sericusness of the difficultics,

How does the level of costs of repairs in India compare with those of foreign
countiies ? If the costs are higher than clsewhere, can you indicate any
special reasons and suggstions for improvement ?

What arrangements do you make for special items of repairs such as repairs to-
Lifeboats, Radio and Radio-navigational aids, Refrigeration, Insulation etc. ?

On how many occasions did you require a drydock or repair berth and how
many days were lost due to waiting fer (a) drydocks (b) repair berths, at
different Indian ports during the years 1955, 1956 and 1957 ?

What is the anticipated expansion of the fleets of your Ccmpeny in the next §
years/ic years ;1f possible, please indicate the type and tonnege of tke ships
proposed to-be acquired.

Do you conSider whether the setting up of any Advisory or Consultative Body
Central or local, to deal with matters relating to ship repairs and dry-docking,
would serve any useful puipose and assist the Sbipping Companics : If so,
what is the type of organisation you suggest?

Do you consider that Governmental connol aver ship repair facilitics will Jead
to an improvement in the existing conaitions: 1f so, what is the type of
control which you suggest?

What specific suggestions do you have for improvement of the dry-dockirg.
and Tepair facilities at various pofts ?
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Questionnaire to Foreign Shipping Agents

Whar is the number of calls made by the ships of your principals at Indian ports
during the year 19572 What is the normal duration of their stay at such
ports?

Please furnish this information separately in respect of the different lines which
you represent. ’

Do you make arrangements in Indian ports in-respccy of your principals’ shiP
for (5) sutvey repairs or (if) voyage or running repairs ?

Pleasc furnish approximate figures of expenditure of such fepairs at each pott
for the years 1955, §6 and 57. y

Which were the ship repairing firms in each port which cartied outthe Work ?

Please indicate in detail the nature of the difficulties, if any, experienced in
arranging or carrying out repairs at different Indian ports. The replies
may be given under the following suggested headings— (a) Prio; airangements
before arrival of ship (b) Time factor (¢) Availability of materials and spares
gd) Availability of dry-dock and repair berths (¢) Availability of dockside
acilities like fire fighting, fresh water, power, crane, compressed air etc.,
(f) Customs and Port regulations.

Please me_ntion specific maior instances if possible which indicate the nature
and seriousness of the difficultics.

What is the increase visualised in the number of ships under your agency

calling at Ind‘an ports in the next five years ; If possible, please indicate
the size and tonnsge of the ships. ?

On how many occasions did you require a drydock or repair berth and how
many days were lost due to waiting for (@) drydocks (b) repair berths, at
different Indian ports during the years 1955-56" and 57°¢

Do you consider whether the setting-up of any Advisory or Consultative Body
Central or local, to deal with. _matters relaing to ship repairs and dry--
docking would serve any useful purpose and assist the Shipping Compa-
nies ; ifso, whatis thetype of organisation yousuggest#

Do you consider that Governirental control over ship repair facilities will

lead to an improvement in the existing conditions ; if so, whatis the type of
control which you suggest?

What specific suggestions do you have for imprbvemcnt of the dry-docking
and repair facilities at various ports? )
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GOVERNMENT OF INDIA
SHIPF REPAIRS COMMITTEE

Questionnasre to Ship Repairing Firms

Do you hiave any repair berths under your control ; if so, please indicate length
gf ttli,nlce(}:;rths and maximum permissible draught of vessels which can be
er

2{a) Do you have any drydocks under your control : If so, give fuli details, §.6.

length, breadth and maximum arrival draft ?

(&) Do you have a drydock licence?

3
4

10

It

I2

Do you have any slipways : if so, please give full particulars ?
Do you have a drawing office : if %0, please give particulars ?

What facilities in respect of the following items are available at the repair berth

drydocks and slipvrays under your control— (@) fresh water (5) power Supply

(¢) cranage (d) compressed air and (e, fire fighting appliances. Please give
full particulars,

Waatis the approximaite financial turnover of your ship repairs work during the
years 1955, 1956 and 1957¢  What proportion of this turnover, if any, was
on sub-contract?

How many ships under (4) periodic or annual surveys and () runni ng repairs,
can you handle at a time and spread over a yearr

Can you undertake all the types of jobs mentioned below ? If not which are
the items you cannot— (a) Plating and sheet metal work (b) Plumbing work
(¢) Carpentry and joinery work (d) Electrical work (#) Main and auxiliary
machinery repairs { f} Cleaning, chipping and painting work (g) Boiler repair
(h) Repairs to raiio and radio-navigational gids { {) Refrigeration repairs (j)
Insulation work and (%) furnishing.

If any of the above items are entrusted to sub-contractors, please give thenames
and addresses of such sub-contractors.

Do you work i1 single shift, double shift or triple shifts— (g) in shop (#) on
ships? Do you work on Sundays and holidays— (a) in shop (b on ships ?

What is the total strength of your staff divided into the following catcgoricg
() superior technical personnel (i) supervisory personnel (iif) skiiled,
semi-skilled and unskilled labour. What proportion of cach caiegory in
abave is permanent and what proportion is casual ?

Ts there a shortage of skilled labour of any category in your Workshop : if so,
give particulars.

What is the approximate workshop facility available i.e., how many of the fol-
lowing types of machines do you have in your Workshop ?

(a) Lathes

() Centre lathes.
(i) Capstan lathes.
(i) Turret lathes,

() Milling machines.

(¢} Shaping machines.

(& Planning machines,

(¢) Cutting machines,

{f) Welding plants.

(&) Air Compressors.

{i) Wood working machines.



ANNEXURE II

LIST OF PERSONS OR ORGANIZATIONS WHO REPLIED TO THE
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1.
2,
3
4
5.

QUESTIONNAIRES
(1) Indian Shipping Companies and Indian National Steamskip Owners® Associction.

Indian National Steamship Owners’ Association, Bombay,
The Scindia Steam Navigation Compsany Ltd., Bombay.
The India Steamship Company Limited, Calcutta,

The Great Eastern Shipping Company, Limited, Bombay.
The: Eastern Shipping Corporation Limited, Bombay.
The Malabar Steamship Company Limited, Bombay.

The Bombay Steam Navigation Company (1953) Private Ltd. Bombay.
The Hindustan Shipping Comoany, Limited, Calcutts,
The Bepgal Assam Steamship Company, Limited, Calcutta,
Tankers Private Limited, Bombay.

Great India Steam Navigation Compsany, Ltd., Calcutta.
The Bharat Line Limited, Calcutta.

(2) Agents of Foreign Shipping Companies at Ports in India.
CALCUTTA

British India Steam Nav. Compsny Ltd .
Mackinnon Mackenzie & Company, Private Ltd.
F.W. Heilgers & Company, Private Ltd.
Anderson Wright Ltd.

Hoare Miller & Company, Ltd.

Harrison Line.

James Finalay & Compary, Ltd.

Ameriacan Export Lines Inc.

Clegg, Cruickshask & Company Private, Ltd.
Asiatic Steam Navigation Company, Ltd.

Urited liner Agencies of India (Private) Limited.

. Gladstone Lyall & Company, Lid.

. Turner Morrison & Company Private Ltd.

. Brocklebank®s Calcutta Agency

. Java Bengal Line.

. Indian National Steamship Company,Ltd.

. Indo-Ching  Steam Naviagation Company, Ltd.

VISAKHAPATNAM

Ripley & Company (Private) Ltd.

D.S. Narayana & Compsny.

Best & Company Private Lid.

Gordon, Woodroffee & Company (Madras) Private Ltd.
James Finlay & Company, Ltd.
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Madras

1. Shaw Wallace & Company Ltd.

2. The Bombay Company Ltd,

3. Messers Wilson & Company Private Ltd.

4. Gordon, Woodrofee & Company (Madras) Private Lid.
5. Parry & Company,Ltd.

6. Compagnie Des Messageries Maritimes,

7. Volkart Brothers

8. K.P.V. Shaik Mahomed Rowther & Company.

9. D.B. Madon & Company.

Cochin

1. Prince Line Limited.

2. Volkart Brothers.

3. Darragh Smail & Company, Ltd.
4. Peirce Leslic & Company, Lid.
5. A.V. Thomas & Company, Ltd.

Bombay

1. Lloyd Triestino.

2. Shaw Wallace Company, Ltd,

3. Burmah Shell Oil Storage & Distributing Co, of India (as Tanler agenls.})
4. Volkart Brothers.

Caltex (India) Limited.

The Great Eastern Shipping Company, Ltd. (as Agents).
James Mackintosh & Company (Private) Lid.
Mackinnon Mackenzie & Co. (Private) Ltd,

B.P. (India) Limited.

10. Polish Ocean Lines.

11. Turner Morrison & Company (Private) Lid.

12. Ellerman Lines, Bombay.

13. Forbes Forbes Campbell & Company (Private) Ltd.

14. Anchor Line Limited.

Y o2 S

(3) Ship Repairers.
CALCUTTA

1. The Hooghly Dockiog & Engineering Co. Ltd.
2. Port Engineering Works, Limited.

3. The Shalimar Works Private Limited.

4. The People’s Engincering & Motor Works Ltd.
5. The India General Navigation & Railway Company, Limited
6. Ship Repairers Private Limited.

7. Ching Wah & Company.

8. India Marine Service (Private) Limited.

9. The East Bengal Engineering Works.

10. Eastern Company Private Limited.

11. Cleghorn & Company.

12, Garden Reach Workshops Private Limited,

13. Clekack Baot Company.

14. Port Commissioners’ Workshops.
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VISAKHAPATNAM
1. Port Workshop.
2. Hindustan Shipyard Private Limited.
MADRAS

1. Binny’s Engineerig Works (Private) Limited.
2. Harbour Engineering Private Limited.
3, Port Trust Workshop.

COCHIN
3. Brunton & Company, Engineers Limited.
2. Port Workshop.

BOMBAY
1. Mazagon Dock Private Limited.
2. Scindia Workshop Private Limited,
4, Alcock, Ashdown & Company . Limited.
4. Naval Dockyard.
5. Port Trust Workshop.
6. Modern Mechnaical & Marine Works,
7. Nirmal Ship Repair Works.
8. APCO Private Limited,
9. Chinese Enginecring Works.
10. Melet Welding Works.
11. Sunlife Engincering Works,
(4. Major Port Authorities.
1. Caicutta, 2. Visakhapatnam.
3. Madras. 4. Cochin.
5. Bombay. 6. Kandls.
(5). STATE GOVERNMENTS RE: (MINOR PORTS)

1. Government of West Bengsl,
2. Government of Orisse,
3. . Government of Andhra Pradesh.
4. Government of Madras,
5. Government of Kerale,
6. Governmept of Mysore.
7. Government of Bombay.

oL SURVEYORS GOVERNMENT AND CLASSIFICATION SOCIETIES*

(6) The Principal Officers (Mercantile Marine Department) Government 5f India, Calcutter
Madras and Bombay.

1. Surveyor to Lloyds Register of Shipping Calcutta-Bombay.
2. Buweau Veritas Agency— Celcutts,
3. Surveyors to Burcau Veritas and Det Norske Veritas— F.E. Herdcestle & Company

Private Limited, Bombay.
4. American Bureau of Shipping— Bombay.

(7) FOREIGN CONSULAR OFFICES:
1. Commissioner for India— Hongkorg re: Hongkong.
2. Embassy of India— Holland— re-Rotterdam.
3. Embassy of India— Belgivum,—re: Antwerp,
4. The High Commissioner for India— U.K.— re:Liverpool, Fslmouth.
s. The Commission for India— Sirgapore—re: Singepore.

(8) SHIP CHANDLERS
CALCUTTA.
1. K.C. Dutta & Sons.

2. India Marine Service (Private) Limited.
3. Don Watson & Company (Private) Limited.
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MADRAS
K.B.S. Manian & Brothers.

BOMBAY
Amiruddir Shealcbhoy Tycbjee & Sons.
Hardcastle Waud & Company (Private) Limited,
Ahmed S. Mooloobhoy & Sons.
Adamiji Kadderbhoy.



ANNEXURE II1
SHIPF REPAIR & OTHER WORKSHOPS VISITED

1. CALCUTTA

“Garden Reach Workshops Limited.

Ship Repairers (Private) Limited.

Hooghly Docking & Engineering Company, Ltd.
Shalimar Works (Privatey Limited.

Workshops of the Port of Calcurta,

Indi2 General Navigation & Railway Co. Ltd.

~Ching Wah Works. .
2. VIZAGAPATAM
Hindustan Shipyard Private Limited.

Workshops of the Por:.
3. MADRAS
Binny's Engineering Works Limited.
"Workshops of the Port. .
- 4. MANDAPAM
-Marine Workshop.

s. COCHIN

Brurton & Company Engineers Ltd.
Workshops of the Port,

6. BOMBAY

Mazagon Dock Private Limited.

Scindia Workshop Private Limited,

Alock Ashdown & Company, Limited.
"Naval Dockyard.

Modern Marine & Mechanical Works.

AFCO Ship Building Works.

Shaparia Docking & Ehgineering Company, Lid.Y.
"Nirmal Ship Repair Works.

7. SAURASHTRA
Port Workshops Bedi Bunder
» " Okha

Bhavnogar
Veraval,

”»?” ”

8. KANDLA
Workshop of the Port,
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ANNEXURE IV -
LIST OF PERSONS WHO GAVE ORAL EVIDENCE BEFORE THE. -
COMMITTEE

~ CALCUTTA

Port Administration: -

Shri R. K, Mitra, I.C.S. Chairmanh—Commissioners for the Port of Calcuita.
Shri S, K. Mitra—Chief Mechanical Engineer for the Port of Calcutta,
Commndr. C. J. Mohan—PDeputy Conservator for the Port of Calcurta.

Shri T. M. Mualkani—Chief Engineer for the Port of Calcutta. )

Shri S. K, Paul—Enginecr Superintendent for the Port of Calcutta.

Shri 8. C. Dass—Controlier of Stores for the Port of Calcutta,

Principal Officers—Mercantile Marine Dep&ﬁm&u: .

Shri B. K. Gupta—Principal Officer.

Shri A. Krishnan—Secnior Engincer & Ship Surveyor.
Shri V. V. Javdekar—Mercantide Marine - Department.
Shri P. K. Banerji—Mecrcantile Marine Department.
Shri B, D, Kataria—Mercantile Marine Department.-
Shri V. R, Kagalwala—Mercantile Matine Department,
Shri B. S. Makhija—AMercantile Marine Department. +

Surveyor to Classification Svcicties:

Shri A. V. Fisher—S3urveyor Lardner North.

Shri J. T. Rapley—Surveyor Bureau Veritas,

Shri S. J. Choksy—Surveyor Bureau Veritas., -

Shri B. Hill—Surveyor - I..onds ch15ter of Shlppmg
Shri H. Allen ”

Indian Shipping Companies.

Shri H.M, Jagtiani—Manager, India Steamship Co., Ltd

Shri C. Tye—Engineer Supenntendent, India "

Shri R. J. Ward,~—India Steamship Co. Lid.

Shri J. C. Anand, Marine Superintendent, Scindia Stcam Navigation ‘Co. Ltd.
Shri V. K., Katr&—-Englccr Superintendent, Scindia Stcam Navigation Co. Ltd.
Shri D. H. C. Storey, Eng. Supcnmendcnt, Great Eastern Shipping Co. Ld,
Shri A. G. Kamdar

Shri N. P. Mehta ,

Shri A. N. Shah The Bharat Line Ltd.

Shri A, C. Sen

Ship Repasr Workshops :

Shri R. B. Bone—General Manager, Garden Reach Workshops Ltd.
Shri H. J. Macfadyen—Manager, Hooghly Dockmg & Eng. Co. Lid.
Shri H. K. Chakraboru 2

Shyi L. H. Doss ” » o

Shri G. W. Pope—-Shahmar Works (Privare) Ltd., -

Shri C. J. N. Will S.N. Co. L., andIGN &RallwayCo Lid
Shri E. G. Hodges

Shri N. P. Mchta

Shri A. N. Shah .

Shri B. B, Shah o .

Shri A. C, Sen : Ship Repairers Ltd.

Shri D. A. Gandhi ,

Shri A. G. Kamdar

Shri A. Majumdar

Shri B. R, Karkaria L.

Shri D. C, W. Watkin B.A., §.S. & Port Shipping Co. Ltd.
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Ship repair Workshops—{(Contd.)

Shri J. Lawson—Port Engineering Works Ltd.

Shri Kapil Bhattacharjee—People’s Engineering & Motor Works Lid.}
Shri Ching Wah—Ching Wah & Co,,
Shri R, 8. Jayaswal

Shri A. C. Roy }J ayaswalrEnginecring Co. Ltd,

Agents of Foreign Shipping Lines:
Shri R. J. G. Nicholls—Mackinnon Mackenzi & Co. Ltd.

Shri Pearson Burmah Shell Qil Storage and Distributing Co. of
Shri L. P. H. Todd Indis, Ltd.

Capt. D. G. Gale—Marine Supdt. Bank Line Ltd.

Shri H. Kidd—Engineer Superintendent, Bank Line Ltd.

Capt. E. C. G. Young—Asiatic Steam Navigation Co, Ltd.

Shri J. D. Clarke Marine Superintendent—-M/s. Brockle Bank Line Ltd.
Shri A. McKie Eng. Superintendent,

Capt. A. Mcsweeney—Goldston Lyall & Co.

Shri T. G. Law—Jardine Henderson Ltd.

