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PREFACE

Concurrcntly with othor inv;stigatiohs, the Department of Fconomics
and Commorce in this University during 1937, 1938 and 1939 conducted rcscarch
into tho cost structure of Australian industry. The rcsocarcher, lir. D. L.

“\ndorson, B.Com., prefaced his monograph by pointing out that the utility

of such on investigation was difficult to definc before the results of the

’invogtlg tion were lmown. The samo obscrvation may be made of the present

study; the results of which can-only bo said to bc indetcrminate. Nor can
the work donc bc justified on the grounds that it constitutes, to quote lir,
indorson, "a first step in a theorctical analysis which may finally result
in some practical result, such as the improvemont of cconomic or technical

_officicncy." TFor examplo, inductive confirmation of some of the currently

_held theorios of industrial looatlon worc sought but littlc light has been

thrown on tho applicability of suoh theorics. It was decided to conduct on
cxomination of the offocts of shlpplng costs on. spcc1flc industries for two
reasons. . irstly, tho financial history of thc State since Federation has
omphasisod the cost of Dass Strait to the Tasmanian community. ' Being wholly

_depondent on sea carriago for the transporcatlon of imports and cxports,

cvery ship and cvery freight rate.is.o factor in the prooprrlty of the State.

Socondly, the survey conducted last y car of thc gross.and net labour absorp-
tive capacity of Tasmanian decondary industrics suggested that the ruling
level of shipping froight rates was a d¢ termining factor so far as output
pollcles and industrial cxpinsion werc concorned. hONLVbr, it may even be
that, particularly where \production ccononm»s are desirod, output is wxpanded
in spite of fro;éht ooqts. .

For a full undorstandlng of the Tasmanian positlon it is ncccssary
to roalisoe that not only is Tasmania isolatud from the other Statcs, but it
is dividod into four scctions cach of which is cconomically isolated from
tho othors: Although'a very small State the climnte and the quality of the
soil vary considcrably, with the result that cach scotion specialises in o
particular branch of primary productlon. '

Tho West is an cxtcns1vo mining field - its only port is Strahan,
The North West Coast producce chiofly oats, peas, potatocs, timber and fat

stock and its interstate ports arc Stanley, Burnie, Dcvonpert and Ulverstone.

Tac North and North East produces chiefly wool, grain, hay and fruit, and
is scrved almost wholly by the port of Launceston., The chief primary-prod-
ucts of tho South are fruit and timber for which tho interstate port is
fiobart, The oxportablo output of the eocondary industrics is also distrib-
uted among thc four groups of ports. = - : . —

"

In regard to sccondary industry it is hardly nccessary to stress

' the point that the tariff has not succecded in promoting menufacturing in-

dustry in Tasmenia, Owing to the absence of a home market, the limited
supply of labour and tho insular position of the State with the keen mein-
land compotition, it is difficult to anticipatc that manufacturing indust-

ries on a large scalc arc likcly to locate in Tasmania, On the othor hand,

tho presont State Govermmoent's-dcclared policy of post war industrial
devolopment is understood to bo yiclding results and alrcady a number of

now cstablishments have commcnced production., The continuance and cxten-
sion of this policy will largoly dopend on tho relative bargaining powor of
Tasmonia as against othor States anxious to develop industrially. 4s will
be notod in Chaptor VIII it must bo roalised that tho torm "docentralisation

of socondary industry" moans onc thing .to such industrialiscd states as

Victoria ‘and New South Walcs and anothor to tho outlying states, particularly
Tasminia and Wostorn Australia. e : , .

Chapter I rclatos . to tho effocts of the Coasting Trade provisions
of tho Navigation fict'of 1912-43, Whethor Tasmania is worsc off than she
would bo under. freo compotition in shipping is questionable. Tasmania -
nceds rogularity of service morc than any other state, and, as sho is off
tho main linc of traffic Tasmanian trades arc rather in the naturc of a
divorsion and hcncc more - cxpon51vo. , - : &

(1)"Tho Location of Industry and Distribution of Employment;" by C. P.
Haddon-Cavo, (Un1v0r51ty of Tasmania). :
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CHAPTIR I . .

THE COASTING TRADE PROVISIONS OF THE NIVICATIOV ACT, 1912 43

1. The Navigation Bill was originally drafted by the late
Hon. C. C. XKincston in 1902, and was first introduccd into thec Scnato
in 1904, by the first Doakin administration. It was withdrawn for
further consideration and redraftced by a2 Royal Commission, and re-
submitted in 1906, but was agein withdrawvn pending tho Navigation Con-
ference in London in 1907. This confcrence cencerned the United King-
dom, Australia und New Zealand and was held in London on the subjcct
‘of Micrchant Shipping Logislation", " The main principlcs of tho Royal
Commission's draft bill were COHSldurLd The conferonce rccommonded,
inter alia: ' :

"That the coastil trade of the Commonwcalth be rescrved
for ships on the iustralien register, i.c. ships con-
forming to Australian conditions, and llconsud to
trado on the Australian coast"

2 Thlo rcoolutlon wa.s cmbodicd in the draft bill, which after
bkln& subnittdd year by year to the Federal Parliamont, was cventually
passed in 1912 and proclaimed in 1913. In 1914 the opcration of ‘the
Act wns postponcd at the request of the Impcrial Government, and it
did not actually comc¢ into forcc +il11 lst July, 1921, ninctcen ycars
after its original draftlnb.

3 The first group of scetions - the Coasting Trade pqﬂv-
isions - camc inte coffcct on lst July 1921, Shortly after this por-

_tion of the Act became operativo the owners of a number of interstate

ships tested the validity of the appllc xtion of thb manning and accom-
odation provisions of the Act to ‘their. ships, and the High Court
decided that thesc provisions did not apply teo vesscls oolcly engagod
in the domestic trade of a Statc. In conscquence of this judgoment,
“the Commonwealth Government decided not to enforcc the provisions of
the Act thon in force on any intra-statc ships.. Other scctions of the.
Act come into operation in the following ycar's.

4,. " The FWavigation Act - Reasons for Fnactment.

Thc Commonwealth having adoptcd a policy of protection for

its industries through .the Customs Tariff in order to maintain rcason-

ablc labour conditions and standards of living, it was obvious that,
unlcss some form of protection was provided for the Australian industry
of shipping, such industry could nct be opcrated wnder the same stand-
ards of hours and wages as wore imposcd on the protected industries for
it would bec in compotition with oversoas vesscls operating under lower

standards. Agoain, the Commonwealth leogislaturc rcaliseod the desirability

of building up an Australian bMercontile iarine, Tho fct requires as o

~condition prcocdont to the issuc of the. three-ycarly licences to cngage

in the Australian Cuaotal tradec, complianco with ccrtain specific cone-
ditions as to manning andacoommodatirn ond also as to the payment of

‘wages in accordance with Australian standards. -

5. (a). Tho problem of protecting coastal shipping is not pce-

-uliar to Australic, other countrics having adopted similar mcasures.

In Amorica tho coastwisae laws wholly cxclude fercign vesscls from coast-

wisc commerco. Tho term "coastwisce" as uscd in relation to these laws

includes not only the coasts of continemtal America, but also Porto Rico
and Hawaii. Under the licrchant Marinc Act 1920 (Scction 21), the Pres-
ident, wheon he is satisfied that adequate scrvice io furnished by '
American vesscls, may ecxtend the operation of the "constwise" laws te

cover the tradc between the United Statcs and ths Fhilippinese The coast-

al trado of Canada is roserved oxclusively to 3ritish ships. In ordor
to participate in the coastal trade, vesscls must not only be British-
ovned, but alse British built., Vessels British-ownod but foruign-ﬁuilt
cen obtain a licence to trade on thoe coast only by paying a fcc equalto
25/ of thc valuc of the ship. Scctien 75 (1) of the Shipping and Scamen
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In Chapter II spoclal aspacts of the flnanolal history
of Ta gmania rolative to Federation will bo discusseds Tho Tasmanian
"ocase" arguos that the State suffors mainly because a policy is
adopted by tho Commonwealth which is dictated by the interests of
the whole, but little attompt is mado to moet hor spccial nceds. It
will bo maintained that it is oxtromely doubtful whother the caloul-
ations made by the Economic Casc Committeo wero valid as a moeasurc of
the disability. In any case the real measure of thc disability <o
_ Tasmania on aocount of the Navigation Act i1s the amount noccssary
to soouro by subsidy a reasonably satisfactory and economical {rans-
port sorvice.

: Cahptor IIT tracgs the history of ohlpplnb control in
both the Great tar 1914-18 and the recont Porld ar 1939-45. So far
as the latter is concerned special roforence has been made to the
quostion of wartimo merine insuranco (both hull and cargo) vhich has,
to a cortain extent, beon responsiblo for tho wartime inflation of
freight ratese Reference is alsc made to the two ill-fated attompts
at Stato onterpriso in the shipping industry. The policy of tho
presont Commonwealth Government appears to be in the direction of
tho control of froight and charter rates, fares, routes and sailings
whilst leaving the function of ship operation to the private companies.

Chapter IV and V will discuss respcoctively tho oconomics
of port terminals and shipping. froight.ratos with spocial rcference to
the Tasmanian tradoss Thosae chapters will prepsarc the ground for the
survey in Chapter VII of the offects of shivping costs on the cost
‘structure of Tasmanian exporting industries. Special referenceo will

“be made to the proportion which shipping costs boar to the total costs
of production and selling price of the finished product. Chapter VI
is devoted to an ardysis af Tesmania's interstate and oversocas trado
as revealed by the publishod statistical data.  Hence, the ground is
prepared for the task-of selecting the industries for which a cost
‘analysis is attenptod. (Vide Chapter VII).

Finally, in Chepter VIII we shall bec concorned with the
relation of shipping freizght rates, or mors correctly shipping costs
to thoso faoctors which determine the location of industry with spccial
reference to the anlrlcal exemination of Chapter VII. ~f course,
vhatever the reader concludes regarding the factor of proximity to
market must bo interproted, so far as industries already located are
concdrned, in static torms. The original reasons for so locating arec
“'ound to losoe significance as uew factors dictating production policies
gmergo anc¢ an industry, onoo established, is difficult to move for a
oomplexity of eoconomic and social reasons.

Tho study has been financed from the Commonwoealth Social
Scionce Rescarch Grant to Universities, until recently known as tho
Rooonstruction Resoarch Gront. Gratoful recopnition is mada of tho
co~-oparation ‘and unqjitanoo in the oollootion of data - a task bosol
with Aiffioultios = roooivod Lrom untrOyOnouPﬂ, public sorvants and
othors too numorous to mention. The worlc was intorrupted for threo
months of 1945 whilst the researchor was on loan to the Second&ry
Industries Division of the iiinistry of Post-war Reoonstructlon, wnder
the terms .of the Social Solence Resoarch Grant-

The Uhiversity,
Hr.:BA'RTu ) R .
29/12/4‘5. ‘ Y » . . Co Po’ Ha-Co
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Act, 1908 of Now Zc alwnd roadu, inter alia, as follows:=-

"Wotwithstanding anything in this ict, it is horoby decclarud
that wherc the kinster, Ownor, or Agent of any ship

() cngages scamen in Now Zoaland,
(b) having ongaged them abroad, cmploys then
in Now anland

. these scamen while so cmployced shall be paid and may roecover
the currcnt rato of wages for the time being ruling in New
_Zeoalond," .

(b) Other nﬂblonu that rescrve their coastal trade to national
shlpu include France, Spein, Belgiwm, Japan, Russia, Portugal, Brazil
and Argontinc. It is intoresting to notc that the following types of
shipping arc¢ rescrved for French ships according to French law, viz:-

(i) Coastal fishing in territorial waters.
(11) Coastal trading (dccrec of 21st Scptcmber 1793)
(1ii) Navigation between France and dlgeria (law of
2nd April 1885) '
(iv) Towing in French harbours.

(¢) Exccpt in thé casc of New Zealond, where the rostrictions on
coastal shipping arc along thc samec lincs as thosc existing in Australia,
the conditions governing thoe coastal trade of Australia are loss discrim-
inating than thosc of other countrics, On the justralian coast all nations
aro troated alikc, and the conditions laid down apply to all.

6, Inquirics have been made from time to time as to the oper-
ation and cffeet of the Navigatien .ict and the matter was made the sub-
Jjoet of an exhaustive investigation by a Royal Commission of scven membors
appointed on 7th scptembor 1923. The result of the Commissicners! invest-
igations is sct out in threc minerity reports dated 7th sugust 1924

(a) Two membors rccommended that Part ¥1 (the Coastal Trade)
of the Havigation ict be ropbalc/

(v) - Thron other mombers recommended that the Navigation Act
romain as it stood, that the official administration
be changed and that the officer rcspon..lblc for adm:Ln-
istration be plaouu dircctly under a Minister.

e

-

(c) Finally, two members recommended

(i)  That the Coastal Trading provisions of tho ////
: Navigaticn Act be repealed; T
- (1) " That therc bo substituted adcguate duties
' undor the. Customs Tariff Act upon all
forcign shipping with 2 lessor profor-
ential ratc upon Sritish shipping, cal-
culatcd in the caso of cargoes upon the .
rates of freight charged per. ton; and in '
the casc of .passengers, upen the faros
Churbbd )
Gii) 411 other scetions of the Navigation Act to stond.

7. The first two Commissioncrs reforred to above declarcd that
an Australian-owned Hercantile Larine did not cxist and, furthermoero,
that it wos not likely to'como into operation by rcason of the Navigetion
Act. They wero particularly impresscd with the fact that the grecater the
distance from the industrial contres of ¥ow South Wales and Victoria the
greatoer the outery against the offccts of the Navigotion Adt. The farther
the population was removed from railway focilitios and hence depondent on

sca carriagc(’ s the stronger the demand for romoval of restrictions ‘placcd

en shipping scrvicos by the ict.