Capt. G.R. Miller—American Export Lines,

Suppliers of Stores. Importers, and Shipchandlers:
Shri D. D. Datt T. C. Chatterjee & Co.
Shri N. C. Banerjee
Shri B. K. Dutt—Eastern Co, Private Lid.
Shri M. Chatterjee—India Marine Service.
Shri R, N. Rudra—Bengal Traders Syndicate,
Shri K. Banerjee—Bonar Bros. & Co.
Shri A, C. Mukerjee—Don Watson & Co. Private Ltd,

Ouwners of Inland Vessels:

Shri K. C. Charterjee—Indian Shipping Co. Ltd.

Shri Praksh Chand Jain—The Pioneer Shipping Co, Ltd.
Shri J. P. Shah—Neptune Navigation

Shri S. C. Bhattacharjee— ” »

Shri P. C, Sur—Indo Swiss Trading Co. Private Ltd.

Government Departments:

Shri I. 8. Sud Directorat ¢ General of Supplies & Disposals,
Shri P.V. Ramanathan '

Shri S. K. Sen—Joint Chicf Controller of Imports & Exports.
Shri A, C. Whitcher—Collector of Customs.
Shri M. Panchappa—Deputy Collector of Customs.

VISAKHAPATNAM
Port Administration:

Shri C. R, R=ddy—Port Administrative Officer.
Shri E. H. Glassup—Dzputy Conservator.

Shri A, V. D:lima—M :chanical Superintendent,
Shri G. Parthasarathy—Secretary.

Hindustan Shipyard Private Ltd:

Commodore B. N. Lele—Managing Director.
Shri H. C. Raut.

Agents of Indian & Foreign Shipping Lines:

Shri Lang—Gordon Woodroffe & Co. Agents Clan Line.
Shri G. Ramayya—Scindia Steam Navigation Co. Ltd.
Shri M. K. T. Arasu—Volkart Brother. Agents H.B.B.L., LT, Hoegh Lines, J.P.H.L.

ShriII’: g: S. Dutt.--K. Rambrahmam & Sons Agents: Great Eastern Shipping Co.
td.

Caltex ©Oil Refineries (India) Ltd.

Shri D. M. Bardine—Managing Director.
Shri H. R Tittworthb—Company Officer.,
Capt. H. A. Bronson—Company Officer,
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MADRAS
Port Adwinistration:
Shri K.N, Srinivasan—Acting Chairman, Madras Port Trust.
Shri W.E. Vangeyzel—Deputy Port Conservator,
Shri P. C. Martin—Mechanical Engineer.
Shri V. S. Ananthanarayan—Executive Engineer.
Shri V. A. Jaywant—Traffic Manager.
Shri U. S. A. Ghaffoor—Depury Traffic Manager,
Shri T. K. Parmeswaran Nambiar—Secretary.

Agents of Indian and Foreign Shipping Lines:
Shri K. A. Sillick—Gordon Woodroffe & Co. (Madras) Ld.
Shri V. C. Parthasarathy —Bombay Company Ltd.
Shri P, P, Nair—Parry & Co. Ltd.
Shri W. J. Wickes—Shaw Wallaced & Co. Ltd,
Shri K.G. Haja Shareceff—S§,K.V. Shaikh Mahomed Rowtherd & Co.
Shri A, S. Marwah—South India Corporation (Agency) Lid.

Principal Officer—Mercantile Marine Department:
Capt. S. K. Kumarhia—Principal Officer, Mercantile Marine Department,

Harbsur Bnginering
Shri D. J. Hayden.

Binny's Engineering Works (Private) Lid.
Shri Leigh—Director ¢
Shri C. C. Thomas—Works Manager.

Surveyor:
Shri V. L. Hillgour—Surveyor, Lloyds Register of Shipping.

State Port Officer:

Inspecting Dredging Engineer—Representing State Port Officer for Minor Potts.
(Madras State),

: . MANDAPAM
Shri A. Rama Rao—Marine Superintendent, Scuthern Railway.Y

TUTICORIN

Shri G. M., Chikhalikar—Port Qfficer.
Shri Pereira—P ereira & Roche.

COCHIN
Port Adminsistration:
Shri M. §. Venkataraman—Administrative Officer,
Shri C. V. Venkateshwaran—Chief Engineer.
Shri B. D. Irani—Mechanical Superintendent.
Shri Bose—Traffic Manager.
Shri Cyril Raj—Secretary.

Mercantile Marine Department:
Shri T. S. Rajan—Engineer & Ship Surveyor.

Agents of Indian & Foreign Shipping Lines:
Shri F, Wichser—Volkart Brothers.
Shri J. R. Kerr—Aspinwal & Co. .
Shri Bachubhai Asher—Mooljee Jaitha & Co. (Scindia Steam Navigation Co Ltd},
Shri Rzjmani—Great Eastern Shipping Co. Lid.
Shri G. V. John—Madura Co. Private. Ltd.
Shri A. J. Jacob—A. V. Thomas & Co. Ltd._
Shri S. Subramanian—The Bombay Co. Private Lid. i
Shri A. Das Gupta—Burmah Shell Oil Storage & Distributing Co. of India Ltd.
Shri D. E. Phelips—Harisons & Crossfield, .
Representatives—Darrah Smail & Co. Abmassador Steamships Lid.
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Bhip Repatrers:
Shri K. V. Rao—Manager, Brunton & Co., Engincers.

_ BOMBAY
Port Adminisiration :

Shri L. T. Gholap, I.C.S.—Chairman, Bombay Port Tmst.
ShriV, Vazr—Duocks Manager.
Shri 8, B. Dalal—Chief Engineer,
Shri Sud—Mechanical Engineer.
Shri Mehta—Chief Labour Officer.
Superintendent in charge—~Hughes Dry Daock.

Indian National Steamsiip Quwner’s Assoctation :

Shri Vikramsingh S. Vallabhdas—Vice President, Malabar Steamshxp Co. Ltd
Shri K. P. Shah—Hon. Secy., Scindita Steam Navigarion Coe. Lid. :

Shri N. P. Mehta—Bharat Line Ltd.

Capt. J. C, Anand—Miarine Superintendent, Scindia Stesm Navigation Co. Led.

Shri B. Ananda—Deputy Marine Superintendent, Great Eastern thppmg Co. Ltd. .
Shri C. Tye—Marine Superintendent, India Steamship Co., Ltd. -

Shri S. K. Ajer—Secretary.

Ship Repair Workshaps :

Shri G. E. Kerr—Managing Director, Mazgzon Dock Lid.

Shri R. M. Sellers—aAsstt. Shipyard Manager, Mazgaon Dock Ltd.

Shri A. C. Kidd—Asstt, Manager Repairs, Mazgaon Dock Ltd.

Shri J. Green—Asstr. Manager, New Construction; Mazgaon Dock Lid.

Col. W. C. Cole—Personnel—Manager, Mazgaon Dock Lid,

Shri 8. N. Morarjee—Director, Scindia Wo:kshup Private Ltd.

Shri D. E. Wadia—Manager "

Shri D. B, Daruwalla—Supdt. Engineer

Shri S. M. Kapadia—Contraller of Stores

Shri Campbcu-—Alcock Ashdown & Co Lud,

Haylor— _

Capt. B. A, Samson, I 'N. Capt Supdt. Naval Dockyard,

Shri M. B, Shaparia—Shaparia Engineering & Docking Co. Lids Representative of
Marconi International Marine Communication Lid,

Captam Stevens—E, W. Stevens & Co.

Shirt Abdulia—Modern Marine & Mcchamcal Works

AFCO Private Ltd.

Nirmal Ship Repair Works,

LE . <88
3% 23 3> 3
»» 2 x » .

Mgents of Foreign Shipping Lines

Shri D, J. Haley—Anchor Line Ltd, '

Shri D. Matheson—Mackinnon Mackengie & Co. Private Ltd.
Capt, R. Brignall—British Indiz Steam Nav.rngatmn Co. Ltd.-
Capt. H. Morini~—Turner Morrison & Co., Led.

Capt, W. H. Dalton —F{lerman Lines Led. '~

Shri F, Rozario—Killick Nixon & Co. Private Ltd. -

Shri N. M. Mchra—Fotbes Forbes Camphell & Co. Lrd.

Government Depariments :

Colonel Eapen—Deputy Iron & Steel Controller, Bombay
Shri M. G. Abrol—-Collector of Customs.

Chipping and Painting Employers® Association :

Shri §. C. Sheth.

Shri Fali R. Kumana,

Shri Dinshaw A. Dhunjibhoy.
Shri R. C, Thakore.

Mercamile Morine Department :

Capt. W. G. Piggott’—Naudéal Surveyor,
Shri T. Berry—Principal Officer. -
Shri R. L.. Rikhye~—Nautical Surveyor.
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Mercantile Marine Department—contd,

Shri M. S. Patel—Nautical Surveyor. -

Shri R. C. Karnick—Ship Surveyor.

Shri K. Parthasarathy—Depury Chief Surveyor.
Shri J. M. Trindade—Engineer and Ship Surveyor.
Shri S. Ratra—Engineer and Ship Survevor,

Shri P. G. Blake—Radio Inspector.

Classification Society Surveyors:

Shri C. K. Stevenson—Lloyds Register of Shipping, Bombay.

ShrllH A. %mos—Bureau Veritas Norske Ventas—Gemanis cher Lloyd—R. Iia-
. hano—, .

Shri P, B. Leahy-—American Bureau of Shipping. )

Shri S. B. Aga—American Bureau of Shipping, Japanese Magine Corporauop.

Suppl:ers of Stores, Importers and Shipchandiers i

Shri- Ahmed S. Moloobhoy—Ahmed & Moolobhoy & Sons,
Shri Mustan Tyebjee and Shri eraram—Amu-uddm Shalehoy Tyebjee & Sons.
Shri Fakruddin—Moosaji Jeevaji. - -

Shri B. D. Naygandhi—Assistant Traffic Manager,

Captain D, V. Singh—Deputy Conservator.

Shri T. P. Khubchandani—Mechanical Superintendent.

Dr. R. P. Bhargava-—Secretary to the Development Commissioner.

SAURASH‘I‘RA PORTS

Shri H. P. Oza—Pnnmpal Port Officer and Engineer, Bombay State.!
Shri Chunilal—Port Officer, Bedi, Bunder.

Shri T. N. Oza~—Port Officer, Veraval.

Capt. D. K. Tamhane—Port Officer, Okha.

Shri D. S. Adam—Asstt. Port Officer, Okha.

Shri G. B, Mankodi—Tug Engineer & Floating Stock Supervisor,
Shri D. Y. Virkar—Port Officer, Bhavnagar.

Shri K. H. Gohel—Deputy Engincer; Bhavnagar (Mech D

Shri Dave—Executive Engineer,



ANNEXURB—(V} (A}

S

Statement showing briefly ohether and 1o what exéens facititics are auailabls with she workidops of the PORT ADMINTITRATIONS at the Majer P in Indig «..v.e. s

(See also Annezrure VI)

~

Facilities Calcutta Vizsg, Madras Cochin

Bombay

Kandla

I. Drawing Office . Yes. Main  dmawing Yes. In Mech, Dept.
office altached to I Draftsman
workshop for muin-
tenence and repairs
to port vessels and
equipment. 3 drafts-
&m specindly train-

Yes. Pully staffed with VYes. One
Engineers & draftsmen in Mech. Supdt.”s Offico.
for nongn(l’ .mu.nl te=
pance and development
work of the Port.

1 Apprentice.

Another drawing office

in Deputy nser-
vator's Department.
2. Ne, of :hup: which Carry out repuirg to Cu-ty out repairs to Port Onc nt a time and 8 over
can be reparred. Port Craft only. Craft only. out re= 80 of Dredgers, Tugs,
(2) Periodic or an- 18 at a time 75 over ’Rlun to But craft wiz,, P:Jot Boau, Floanng
nual surveys, a year redgers. I3 Hopper bare
{6} Running repairs. 3 at a time 40 over Flonuns Pontopns, I sf:r. éo al barges, [au-
a year Floating Crane, 1 nches etc. over-hauled
) Grab  Dred 12  annually withsix monthly
launches an mrera.l Drydocking or Slipping
5 woped v barges. and boilercleaning,
. EM ar s,
carfymg out (capacity normally oc-
cupied on port’s
i own craft.)
Piating and Sheet Do. Yes Yes ) Capaci not- Yes ]Clpacity nor-  Yes. 10«\?mty normally-
metal work. . uully rully fully
Plumbing Work Do. + Yes=tonlimited extent Yes occuped —on Yu occupxed on Yes occup:r.d on
, ' Port's own craft, ort's own Port's own
* Carpentary and Do, Yes Yes Yes crafte,—Can  Yes czaft, Chip~
Joiner ¥y work. ‘ r { ey out ping and paint-
, L : chipping and and Radio
Blectrical Work Do, Yes—to alimited extent Yo Yeo painting. Yes ) a)g vizltiomiho
. & 4
Main & Aux, Da. Yes Yes f Yes Yes gids  repaire
Maechinery repairs, | ‘ grn mng‘kj fon.
. ) ‘ act. Skeleton
Boiler repairs Do. Yes—to alimited extent Yes ! Ya | Ve | sudfor Radia
e gorstion
Furpishing Do. Noj No. } Neo. | Yo J tepadrs,

Draftsman  Yes.

s Draftsmen—For
nurmal maintenance

developmsnt wark
ol‘ Port only.

Port ﬂoullﬂ numbering 1 2t a time—Moating

Dock not suitable for

¢t shipa,

Yes
Yos.
Ye

911



4. Shifts worked

Week Days—In  Single shift normally,
thop—on Ships,

Su;ldlvl and holi- As and when necessery. Only in emergencies
ays,

-

5. Strangth of staf}

Sup, Tech. . 3
Supervisory . 17
Skilled . . o4r
Semi-skitled and . 113

Unskilled labour . 208
Casual 83 and when

necessary,
6. Plant and Machi-

m«—&ﬂm . 19
Capstan . 2

Milling m.EculL"n:: . l!
Shaping machines 3
Planing machines 2
Cutting machines 3
¥Welding plants 15
Air compressors 8

St —
Portable.

Single shift.

4

318

{all permanent).

Nil

- w Wi

Normaslly single shift
¢xc=pty some sections,

Only in emergencies,

4
Foreman and chargemen
in all departments.

1,000—About 00 .
nent & 500 cas

"o W W N We w

Normally single shit.

Only in emergencis

4
.

Skitled— 287
(238 permt.).
Semi-skilled—143
(135 permt.).

Unskilled— 251
(209 permt.)

ununég":

Normally mngle shift
with eccasionsl over-
o }lm.- .
nly in _emergencies,
Port staff work double
shifts of 12 hours
each, Skeleton Port
saff Sundays and on
Holidays.

10
B

Skilled—=691
(637 permt.).

Semi-skilled—105
(103 permt)

Unskilled— 869
(623 permt.).

38 (Iﬁ.‘ m.lchintei;:o
2 o .
et

7 (transformer) in boiler
6 g_iﬁ'&o. Diesel
ven. 1 No,
tric motor driven) in

motor shop.

i

bl

c

Single shift normally

Yes, if necossary.

49 (20 casual).

34 ¢



ANNEXURB ;| V(A)~conid.

_ Facilities - - Calcutta Vizag ' Madras Cochin © Bombay Kandla
Wood working ma- 30 2 5 I l4—c1rcular ‘saw, band 3
chines, saw, dnlling, planing.
and thickngssing €te. |
Shcmn " culting :l 1 2 6—Punching, - shearing, I
ch.m gl’l'lg and 3 4 glnte_ bendin{g frame
dmg machines, ending circle cutting
) ctc,
Power Presses. . Nil 2 Nil "Nil Nil Nit
Overhead  cranes Nit z 5 2 2’y o Nil
in works (74 tons capacity) (3 to 10 tons cap.} (Gantry cranes 5 and 2 (s tons cap.)
: tons capacity.).
I. . )
R N (5 tons capacity). ) A
. Crank shaft Grind- 1 Nil Nil; Nil N Nil 1
1 ing machines. . .
Testing machmes'! 2. Nil T 1—Rope and chain testing Nil Mil
Galvanising plant . il il : Nil N ! Nil. Nil
I Note ; Seversl drilling,
.“ - . Grinding, screwing

7. Forge shop and
Fm.mdr

Capacity ¢ (individusl
Castings/monthly
out put .
Ferrous .

Non-Ferrous -~ " .

20 tons a month upto
14 3q. b OOmI

25tons permonth  Up to2 tons,

7 tons per month.
Ferrousup t0 5§ tons 1s tons ameonth (total) 1 ton Perrous - .

Non-Ferrous
10 cwts,

and boring machines,

, - -y E -
L. o

Forging shop.

No Hotforging shop Forgmg muchme—*s ewti Formng 4tona per month ' ?¥es— Buf the forginf

—Smithy with 10 e stesm Hammer—10 I steam hammer I10cwt. and foundry shop;
cwt. power hammer. cwt. T Pneumatic hammer acwt  have not as  ye_
2 " » 15 cwis. been put into com”™
N . 5 cwts. minion. -
1 mechanical Hammer

max, FPorging I ton.
6 tons per month.’

i
‘No Ferrous castings.

Max, 2 cwis, [
6 tons w;month

2 } tons per month.

1/2 ton per month,
5 cwts. Ferrous, . |
100 |bs. Non-fetrous.

1‘6 won pEr month

Up to 1o cwts, 1§ tons per month.