(1)

Tngnanla, of course, roprcscntu the extrome case

.
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8. It was found that New South Wales and Victoria are not
affected by the operation of the Navigation Act to the same degree

that trade and industry in other states are affected by it, for the ' ;P'

following reasons:-

(a) Now South Wales and Victoria are well served by railways.
(b) New South Wales and Victoria have extensive locael markets,
which absorbs the greater proportion of primary and sec-
ondary output(z)The high freight questlon therefore,
is not so urgent.
(c) The Navigation Act has ‘tended to centralize shipping,
’ trade and industry near the large centres of population.

Hence the difficulties of the outlyln States are . S

aggravated.

‘9. (a) With regard to Tasmenia the Commissioners p01nted out

that this state is in an entirely different position from any of the ﬂ:
other states, in that it is solely dependent on sea carriage for the =
transportation of cargo to' the mainland, and the island is off the E-“

route of ordinary coastal shipping.

(o) The Commissioners found that "of the Tasmanian ports
Strahan has.no service, the North West coast ports of Stanley, Devon~
port, Burme and Ulverstone have a good service, Launceston has a direct
cargo and passenger service with Nolbourne, whilst Hobart's one regular A
interstate sorvice 1s with Sydney'

o . (¢) Boforc the Great war of 1914-18 Hobart had-a—direct weekly
sorvice with Melbourne, provided by large vessels of about 6,000 tons, °
which did the round trip - New Zealand, lMclbourne, Hobart and-then lMelb-

_ournc, back to New Zealand. This was a regular passenger.afd cargo
sorvice. There was also, : T

(1) & regular passengor and cargo service from
. Hobart to Melbourne, via Strahen, which
: \\. ~provided direct communication to enable
Hobart to tradc with the mining dlstrlcts
~of the Wost Coast;

(ii)., a weckly passenger and/éargo service betwoecn

' - LHobart, Sydnoy ~ Hobart, and Hobart - Sydney -
New Zealand; 4 -

(iii) a dircct fortnightly sorvice from Ingland to’ .

- Hobart provided by vessels of the New Zoal-

and Shipping Company and the Shaw Savill
and Albion Stecamship Company. (Henco,
Hobart was the transhipping port for a num-
ber of passengers for the other States.)

. (d) The Commissioners investigated the question of interstate
- and oversoa sorvices to Hobart, and whether the curtailment was duo to
the operation of the Navigation Act., In regard to the P & O vessels,
thore was considerablo evidonce submitted that the Navigation Act prev-
entod them from calling, unless under contract to 1lift cargoes of fruit.
Agein, the evidencoe scemod to indicate that the service between Hobart
-and New Zealand via Sydncy and lMelbourne ccased because calling at
. Hobart constituted "coastal trading" and the vessels calling would have’
7 to "licenso" under the Navigation Act, and incur all tho conditions and
oxpenscs attendant theroto. The samo applied to tho ‘discontinuance of
tho llobart - Strahan - Melbourne service.

(e) Tho question then arose as to the offect on Tasmania of
the cessation of the above services. Particular reference was made to
the tourist traffic and it was noted that Tasmania caters for tourists

_to a groater extent than most of the other States and the value of the

(ZlThis is the essence of ths freight rate problom for the outlying states
~ of Tasmania and Wostorn iustralia. The main markots for the products
aro not located 1n the home state. Sce dotniled discussion in.Chapter VII.;

) 13!')?-‘.:"‘ S e
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tourist traffic-is considerablo. It was claimed that the fact that tho ‘ el
mail boats worc no longor permitted to carry passcngors interstate prove- e
ented woalthy tourists visiting Tasmania, Prior to the Groat War 1914-
1918 the numbor of tourists who travelled via the "apple trip" was in-

i E croasing, and this branch of the tourist traffic was being built up, whon
' " the war stoppcd it, and the Navigation Act prevented its revival.

(f) The Comm1351oncrs wero of the opinion, in regard to tho
*‘.tourlst traffic:-
: - (i) that the tourist traffic to Tasmania had suffered
- » o - by rcasons of the operation of the coastal
: e ' trading scctions of the Navigation Act; and

(i) that the shlpplnb facilities to Tasmania for pass-
: engers during the summer months of cach ycar
were ‘inadeguatce for the tourist traffic.

b S (g) It was claimecd during  the hearing of ovidence that many .
L o " avenues. of trade had been blocked as a rcsult of the Navigation Act, that
- L - - the pre-war trade routes had changed, and that Hobart was no longor a
S o stepping placc on tho now routes. For oxamplc, a regular tradec was from
o : . 'Hobart to Adclaide, and thenco to Western Australia; sincc all the vessols
' " . ‘on that routo wore oversoas vessols tho Act now prevented them carrying
passengers and/br cargo betweon interstate ports.,

(h)  Prior to the hav1gat10n Act thero was an 1ncreao1ng
trado betwoen Tasmania and Now Zealand, partloularly in tlmbor, Jﬂm, and
dessort fruits. Undor the act transhlpmont in Sydney became necossary,
involving oxtra handling charges and hence trade ceased., Dircet ship-
monts to New Zealand, Wostern Australia or North. Queensland ports werec
possible only by chartering special boats, Wthh would probably have to
travel to Hobart in ballast,

10. (a) The threc Commissioners who rccommended that the Nav-
igation Act romain as it stoud, but that the official administration be
changod and tho officer rcsponsible for administration bo placed directly
under a Minister, pointed out that the subject mattor of the Commission
was originally entrusted to a Solect Commlttce of the House of Roprosont-

~ativess The Committco was appointed to 1nvostlgato statements made against
3 o © the Navigation Act - "statoments sot forth and endorsced by the Tariff Board
F ..+ in its Anmual Rcport dated 28th Junc 1923, The Chairman of the Tariff

o a **  Board placed & memorandum beforoc the Committee and gave evidence in support
) T . of the Board's claim that ",..thc Navigation Act .is working very detriment-
: o ally against tho best interests of the primary and sccondary producers.

In regard to competitive marketing the Board stated the act placed prod-

“ucers in Queonsland, Wostern Australia and Tasmania at a disadvantage

when cndeavouring to compote with imported goods shipped to other states”.

p : (b) The thrce Commissioners found no cvidoncc that the dev-
oclopmont of tho statcs of New South Wales,; Victoria and South Australia
“had been in any way retarded by the ict. Theso states "contain throee-
fourths of "Australia's population, produce threc-fourths of total primary.
" and secondary output, and beltweon their ports are 1ntorchangcd four-fifths
~of Australia's interstate cnrgoos!“) Tho Commissioncrs were of the :opinion
that thore had becn no additional centralization in thoso States singcs
tho. Nav1gatlon Act came into ophratlon.

(¢) It was alloged in ovidence that Tasmania had "beon placed
at a sorious disadvantage" duo to the working of the Navigation Act.
Aéalnst this the Commissioncrs maintained that Tasmanian oxports, msasurcd
in actual tonnago, doubled from 1913 to 1923; again, that the oxport of
. : L fruit ovorsecas in 1923 was a rocord of 1,562,000 casos, and that morec boats
. , ... wont into Hobart in 1923 to ship fruit than ever before; that although only

IR

" (3),Transhipment charges will bo discussed in dotail in Chaptor IV.

(4)R0port of tho Royal Commission on tho Navigation let (Printod 20th August,
1924) Roport by Three Commissionors p.37.
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half the numbers of fast mail boats visited the capitel port, this
faot applied to every capital port in Australia because. the oversea
mail servioe was 50 per oont below pre war. Again, "the rates on
fruit and the products of fruit between interstate ports on ships
under the Commonwealth Navigation Act end the arbitration laws are
30 per cent above pre war rates. On oversea ships not affected by
these laws the rates on fruit and the products of fruit are 60 to
250 per cent above pre war rates."® (It should also be noted that
1923 was Tasmania's record year in tourist traffic and that 98% of
those who visited the state travelled on vessels manned by Austral-
ian seamen).

(@) As a result of their investigations the Commiss-
ioners concluded that, there was a 30 per cent increase in Austral-
ian coastal rates between the outbreak of war (August, 1914) and
the advent of the Navigation Act (July lst, 1921), but that coastal
rates had not risen after the Act. On the other hand ths increased
. freight rates imposed by the overseas companies upon the majority
! o " . of Australian products for Europe, 4sia, Africa and America were
: ' considerably higher than this 30 per cent. Again, the three Comm-
issioners contended that Australian coastal rates were not in excess

- of rates charged between ports of territories with similar geograph-
ical cirownstances. For example, Australian coastal rates were
below the rates on the coasts of the Uhited States, South America,
and South Africa, although ships on such coasts have the advantage
of lower running oosts so far as wages are concernede

lle In the third minority report the two Commissioners,
in a preliminary note, pointed out that the whole investigation
involved more than ordinary difficulty because conditions were not
normal, and fwther that the shipping of the British Eapire had been
- wnder government control for some time during and after the war.
Moreover, after the war services were necessarily curtailed, freight
rates iIncreased,; and in 1921, shortly after the cessation of control,
the Navigation Act became operative. The shipping industry was
~oonfronted with many difficulties due to the sudden change over from
. war to peace, with all the attendant alteration of conditions, and
this fact "made the task of determining the actual offeot of the Act
-on Australian trade, industry and development a very difficult one"
(The difficulty lay, of course, in separating the effects of the war
from the effects of the Navigation Act, on shipping services and
. freight rates, and upon industrial development). //////”
: 12, In 1928 the Prime Minister announced in his policy
speech his Ministry's determination to repsal the coastal clauses of
. the Navigation fot. After referring to tho "deorcased facilities,
- notwithstanding the increased population and trade", Mr. Bruce said:-

"It is shown that these decreased faoilities, combined
with high fares and freights, have operated to the de-
triment of Australian industry as a whole. The Govern=-
ment feels that this condition of things cannot be
allowoad to continue. The coastal clauses have failed

~ %o aohieve the objects for which they were introduced,

©  but the Government does not consider that it follows
that all endeavours to establish an Australian meroan-
tile marine should be abandoned."

"It is, however, impsrative that new methods should be
. adopted. The Government therefore proposes that the
. ooastal olauses should be repealed and that,:.in lieu
thereof, proteotion should be given through the tariff
provisions to vessels complying with Australian stand-

ards of wages and living conditions."

- "The Government believes that, if a rate of duty were

) o imposed on passengers and cargo ocarried by o?ersaa ships

Lt o ~ in oompotition with Australian shipping around our coast,
' ST : sufficiont to give proteooction to our shipping industry,

TN
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_ the protection to Australian shipping against competition from over-

' for examplas =

~ provided by the Na.v:Lgation Acte

" been unmindful of this fagt in dealing with the shipping industry.

il community by -

wo would socure fair compotition, which would ‘ Tl

result in a nore officicnt servico and in reducod = | 8
fares and froightse From the rovenue whioh would
be received from such duties, subsidios could be
paid.to Lustralian shipping services."

"This," Mr. Bruce further declared, "whilst assisting
Australian shipping, would also sorve to assist the
development of the outlying or backward portions of
the Commonwealth."

Following these declarations, the Bruco-Page Government was again
returned to power by the fustralian electorate. Honce under date
4th January 19259, the Minister for Trade and Customs referred to the
Tariff Board - 0 the question of the practicability and dosir-
ability of enocouraging tho primary and secondary industries of the
Commonwealth (including the industry of shipping) by substituting for

seas shipping in the fustralian coastal trade, (afforded by tho Coast-
ing Trade provisions of the Nav1gatlon Act), proteotlon by other mesns,

(a) By tho imposition of taxation on cargo and/%r
passongers carried intorstate by overseas
" vessols; or
(b) By tho payment of subsidy or bounty to Liustral-
ien shipping; or
(6) By the liconsing of overseas vessels to engage
_in Australian coastal trade subject to the pay-
" ment of licenoce fees on a basis to be presorib=-
ed; or
(d) By & combination of any of the above meanse

The Board's investigation involved a comprehensive review of the fin-
ancial position of the various shipping companies and organlzatlons
concernod.

13. Tho torms of referencd of the Minister for Trade and
Customs to the Tariff Board clearly indicated an intention that
proteotion to Australian shipping aganinst competition from overseas
vessols should continue, the question rcferred to the Board being
that of the substitution of some form of protectlon in lieu of that

14, It has often beon pointed out by the Board in annual
reports and in reports on applications for tariff revision that those
industries enjoying protection under the custons tariff are under an
obligation to the 00mmunity to provide satisfactory products at ©)
reasonable prices, having in view costs of production and other factorse
This naturally applies, in no less degree, to industries protected or
assistod by means other than thoe Customs Tariff and the Board has not

15. This being so, although the Minister's reference called -
for inquiry only into the question of substituting some-o6ther form of
protection, the Board endeavoured to ascertain to what extent those
shipping companies which operate under the protection of the Navigation
Aot had suoceeded or failed in fulf1111ng thelr obligations to the

gug Providing roasonably satisfactory services.

b) Maintaining a reasonable standard of freight
rates (and passenger fares) having regard to
ship operating oosts, tho services ocalled
for, and tho rates (and faros) obﬁaining in

- othor parts of tho world. :

o

(G)Compare the recont announcement by tho Primo Ministor (Mr. Chifley)
that the Tariff Board, in acsooiation with the Socondary Industries
Commission, would, in future, investlgato regularly the ocost struoturo
of proteotod induotries. _ :
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164 The sefvices rendored by the Australian shipping
oonpanios were, for the inquiry, divided into two main headings,

_namely, passengors and cargo, and these were further subd1v1ded

1nto »

(a) Passengers (13 Accomodatlon.
(11) Fares.

(b) Cargo =~ (i) Froight rates.
' (ii) Freight space.