7 c¢wta. non-ferrous

811



8. Annealing snd 3 Annealing fumaces  Yes—For ships equip- I Ancaling  furmeee Onecase Mardening fur- Yes~—1  Annaealing. Yes, Mattie  Begie
caag-hardening fur- ‘gz plate annealing _ ment. . cap, 2% tons. nace. - I case hardening, hearth annealing and
fnace, urndce ' X 104" X~ ‘Yes—Case hardening QOne onnealing furmace I Annealing and chain nonmaliting  Furnace

6 % 19" fired by small parts and tools, for chains, shackles,  testing. ) 4'0" x 60" efec-

. ‘ 2 grades—5' X 2'6" hooke—-on order. tive  length MAfaxi-
- esch 1——Chain an- murmn 1emperarure

nealing  furnage— i rooo C. complete with

. L Sx2x "B fired Pyroneter.,

v grate area of 10 )
0. it. No case
hardening furnace.

9. Equipment for Nil No No No No No
Alummnium  alloy
lifehoats, wper-
struciure, e

No. except in emergen.

Pott ctaft can berepaired Portable welding  sets i Yer—If necemsary.
cies.

&t moorings. ngld campressots svail-
able. .

Cnly partiatly-— ! Noj
1 leunch 1 barge and N
some  portsble ma-
chines for cart¥ing
out rninor repairs,

1¢. Equipment  for
repaics in steeam,

Nori :~Excent in case of emergency or urgent teed work relating to—
az leaning, chipping and palating .
b Repaire to Radio and Radic  Navigational sids.
¢) Relregeration repaine.
(d) Insuistion . .
is normally entrusted to sub-contractots wha specialise in such work,

617 .



ANNEXURE V(@)

Sratement showing breifly whehter and 1o what extent facilitiss are availabls in worltskops-of selected minor porrs

Facilititeg Bhavnagar

Okha

Bedi

Yeraval

Remarks

1. Drawing Office . .

2. No. of skips which
can be repaired,

{a} Periodic or annual 12 vessels upte 200/

SUIVEYS, cap be repaired or
surveyed, size being
limited by the dry-
dock.

o () Running repaits . 3 at a time,

. 3. Bgquipped  for  car-
ryeng ous _

Tilaring am‘i shect Ve,

- Yes, Each division under

6 10 8 vessels upto
150 in length can
be repaired or sur-
veyed, size being
limited by the dry-
dock,

4 lighters at a time,

i

Yes,

executive Engineers
head quarters at ports
Bhavanpagar, Okha
has Drawing office
with  all  necessary
squipment.

0z



Yes,

o Plumbing work .
Carpentry and Joinery Yes.
work.
Electrical work .

Main and Aux. ma-
chine repairs.}

Boiler repairs .

Furnishing .

4. Shifts worked

Week days—In shop— Single Shift in shop,

on ships.,

Sundays and holidays

§. Strength of staff
Sup, Tech. .

Supervisory . .

Skilled . . .

Semi-skilled .
Unlkiued' a -
Labour

6. Plant and Machi-
nery.

Yes.

Yes.

Yes.
Yes.

Single shift in shop.

24

15

Yea,

Yen.

Yes.
Yes.

Single shift in shop.

37

Yes.
Yes.

Yes,

Yes.
Yes,

Single shift in shop.

16

S

Suff W ent
inJall por!;:mm

131



ANNEXURE V(B)—contd.

Statement showing briefly whether and to what extent facilities are available in workshops of selected minor ports

Facilities Bhavnagar Okha Bedi Veraval AT
. ) ’) .

Remarke

{a) Lathes__)—(i)cchn-
tre, (fi ps
“and (ii:() Turret. s

(& Milling machines

2c) Shapping machines

d) Planing machines

() Cutting mechines

(f) Welding plants

All types of machines
(g) Air compressors

All types of machines All types of machines Only
available except {e),

centre
available except (a) availabie except (b),

lathes,
Milling machines and

() Wood - working (g), (), and (). Git) 5 (B)s (&), (g), G)s  (d), (&) (g), (), (),  chipping machines
machines, (1), (om) and (n}. (&), (I}, (m) and (n). available,

(i) Searing, curting, . ]
punching and bend-’
ing machines.

i) Power Presscs
k) Overhead cranes
in workshops.
(1) Crank shaft Grind-
ing machines,
(1) Testing machines
{n) Galvanising plant

24N

7. Forge  shop  and
Foundry. '
Capacity : . _
. Ferrous 3elt driven Hercules Smithy and Foundry
Non-Ferrous hammer is of 160 available. Belt
Largest size Ibs.  Both ferrous driven hammer of
' and non-ferrous

metals can be casted,
the capacity of the
foundry being about
4 tonsa month,

about x50  lbs.
Both Ferrous and
Non-ferrous metals
can be casted the
total capacity of
.+ Foundry being about
2 tons per month,



8. Annealing and caye-
hardening furnace .

9. Equipment for Al-
Juminium  allay life-
boats, superstructure,

10. Equipment  for  re-
patrs in Stream.

Has portable welding
plant  compressors
and Ppeumatic tools
and gears for car-
rying out repairs
if required in stream.

i

®i
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ANNEXURE V (C)
Statement showing briefly Whether and to what extent facilitics are avajlable with the Private Ship Repair Workshops at Calcutta

il
— e —

People’s Engg. ILGN.& R, Co. Ship Repairers India Marine East Bengal Ching Wash & Co

Facilities Garden Reach Hooglv Docking - Port Engg. Works Shalimar Works & Motor Works Ltd, Ltd. Service (P} Ltd. Bngg. Works.
Workshops Ltd. & Engg. Co. e Lo Snatipes Yorks(F) - &Mator _ (P) ice( ngg
I 2 3 4 5 . 6 7 8 9 { 12
1. Drawing Office . . Yes— Well equip- Yes— Ship design- Yes. 1 Chief Drafts~ Yes.— 8 Draftsmen  Yes. With one Yes-1  Naval Yes-Small. Yes-Small. Yes. Small. No.
ed drawing & ing and man 2 Senior & ¢ experienced Architect.
stimating Sec- Mech, drawing other Draftsmen draftsman and 1 Mecch, Engr.
tion— With 3 Se- Office fullystaff- and 2 Tracers. 11 Assistants. 4 Draft<men.,

nior Superior ed. Severa) Tracers.

Techl. persons—
Scveral designers

and estimators.
2. No. of Ships which can
be handled :
(a) Periodic or Annual (a)4special surveys (a) 10to 15 ships a (a) 3 shipsatatime g) 4 at a time. e (a) § surveys 4 ships under 1 annual survey Maintenance & Mainly one Sub
SUrveys. Of  major re-  year. — about 18 in a afloat of inland annual survey. atatime. survey of about  Contracts.
pairs at a time. yoar. attime & motor I spl. survey 100 inland wa-
' o vessels at nme. atatime. ter vesscls.
45 over the year.
7 docking sut-
veys of inland
vessels at a
time 4% over
r the year.
(6) Runningrepaits . 20/25 voyage re- 180 to 200 ships a 2 ships at a time. 10f30atatime. ces Running repairs Running repairs  6/8 running re- e cas
pairs—both runn-  year, 24 ships over a carried out by ofshipsofprin- pairs. 100/120
ing concurrently year. floating work- Cipals as re- Vessels over a
at a time— average shops in river, quired. year.
460 vessels per
year in port Dry-
dock, wetdock or
moorings.
() Rivet or light draft Average 140 vessels 14 Barges, 3 Flats, 6 Ships annual o e e vea
vessels, per year 11 own gnnual surveys at surveys at a
dock, shipways * o time, time.
and moorings.
%0 barges, 18 flats \
over a year.
80 Barges, 24 Flats 12ships running vee ves - “oe -
running repairs & ' repairs & year.
YEH.‘I.‘- .
3. Equipped for carrying
out. _
Plating & Sheet Metal Y Yes 3. Equipped for Yes Yes Yes Bquipped for Equipped for sll
works. S ¢ ° Fullv Fully Yes - Yes ]Fully all types of re- Bully Reason- Reason- such work on types of work
equipped cquipped equipped pairs 10 rgiver equip- ably ably injand water mainly on sub-
Carpentary & Joinery Yes an Yes and Yes Ves and crafits and Yes for Yes Equip- Yes equip-  craflts only. contract  {rom
weork, staffed staffed to staffed for minortypes of al] ped for ped for Major Repain
to carry carry out carrying survey or Run- typus all all firms.
Plumbing . . « Yes out each _ Yes cach type Yes Yes out e¢ach nn Repair  Yes of  Yes types  Yes typcs
type of of Work. > type of work on large repaircs of of
Electrical Work . . Yes work. Yes Yes Yes work. ship Yes tl:llrI _ Yes work. Yes work.
_ ships
Main & Aux, machinery Yes except Yes Yes
repairs. : Yea Yes Yes Yes Radio
& Radio ycs
Boiler repairs . « Y Yes Yes Yes ' Yes l naciga- Yes
tional YCs
Furnishing . . .« YeC3 Yes ) Yes Yes Yes ! cuds ) Yes y
Cleaning, chipping and Normally entrus- Onsub-contracts. Yes On subcontracts.
Paintf:;g. P8 ted to ynub-con- Yes On sub-contracts. Yes Yes
tractors. '
Refri ion Repairs. . * . .
gerati pairs Yes " On sub-contracts. ' . Yes Yes Onsub-contracts, No.
R dio & kadio Navigatio- Normally on sub-
nal s1ds . mntracz;. ' - ” No. On subcontracts. No, No. No.
SYWame  woIk . oiler& Pipelagg- Onsub-contracts, Y. ’ .
iLg dune? S‘Eﬁ%— s = ’ ess Yes Yes. Yes-only lagging  No. "
irl insulation an of pipes. 2
d p=-Contract.

M ﬁ
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Facilities Graden Reach Hnughly Docking Port Engg. Works Shalimar Wnriu People's Engg, * LG.N.&R,Co. ShipRepairers Indla Mari BastB 1 Ch .
Workshops Ltd. & Eng. Co. Ltd. (P) Ltd. L &Mnﬂ'ﬁ Works Ltd. (P) Lt:l. S:ﬁ?te r%?lﬁd‘ 1:33%;, Bngg. Ching Wah & Co
3 3 4 5 o 6 7 8
1 } . 9 I0 11
M
| : Weekd W
. Shift Worked : _Weekdays sekdays 2ekdays Wezkd Wea
¢ SBS Weekdays Wecekdays Weekdays  Weekdays E E;T:;ﬁ:legf:“_ Si"EnIlfi' shift ge- Dhnuhlc ﬂclllm in gshnf‘u I.l':l: Ean S}ilngrc ':Iﬂll? tin Sint%l%‘?f:‘:u:::l-k cnlclng:h!e
n<rally exces 3N n L I H
(a) Inshop . Fitting & Machine Single shift, —o— Single shiftin shop Singleshiftinshop  sional doubie Machine shn';t !hl;t ‘Uccnsiun:- ;ﬂiﬂ: lg.:: ::gcpnltnci::‘:r;n- 'E:fr'ﬁ:ﬁ :::d'
shops Black- over-timeifneces- & ships Sundays andon ships Su:n.. shiftsin shop Foundry and ally 3 shifts days & Holidays al . overtime cegrary.
smiths, Chain  sary. Sundays & holidays if ne- days holidays over- and ships Sun- Boiler shop Sundays & ho- when necessary.  Sunday if ne-
testing and Foun- & holidays in  cessary. time work arranged  days & holidays  which do work lidays if neces- cessary.
dry. 2 shifts 6 shop&onshipsif when n::t:s:nrﬁ if necessary. double ortriple sary.
A.M. to 2 P, M. necessary. - shifts at times
and 2 P.M. to IO ; Sundays & ho-
P. M, Sundays & i lidays only if
holidays if requir- } necessary.
(b) On ships , . Week dnys Other J
shops and on
ships Single shift
8A.M. to 5§ P.M. I
{Monday to Fri-
day) BAM. to I
P.M.
(Snturdn
Sundays Holi-
days if rcqmrcd F
g, Strengthlof Staff 3
. 6 41 2 3 ' . 3
Superior Tech. Person- I33 14 b 13 P~ - .
nel. , )}
=76 9 0 I3 &
Supervisory Personnel . 234 | 30 9 1
Labourskilled . . 1820-98.2% Perm. 1200 all cate gories all categories :oo—qs?/ perm. 13371 all s1-9 ] All 124-63 perm. 399 including 5
0-98.4% 00 all cate gories 937 . 437‘1 All Pﬂmi 2 5 T 663 bper- §3-29 pocrma-  §3-29 casual lsbour. 6
Labour Semiskilled . 667-97.3% » - 291 on Slipways 216 nent, 37—3:: »  $38) manent. 16 nent. 105-48 , §-300 on labour
r Casua| labour contract.
Labour Unskilled + 983-94.3% Riveting Contract= Permanent. Casual labour when when required.
, ed out, . required. _
8, Plant & Machinery
Lathes ¢ ) . 16 59 73 pens ordered $ I0 3
Centre . + &7 Recently 30 - 38 a4 l . s Nil, r L NiL
Capstan . « 3 Installed 3 4 Nil. |
(a) Metal spray- ,
plant’ |
(b) e.llmml Eng~ i
melling plant. ! "Nil. 1 Nil, 4 "Nil 3
Turret . 8 I I 2 X 6 1 I . Nil
Milling Machines . 5 2 3 5 2 4 2 I  §
Shaping machiney . s s 6 5 ! . 2 T 1 2
Planing Machines . 5 2 3 . 3 ‘- 2 28 3 I I d
Cutting Machines " ) ¢ 6 4 ' 2 # 13—7 Blec. a1 Alse One 8 Wﬂqblﬂ Diesel 6 EBlec. s I Elec,
Welding Plants . « 45-11I Statr- 35 bothtypes - 13 bothtypes 19 bothi types, t & Gas- oxy gacetylene 4 Static 10 Gas 6 Petrol driven
i 34 Mobile ; Profile cutling )
*. s
i 2 4 4 Portable Nil. ¢ Nil.
Air Compressors— . 16 6 Both types, 3 SR 4 20 I Nil. : Several,
Stationary . . 13 X i
Mobile . . 4 1 ” 16 4 | 2
Wood Working Machines 45 ‘ 9 s . B_# | o NilL Nil . NiL NiL ?
Shearing cutting, pun- a6 1I 9 I0 ‘
ching & Bending Ma- - ‘
chines. X g §—=2 Hand ope- 2—35 Toms Beingiastalled Nil Nil
Power Pressey . . 3 a NiL 2 ; rated 6 Elec,

—_—————
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Fa:illies Garden Reach
1 3
Overli=ad cranes in w/ ) § §
shop.
Crankshaft  Grinding Nit,
Machine.
Testing Machine » 2 (chaintesting)
..
Gajvanizin 3Plant , Nil.
Also drilling slott-
iDg screw cutting
machines,

7. Forge Shop :

Hooghly Docking Port Engineering Shalimars Works People’s En-
& Eng. Co. Works Ltd. (P, Ltd. gineering &
Ltd. Motor Works Ltd.
3 4 s * 6 .
12—2 RElec. Nil.
¢ 10 Manual. ,? AL I
Ni-ll Nill Nﬂ' Nill
Nil. Nil. Nil, Yes-one .
Nil. Nil. Nil. .
Also Drilling ¢ Machines mainly Also  drilling slo- H

Boringmachines, employedon Co’s ting screw Cutting
Gen. Eng-Work. machines.

Smﬂllh Forging
] shop. - -
Size Wt. Total capacity Ubpto 20 cwr's, Up to 2 Tons. 12* Sq. Bloom Witk PFour Ham-~- PFerrous cast-
Foundry. 40 tons per month, .e 7-5 Tons p.m. mers uplo Iocwts. ings uptorI ton
neumatic Ham- in lot. Non-
mers. Ferrous upto 2
Size or wt. Ferrous Uptogtons Upto 1} tons - 5 to 7 tons per -~ Both Ferrous & cwt. inlot.
lot. Non-Ferrous ca-
Capucity Ferrous . 150tonspenmonth .o — 250 tons per pacity acc. to work
ronth. required.
Size ¢+ wt. Nen-Ferrous Upto 30 cwt. 50 G cwts. 1/2 ton non-ferrous
cap:city. tons per month. -As required,
8. Anneanng & Cuse Har- One twin Chamber Yes. Nil Nil. ¢ Nil.. °
dening Furnace. Qil fired anncal-
ing Bogey Fur-
nace of 4 x 2 tons
calfacity. and Two
oil fired furnaces
for Annealing
Forging chains .
No c¢ase harden-
ing Furnace, '
9 Equipment for repairs Yes. To manufac- Yes-Fully egaip- Nil. Yes. Nil.
to  Alluminium Alloy ture and repair ped for construc- -
Lifeboats-Superstruc- Lifeboats of ri- tion and repairy.
turcs, ' vetted construc-
tion— No welding.
10. Bquipment for repairs Yes. For repairs Yes. For repairs No. Yes-Have transport  Yes-Have bar-
in stream. it  Moorings—  at Moorings-have Sarges tugs, ctc. ?u and tugs,
Have own barges, owntransport bar- for repairs at Mo~ -« fer transport of
Launches, for es, launches ete. orings. portabl quip-
transporting Por- flor (transporting ment.

table Air Com-
pressory, - Weld-
ing scts ete. Have
carried out seve-
ral surveys afloat,

Portable Air com-
pressors, welding
tweta e tc._

I.G.Nav.&.  Ship Repairers India marine Bast Bengal Bn- Ching Wah & Co

Rly. Co,, Ltd. Ltd. Service (P) gineerin
' Ltd. works Ltd.
7° B 9 10 11
Nil. Nil. Nil. Nil, Nil.
r I .
T Hardn=1s test- ¢ 2 also b royznloy Nil. Nil.
ing. tank testing. . |
Nii. Nil. Nil. Nil. Nil.
Also 3 drilling Alvo  drilling -
ma &g, rachines,

Forge shop and Forge shop 400 No forging Small foun Small forge sho
Ferrous. and  ft.lbs. Mech., openhearthymi~ for Non chrgu: F:rmusrﬁ tnnr':

Non-Ferrous Hammer thy only. 1/2 Metals-only. r month Non-
Foundry-Max. PForgings 6" ton singie cast- ercous I 1/2tons
Wt. Ferrous  dia, round ing Ferrous, per mon
casting 4 toas. Dbars and 2 Cwis-Non-

6” wide bars -2 Ferrouy 25 to
tons P.M.Both 30 tons per
Ferrous & Non meonth.
Ferrous tilting

furnace 3 tons

per month.

One Ol PRired Yes-Annealing Nil Nil, NiL
Plate fumace furnace for car-
for annealing. pgo gear, chains
One furnace shackles ete.,
for annealing No case harde-

chains. One ning Furnace.
Barfield Elec-

tric Furnace.

Yes. To manu- NiL Nil, Nil Nii,
facture & re-

airs to life-
cats snd su-
perstructures of
rivetted cons-
truction — No
welding.

Yes-Haveafloa- Yes-on a small Yes on a very No. Yes  with hired
ting worksho scale, minor scale, transport  and
equipped wi : equipment.
lathes drilling .

machines etc.

for runnin -
pairs to i.lﬁﬂ?d
steam and mo-
tor vessels-

CAarry out a

number of af-
loat surveys.
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’ XURE V (D).
Statement showing briefly the facilities available with the Private repiic workshop$ at Madras, Cochin, and Bombay.

!
— e a — - .

-

. - " R — - e gf—
Facilitiea M/s. Mazagzon Dock  Scindia Workshop Ltd. Alcock P;hduwn & Modermn Marine & Nirmal Ship Repair ﬁinny's I'ngineering Harbour Engineering Brunton & Co.
Ltd., Bombay (Bombuy) Co.Ltd.[Bombay) Mechanical Works Works Bombay ~ Works Lti:l.g,.1 Mnd:af (P) Ltd., fflndu: § .Eng'lnc:rs?_td‘..
- ) Ltd,, Bombay +  KLochin
L 2 3 4 5 6 7 8 . T
1. Drawing Office . . . YesDrawing Office&  Ves. Yes. 5 Mgrine Drafts= Yes Small. Nil. Yes. 2 Engineers, Yes, § Draftsmen. Yes, 6 Draftymen
E!‘““,}ft:hs:;“““ I g:n._mr ﬂm‘gﬂgml‘. ﬁmﬁ Draft gﬁsst. Enginecrs, * others tempo-
I Sen. Tech, Persons. 3 Senior Mech. Drafts- 4 Mech, Draftsmen, - a . :
2 Naval Architect. men. 12 Structyral, Draftsmen rPy as required,
. T Head Draftsman., Mech, Draftsmen. 6 Tracers ‘ - .
2 Tech, Assts, 8 Junior Draftsmen. 4 Apprangces, *
14 Draftsmen. 2 Apprentices,
8 Apprentices, Also Planning and Es-
1 Bstimator. timating Sections, .
7 Estimating Steff,
2. No. of Ships which cen be | 2{3 Shipsin anyear, 1/2shipsatatime, 1]/ ship at atime. 34 shipsatatims
repaired. ) . . .. o Surveys,
(a) Periodic or annual Surveys. 3 Spl. Surveys, 4 ships at atime, 2 at a2 time. 3j4shipsinanyear. 4shipsinan year, : .
5 Annual Surveys at . T - . S
any one time ' 20{25ships inan ycar IS peryedr, s/6 ships. & Ships running re- Mainlycarry out -~ °
20 Spl. Surveys. ' pairsata time. minorrunning re=  °
- %0 Annual Surveys J piirs on Ih:p:. T
in any one year. o _ - _
e s . . 2 7/10.ships in an year, r170shipsinan year. 250shipsin an yesr. 6 ships gunniog
(b) Running repairs 20 ships at a time. 12/ I'rtshtps at atime, IS atafime Mainly carry out Mainly carry out dirs af a time.
500{600 ships in an 280 ships in an year. 400 PLr yeour, sub contractwork. Subcontractwork. ;
year. :

* 3. Bquipped for carrying out *
Piating & Sheet Metal work,  Yes ) Fullyequipped Yes ) Fullyequipped Yes ) Fullyequipped Yes 7 Reasonably

— e i Sg—— —--"‘ﬂ _—‘-'ﬂ

Yes ) Reasonably

for carrying for carrying | for carrying | ¢quipped | equipped | for carry-
Plumbing Work . . . Yes out all types Yes out all types Yes out alltypes | for some | for some | ing out all
. of work. of wark. -of work. | types of | types of types of
Carpentary & Joinery work, . Yes Yes Yes Yes 4 work for Yes | work for Yes ‘ work.
runnin running
Blectrical work . . . Yes Yes Yes Yes | r:;aing Yes | repairs Yes |
| mainly on { mainly on "
Main & Aux, Mach.repairs . Yes Yes Yes Yes | subcon- Yes | subcon- Yes
J  tract, | tract. |
Cleaning, Chippiog . . J ] J-
J On sub-contract No.. |
Painting . . . . On sub-contrnact On sub-contract On sub-dontract l
' | On sub-contract Yes | On sub-contract
Refrigeration Repairs . . Yes On sub-contract On sub-cOntract. l
On sub-contract No. i On Sub-contract
Radio & Radio Navigational Partly on subcontract On sub-contract On sub-¢ontract « !
rids. On sub-contract Yes J On sub-contract
Insulationwork . . . Yecs, Except Specislized Yes. Exceptspecialized On sub-chntract except
_ red work or compositions work or compositions.  lagging]of pipes.
4 Shifts Worked: - Two shifts. Two shifts. Double shifts,
(a) InShop . . ; . Double shift normally, Double shift normally Double Shift. .
Second slllift-Smnlltr
ersonnel, ) ) _
P As l.'tq‘l-‘lil'ﬁd single shift Single shift.
On ships . . . As neceassry often Double shift normally. Double shift. , - s
@ P Double shifts of 12 Second shift smaller Sundaysand Holidays sundays & Holidays All three shifts when Double shifts if ne-
hours cach. Round pessonnel, . in shop gnd on ships if necessary. necessary. _ Cessary. 1 Hol:
the clock whenneces- Third shift when if necessagy. <Supndays and Holi- = Sundays and Holi-

sary.. >undays Holi~ necessary. Sundays &

days if nccessacy. days only if ne-

days if necessary in  Holidays if necessary cessaty onships.
shop and on ships. 31?;1:.1“ shop and on
s. Strength of staff ; .

Superior tech. personnel . 68 . 6 k7 2 9 35
Supervisory personnel . . 124 66 < 8 ' | 4 16 - 63
Labour skilied . . « 15051221 pfrm. 596—476 perm. 978 allcatggories. a4 All categories 40—50% Perm. 391 All Permanent
Labour Semiskilled . + 679—455 perm. 273—158 perm., perm. 40—50% Perm. 383 »”
Labour Unakilled . . « 628=—401 perm. 384—188 perm. 749 Perm. Casual labour when 100—25% Perm, ar2 "

354 Apprentices 46 Apprentices 229 casua required. —

———————— - f—

&
=t

Yes )} Fully equipped Yui] Reasonably  Yes ) E?uippﬂl
0

equioped *v v r

{ foralitypes careying
y of wock , | oa al
Yes | Or minor Yes | types
funning of wock,
Yes { repaircs. -Yes ll
Yes i‘ Yes r
Yes | " Yes |
Yes ' rYes II
Yes | “Yes |
Yes J .Yes j
On Sub-contract _-No
Yes “Yes -
- f o

- &
s M -

Single  Shift. nor- -Sfngle shift no:-
mally otherwisg “~mally for ships
arranged. N repairs,

To suit the ship under Work round the

repairs. . (Clock in shop and

Sundays and Holi~" onship Sundays

days if neccessaryw ., &  Holidaysiof
Tt nectssary,

"
L)

4 3
13 15

100 All permaw 296 All catego-
nent cagal - rics

60 when ne= - 509% Permanent.

6o CCI3RIY.,, * .
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- I mk il il — _ - _4— — . _——

T M/s. Mazagon Dock  Scindia Workshop Ltd. Alcock Ashdown & Co, Mﬁdcrn.Marint &  Nirmal Ship Re- Binny's Engineer-  Harbour Engineer-  Brunton & Co.,
Facilitics J Ltd., Bombay (Bombay) P Ltd., (Bombay) Mechanical Wotks, pair Works, Bombay, ing Works, Ltd. Ma- ing (P) Ltd.,, Mad~ Engineers Ltd..
_ Lid. BombaY. dras. ras, Cochin
| ‘- | -
1 2 3 4 PSS & 7 8 s

6. Piant & Machinery | )
Lathes Centre ' . 46 32 34—I Th*l:t :gd 1 Nil. < Alltypes. 25 12 28 including all
cutling - _
"".-Cap Hﬂﬂ L L - Z I 1 N ' Nl'l" iy 4 2 . ' T1 )

Turret . . . 3 X I Vertical i’ 6 ‘e 2 3 - include one key
illing Machines . . . 2 3 Universal 2 - I 8 X 6 way
Milling N 1 Vertical 3 cutting machine

Shaping Machines . . 4 2 4 k I 6 a 3
Planing Machines . . 2 ¢ i y 2 NilL 2 2 a
y .
Cutting Machines . . . 16 2 4 i 2 I g :SGc::w 3 4
WwWelding Plants . . « 16 Portable-Sev, fixed 26 Both Portable & * 3Portable Diesel ¥’ 10 3 23 14—2 Diese] Portable 7-—3 Portable.
points in yard with Stationary., 20 Transformer
’ Oxyacetylene Sup- k
) ply laid. *.
Air compressors Stationary 3 Installedin Yard. 3 - 2 3 . 2 6 X a
Mobile . . . I4—2Ele, & 12 Diesel 4 2 ) _ -
Wood Working Machines . 26 15 8 - 2 Nil, 6 2 Sgrvﬁir:g:;li:iing
q,- . l - mICh.iﬂﬂln
Shearing, Cutting, Punching . 21 9 20 variols types & 5 I 6 2 2
Bending Machines & power 6 2 1 Screw Press Nil. I ' Nil. t Baling & Hy-
presses. * . ‘ draulic
] o Electric
Overhead cranes in Workshop I0 3 4 Hand operated. 2 I 6 I 4
Crankshaft Grinding Machine ° 1 for Precision work. Nil. Nil. 2 Nil. Nil . Nil. Nil.
Testing Machine . ] . 1 Chain testing I chain testing 2 Chain testing of Nil. Nil. 3 - Nil Yes. 2 small Hot
] 20 to 50 ton cap. _ _ ,
Galvanizing Plant . . Nil. Alsoseveral other Nil . I Hot Dip Bath 20" 43’ Nil. Nil. Nil. Nil, 3 1 Ble. Galvani
. specialised machine Also some specialised 6"4-3-6". Itng.
and tools. machines &tools. ) X Liohe - '
. eshop . . . . Forge Shop Heavy Forge Shop 6 pneumsa- Forging shop. Forging shop for Forging shopis asmall Forge shop Forging Light Eﬂrgc shop up- g Forge
7 Furn‘ P Forgings upto 3 tons. tic hammers-3 cwt. ’ smailljobs only. Smithy :ﬁn 2 127 max. to 4" shift shop & Smithy.
- 4 pneumatic ham- to 15 cwt. !
' IMeErs. | _
Size& Wt. . . . - 3 cwtto 2 Tons 3 Oil 9 Blacksmithhearth 2 Tons Maxy size. 4 s tons per month.
L . fired bellow and bel- {
o, low furnaces. I open hearth. .
‘Total capacity . . « 7openhearth fixed I crane, 40 tons per month. l . - . cen .
‘ 2Portableopenhearth I Aircompressor
. I Crane Uptoa maximum of 12 [
.o ' I Air compressor ton capacity-2 tons. !
Fuundl:v Size or wt. Ferrous ., 8 tonsmax, 4 tons s tons wt [ 10 tons. 2-gotons wt, ferrous 3-95tons !'r.rruur
Capnnit'y . . . . Cupolas various capa- 12 tons, o Nofoundry No foundry e s xsf:ﬂth'runl pﬂ'
. Ety upto 5 tons an [ maonth. ,
v
Size & Wt. Non-Fertous » . 10 Cwts, I If2tons, 800 [hs, | e e 700 1ba. 1fa ton non-ferrous F?nli: 1lf:tlt Noa-
- ) M . . " » : lm l"
Capacity Non-Ferrous » 3 Tilting furnaces va- Tons Also drying Total Foundry capaci | Tota] capacity 150/ Totalcapacity 30 Castingsa
pasts. rious capacity upto 5 QOvens. 8 60 Tons per month, R 17¢ tons per  ‘Tonsper mnntg. required. ¢
600 lbs, Capacity l moanth. {
F:rrulua & Non-Fer- —
- TOUSIATRC. ¢ - ‘ '
8. Annealing & Case Hardening ¥ Annealing Furnace. Yes. Annealing Furnace Nil. i Nil. Nil No Annealing-One Nil, | Yes-have both,
Furnace, 6 X 38" . II:6" % 4".2"%x 2’ .9" } case  hardening t
St I H.S8.5. hardening With chain testing ma- ; Machine, '
electric furnace chine. . .
I Pil Fired salt bath No case hardening. ' - .
urndce. _ .
.Equipment for repairs to alu~ Yes. For construction Yes.To aluminium Hull Yes-To Aluminium Nil. Part through contract. Nil. Nil. Fr:!rlgung?rfgg;:
minium Alloy lifeboats-super- & repsirs to alumi- Lifeboats of rivetted Hull Lifcboats of and repairs | to
sfructures. nium Hull Lifeboats  construction-notwel-  rivetted construction- sluminjium Alloy
- of rivetted construc- ded. Not Welded. Lifebgats sad
tion-not welded. Supperstructure
Argar Arc Wel-
ding Sets~-TrRin-
¢d personnel;

)

L . — i
W .
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aciliti ] M/s. MazagonDock  Scindia Workshop Alcockdown & C4,, Modern Marine & Nirma] Ship Re- Binny's Engincer- Harbour Engineer-  Brunton &Ce,,
Facilitics itd.  Bombay Ltd.,, Bombay Ltd.,, Bombay Mechanical Works  pair Works Bombay ing Wurksgi.td., ing (P) Ltd., Eﬁ:ilru Enr;irll'lterl Ltd,,
| ‘ Ltd., Bombay Madras Cochin.
L 2 3 4 5 - 6 7 3 9

'—-—-——————-——__—__.———_._.—---———_—_——————-——

o, inment for repsirs in Yes. Fully equipped for Yes. Reasonably equip- Yes-Reasonably €Qup- Nil. Nil. Yes. Fully equipped Yes, With hiredtrans-  Fully equipped.

! “EEUmF P repairs qin stream. ped for repairs in ped forreplips in for rep:ﬂm at moor- port & equipment Hn{t ann Lrans-
Have own barges. stream. Have own stream-Have jown ings. Have own except w:lﬂing scts.  port barges,

Tugs, Launches etc,  launch, Barge, etc, Jaunch & poRable barges, tugs, etc, tugs, for carry-

for transporting por- for transporting Por- equipment for transporting ' ing portable

- table equipment. table equipment, ‘ portable welding welding  scts

: sc1y, COMpressors - COmpressors cte

eic.




ANNEXURE VI

FParticulars of Floating Cfdﬂﬂsw’afﬂ-ﬁargﬂ,l)ry Docks ard repairdbathsavailatle ar
all ports,

CALCUTTA
Calcutta Port Commissioners :
Floating Cranes :

One6oTon Steam Operated self-propelling.
One 30 Ton Steam Operated self propcllinf.
One 30 Ton diesel operated non-self propelling.
Ope 16 Ton non-self propelling, .

Water Barges :

One Dumb Water Barge in King George’s Dock
} Owned by the Porr

One Water Boat (100 Ton Capacity) mainly used for supply
Commissioners.

of water to Port Craft only,
Supply of fresh water 1o merchant ships is made by Calcutta
Corporation who have their own water boats.

Repair Berths :

There are three berths; twoin Kidderpore Docks and one in King Geoige's dock
used for laying uf vessels under major surveys, repairs and overhauls. Vessels
a}:;: usually double-banked so that six vessels can be berthed at a time in the
three Berths.

Dry Docks :

Five dry docks, three in Kidderpore Docks and two in King George's for use of
merchant ships. In addition, there is one graving dock and a number of slip-
ways a;[tllécufort workshops for reapirs to port launches, tugs and small vessels—
(see particulars below)



THE COMMISSIONERS FOR THE PORT OF CALCUTTA—DRYDOCKS

Length Maximum Entrance Depth at Mean High water Height  Breadth Dimension of Largest
+ of of ship that can be taken

from length Breadth Springs
Keel Dry

Name and No. of Dry Dock Caissonto on Keel M. H, at
head or Blocks Sill W.S§. Water Water Water Block Docks

between level on _ on on at top Length - Beam
Caissons sil . Block Blocks of .
Coping o - Aft. For'd Blocks

Head : ;

Maximum Draft of Ship
King George's Dock No, 1 . 600°—6" s500°—0" 36’—0" 32°—0" 32'—0" 4'—6" 320" 550'=0" 550'—0" 78'—0"
80°—0* Dry Docks o ' )
are non-
' tidal & not
K Affected by -
range of
: tide.