Our conoern in this study is with "b" above onlye

217+ Various evidenco tendered to the Board indicated that,
vhether justified or not, there was a general feeling that high freight
ratos wero a burden on manufacturer and primary producer alike, and
the conviction was widespread that the conditions imposed by the
Navigation Aot constituted one of the main reasons for the reputedly
high freight rates. This general opinion was apparently held by the

. members of the British Economic Mission, who stated in their report

to the follow1ng effects -

"These states (Wostern Lustralia, South Australia,
Tasmania), and Tasmania probably most of all, are
further handicapped by the high cost of freights
in interstate trade, which result from the oper- .
ationcf the Navigation Aot"

Two questions than arose, namolys=

éa) 'Wore the Australien coastal freights excessive?
b) Tould the ropeal of the coastal clauses of the
Navigation Act tend materially to a reduétion
in these freight rates?

18. Seotion (a) above was considered by the Tarlff Board
under the two headings, vize-

(a) The movements in overseas and Australian coastal
freight rates from 1913-1929.

(b) 4 comparison between the rates ruling on the Aust-
ralian coast and those on the coasts of other
countriese .

‘:Suoh comparisons are difficult to draw, the Board's oonclusions are

sunmarised in paragraph 42(b)e.

19. During the course of the Board's inguiry reference was-
repeatedly made to the faot that the freight rates on the Australian

- ocoast had inoreased since the Navigation Act came into opsration, fram

which it might be inferred that the Australian shipowners had taken

- advantage of the protection afforded by the legislation to charge

unduly high ratess Tho figures quoted in the report and the compar-
isons made show that although therse had been an increase in the
Australian interstate freight rates since the Nav1gat10n Aot was
proolaimed, there has boen a greater relative inorease in the freight
rates charged by overseas vessels. For oxample, the interstate
rates aurrent in 1929 represented an average increase of 59% over . .
that of 1913, whereas in the oase of the overseas tradoes the rate

for 1929 represented an increase of 79% over that of 1913. During

. the 191419 war period the rates from Australia to the United

Kingdom inoreased by 492% whilst ovor the same period the hustralien

ooagtal rates, which were under govermnmontal ocontrol romained stable. .

20. Although Australian coastal rates in 1929 appeared to
boe high iIn relation to oversoas rates, they wore oomparablo to the
soagtal ratos of othor countrioes. Tho Tariff Board was sntisfied
that Australinn oonstal rates wore warrantod under the oirounstanoces.
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21, With rogard to froight spaco the evidence tondered
to the Board indicated that, with tho exception of refrigorated
spaco and deck space for fish, the facilities offerod by the
hustralian oompanies for the oarriage of cargo were regarded by
those concerned as sufficient to meet requirementss In regard -
Yo refrigerated space and spaco for fish, complainis were made of
disabilities in certain directions.  Complaints regarding lack
of facilities for the shipment of fish were made by ropresentat-

ives of the industry in Tasmania. In 1929 the fish industry to -

Tasmania was worth about £37,000 ps.a. Fish for Molbourne had to
be shipped via Launoceston frOn Hobart. .

22. It was contonded that the oonditions inposed by
the Navigation Act had“boen a hoavy burden on industry end that
the shelter from competition provided by the Lot had resulted in
a lack of incentive and efficiency on the part of the Lustralian
shipping oompanises. It was olaimed that this being so, the

Navigation Act had failed in its objeot, namely, that of building
up a mercantilo marine. The whole matter was complicated by
reason of the faoct that tho Navigation Act had come into opsration
before the recovery to normal after the unsetvtling effects of
the war period. Henoce, in considering the gquestion the fOIIOW1ng
dates were notaed by the Board, vizi=

1914—18: . The war period.
1917y The completion of the Trans-
: " Australian Railway. -
1918-211 The period of extreme shortage
: of tonnage in the world's
shipping and the peak price in
‘overseas fre’zit rates.

1920  The release fyvom Governmental
AN ' ~ oontrol of the Australian inter=
N, "~ state ships.
19212 Tho Navigation ot came into oper=-
7 ation.

1 1921~241 The extensianj of the Queensland
: coastal railways.

23. The effect of the war in reducing the Australian
coastal fleet was very materials During that period the Australian
meroantile marine was under Govermmental ocontrol, its services, fares, .

“and freights being regulated. " Ocoan %ransport became of vital

* Importance to Great Britain, many boats were lost through submarine
-.attacks, and, as a result, freights rose sharply. A large number of

. Australian vessels were roquisitioned fer war service, and, in 1921

the total tonnagoe of passenger vessels was 93,657 tonss. In 1929 the

“tonnage of the fleet had declined to 75,000 tonse. The extremely

high freight rates which obtained overseas during the post war period
created an extraordinary demand for tonnage. Moreover, fluotuations

~in the ocost of giipbuildingwere very violont.

24« The Navigation Act was brought into force in 1921. The
coetial fleet had been under control wmtil 1920, and therse was a shortage
of cargo tommage at tho ond of the conirol period. It was generally
oonsidered that the securing of boats to handle the cargo was more
imperative and would prove more remunerative than the addition of boats

~ for the passengo® aorvices, and for that reason all purchases to replaco

the older ships that wore sold were cargo boats. Contemporaneously

with tho sorious reduotion of the servicos on the australian ocoast by

the withdrawal of oversea boats came the added froility for travel on
land, both by railway and by road. This competition would have had a

.markot effoot wnder any oondition, but the effoct was moro sorious by

reason of the fact that it partially coinocided with the reduotion in
officiency of the shipping fn01lit105o
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25. The Tariff Board was convincod that this roduction b
in tonnage of the Australian coastal floct did nct indicate neglect ' X
or indifference on tho part of the Australian shipping companies. 3
Tho roduction was also not to any considerable oxtent an offect of -
the Navigation hete To substentiate this viewtha Board listed the ;
- more important fectors whioh had contributed to the reduction in the -
. hustralian ocoastal fleet and the deoroased number of persons travell- .
ing 1nterstato by sea, vizi- o
i
éag The exigencios of tho war period. :
b) The shortage of tonnago following on the war. ?;-ﬁ
éo) The extreme costliness of shipbuilding. o
d) The growing oompetition of means of transport B
othor than shipping. e
(6) The hold up of vessols due to industrial dis- b
putos. -
26+ - Throughout its inquiry, tho Board endeavoured to obtain o
data vwhich would enable it to assess the likely rosult on the Austral- AN
ian interstato passonger and oargo services that would ensue if the 5
coastal olauses were roscinded. The Board directod its attention to -
answering two questions, namely,
(a) ¥hat proportion of the present trade of interstate I
shipping conpanies would be lost if the overseas SR
vessols wore pemitted to enter the coastal trade? I

(b) T¥hat tredes did overseas shipping companies ply : )
. on the Lustralian coast bofore the coastal clauses R
of the Navigation Aot ocome into operation, and R S
what trados would they operate if the Australian i
coast were again open to them?