King George’s Dock No. 2. . 615'—0" s00'—0" 8o'—0" - 36'—0"

-

C3270"  32°-0" 46" 90'—9"  550'—0™ 75'—0"

Kidderpore Dry Dock No. I. . 547°—0°  507°—0° 67'—0"  25°—0"  22'—0" '22_'-;—6" 4" 670" 520'—0" 63'—0"
Kidderpore Dry Dock No, 2 497'—0" 463'—0" 67'—6" - 27"_0' 220"  22°—0" 40" . 66'—0" 470'—0" 63'—o"
Kidderpore Dry Dock No. 3. 350°—0° 32I'—0" §7°—0* - 23'—0" a2 " 22’ T 3:_0; : '4'50’—0" 335,_6. 48'—0"

*King George’s Dry Docks are arranged in tandem and can be used as one dock, They can be cntered Bnly' from the Wet Dock. The river
entrance to the Dry Dacks has been permanently closed by the construction of a cafferdam at the river end of the dock. This permits

the removal of the caisson and increase the effective length of No. 2 Dry Dock to 620. -

Bilge Shore: . . . . All vessels are fitted with bilege shores and the number, lo:igitudinai spaciné, and transverse distance from the centre
line of keel blocks is dependent on the dimensions, style of construction and displacement of vesscl.

Bilge Blocks. . . . Bilge blocks of the same design as the keel blocks are only used in very special cases and the disposition‘is deter-
mined in accordance with the circumstances necessitating their requirements. :

z£1



Sill Dépth of water et + 1 In bl five dry docks the sill levels ate below the level of the keel blocks and theréfore thedeptih of water over the blocks

Manoeuvring space : . .

Water Supply : . . .

Cranss @ . N . .

Blgctric Supply: ’ .

Comprosred .
A Cro

is given, .

Kidderpore Dry Docks are entered from the Turning Basin, 680°—&600” non-tidal. ‘The entrance to No, 1 and 2
Kidderpore Dry Docks is approximately at 9o degrees to the lock and No, 1 Main Dock Entrance and vessch
entering these docks are turned in the Basin by hassers from ship to shore capstans. No. 3 Kidderpore Dry Dock
runs parallel to the 807, Lock and vessels using this dock are manoeuvred jnto the dock hawsers from ship to shore

capstans, Entrance to King George’s Dry Docks is from main dock and ships are manocuvred to the entranhce
of the dock by tugs. '

Arrangement for Magazine Flooding and fire fighting is provided, At Kidderpore Docks there is 8 hydraulic
system encircling No. 1, 2 & 3 Kidderpore Dry Docks pressure 600 tbs. per sq.  inch. _An additional supply of
water is also available at Nos. 1, 2 & 3 Kidderpore Dry Docks for circulating and testing Delivery capacity approx.
5o tons per hour.  Drinking water is not laid on at Kidderpore Dry Docke, but sufficient supply can be made
from barge. At King George’s Dry Docks there is an unfiltered supply aveilable of so tons per hour at each dry
dock, for magazine flooding, fire fighting, testing and circulating requirements. Direct supply of drinking water
from down stream side of Nos, 1 & 2 Dry Docks is available,

Kidderpore Dry Docks—Onc 4 tons at 45 radius is located between Nos. 1 & 2 Dry Docks.  King Gearge’s Dock

ry-One 3 tons at 45’ radius and one at 25 ft, radius are located on the down stream side of Nos. 1 & 2 Dry
ocks, and in addition two 3 tons at 25 radius on the up stream side.

Avwvailable at King George’s Dry Docks—D.C. 220 Volts up to 500 Amps. A.C. 220 Voite three phase 10 Amps, A.C,

220 Volts single phase 10 Amps. A.C. 500 Volts three phase 100 Amps, Available at Kadderpore Dry Docks—
D.C. 220 Yols 50 Amps. D.C. Amps. D.C. 440 Volts 100 Amps,

Kidderpore Dry Docks—Awailable at Nas, 1, 2 & 3 Dry Docks,
King George’s Dry Docks-—Aveileble at Nos, 1, & 2 Dry Docks.

€



134

Plans for improvement ; :
Proposelsforimprovingdrydock facilities under the Second Five Year Plan cover -
Installation of a 25 ton derricking crane on the south side of King' George’s Dock-

dry dock. )
Installationofa3 toncranconthe northside of King George’s Dockdry dock.
Installation of a 3 ton and two 2 1/2 ton steam cranes at Kidderpore Dock dry dock.
Installation of a §00” air compressor at each of the dry docks.
Improvement of electric supply and sanitary facilitiesatthe dry decks.
CALCUTTA (cond.)
Private Ship repairing Firms
Garden Reach Workshops Lid., , Y )
Repair berths : No repair berths for deep sea vessels but facilities dre available
for docking and repairing Inland, Light Drafi and Coastal Vessels in the 2 dry-
dock and 6 slipways in the Workshop. - . : .
Dry-Docks : No dry-docks for deep sea vessels, Two drydocks in the Workshop
with entrance from the tidal water of the River Hooghly and suitable for con-
. struction of inland, light draft coastal vessels of approximately 2,000 tons,
launching wi. 1,200 tons and docking and repairs 1o vessels upto 9 fc_et maximum

draft, ‘
Lengthof ~ Width of Depth of Sill ar
keel blocks Entrance  Madin High
. : - Water.
" No. 1 Drydock . ve . 464 Tty T s9'—5” 10°—2"
No. 2 Drydock . . . . 326 ft. 59'—.7" 98"

Also maintain a Mould Laft for new constructions.’ '
Slipways : Five open slipways and one covered slipway are available. Slipway
suitable for Coasters Paddle Steamers, Tugs, Barges and Launches.

Vessels upto 1,200 tons ¢an be accommodated. B
No. 1 Patent Slip : Cradleconstructed of wood suitable for smalllaunches and boats.

No. 2 Patent Slips : Gradle constructed of wood fitted with transversé carriages and
two side berths with accommodation for three vessels, two side berths respectively
260’—0" and 200'—-0] extreme length and 68'—-0" and 40'—o” width. '

No. 3 Patent Ship : Cljad'le constructed of wood, fitted with two transverse sl.ips
length 260" —o" width §1°—0". . .

No. 4 Patent Siip : Cradle constructed of steel, fitted withtwo transverse slips, length
320"—0* width 70’—0‘. o ) -

No. § Patent SIip : Cradle constructed of steel with side transversing as necessary,

No. 6 Cougrfd Slip : Way in Boat Shed suitable for Motor Launches and lifeboats
upto 60°—0", ‘ . .

Facilities at Drydocks and slipways : Repairs to deep sea vesscls are carried out in the

Port Drydocks or at River moorings, where port fadilities sre used. Portable
Generating Sects and Air Compressors available,

For Inh;lnd, Light Draft and Coastal Vessels the following are available in the Work-
shop :— . : ’ ' ' "
Fresh Water ) '
Fresh water fot drinking purposes is supplied by Local Municipality to under-
ground reszrvoir which is pumped up to overhead Tank and supplied through the Yard
by gravitation.

There is provision for supply of drinking water and water for boilers, which is
drawn from a tubewell and stored in & overhead tank.
Power Supply — . . .

Extcnsive power supply connections with plug in points suitably placed at various
places throughout the yard—at Dry Docks, Slipways, Jetties, for ready supply
when reguired. :

adequate arrangements for supply of temporary lights for night work etc. and/fer
vessels under repairs. . ’

(I) MOBILE CRANES : .
There are 5 Mobile Cranes :—
4 Nos. Coles Mobile Cranes § Ton capacity each,
1 No. Coles Mobile Crane 12 1/2 tons capacity.
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(IT) JETTY €RANES : _ o
4 Jettics, each equipped with a Jib crane (varying from 6 to 20 tons capacity).
COMPRESSED AIR : | '

Compressor House at No. 3 Slipwap : | ) )
Three Nos. Stationary two Stage Single Acting Air Cooled Air Compressors with
60 H. P. A.C. Motor and Comrol“}msed in a permanent structure at the head of
No. 3 Slipway, feed the Slipway and surrounding area with necessary Air Supply
Lines. .

Compressor House No. 4 Slipway : .
Three Nos. Statioriary two Stage Single Acting Air Cooled Air Compressors with
60 H.P. A.C. Motor and-Control hovsed in a permanent structure at the head of
No. 4 Slipway, feed the Slipwiv, Foundry and surrounding area Wwith necessmy
Air Supply Line. - " :
Fire fighting
Thé Works Fire Brigade with Trailer Pumps stratagically stationed in the Yard.
Necessary water service main is fitted throughout the Yard with necessary Hydrants
fitted at suitable places for using housc connections . The supply of water is
from the River andfor Static Tanks,

There is a Fire Float fitted with 2 Chryslér Motor Pumps and with cquipment ta
stand by at River Front day and night. : ) ‘

Static Multi Arc Electric Weld;'ng Sets :

Multi Aic (6 operators) Electric Welding sets are installed to servé” varfous shops and
Slipways. A large flect of Portable scts arc maintained to supplement supply
when necessary.

Liguid Oxvgen Supply:

A Liquid Oxygen Supply Plant is installed together with necessary lines for the supply
of Liquid Oxygen to Nos. 2 and 3 Slipways, No. 2, Dock, Boiler and Platers

Shop.

Sand Blasting Equipment:
" Sand Blasting Equipment for cleaning the Hulls of Vessels in our Dry Docks and
Slipways is available.

Barges. Launches, Tugs :

3 Steam Launches
4 Barges
£ Bholios.
. 8cveral Cars, trucks, lortics with trailérs éte.
Internpal Transport— -
1—PFour Tor Dumper 6—1} Ton Auto trucks. .
1—2} Ton Tractor L . I1—4 Ton Lony and 3 Ton Trailor and
— 2 Nos. Auto Trucks with 2 several hand tiolies, :
Nos. 13 ton trailors. -

THE HOOGHLY DOCKING & ENGINEERING CO. LTD:

Repair Berths : No repair berth for Decp Sca Vessels.  One Repair Berth available
for Inlend and Coastal vessels of upto approximately 2506 ft. length and maximum
permissible draft of 25 ft. No repair berth for deep sea vessels. Repairs to
thése vessels are carried out in Port berths or River moorings,

Diydochs : One Drydock length 300 ft, width 42 ft.— Can take vessels upto maximum
draft of 15 ft.

Shpeways : No railed slipways, but there are 4 Building berths in the Workshop whick
take small Barges, Launches, cic. for repairs.

Fatilities at Dry-Dacks-Slipways in thé Workshap:
Presh water :— Adequate supply from tubce wells and from Municipal Supply.

Power i— 110 volts and 220 volts D, C. and 220 [440, 3 phasc 50 cycle A, C. supply,
Can also supply portable Diescl Driven 110 Volts Generators. i
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Granas ;= On the repair bcrth a 1§ ton crane and on the drydock 8 1O ton crane.
Campressed Air :— Ample supply of co ﬂgresscd air at 8o/100 lba.fag. in. nvﬁlabie.
Firs Righting :— Adequate facilities t‘or fighting available.

Barges, Launches, Tugs :

1. Barge
2. Launches .
Several cars and trucks and one tractor and trailer avaitable,

PORT ENGINEERING WORKS LIMITED
No repair berths or drydocke.
Slipays :
6 Slipways of 272°—o¢” length 7'—1” width..
1 Slipway of 230"—o0° length 7°—1* width.
3 Slipways of 432—o" length 20'—2}” width.
Capable of accommodating vessels of upto 250 tons, flats 200"—of long.

{600 tons) and barges of upto 100 tons, Slipways equipped with $—so0 volis clecuic
motors for Haulage.

Facilicies o the Slipways :
Fresh water—Adequate supply of fresh water from tubewells,
Power—Adequate supply.
Crancs—Mobile Crane 6 tons and two of 2 tans ench,

Compressed Air—32 stage air compmsor-—Capamy 236 cu. ft. air at 100 Ibs, Isq_ in.
pressure,

Fire fighting—Ten fire extinguishers.
Barges, Launches, s, etc.
3 Motor Diesel launches.
Adequate cars and lorries.
THE SHALIMAR WORKS (PRIVATE) LIMITED

No repair berths or drydocks.
Skipeoays : 3 slipways for construction or repairs to small vessels of upto 120 ft. in

Pacilities on the Slipways in the Workshop :
Compressed Air, Power and Fresh water supply avmlable in the Workshop,
Barges, Launches, Tugs, etc.—2 Barges; 2 Launches; Several cars and lorries available

THE PEOPLE’S ENGINEERING AND MOTOR WORKS LIMITED

No repair berths or Drydocks for deep sea vessels.

Repair berths ; 4 repair berths for new construction and repair of inland  vessel
capable of accommodating vessels upto 300 ft. in length with a maximum draft

of 6 ft.
Dry-docks : One Dry dock of 2507 |
55" width
12" depth

Without lock gates.
Skpway : One Slipway—with a winch for hauling up vessels upto 100 tons with space
for 3 such vessels in tandem—on which river craft of all kinds constructed and

repaired.
Fac:hnc: at Drydocks slipways :

Fresh water—From Municipal Mains.
Cranage—Nil.
Compressed air ; Two compressors capable of giving about 200 C.F. M. air at 100 lbs.

8q. in,
. Flre-ﬁghung Portable fire extmguishcrs
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Barges, Launches, Tugs, etc.:
4. Stee] barges (100 tons each),
2 Steam tugs,
Cars and trucks avajlable,

INDIA GENERAI, NAVIGATION AND RAILWAY COMPANY LIMITED

Repair berths : River frontage and five jetties capable of berthing ten inland steam of
motor vessels for repairs.

Drydocks : 3 Drydocks suitable for docking shallow draft inland steam or motor

vessels,
Length Breadth Depth on Sill
at High Water
Level
Drydock 1 .« .« . 600 fi 66 ft. 106 ft.
Prydock 2 . . . . 600 fr. 6s . 8-6 ft.
Drydock 3 . . . . 330 ft. 70 ft. 11-0 ft.
Slipways :—2 Slipways of following dimensions :
Extreme length . . . . . 620 fr. ‘ 625 ft.
Length of cradle . . . . . 255 ft. 255 ft,
Draft on keel blocks at High Water Ordinary s ft. forward 5 ft. forward
Spring Tide . . . . . . 12 ft. eft. 13 fr. aft.
Lifting Power . . . . . 600 tons 800 Tons.
Difference between High Water at Ordinary
Springs and Ordinary neaps . . 6 ft, ¢ fr,
Cradic Telescopes . . . . . 36 ft. 40 f1.

Facilities at Drydocks and Slipways in the Workshop :
Fresh water . . Municipal Supply sufficient to meet the internal needs of the
Workshop. - :
Power : Installed capacity of 1300 KVA.—Can supply shore current at 220 volis D.C.
Also available 440 volts A.C. and 230 volts D.C,

Cranage :  Jetty Crane electric 10 tons @ 30 ft. radius,
Jetty Crane electric . I1/2tons @ I2 ft. radius,

Jetty Crane Steam . 15 tons @ 14'-6" radius.
Jetty Crane Hand . 3 tons @ 13°-9" radius.

2 Hyster Mobile cranes . 4-4 tons @ 3 ft, radius.

2 tons@ 9 ft. radius,

Coles Mobile Crane . I2tons @ 10 ft, radius,
2 tons @ 25 ft. radius,
Compressed Air : Two Motor Driven Air Compressors. 525¢. ft./Min. at 100 Ibs,|
sq. in,
Two Ingersol Rand—Portable—Diesel driven compressors.
Storage of Oxygen 14,000 cu. ft. delivery @ 44 1bs. /sq. in.
Fire Fighting : Two trailor pumps with s* suction plus a large number of Foam type
fire exnnguisher,
Barges , Tugs, Launchs, etc, :
T Launch 2 Barges 1 Ambulance.
Scveral cars, trucks and lorrics available.

Floating Workshop : Have a floating Workshop equipped with a number of lathes
drilling machines, Shaping machines, etc, from which 2ll running rcpairs to
inland steam and motor vessels are carried out.

SHIP REPAIRERS PRIVATE LIMITED

No drydocks, slipways or repair berths, Ship repair work carried out at the berths
o drydocks in the Port and Provide Mobile Units for Power compressed Air,
etc. 1 Steel Barge of 50 tons capacity & scveral cars, lorries and trucks available,

L
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EAST BENGAL ENGINEERING WORKS

Slipways : 1 slipway 650" length.
Facilities at slipways : Power : 440 volts.
Compressed Air : One—100 c, ft. Air Compressor (Breonawade) 100 1bs./sq. in.

VISAKHAPATNAM

Port Admnistration

Floating Cranes, Water Barges :

One floating crane of 30 tons capacity Diesel driven non-propelling.
1 Floating crane 60 tons capacity, steam driven, non-propelling.

I 100-ton dumb water barge g
sel pumps.
2 3o0-ton dumb water barges with diesel pumps

2 Launches.
Drydocks : One Drydock-—Length 366 ft. Breadth 60 ft.
Maximum arrival draft of ship 12" 6° to 13" 6%, according to tide.

Intended primarily for docking and repairs to Port Crafts only.

Repair Berths : No separate repair berth,

Facilities at Drydock : Fresh Water, Power, Compressed Air, Cranes and fire fighting
equipment are available at the drydock.

Plans for Improvement Expansion :

No proposals by the Port for construction of drydock for merchant vessels. Deepon-
ing and lengthening of existing drydock considered necessary, as well as provisiom
of lead-In-dolphin and installation of bigger pumps.

HINDUSTAN SHIPYARD PRIVATE LIMITED
No drydocks or repair berths. Presently not undertaking ship repairs work.
KAKINADA .
With the Port

Drydocks : One Drydock —Lenth 165" 0"’ Breadth 35” o*

Sill Level—4-00 L.W. O.S.T.

Craft of 5" —0" draft can be docked. Intended primarily for docking and repairs to
port crafts.

Facilities in Drydock :-—Fresh water, Power, Small Crane and Fire Fighting equipment
available in the Drydock.

MADRAS

Madras Port Trust
Floating Cranes, Barges :

No floating cranes.

Two steel dump water barges for supply of water to ships.

G.R.T. . 21-5 Tons and 32 Tons.

Length. . 5o’ o % 63’ o' "
Breadth s Y407 o5 16 0°

Dﬂpth . ) S.r 6° o S.r 67

Capacity . 50 tons 1) 75 tons.
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EAST BENGAL ENGINEERING WORKS

Skipways : 1 slipway 650’ length, -
Fadlities at slipways ; Power . 440 volus,
Compressed Air : One—100 c. ft. Air Compressor (Breonawade) 100 1bs./sq. in.

VISAKHAPATNAM
Port Adnrinistration

Floating Cranes, Water Barges :
One floating crane of 30 tons capacity Diescl driven non-propelling.
1 Floating crane 60 tons capacity, steam driven, non-propelling.

1 1oo-ton dumb water barge
2 30-ton dumb water barges

2 Launches.
Drydocks : One Drydock-—Length 366 ft. Breadth 60 ft.

Maximum arrival draft of ship 12” 6" to 13" 67, according to tide.

}with diesel pumps.

Intended primarily for docking and repairs 1o Port Crafts only.

Repair Berths : No separate repair berth.

Facilities at Drydock : Fresh Water, Power, Compressed Air, Cranes and fire fighting
cquipment are available at the drydock.

Pians for Improvement Expansion :

No proposals by the Port for construction of drydock for merchant yessels. Deepon-
ing and lengthening of existing drydock considered necessary, as well as provision
of lead-In-dolphin and installation of bigger pumps.

HINDUSTAN SHIPYARD PRIVATE LIMITED
No drydocks or repair berths. Presently not undertaking ship repairs work.
KAKINADA .
With the Port
Drydocks © One Drydock —Lenth 165’ o’ Breadth 35" o°

Sill Level—4-00 LW, O.S8.T.

Craft of 5" —0” draft can be docked. Intended primarily for docking and repairs to
port crafts.

Factlities tn Drydock:—Fresh water, Power, Smali Crane and Fire Fighting equipmeat
available in the Drydock.

MADRAS

Madras Port Trust
Floating Cranes, Barges :

No floating cranes.

Two steel dump water barges for supply of water to ships.

G.R.T. . 21-5 Tons and 32 Tons.

Length. . 50’ 0" ’ 63’ 0" -
Breadth . 14°0" » 16’ o*

Dept,h . . s’ 6' (%) ' 5' 6'

Capacity - 50 tons » 75 tons.
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Drydocks:
No drydodk.

Slipways :
One large slipway,

Length of slipway track . . . . . . . 6o7 .
Width of cradle at Ends . - . . - . 23 ft
. »» at Middle . . . . .. . 24 F.
Length of cradle . . . . . . . zzt fr.
Width of Slipway . . . . . . . . 681t
Slope . . . . . . . . 1in2o0

Slipway track rails . . . . . . .
Hauling speed of centre winch 4 ft. per min with load
Capacity of centre winch . 30 tonms.

Capacity of two side winches . 7 tons each

3 Nos.

Capable of taking the Port Trust Dredger of 965 tons weight and other port craft.
Repair Berths : No repair berth,
Facilities of Slipways : No Fresh water available. Electric Power and compressed air

available. No cranes or Fire Fighting equipment available,
Plans for Improvement Expansion : No drydock or repair berth contemplated.

BINNY’S ENGINEERING WORKS LTD.

No drydocks— repair berths or slipways available, Following available for work ia
stream. .

One Wooden Barge, Several Steel Barges, one Motor Launch, Floating Diescl Welding
Sets and Air Compressors.

CUDDALORE

"

WVith the Port :

DRYDOCK :—One Drydock 95 ft. length and 33 ft. breadth available for docking
and repairs to Port dredger and-craft only.
One water barge for supplying water and fuel to port dredger.

COCHIN

Port Administration.

Floating Cranes, Water Barges :
One floating crane (non-propelled) with One Luffing and Slewing Crane capable of
lifting 5 tons and one fixed Jib Steam crane capable of lifting 30 tons mounted
at the ends of a floating Dumb Barge. ‘

stoncrane 30 ton crane

MaximumRadii . . . . . . . . 60°0" 45 fixedjib
Minimum Radii . . . . . . . . 20°0" 45"
Height of hook above water level . . . . . 850" s52°¢°

3 Non propelled barges for water—2 of 100 tons capacity and one of 8o tons,

Drydocks :

One drydock 240°-0" x 44’-0" which can accommodate ships of 226 length B.P. x 42°
Moulded Breadth, with a maximum draft of 13 ft. Almost exclusively used for
docking and repairs to Port Barges, Launches, Dredger, etc.

Facilities at Drydock?:

Water,.Powcr, Compressed Air, Cranes and Fire Fighting equipments available at
Drydock, '
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Repair Berth :
One alongside berth 200’ long ncar the drydock.

Plans for Improvement Expansion :

Construction of a drydock for large ships under tentative consideration depending orr
demands of the Navy, the Merchant Marine and the siting of the Second Ship-
building Yard.

BRUMTON & COMPANY ENGINEERS LIMITED

ch;_aif g.mh : No repair berth but there water fronter which can take vessels upto a draft
of 15
Shiproays 1= .
One Slipway 120 ft. long, 30 ft. wide and several small slipways to accommodate small
launches, barges etc. -
Facilites on the Slipways and in the Workshop.
Fresh Water— available. _
Power—available except in the Yard on Vypeen island where power available:
from a Generator.
Cranes—available in workshop,
Compressed Air — Available.
Fire Fighting | —Available including one portable Centrifugal Fire Pump.
appliances §
Barges, Launches, Tugs, Etc:
2 Launches and 23 barges available—Equipped for repairs in stream. -

KOZHIKODE

A small slipway capablc of taking vessels of about 6o to 70 tons. d.w.t, is undcr cons
truction by the Port for use of port crafts only. .

MANGALORE
With the Port

DRYDOCKS :

One drydock, length 110’ Breadth 48 and maximum draft 8/, available for docking and'
repairs to barges, tugs and launches of the Port only, No slipways, repair berths or other
acilities available. Power and water are available in the port.

BOMBAY

Bon;bay Port Trust
Hoating Cranes, Two: .

One F.C,“Sarus”—G.R,T, 830-0—Capacity 60 tons on the main hoist at 40 ft. our
rtaach and 11 hsn tons on auxiliary block at an cutreach of about 43 feet steam Operatw
ed, propelling,

One F: G.C.Flamengo—G.R.T. 342-8 capable of lifting 15 ton at 45 feet outreach-
Steamn Operated, propelling.

Barges, Tugs, Launches ;

Water Barges two. ‘

One steam Anchor Hoy “Panwel”—G.R.T., 342- 14 tons, water capacity 120 tons—
clffablc of pumping out 100 tons hour at 100 lbs Sq. in. One Motor water boat
‘Nirmala®—GRT. 30644 tons, water capacity 250 tons and capable of pumping-
out 120 tons hour at 100 lbs, Sq. in. A new Anchor Hoy with fresh water
capacity of 250 tons in replacement of “Panwel” is planned.

4 trucks, 5 coal barges, 3 fluid cargo barges and one oily water barge, several timber
boats of small sizes and several Hopper Barges. -
16 launches of various sizes for harbour duties

10 Dock Tugs and 9 Harbour Tugs.

Dry Docks : Two

Merewether Drydock : length 500 ft. Breadth 65’ 6 Max. arriva Draft of ship
22 ft, on 14 ft. tide and max. beam of 61 ft.

Hughes Drydock : Length 1,000 ft. Breadth 100 ft. maximum arrival draft of
ship 32 ft. on 14 ft. tide,
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BOMBAY—comd,
Bowmbay Part Trust

The Hughes Drydock has provision for placing Caissons at either of the intermediate
stops, so that the length of the two compartments can be (i) 425 ft. and 575 ft. or (ii) 500 ft.
each or (iii) 575 ft. and 425 ft. respectively,

Slipways ;
' The Port Trust Workshops have six slipways. Maximum draft and Dead weight of
craft which can be brought on them are 10 ft. and 300 tons respectively.

Facilities at Drydocks :

Fresh water supply is available at all berths and drydocks, 440 and 220 volts §o eycles-
C. supply is available at the berths and Dry Docks. D.C. Supply upto-
100kw @ 1I0{220 volts is available at the Merewether Drydock and 7 portable
motor (Generator scts of varying sizes are available with the Port for use of ship-
ping which could be made available wherever required on application, subject

to availability. Total capacity of these sets is 183 kw,

A 30 ton capacity clectric crane is available at the Hughes Dry dock and Mobile Cranes-
Upto 40 tons capacity can be made available at the dry docks and some berths.

Atthe Workshop slipways mobile crane can be brought for heavy lifts, One electrically
driven and five diesel driven portable compressor sets, average capacity of each 200 cft./min
are available for hire when not required for departmental work,

The port has an auxiliary Fire Brigade of its own and call upon the Municipal Fire -
Brigade as and when required, There are 2 fire fighting craft and several of the Port craft are
equipped wih fire fighting equipment, both with water and foam. Hydrants are located alki
round the docks.

Plans for Expansion :

Under the Scheme of Modernisation of the Prince Dock and Victoria Docks, theie
was a proposal to provide an additional drydock but this was-not approved by
Government of India. There is also a proposal to extend the Hughes Dry dock
southwards by 125 ft.

Repair Berths :

There are no repair berths as such in the Docks but very often berths K.L.M,N.O.P..
& Q. at Prince Dock are allocated to ships undergoing repairs provided the same
are not occupied by vessels for loading and unloading of cargo. At times, berths.
in Victoria Dock are also allotted, No special berths at the Wet Docks or at the
Harbour Walls thereof have been allocated as berths specially reserved for vessels
undergoing major surveys, repairs or overhaul. Untl recently the sheds slong--
side certain berthsin the Prince and Victoria Docks were under reconstruction
and as the berths could not be utilised for the purposes of working carges, toand
from ships, they were given for vessels undergoing surveys, repairs or overhaul.
Now that these sheds have been reconstructed and are fully in use for caigo
operations, the berths are not given to ships undergoing repairs. When it is
anticipated that a berth will remain vacant for some jtime, the opportunity is
taken to utilise such a berth for the purpose of berthing vessels which require-
repairs, survey or overhaul.

Facilities at Repair berths :

At the berths used for ship repairs, electric supply and fresh water supply are available:
as well as the use of cargo handling cranes of capacity 30-35 cwt.

Plans for Expansion{Impropement: i
No plans for construction of repair berths,

WITH PRIVATE SHIP REPAIRING FIRMS
Alcock Ashdown Company Lid:

Nodrydocksorrepair berths. Thereisahard capable of building 4-100 ton vessels
5 feet launching draft. Repairs carried out in port berths or drydocks. I launch
andseveral cars lorris etc., andportable generators, compressors, welding.
plants, pneumatic tools etc., available,

Scindia Workshop Privaie I4d.

No drydock. . ,
Slipway : One patent slipway Extreme Length 620
Extreme Length of cradle 2557
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Difierence between High Water at ordinary springs and at ordinary neaps 6 feet
Opecrated by a Haulting Engine of approximately 3c0 I.LH.P. vesscls vplo 1200

G.R.T. with a maximum beam of 33 ft. and 8 ft. drafi. Can be taken on the
slipway at suirable 1ides only.

Factlitis at the Slipway @

Fresh Water @ A 2* fresh water pipe line connected to the Municipal mair thiough
booster pumpof 74 H.P. There are addition one motor driven pump for boosting
freshb Municipal water. Two Special discharge valves along the slipway for
supply of fresh water to ships on shipway,

Eleciric Power : Electric Power of 400 volts A.C. and 220 AC available. Two staticn-

ary Motor Generators and one Portable Electric Generator set for conversien
of 440 volts AC into 110 volts D. C. available.

Cranage : Derrick at the head of the slipway of maximum lifuing capacity 2 tons.

Compressed Air i A 4" compressed air pipe line connected to feur stard pipes with
muitiple connections on each fed by a stationary Electric Air Campressor de-
livering 462 cu. fi. per minute at 100 Ibs. per sq. in. Onc portable clectnic

compressor and six portable diesel compressors delivering 105 10 10 cu.  ft.
per minute at 100 lbs. per sq.in.

Fire Fighting Appliances :

Thercis an underground tank holding 100,000 gallons of sea water, with diesel driven

ump of 200 1bs. per minute capacity at 200’ head near the tank, It feeds a 4°
gre fighting line along the slipway and other paits of wotkshop. Also a trailer

pump of 7¢ H.P. for building up pressure in Fire fighting line. A spectally
trained fire fighting squad avsilable.

Repair Bershs © No repaired berth. The small ridalrepair berth at the castein end
of the slipway 1s capable of accommodating only smalllaunches and barges upto
a maximum length of 100 ft. and a draft of 4 {t. only,

ol

Barges, Tugs, Launches .

Several cars, Trucks and Lorries available., 2 Jeeps with Trailers—-one Electric For
2 passenger Launches of 90’ x 227 x 6'-6” lift G.R.T. 89 18.

56’-6" » 10-3" X s"=8" G,R.T. 26 00
1 Coal Barge 95" =0" x 220" x 6’-7° 180 Tons capacity,

MAZAGON DOCK LIMITED

Drydocks

Ritchie Dyydock . Extreme length , _ _ _ _ . 495'—o0"
Breadth at Entrance : , : , : . 66'—0"

Depth at sill (Mean High Water Springs) . : 18— 0"

Mogul Drydock : . Extreme Length . _ _ _ _ _ . 426'—0"

- Breadth at Entrance . . : : . . 59'—9°
Depth at sill ( MHWS) . : : : ; : 16'—0"

Magagon Dock . . Extreme length , . ; ; : ; . 154"—0*
Breadth at Entrance : . , , ; . 34'—0"

Depth over blocks ( MHWS) . ; : . . 9'—0”

Slipways : Slipways are on the Foreshore of arca known as North Yard. In all
there are five shipways, three open and two under cover, served by an air driven
winch. Small craft such as tugs, barges and launches upto 150 ft. in length
can be hauled up for repairs. The Foreshore Boatshed and Slipway Cover

an area of 82,789 sq. ft. and two Goliath type Cranes operate in the Boatshed over
the covered slipways.

Facilities ay Drywdocks :
Rétchie Drydock :
Fresh water : Mainsupplyline with discharge valvesinstalled along side of drydeck.

A portable motor driven pump of 15 tons capacity is available for boosting the
supply pressure, in addition to a § ton permanently installed air driven pump.
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Difiercnce between High Water at ordinary springs and at ordinary neaps 6 feet
Operated by a Haulting Engine of approximately 3c0 LH.P, vessels upto 1200

G.R.T. with 2 maximum bcam of 38 ft, and 8 ft. drafi, Can be taken on the
slipway at suirable tides only.

Facilitis at the Slipway :

Fresh Water : A 2* fresh water pipe line connected to the Municipal main thiough
booster pumpof 7§ H.P. There are addition one motor driven pump for boosting
fresh Municipal water. Two Special discharge valves along the slipway for
supply of fresh water 10 ships on slipway,

Eleciric Power : Electric Power of 400 volts A.C. and 220 AC available. Two statit n-
ary Motor Generators and one Portable Electric Generator set for conversicn
of 440 volts AC into 110 volts D. C. available.

Cranage : Derrick at the head of the slipway of maximum lifling capacily 2 tons.

Compressed Air : A 47 compressed air pipe line connected to feur stard pipes with
multiple connections on each fed by a stationary Electric Air Compressor de-
livering 462 cu. fi. per minute at 100 Ibs. per sq. in, One pertable clectric

compressor and six portable diesel compressors delivering 105 10 1€0 cu, ft.
per minute at 100 lbs. per sq.in.

Fire Fighing Appliances :

Thercis an underground tank holding 100,000 gallons of seawater, with diesel driven
gump of 200 lbs. per minute capacity at 200’ head near the tank, Itfeedsa 4”
re fighting line along the slipway and other paris of wotkshop. Also a trailer

pump of 74 H.P. for building vp pressure in Fire fighting line, A specially
trained fire fighting squad avaeilable. 8

Repair Berths ©:  Norepaired berth. The small tidal repair berth at the castern end
of the slipway is capable of agcommodating only smalllaunches and barges upto
&8 maximugm length of 100 ft. and a draft of 4 ft. only.

Barges, Tugs, Launches:

Several cars, Trucks and Lorries available. 2 Jeeps with Trailers—-one Eleciric For
2 passenger Launches of 90" x 227 x 6’-6" lift G.R.T. 8918,

56°-6" » 10°-3" X §'=B* G,R.T. 26:00
1 Coal Barge 95" =0" % 22°~0* x 6’-7" 180 Tons capacity.