TheATariff Board oconcluded that,

e S \\' (a) The amount of ocoastal trade done by overseas
o vessels prior to the lst July 1921 was very
small, being approximately 2% of the total
trado.» )
(b) Overseas vossels plying rogularly around the
- Australian coast anticipated handling very ‘ e
littlo carge even if the restrictions were R e
ronoved. It was probable that oonsiderable oompanif
space would often be available in those vessels,but the @”
N - did not expeot to entoer seriomsly into the ‘
s B a cargo tradoe Sl

Representatives of the interstate shipping companies expressed the fear

that if the coastal provisions of the Navigation Aot(ywre withdrawn, P

spasmodic oompetition would arise from tramp vessels' ’and other overseas |~ - .7

vessels which would seek tonnage on the Australian coast when there was '
" a shortage of tonnage elsoewhero.

27« As pointed out above the Navigation Aot imposes upon
- shipping ongaged in the Australian coastal trade other than those’ )
specially exempted by permit, ocertain conditions, ocomplianoe with which poa
has added considerably to tho cost of the servieces. Part VI (Seotlons -
284-293A) of the Act makes provision for the licensing of . ships to
ongage in the coasting trade, and no ship, whether registered in .
Australia or otherwise, is permitted to engage in that trade without -
a liocenco.

28, The Tariff Board sought to ascertain the ocost to the
Australlan shipping oompanios of complying with the conditions imposad
by the Aot.: The position was (and, ofcourse, still 1s) oomplicated

3 ! » E (,; It is tho business of tramp vessels to wander unrostrainedly over ‘ ;

' ' the seven soas searching cargo In any port where 1t may be awaltxng SRR

o . shipmant. The tramp opsrator socures cargoes for his vessels through '

- L ~ shipbrokers throughout the world who specialise in samcuring such oargoess
Sk - - Trapp oompetiton is .on the basis of prioe. The rate quoted is the deter-
mining faotor.
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in that tho Navigation Act and the Arbitration Court each have &n
influence and hence it was diffiocult to detdrmine to vhat extant

.the added cost was due to sach of the ocauses namoed.

29« The Navigation Act sets out thae conditions of accrm-
modation, mamning and victuallinge. The Arbitration Court requi: .s
local ship owners to pay oertain wages and observe certain hourgs. .. --
The whole aim is to bring the conditions of omploymont of the Aust-
ralian seamen into line with the accepted Australian standard of
living.  The maintenance of these conditions has been very costly
and has placed a heavy burden on those who engage in- 1oca1/sh1pping
ag compared with overseas shippinge.

30 (a) The Tarlff Board grouped these additional oosts
under two headlngs:- :

* (&) The cost of altering vessels constructed
: prior to the Navigation Aot in order to
make them comply with the oonditlons of
. that 4Lct,
() ‘The_extra costs due to wagos and oomditions
-+ inoluding, , ,
(1) number of orewe
(11} rate of wages.
(1i1) victualling.
: S . . (iv) sick leave.
- S e ' (v) overtime.
: S s (vi) industrial troubles.

. A (b) With respeot to (i) end (ii) not only did the
(. ~ o Tariff Board find that the Australian wage showed
a substantial inorease over those of other coun-
tries, but the number of officers and orew employ-
oo : . ed in manning a vessel on the Australian register
. . .~ . . was also in excess of tho requiremonts of other
I . " nations, averaging about ten more than either the
‘ Fo * : : - American or the British, and representing an
R S e Increaso in the manning of from 25% to 30%.
S o : (o) With rospect to (iii) tho cost of victualling was
: EERE "~-..  greater per head on the Australian coast than in
= I IR o any othor part of the world, and the aggregate cost,
was, ofcourse, further inoreased by reason of the
: hands employed.
_ L L (d) with rospect to (iv) seotion 132 of the Navigation
) s S ' . '~ . Act requires that a soaman or approntice left on
© -~ . "~ shore at any place in Australia by reason of ill=-
ness or accident in the service of the ship incap-
acitating hin from duty, shall be entitled to the
continuance of full wages up to a certain stated
limi% during such incapaocity. The Tariff Board
calculated that the probable cost of this provision
cost the industry approximately £25,000 per annum
(¢) With respoct to (v) the most serious additional
A o ‘ - oharge borne by the Australian shipping oompanies
v E R - is that incurred for ovortimed®  Evidence sub-
: SR R 2 mittod to the Tariff Board indicated increasing
‘ I - oosts oxcept for stores and water, and dooking and
repairs, and showed that the most scrious inorease :-
was in relation to overtime, tho 1926-7 figures .
for whioh wero approximately 500% highor than
thosa of 19134, '
(f) The Board drew attention to the very serious cumulative
_ , ‘ . effect of the charges reviewed. "It is of vital
i : o - ‘ importance that the cost of running vessals should
: - be roeducoed wherever possible, partiocularly in view
of the faot that investigation has shown that under
existing conditions tho profits made by the shipping

(8). The effect of overtime rates on the oost of ship operation should be

nozed, expeoially insofar as operational ocosts determine the ruling freight
ravese. . '

.
y.
+
!
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companies engaged in the Australian coastal trade
have been noegligible" (pago 32)e« In this conn-
oction tho Board pointed out that the Australian
'‘mamning conditions call for a larger crew for
vessels than is employod on vessels trading on the
ooasts of other ocountries, while at tho same time
the costs on Australian vassels for overtime and
. othor similar items is much greater than olsewhere.
(Ofoourse it is only reasonable that Australian
seamen should reoceive wagos and be subjeot to oon=~
-ditions consistent with those applying to othor
Andustries in dAustralia. As regards overtime,
howevor, the mon enployed on & vessel are in a
different position from those working on shoras
The former live right on thoir job, vhile the
lattér have froquently to travel some distanoa
. to their work,) Thile id did not suggest that the
. longer hours which were worked at one time on
"Australian vessols should be reverted to, the
_Board folt that the existing conditions governing
tho payment of overtime should be capable of
revision with a view to acsisting tho Australian
shipping oompanies to reduce the cost of rumning
their vessels. "It would seem reasonable to
expoct that where the manning conditions are on
& more liberal scale, and the rates of wages
higher, the overtime charge should not be
greater 1o such an extent as the figures quoted
herein show them to be" (page 33).

(f) Another difficulty with which the local shipping
companies have had to contend is the serious
nunber of industrial disputes thet have occurred
with regard to either orews or waterside workers.

: In this respect the Board reported as followsy -

o : "The conditions of employment on the
A ' ships trading on the Australian coast
N . .are supar ior to thoso obtaining- i mosE
o other countries, and the maintenance of
such conditions calls for the oooperat-
] ion of all parties concerned in an offort
T to make the cost of running vessels undoer
' such conditions as low as possiblae consis-
tont with roasonable standards of living."

3l. Reference will be made later to tHo soveral joint working

_arrangements wnder which the ihterstate shipping oompanies operate butb

", here it should be noted that the Board found no evidence that the arran-

gemonts had been dovised for the purpose of enabling the shinping com-

. panies to take wndue advantage of shippers or that they had been oper-

ated to the detrimoent of those using the services.

32. Thoe finanoial rosults of the Australian shipping companies
fram thoir interstate services woro examined by the Board, for, obvi-

"~ ously, if it oould be shown that the compenies protected by the ooastal

olausos of the Navigation Act had taken advantage of the protection by
charging wduly high freights and fares, that might be regarded as a

‘justification for substituting some other form of proteotion and taking

the oonsoquent risk of reducing the existing protootion.

33« Tho greator proportion of the intorstate ocargo and pbss-
engor servioces (over 90 per oont) whioh would bo affeoted by the opcaing
of tho ocoast to ovorseas shipping 4s owned and controllod by the 4ust-
ralien Stoamship Owners! Fodoration. Thorc is a considerablo tonnage
on the Australian coast ovnod by concorns outside the Federation, but it
is engaged .for the greater part in intra-state trado or in servioces
wnlikely to be offected to any appreciable extent by cohpetition of
oversoas vessolss - For this reason, the Board restrioted its investi-

gation into the financial position of tho companios within the Federation.
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34s Each of the.canmpanies has trading operations

concern of the Tariff Board in the investigation was to ascortain
the finanoial results from interstate trading the figures relating

4. to interstate shipping were separatod out from those relating to

the other interests. For the purposo of arriving at tho position
of interstate trading, the average capital omployed in that side
of the business was oaluclated, not on the basis of original val-
uation of tho assots of thd respeotive companies, less allowance
for depreciation, but on the Federal Taxation Commissioners!'
written down velue. Tho Board considered this to bo the most
equitablo basis to work upon as tho value of tho vessols had

"beon written down in the books of the companics to figures much

below their market value.
0 :

35, For tho yoars 1926, 1927 and 1928 to which the
investigation. referred toﬁﬁl net profit from all sorvices decreas-
od progressively, and i 6630 of some of the companies, there was
some inflation of capital in earlier years. These were investi-
gated by the Board'!'s accountant, the investigation going back as

far as sixtosen years. So far as the shipping business of the

" compaenies was ooncerned, the inflations were the result of charter

monoys earned during the war period and immediately afterwards,
vhen rates were abnormally high, and of the sale of vessels during
the sameo poriod when ships were at & premium and extraordinarily
high selling prices rulede The Board found that, "tho dividends
peid in recenﬁ&ears out of the prpfits other than from interstate.
shipping have to a large extent been thé result of moneys earned
by chartering and the sale of ships together with the income

dorived from profits wisely invested". (page 36).

36. 4s regards the finanoial operations of the
companies in interstate shipping, tho Board found that on the
basis of oapitdl amployed the result of trading for the years

1926, 1927 and 1928 was as under:-

Year Por cenﬁ

1926 2.4 profit
o 1927 1.6 profit
T - 1928 ' 0.8 loss

These figuros clearly indicate that the companies were dependont upon
the return from their business interecsts outside interstate shipping

for such profits as they earnod.? '

37« ‘Bvidenco indicatod, thet the decline in the earnings
firom interstate shipping during these years was to a large extent,
caused by industrial disputes between the companios and their amployees,

" by interruption to services caused by labour troubles on the waterfront,
. and by dislocation of servicos due to disputes in industries on which

shipping depends for a oonsiderablo proportion of its business (e.g.
disputes on the coal ficlds resulting in diminution of output).

' 38. However, the Board oould see no reason why tho Aust- -
ralion intorstate shipping oompanies "should not, in the future, be
able to show a roasonable profit on ocapital investud provided there is
a return to nomal oonditiong and roasonable freedom from labour
troubles" (p. 37) ‘ - '

\

39. Although the Board as a resulf of its investigation

; did not favour any alteration of the existing law relating to navi-

gation, it gave oonsideration to the question of the prao?ioability
of substituting some other fom of protection to Australian shipping
other than that afforded by the coastal olausos of the Navigation
hot. One such sohame oonsidered was that passongers‘and/or cargo
may bo ocarried betwoen ports in fiustralia by all ships, British or-
foreign, on oomplience, at the option of the ship ownor, with one

or other of two oonditions, namoly:- 7
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- (a) Full complisncc with Austrelian conditions
- .- . as to manning, wagos and crow accommodation;
- o ‘ or
Lo .~ - (b) Payment of a tax, at a proscribed rate, on
’ the business dones In other words the ex-
isting provisions of the Navigation fot as
to the granting of licenses to angago in the
coasting trado to ships complying with Aust--
ralian conditions should bo retained as a
. _ simplo and offoctive means of identifying
oo -~ sghips that comply with Australian conditions,
' B but on an optional basis. =~ No tax would be
. payablo by lioonsed shipse.
(i) Passonger Taxi- ‘A fixod charge of so
: ' much por passongor, por 100 miles of
e distanoe covered, carried by an unlicen=
: S sed ship botween tho ports of the
A - ‘Commontwealthe
L (ii) Cargo Tax:~ A fixed charge of so much
: por ton of ocargo (by measurement of
voight, according to basis on which
froight is charged) per 100 milos of
distance covercd carried by an wmlic=-
onsed ship between ports in the
_ Commonwealth.
(iii) Passenger Bounty:~ The proceeds of the
abovo oargo tax (less a poroantage do-
duotion for administration) to be div-
ided poriodically among ovners of gencral
cargo or cargo and passcngor steamers,
ovor 1,000 tons gross register, licensed
‘ to ongage in tho coasting trade, in pro-
S o portion to tho cargo speco vacant (com=-
: B puted on the basis of shipping ton of 40
. oubio ft) on those ships per 100 miles
N travellod on voyages botween ports in the
: o Commonwealth during the period covered.
U Tho scheme provided that the bownty should be
s payable, in rospeot of any voyage betwean
B Commonwealth ports of call, only on that amount
e : - of passenger accommodation or space prcvided.
’ The poeroentage was to be fixed, as noarly as
’ could be arrived at, on the average normal space
over a year, on all ShlpS then trading on the
coast, :

‘ 40. Tho following‘oommonts on the abovo scheme were sub-
mitted to tho Board by the Australian Stesmship Owners' Federation, -
vizg. _ '

(a) The comploxity of the scheme would throw much work on
shipping oompanios and the navigation authorities.- .

(b) Fares and froights aro not based on distance only. The
fixing of freights is a vary ocomplicated and highly
toohniocal mattorand, as will be seon later, involvos
quastions of volume of traffic, handling-oharges, ports

* of oall, harbour duos etc. Tho fixation of a duty on
. dlstanoo would not, . therefore be equitable.

_(c) No differentiation was made to compensate for subsidies,
oto. granted by various nationalities to their shipping
sorvioes. These vary enormously, and a flat rate of duty

(9). The 1924 Royal Commission also oxamined the financial results
of the shipping companies. The inquiry covored one year baefore the 1914-

18 war, ono year just prior to the ooming into forco of the coastal provis-}

ions of the Navigation Act and one year under tho Act. , The years 1913,
1920~21, and 1922 ware solected. The peroontago 1ncrease of the sarnings
and oxpenses on those of 1913 for thc years 1920-1 and 1922 respeotively

wore as folloWsi= 1930:] Barnings - 95.58% 1 Exponsos - 93.82%

1922 Earnings - 83 27% t Exponses - 90.88%

 Remmzrmeriommy b
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“would, thoreforo, oporato unfairly as betwoon vossels ' o t

.- of differont nationalities. : U e
(d) Tho rwumning costs on tho coast fluctuato from wook to g o

e wook with tho rise and fall in tho cost of living, ar-

) RS bitration awards, now logidation and regulations. Any

R ' ' tax would, thorefore, need to be continuously revisad.

o o (e) Owing to the demand for froquont services even for small

o ‘ - ~ports, tho enormous variations in tho volume of traffic,
it would bo impossiblo to arrivo at tho "iormal” emount R
of vacant spaco for the purposos of tho payment of tho .