MAZAGON DOCK LIMITED
Drydocks

Ritchte Dyydeck . Extreme length ; . . . . « 495 —0"
Breadth at Entrance - . . . . . 66'—o0"

Depth at sill (Mean High Water Springs) . 18'—o"

Mogul Drydock.: . Extreme Length . . . . . . . 426—0°
- Breadth ar Entrance . . . . . . 599"
Depth at sill (MHWS) . . . . . . 16'—0"

Mazagon Dock ; . Extreme length . . . . . . 154" —0"
Breadih ar Entrance . . . . . . 34'—0"

Depth over blocks ( MHWS) . . . . . 9'—0"

Slipways : Slipways are on the Foreshore of arca known as North Yard. In all
there are five shpways, three open and two under cover, served by an air driven
winch. Small craft such as tugs, barges and launches upto 150 ft. in length
can be hauled up for repairs. The Foreshore Boatshed and Slipway Cover

an area of 82,789 sq. ft. and two Goliath type Cranes operate in the Boatshed over
the covered slipways.

Racilities ay Drydocks :
Ritchie Drydock :
Fresh water : Mainsupply line with discharge valvesinstalled along side of drydeck.

A portable motoz driven pump of 1S tons capacity is available for boosting the
supply pressure, in addition to a § ton permapently installed air driven pump.
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Electrical Power: Shore supply connections are available for 110 volts, 9o amps and

220'volts, 120 amps. Welding transformers each capable of taking three weldres
are permanently installed on each side of the drydock.

Cranage : The Drydock is served by the Mobile Crawler-Type Crane capable
0 lifting a weightof 30tonsata radiusof 12fect when nFr:ratmg with a short
)ib, and 10 tons at a 25 foot radius when operatuing with a longjib. Maxymum

radius 75 feet. In addition a 1§ ton Steam Cane operates on rails along the
length of the dry-dock. |

Cowmpressed Air. The 4" Dia. supplylinefitted alcng both sides ¢ fthe drydock has
19 branches for fitting mamfolds and each manifold has 6 distribution pipes.

Fire Fighting Facilities. A Work’s Fire-Brigade is maintained and fire-stauons with
trailer pumps are positioned strategically throughouwt the Yard. In addition
a6”dia. mainisfitted along both sides of the drydock and pressure in this pipe
line is maintained by apump supplied from a large storage tank whichin turn is
supplied by apump drawing water from the harbour. TheHydrants fitted tothe
fire-main allow 23 hose connections to be madein addition to portable pumps.

Oxy-Acetylene S_u@p;’y : A liguid oxygen "and dissolved acetylene plant is installed
supplying pipdd oxvgen and acetylene to the drydock.

Mogul Drydock :

Fresh water.—Main supply line with discharge’valves installed along side of drydock

A motor driven pump of 15 tons capacity is available for boosting the supply
pressure if necessary. :

Electrical Power.—Shore supply connections are available for 110 volts 200 amps and

220 volts 150 amps. Welding sets can be operated from a 440 volt 3 phase
A.C, supply.

Cranage.~The Drydock is served by the Mobile Crawler Type Cranes capable
of lifting a8 weight of 3 tons at a radius of 12 feet when operating with a short
jib, and xo tons at a 25 foot radius when operating with a long jib. Maximum
radius 75 feet. In addition & 15 ton Steam crane operates on rails along the
Cran¢s length of the drydock.

Compressed Air.—The 3* dia, supply line firted along both sides of the drydock
has 14 branches for fitting manifolds and each manifold has 6 distribution
pipes. Two electrically drived compressors are permanently mnstalied.

Fire Fighting.—A Work'’s Fire Brigade is maintained and Fire Stations with
Trailer Pumps are positioned strategically throughout the Yard. |

In addition a 6° dia main is fitted along both sides of the drydock and pressure in
this pipe line is maintained by a pump drawing water from the harbour. Five
Hydrants are fitted to the fire-main allowing hose connections to be made a
various points. '

Mazagon Drydock .

This small drydock is in close proximity to the Richie Drydock and the same faci-
lities can be utilised. ~

Slipways.—North Yard Forehshore.,

Fresh water.—Supply available by hose connections from the Ritchie Drydock water
supply.

Electrical Power.—Shore supply connections are available for 110 volts 50 amps.

Welding transformrs are intalled capable of supplying current for 9 operators.

Cranage.—Two ‘Goliath’ Cranes are availabie for the covered Slipways in addition
to the Yard’s mobile Cranes.

Compressed Air.—An air-receiver supplied from the main system is installed for
supply of air to the Slipways. | _ -

Fire Fighting —A Work’s Fire Station is adjacent to the covered slipways and, in
addition to the trailer pump, a salt-water Hydrant is in close proximity.,

Oxy-Acetylene Supply.—Similar facilities as at drydocks.

iy
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Fleetrical Power: Shore supplg connections are available for 110 volts, 90 amps and
220volts, 120 amps. Welding transformers each capable of taking three weldres
are permanently installed on each side of the drydock,

Cranage: The Drydock is served by the Mobile Crawler-Type Crane capable
oflifting a weightof 30tonsata radiusof 1zfect when operating witha short
jib, and 10 tons at a 25 foot radius when operating with alongjitb. Maxiznum
radius 75 feet. In addition a 15 ton Steam Cane operates on rails zlong the
length of the dry-dock. :

Cowmpressed Air. The 4" Dia. supplylinefitted alcng both sides cf the drydock has
19 branches for fiting mamfolds and each manifold has 6 distribution pipes,

Fire Fighting Facilities. A Work’s Fire-Brigade is maintained and fire-stations with
trailer pumps are positioned strategically throughout the Yard. In addition
a6”dia. mainisfitted along both sides of the drydock and pressure in this pipe
line is maintained by a pump supplied from a large storage tank whichin rurn is
supplied by apump drawing warter from the harbour, TheHydrants fitted tothe
fire-main allow 23 hose connections to be madein addition to portable pumps.

Oxy-Acetylene Sugply :  Aliquid oxygen"and dissolved acetylene plant is installed
supplying pipdd oxvgen and acetylene to the drydock.

Mogul Drydock :

Fresh water.—Main supply line with discharge’valves installed along side of drydock
. A motor driven pump of 15 tons capacity is available for boosting the supply
pressure if necessary. .

Electrical Power.—Shore supply connections are available for 110 volts 200 amps and
220 volts 150 amps. Welding sets can be operated from a 440 volt 3 phase
A.C. supply, ‘ ‘

Cranage.—The Drydock is served by the Mobile Crawler Type Cranes capable
of lifting 8 weight of 3 tons at a radius of 12 feet when cperating with a short
jib, and 10 tons at a 25 foot radius when operating with a long jib. Maximum
radius 75 feet. In addition & I5 ton Steam crane operates on rails along the
Crancs length of the drydock.

Compressed Air—The 3* dia, supply line firted along both sides of the drydock
has 14 branches for fitting manifolds and each manifold has 6 distribution
pipes. Two electrically drived compressors are permanently instalied.

Fire Fighting.—A Work's Fire Brigade is maintained and Fire Stations with
Trailer Pumps are positioned strategically throughour the Yard.

In addition a 6° dia main is fitted along both sides of the drydock and pressure. in
this pipe line is maintained by a pump drawing water from the harbour. Five
Hydrants are fitted to the fire-main allowing hose connections to be made a
various points. :

Mazagon Drydock : .

This small drydock is in close proximity to the Richie Drydock and the same faci-
lities can be utilised, ~

Stlipways—North Yard Forehshore.

Fresh water.—Supply available by hose connections from the Ritchie Drydock watet
supply.

Electrical Power.—Shore supply connections are available for 110 volts 50 amps.

Welding transformrs are intalled capable of supplying current for 9 operators.

Cranage.—Two ‘Goliath’ Cranes are availabie for the covered Slipways in addition
to the Yard’s mobile Cranes. )

Compressed Air.—-An air-receiver supplied from the main system is installed for
supply of air to the Slipways. . . .

Fire Fighting—A Work’s Fire Station is adjacent to the govered slipways and, in
addition to the trailer pump, a salt-water Hydrant is in close proximity,

Oxy-Acetylene Supply.—Similar facilities as at drydocks.
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Barges, Launches, Tugs :

Barges.—~Coal Barge—One 60’ x17°58" % 7.7
General purpose Barge—One—i05'—75" X25’-14 *x8-33° GRT 171 60.

{Licensed for the carriage of Petroleum in Bulk by water and also used for carryin®
generators, COMPpIressors, ¢c.)

Launch.—~Passengers Launch—One 49-4" X12:92'X §.42". Capacity 36 persons
(used to convey personnel to vessels in stream),

Mooning Launches—Two—36"-0" long—Capacity 25 persons—Used for conveying
workmen to ships in stream.

Tugs.—Steam tugs—iwo (f) I12-4’ xX24" X12-25" G.R.T. 225" 25.

Machmery Two Triple Expansion Engines 1000 1.H.P. Speed 10 knots, 1 MNo.
(i) 96-5'17' X 8’ registered to carry 60 passengers—

Machinery.—~Two Compound Engines 320 LH.P. Speed 10 knots.
(isi) Steam tug and water boat G.R.T. 126" 70 Registered Dimensjons.
90’ X 2025 X9’ registered to carry 120 passengers.

Capacity of fresh water 130 tons,

Machinery-—Singie Compound Engine 200 L.H.P. speed 8 knots,

(iv) Steam tug and Water Boat, G.R.T. 192-54, dimensions 110-75" X23" x§-25"
Registered to carry 250 passengers. Fresh Water Capacity 120 tons,

Machinery : Two Compound Engines 336 L.H.P. Speed 10} knots. 1 No.
Dredging Craft () Steam operated Pantoon Grab Dredger.

Dimensions s1:3’x22°x5°8". .
(1) One Dumb Hopper Barge G.R.T. 46-19 Dimensions 87 xX19x8-2¢ and
(i%) one Dumb Hopper Barge G.R.T. 4619 Dimensions 70’ x 18/ x 87,

SAURASHTRA PORTS :

Port Authorities

DRYDOCKS :
Clear Gate
Port Length  Breadth entrance Remarks
width Height Sill Level
BHAVNAGAR !

Drydock . 249°-6" 53%0"  40’-0" 170" +22:83 R,L. Mean High

Water neap is
28.1, Mean
High Water Sp-
ring is 34-6.
High*  Spring
Tide is
+39. Compo-
site gates Semi
circular in two
parts. Gates
handlcd by a 5
ton Electric
Cranedﬁxe}:l dr‘;n
one side o -
dock
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Clear Gate
Port Length  Bresdth  Entrance Remarks
Width Width Sill Level

Barge Basin  195':0" 214':0° 24"0° 16':0’ 425 R.L. Structural
Steel Gates
parabolic Arch,
Cassion type
operated by 3=
ton steam drane
fixed one side
Constructed
1956,

YHRAVAL

Drydock 135'-0° 180”0 330" 16-0" +177 RI1. Composite
) gate in onec part

flat type. A 20

fon eteam crane

is provided te

handle the Gare.

BEDI BUNDER

Drydock . 230"-0" §537-6° 440" 10’-0° +103 HL. S Hights
, Water of spring
tide is 112 R.L.
(hmpou‘h ite gates
1i twWo Pﬂu.
parabolic  aerch
operated by 3
ton steam crane
fixed on  one
side near entra-
nce. Censtruct-
ed 1933.

Barge Bagin  250°-6" 500" 227-0" 100" 4103 R.L. Structural
Steel gates Pa-
rabolic arch,
hinged at bot-
tom, flat type.
Operated by two
5 ton hand
winches  fixed
on each aide
near entrance
Constructed

1953.

Facflities ar Drydocks :

Water and Electric supply are available at the Drydocks. In Bhavnagar s § ton
electric crane, in Bedi Bunder at 3 ton steam crane and in Veraval a 20 ton
steam crane are available near the drydocks. Fire fighting arrangement's exist at
:Jl] these Ports. For compressed air the ports supply portable sir Compressor

nits,

Slipways.—There are several small slipways or Hards  construction or repairs to
sajling vessels an  other small crafts at different Saurashtra ports.

Repair Berths—There are no repair berths at any Port,

“Targes, Tugs, Launches etc.—No floating crane at any port. 3 water barges aro
of 30 tons carrying capacity at Bhavnagar, Bedibunder and Naviakhi.
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Sevéral cargo carrying barges both of wéod and steel and several tugs for towing the
barges available in varying numbers at the Ports of Bhavnagar, Bedi Bunder,
Veraval, Porbandar and Okha, .

Blans for Improvement {Expansion.—

(a) A drydock at Porbandar of proposed dimensions 250’ 55 with clear entrance’
opening of 40 ft. and sill level of 2°, so that ordinarily with high fide, vessels of
8 ft. draft can be docked——is provided in Second Five Year Plan,

{b) A drydock at Okha of length 270 ft. width 55 ft. with clear width of the Gate 4o fr.
and Sill level at the Gate —2 ft., so that ordinarily vessels of 11 ft. draft can be
docked, is under consideration,

{¢) A lock gate at the entrance at the congrete jetty at Bhavnagar is under constrdc~
tion to provide a Wet Dock Basin with cargo berths for vessels with deep drafts.
Proposals are under consideration for 2llecating a newly created berth in the
basin for carrying out ship repairs.

Kandla
Port  Authorities

Drydocks,—One Floating dock :—

Outs’de measurements 264 ft, length, 64 {t, width., 24 ft.deep. Inside measuiements
264 ft length, 49 ft. width, 16 f1, deep. Can accommodate vessels in the dock
of 225 ft. length 35 ft. beam, 11 ft, draft and not mere than 800 tons.

Not suitable for docking large merchant vessels.
Used for docking and repairs of port craftonly.

.Sh'jsway.\j— reparr Berths,—No slipwaysor repair beitks.

Facilities at Drydock,—Fresh water supplycanbearranged from Sheze.
Prowcr leads from shoie. Compiessed air available,

"Plans for improvement|Expansion.—No plans for ¢ zydcck or repait berths.

Bargés, Launches, Tugs.—One water Barge with 9o tons capacity provided with a
Diescl Driven pump to supply water to Ships.

] el
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ANNEXURE VII .
List of Sub-Contracters.
Cleaning chipping and pamting werk.
PR, .

Abdul Bari, 50- Watgunge street, Calcutta—23,

Bomanji Dhunjibhoy Private Limited, North Yard, Mazagon Dack (P} Ltd.
Bombay—1o0.

D. H. Dhunjibhoy, Horniman Circle, Bombay—1.

R.H. Dhunjibhoy, Cfo. James Mackintosh & Company, Darabshaw Building,.
Ballard Estate, Bombay—r1.

Maneckji& Jamshedji, 34 A, Ambawadl, Gunpondcr Road, Bcmbay—1o0,
Davur Industrics, 37, Frere Road, Bombay—9.

Eastern Bunkerzers Private Limited, ** Scindia House”, Dougall Road, Ballasd
Estate, Bombay—1.

Repairs to vadio and radio Navigational aids

. Marconi International Marine Communications Limited, 32 Nichol Road

Calcutta.
E.W. Stevens & Company Limited, 22 Chowringhee Road, Calcutta,
Techlab, 29 Ritherdon Road, Madras—7.
Refrigeration repairs
Detroit Refrigeration’Company Limited, 109, S. N BancnecRoad Calcutta—
13.
Radiocrafters, 21 C. D. Quccns Road, Bombn\-—-4
Calcutta Bombay Trading Corpoiation, 6 Brabourne Stadium House, Bom~
bay—1.
Freezall, * Kisanmahal, Tribbuvan Road, Bombay—4.
Star Freeze, © Parijat’, Netaji Subash Road, Bembay—2.

Insulation work

Scott Pickstock Private Limited, s Fairlie Plece, Calcutta,
In;ulation Engincers Limited, 4 Lyons Range, Calcutta.
Asbestos Magnesia& Friction Materials Limited, Agra Rogd, Bombay:

Furuishing
Spéncer & Compa-ny Limited, Mount Road, Madras—2.
" Miscellaneots :
J. D.Jonés & Company, Vir' Nariman Road, Bcmbay—1.

H. A. Sethi, 17, Main Road, Perambur.
T. Joseph, Srinivas anagar, Chetpet, Madras — 31.

i e
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ANMBXURE Vil
Starement showing particulars of Indian otmed somwage as dis 315t Abarch— 1959
I— Coaital Yrais

51 Year of GRT =~ DWT GRT DWT

" No. Name of the Co. No. Name of vessel build _ _ Remarks
As on 3I1-3-59 As on 28~2-39
- — — — , - ——tane ———
I 2 3 4 5 ] 7 3 9 10
I The Scindia Sieam
Nov. Co. Lid
Bombay.

I. & 8 Jalayamuna . 1936 4,581 8,044 PR NIg L -Cuns
2. my. Sonevati® . 1936 1,638 Fp402 cargo vessels.,
3. 9., Jalakrishne . . 1937 4,991 . 8,046 (&) denotes the
4. 88, Jalajyoti(d) . 1943 5,975 8,755 veasel is mort-
5. 8.8, Jalamayur(d} . 1043 7,209 10,804 gagd to Gowy, as
6, 8.8, Jalargjan(d) . 1946 9,085 8,020 ] \
7. A8, }aluusha . 1048 4,102 3,050
8. s.s. Jelaprebha (d)-. 1049 5,103 8,050
9, 3.8 {alnprakas_h . 1949 5,008 . 8,010

‘10, s.8. Jalapankhi(d) . 1950 £,100 8,022

11. 8.5 Jalapadma (d) 1951 5,104 8,009

12. .. Jalapalaka (d) 1951 5,104 8,013

‘13, 8,8, Jalapratap (4) . 1952 5,103 7,997

. 14, 3.8. Jolapushpa (d) . 1952 5,130 7,960

1s. 8.5, Jalamani . 1953 5,023 8,865

16. - 3.8, J"ahputra d . 1954 5,172 7,986

80,918 127035 80,918 127,035

8¥1



| 2 3 4 5 6 7 8 "9 10

2 Thre Scindia Steam
Nay, Jo. Lid.
Bombay (B.S.N.

Line)
I7. s.5. Bhadravati* . 1932 1,449 1,477 *Passenger-cum-
18, s.8. Jalatareng . 1944 1,917 3,090 cargo vessels,
19, 3.8, Jalabala . 1946 1,208 1,714
20. s.8. Saraswaii* . 1949 3,750 3,695
. 21, m.v, Jalarapi . 1956 2,671 3,273
- 22. 8.3, Sabarmeri* ., 1949 3,750 3,755
' 14,745 16,964 14,745 16,964
3 The Bombay Stsam
Nav. Co.
(1953) Ltd. Bombay
23, &3, Hiravati*® . 1930 . §80 277 **Purely passenger
24. 5.5. Chandravati*®* , ' 1933 556 252 vessels, Konkan
25, s.$. Ratnagiri** 1935 590 316 service. .
26, m.v. St. Anthony"®* 1y36 452 172
27. s.8. Champavati®* 1949 1,288 241
28. s Rohidas*® . 1949 1,288 241
. Y — S ——————  i—) T S R vy Wl e w— — —
‘ 4.754 1,499 4,754 1,499
4 The Bhwmat Line
Lid., Bombay."
29. 9. Bharatreja 1042 7.132 10,372 (d) Denotes the ves-
30, .8, Bharatrani . 1942 7.126 10,372 sel is moriguaed
31, 5.8, Bharatkhand . 1943 . 2,905, 4,380 to Govt. as sccu-
32. $.5. Bharatveer . 1943 7,274 10,530 . rity.
33. s.5. Bharatlaxmi(d) . 1944 I,541 1,250

34. $.5. Bharatvijaya . 1949 5977 8,755

6v1



35. 5.5, Bharatmitra 1951 5,104 8,006
36. s.5. Bharatratna(d) . 1954 5,172 7,960

42,231 61,625 42,231 61,625

RN S A e e —p—— — T S Sl p— e T— —

5 The Greqt Eastern Shipping Co Ltd., Bombay

37. 8. Jag Devi . 1943 5,998 8,710
38. 8.3, Jagjanani (d) . 1944 6,140 8,960
39, m.v. Jagganga (d) 1951 1,527 2,008
40, m.v. Jagiamna (d) . 1951 1,527 2,008
41. 8.8, Jagrani(d) . 1952 5,103 8,010
. 8.8, Jagtara (d) 954 3,982 7,000
3. m.t, Jagjyoti :
(Tanker) (d) . 1948 8,208 13,125
44. 8.8 Jog Sewsk . 1940 4,873 8,970
37,358 58,79t 37,358 58,791

— — ot ra - —l i s ] g ———— —

6 The Western Shipping Corp. Ltd., Bombay

45. st. Desh Sewak . 1950 7,363 h 10,172 ' .7;36'3 1072
7 Shri Ambica Steam Nav. Co. Ltd., Bombay '

46. 8.8, A§ha . 1028 1,552 1,182 1,552 1,182
8  The Malabar Steamskip Co. Ltd., Bombay

47. 8.8, Jagdamba (d). 1933 1,416 2,470

48, 8.8, Janeta (d) 1941 5,536 9,780

49. 8.8, Janani(d) . 1947 45221 7,490

50, 8.8, Januda (d) 1948 4,953 8,910

51. m.v, Janeki (d) 1958 1,160 1,742

52, m.wv. Jhanvi (d) . 1958 1,161 I,740

' 18,447 32,132 18,447 32,132 °

0S1
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9 The Neww Dholera Steamships Ltd,, Bombay

53, 8. J'a‘\]yhind @ . 1923 1,374 2,170
54. 5.6 Jayshoor (d) 1941 5,970 8,800 .
7:344 10,970 7344 10,970

.

10 The National Sxm;m!xip'Co Ltd., Bombay

55, ss. Jyoti(d) . 1949 1,355 2,480 1,355 2,480
11 The Merchant Steamt Nav. Go, Ltd., Bombay
- &6 8.3 Segarlaxmi . 1926 1,895 3,565
57 &8. Sogarpiabha . 1932 1,413 2,650
3308 6,215 3,308 6,215
12 The Africana Co. Ltd., Bombay
58. s.8, Victoria Marie 1927 1,432 . 2,201
59, 8.8, Sager Vegns(d) . 1936 983 1,400
6o. s.s. Sagarranild) . 1950 1,573 3,185
3,988 6,876 3,988 6,876

At —— - ——

i3 The Chandbali Steamer Service Co Ltd., Calcutta

61. s.5. Ramaraja . 1912 783 98s
62. s.5. Ramakrirhra( 1043 1,791 2,000

2,574 2,985 2,574 2,985

ST



14. The South East Asia Shipping Co. Lid., Bombay

63. s.5. Mahakhursheed(d) 1921 . 1,050. 1,570 .
64. s.s. Mahecashmi(d) 1943 1,791 2,820
) 2,841 4390 -+ 2,841 4,390
'15.  Ths Indian National Steamship Co, Ltd., Calcusta
56, s8.8. Siveramna . 1921 983 1,480 983 1,480
16, The Southern Raillway
66. s.s. Irwin@ . . 1929 970 485 @Purely passenger
67, s.8, Goschen@ 1929 970 435 _ vessel.
1940 970 1,940 970
17. The India S.S. Co. Ltd., Calcutta
68. s.5, Indian -
Commerce (d) 1950 2,124. . . 3,700
18, The Hindustan S. Co., Ltd., Caleutta . .
69. 8.8, Savitri 1925 368 £00
. 70. 5.5, Neelambu . 1943 473 490
19. The Akoofi Yadwat & Co. Ltd., Andamans .
) 71 M.V, Safeena 1952 208 300
20. The Brunton & Co, (Engg.) Ltd., Cochin,
, 72, m.v. Asoka . . 1949 . . . 184
21, The Gill Amin & Co. Ltd., Bombay.
73.  s.8. Sheila Marga-
ret (d) . . 1944 " 682 700
74. 8.5. Margaret Rose 1945 567 500
75. &8 Trio . . . 1929 1,146 1,050
22. M({s. Bhogilal Muljibhai Co. Bomba
’ ) o * 76, ‘m.v, Mira . . 1940 ' - 189 - -

23. Smt. Mahalaxmi Bhogilal
- 77. mv., Krishna . 1940 181

25T



1 z 3 4 . 5 6 7 8 9 10
z24. Mi/s. Bengal Line Ltd., Calcutta,
. 98. s,5. Rayandamans 1922 2,256 3,500
25, The Mcna‘mn Steamship Co Ltd., Cechin
74, s.s. Kilfenora 1920 ‘979 1,200
26, The Ambassador Steamship Go. Lid., Coclin. : '
8o. 5.5 Efﬁgyn 1934 871
27. Gauz. of India (Ministry of H.4.) .
81. m.v.  Nicobar* 1949 2,238 2,356 *Pgssenger-cum-
82, m.v. Andamens* 1957 5934 ¢ 4060 cargo vessels,
18,400 18,356 18,400 18,356
Graxp ToTan . a,50,101 354,072 2,50,101 3,64,;;;
Abstract R
= on 31-3-39 As on 28~2-59 .
©0. of ships G.R. 1. D.W.T.. No. of shipg  G.R.T. DWT e
ggkgrgo . 8o 2,34:539 340,875 8o 2,34,530 3,40,87¢
2 13,571 23,297 2 15,571 23,297
82 2,50,X01 3.64.172 82 2,50,101 3,64,;;

348



Statement showing particulars of Indian owned Tonnoge as onthe 3ist Mareh 1959.
II.—Qwerseas Trade
Year of GRT DVWT GRT DWT
No. Name of the Co. Serial Name of the vessel build - Remarks
No. As on 31-3-1959 As on 28-2-59
1 2 3 4 5 6 7 8 9 10
I The Scindia Steams Nav., Co. Ltd., Bombay

1. &.s. Jalamoti . 1942 7,133 10,384 '1
2. s.s. Jalakala(d) 1943 7,271 10,847
3, s.s. Jalavallabh 1950 6,893 9,350
4. s.s. Jalarajendrad) . 1951 6,893 9,350
5. 8.8, Jalagovind (d) . 1953 5,342 9,150
6. m.v.Jalazad (d) . 1955 6,199 9,501 - .
7. .. Jalajawahar (d) 1955 6,199 9,525 India/UK [Conti-
8. m.v. Jaladharma(d) 1957 6,527 9,535 nental trade.
9. m.v.Jaladhir(d) . 1957 6,527 9,535
10. m.v. Jaladhanya(d) 1957 6,527 9,500
11. 8.5, Jalamudra 1952 . | . 4,928 8,890

fex Hallindene)
12, $.5. Jalamatasya o

(ex Exedene) 1951 4,908 8,890
13. m.v. Jaleveera 1958 4,584 75134
14. m.v. Jilavishmi 1956 4,584 7,207 ‘g India/West Africa
15. miv. Jalavijaya 1955 4,600 7,196 trade.
16. m.v. Jalavihar 1955 4,650 7134 !
17. 3.8 Jalaketu (d) 1944 7,180 10,800
18. s.s5. Jalakanta 1943 7,180 10,909 India/USSR, Service.
19. $.5. Jalakendra 1943 7,180 10,639
20, &.5. Jalamanjari 1944 7211 10,976
21, m.v.Jaladhan (d) 1956 6,527 9,515 1 India/U.8.A. Service,
22. m.v. Jaladharati(d) . 1957 6,527 9,500
23. m.v, J2iadhruv (d) . 1956 6,527 9,551
24. s.s.Jalamohan (d) 1941 5,969 8,800 India/USSR Service.

1,48,066 2,23,818 1,48,066 2,23,818
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1 2 3

7 8 10
2. The India Steamship Co. Ltd., Calcutia.
25. s.5. Indian Mer-
chani{d) = . 1944 7,659 10,636 )
26. 8.s. Indian Navigator(d) 1944 75612 10,719
27. s.s, Indian Pioneer(d) 1944 7,657 10,772
28. s.s. Indian Shipper(d) 1944 7,660 10,757
29. s.s. Indian Trader(d) 1944 2,657 10,678
30, s.3. Indian Exporter(d) 1945 7,659 10,626 .
31. s.5. Indian Reliance(d) 1955 7,425 10,138 India;UK{Conti-
32. s.5. Indian Re- nental trade.
nown.(d) . . 1955 7,422 10,138
33. s.s.Indian Resolve(d) 1956 9,775 11,415
34. 8.8. Indian Resource(d) 1956 9775 11,415
35. s.s.Indian Splendour
@ - 1957 9409 12,090
36. $.s. Indian Security(d) 1958 0,300 12,070 |
37. s.s.Indian Endea-
vour (d) . 1945 7,306 10,180 IndiajUSSR irade
38, s.s. Indian Success 1958 . 9,458 12,245 India/S. America.
39. 8.5, Indian Strength 1959 9,415 12,513 India/U.K.
1,25,189 1,66,'392 1,25,189 1,66,392
3. The Kamal Shipping Co. Ltd., Bombay
40, s.s. Jalakanya 1943 7,180 10,650 India;U.K, Con-
. tinental trade,
41. m.v. Jalavikram 1958 4,584 7,134 India/West Africa.
11,764 17,784 11,764
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. The Exstern Shipping Corporation Lid. Bombay
42. 's.s. State of Saurash-

43-
44
4s.

46,
47

48,
49.

tra
m.v. State of Kutch
m.v. State of Orissa .
s.5. Sate of West
Bengal
m.v.S:ate of Andhra
State of Travancore
Cachin
5.8, State of Bombay(d)
3.5, State of Madras(d)

5. The Malabar Steamship Co. Ltd., Bombay.

50.

s.s. Janmada

6. The Bharat Line Lid., Bombay.

s,
52.
53.

s.s. Bharatdeepak(d}
s.s. Bharatbhushan(d)
s.s. Bharatkesari(d)

7. The Great Eastern Shippping Co. Ltd., Bombay.

54-

55
56.
57.
58.

39

s.s. Jag Mata
(ex. Twickenham)
m.v. Jag Laadki(d)
s.s. Jagvijay (d)
s.s. Jagshanti (d)
s.5. Jag Doot
(ex. Caledonian
Monarch)
m.v. Jag Laxml(d)

GRAND TOTAL

1944 7,217 agio 1 IndiajAustsalia.
1956 5,600 8 coo j-
1957 5,266 8,039
1944 7,216 10,310 India/Japan/Far
1947 4,509 7,700 East,
1954 6,250 9,642
1948 8,521 10,310 India/East Africa.
1948 8,580 10,310 _ India/Majaya.
53159 74,621 53,159 74,621
1942 7,162 10,490 7,162 10,490 India/U.K./Cont.
1947 | 2,631 4,330 India/Persi
1947 4’,882 8,910 :raéle)f rsian Gulf o
1948 . 2,348 3,780 3
9,861 17,020 9,361 17,020
1940 4,904 8,910
1942 7,268 10,200
1942 7,128 10,615
1941 6,331 9,395 ?
Tramp Trade.
1948 6,979 10,037
1957 8,797 12,970
41,404 62,127 41,404 - 62,127 -
3,96,605 5:72,252 3,96,605 5:72;252




Abstract

As on 31-3-1953 As on 28-2-1959
No.of ships G.RT.  D.W.T. No.ofshipg G.RT. D.W.T.
Dry Cargo . . 59 3,96,605 572,252 59 3,96,605 572,252
Coastali—
Dry cargo . . 80 2,34,530 3,40,875 8o 2,34,530 3,490,875
Tanker . . 2 15,571 15,571 ) 2 X5,571 23,297
_ 2,50,10I 82 3,64,172 82 2,50,10%
Overseas :— _ ) . o - B
India/UK/Continent 28 2,02,698 2,386,698 28 2,02,698 2,86,698
India/Persian Gulf 3 9,861 17,020 3 9,861 17,020
IndiajAustralia . 3 18,083 26,349. 3 18,083 26,349
India/Japan/Far East 3 17,975 27,652 3 17,975 27,652
India/Singapore I 8,580 10,310 X 8,580 10,310
India/East Africa X 8,521 10,310 1 8,521 10,310
India/USSR . « 34,846 51,504 5 34,846 51,504
India/West Africa . 5 25,598 30,471 5 28,598 39,471
IndiafU.S.A . 3 19,581 28,566 3 19,581 28,566
Tramp trade 6 41,404 62,127 6 41,404 62,127
Indiaj{South America I 9,458 12,245 1 9,458 12,245
59  3.96,605 572,252 59 3,00,605 55724252
Granp ToTAL . I41  6,46,706 936,424 141 6,46,706 9,36,424
Not1e.—This does not include 8 small vessels of 1803 G.R.T. which are employed ininland waters, I
B . STATEMENT III
Starementshawmg particulars of Tonnage acqa;red by Indian s?nppmg Companies during szi month of ﬁlarch, 1959
Trade in which
Sl. Name of the Co. Sl. - Name of the vessel build GRT DWT employed Remarks

No. No.

NIL

281+



STATEMENT 1V
Statement showing particulars of Indian owned Tonnage sold or scrapped during March, 1959

Sh.
No.

) Si. Year of Trades in  which
Name ofthe Co.  No. Name of the vessel build GRT DWT _employed

Remarks

NIL

9eT



ANNEXURE IX

Statement showing the names of firms engaged in ship building and ship repair industry registered with the Development Wing for allotment
of steel quotas, their assessed capacity and allotment made,

All figures are in tons per

Allotment for period

quarter,

MName of the firm

Assessed

capacity I II III Iv I 11 141
57—s8  57—s8 57—s8  57—s58  s58—s590  58—s59  s8—s59
:' Shalimar Wc;rk.;,'Ltd. '. . . . . . 250 ‘ z'so 150 250 200 ' ‘213_' 15 59
2 Port Engg. Works . . . . . 170 70 Nil 81  Ni.. 62  Nil 170
. 3 Hooghly Docking and Engg. Co.Ltd., . 275 275 167 50 38 . 234 6o 263
4 Coomar Docking & Engg, " . . . 6o Nil. 6o - 60 6o 51 36 60.
5 Pcoples Engg. & Motor Co . . - 50 50 50 Nil, 50 43 Nil. 50
6 Sen Mukerjee & Co. . e e 60 Nil. Nil. Nil. Nil, Nil, 50 120
7 Ganges Engg. Works . . . . . 30 30 30 30 " 30 26 24 30
8 Garden Reach Workshop . . . . 640 1000 600 600 600 544 488 600
9 India General Naw_.rigation Co. . . . 450 450 396 150 95 383 43 67
xo East Bengal Eogg. Works . . . 75 75 75 75 75 Nil. 66 74
1 Mazgaon Dock (P) Ltd, . . . . 425 4258 360 340 290 315 237 296
12 Alcock, Ashdown & Co, . » . . 400 400 400 400 400 340 324 400
13 Scindia * Workshop (P) Ltd. . . . 225 225 180 180 180 191 169 22%
14 H.IL Dixon & Co. ... 75 Nil. Nil. Nil. Nil, Nil. Nil. Nil.
15 Shaparia Dock & Steel . . . . 65 65 65 - 65 65 6s 57 65



16 B.R. Hetman & Mox;am

s0 Nil Nil.  Nil Nil. . Nil 25 30

17 Binnys Engineering Works . . ‘30 ‘ .30 30. a0 301 26 - 27 30

.13 Brunton & Co.Engiﬁecrs ., 25 Nil. Nil, - Nil, - Nil, 5 _ 20 9
19 AFCO Lud. . — — . 1119' 90 119 12§ 55 Nil.

GMG[PND-éfS—SS‘ M. of 'I‘C—gr-s-sép;-_‘-soo,
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