: proposod bownty to tho intorstate shipping oompenies. :

(f) As regards passengors, tho only cost to the oversea vess- b
ol would bo the victualling and laundry of tho passengers . .}-.*
as all other exponses would bo incurred whother tho pass- o

. ongors were ocarried or not.

(g) 4t times, owing to low froight and oharter rates overseas, '
the Austrelinooast might be floodod with overseas tonnago,
whilst at othors, vhen overscas froights and charter rates
were high, competition from overscas vessels might be noeg- C
ligible. Tho interstate ocompanios would not be able to e,
determine what cargo or passengor tonnage they could pro- SRR
fitably employ all thoe yoar round.  Should e large tonnags, PE
including tremps, be on the coast, vessels would have to TSR
bo laid up and these under the suggested scheme would not '

" only be not antitled'to the bounty, but would be incurring
heavy port dues end suffer seorious deterioration.

(h) - It would bo. impossiblo to fix a schome of taxation to meet
oompetition from tramp vessgls. .

(1) The scheme containoed n¢@pr3%5&%1ng outside competition from SRR

' engaging in the payable portion of the trade and leaving
tho unpayable portion uncatored for, or to be catered for
by looal shipping.

T T T RS

4le The report of the Tariff Board cancludes with a
gonoral review of the Minister's terms of reference, which suggested
the existence of disabilitios to Australian industries, primary and.
secondary, due to the operation of tho coastal clauses of the Navi-
gotion Lot, and indicatod a dosire on the part of the Conmonwealth
Government to ramove or reduce such disabilities. The wording of
tho reforence also oconcoded the noocaessity for continuing the proteoct-

- lon of fustralian interstate shipping. Hencoe, the Board!'s inquiry
narrowed 1tself down to the question whethoer thereo were any disabilit-
ies and whether, if theoy do exist, the repeal of the coastal olauses

C of the Navigation /fiot and the substitution of another fom of protect-

‘. : e ion to interstate shipping would remove suoh disabilities w1thout

- oreating other equal or greater disabilitiose.

' 42. The scope of tho Tariff Board!'s inquiry resolved -
itself into invostlgatlnv tha fOIIOW1ng:- b

(a) The Effioienoy and /fdoquacy of Existing Servicos.

) . : : (i) As to this quostion a number of complaints of a
‘ ' : ' gcnoral nature wore made agoinst_ the existing
sorvicese. Thoy included statements that the
Navigzation Aot had failod in its purposcé in thaet,
vheroas an inoreaso in the .interstate fleset should Ve
. have been expeoted, the mumboer of vessels and the N
. aggrogate tonnage had deorcaseod. it wus'olaimed ol
g by some witnesses that since oveorseas vossels wore
' - debarredfron entoring thoe coastal trade, certain
shipping routes that previcusly were well oatered
g for woere inadequately sorveda
(11) The defenco of tho shipping oompanics was that the
fleot ongagod in the coastal trado was roasonably
: sufficiont for the business offering and that the
‘. ' diffioultios of providing adequate services under - NP

It will bo soan from tho foregoing that, whereas earnings deoreasoed by" 'ﬁ;] e
»12 317 in 1922 ox enditure only deoroasod by 2.94% anc¢ this notwithstanding’ - o

a%ha% Broes, famnagg }g%s%saf%y%v 181&% ag oo ggssdwvigbh*mz §f 19%820« -
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wder tho oonditions obtaining in tho usustral-
ian intcrstate trado had not beoon approciatod
by those by whon tho conplaints vero nada.
Regarding the roductlag in the fleet, it was
advenccd that tho eltoered methods of trﬂnspor-
“tation which have come into use (f6F oxample,

s motor vehioles and oir services), togethor with
railway oxtensions, had had tho offoot of sor-
iously ocurtailing the passenger and freight

o traffioc intorstate by sea.
. . (11i) Evidence was tonderod as to the proportion of
- ' : S vacant space -~ both cargo and passonger = over
long periods in vessels trading on the main
interstete routes. This evidence indiocated that,
oxoopt on rare ococasions and in spooial circun-’
stances, the vessols employod in the coastal
sorvices were more than adequate. o
(1v) Apart fronm ovidenoe of a general nature, statements |
_of a more or less speoific charactsr were made’
regarding the existence of disabilities to Aust-
ralian prinary and secondary indusiries arising o
from the incidenco of the Navigation Lote. It O
was evident that at times disabilities had been 0
experienced by shippers owing to lack of freight
space, but these wore in tho main due to special
circumstancos or abnomal conditiores rather than
to eny laock of enterprise or elficiency on the P
part of the Australian shipping companiese L
(v) Taking all the facts and oircumstances into con= :
" sideration, and heving regard to the finanoial
results of the trading operations of the principal
' , oompaniaes, the Tariff Board concluded *that the
- existing intérstate cargo a2nd passonger services
' wore all that oould reasonably be called for from
RN \‘* any cconcern expeoting to run such services on a
CL : commeroial basis. fis a matter of faot, as
~ regards oargo, the Board was of the opinion that
! on the evidenoe the Austrelian shipping companies-
had no case to answer. /Rospecting individual
L complaints the Board oonsidered that they were
oo capable of rectification without any alteration
in the existing system of proteotion.

~
A Y e S ey

K

3 PN i o . St
oG T T ST R T L T
oo ot Tt

CRY et

; . (b) Have the Australian Shipping Conmpanios Taken undue fidvantage . ..
} . "of the Protootion Afforded thom? 25
= ‘ o ' (] With a vieow to detemining this question, tho ' o
: - o Board made spooial efforts to obiain information S SRS
as to freights and fares obtaining in comparable
services on tho coasts of olher countries. Steps 3
wore also taken to ascertain how the inorease, b
vhioh tock placo in the ovorscas freight rates as '
betweon 1913 (the last normal yoar before the war) e
and 1929, cmnpare@@ith the dnorcase in the Austral- b
dan coastal freight rates over the same poriod. R
(ii) The comparisons, wore wholly favourable to tho '3;
Lustralian oompanies. This, coupled with the
financial rasults obtained by the Australian com- -
panios fronm interstate shipping on tho basis of . . RN
oxisting freight ratos end fares, as disolosad ]
S : : by the investigation mado by the Board, led tho
Board to tho conclusion that the comparatively
high rates and fares obtaining on the Australian
- ooast were not due toovorcharging or ineffioiency
~on the part of the shipping campanies, but rather
to the immenso distancos betweon the gorts and, ! i
in the oase of many of theo intersiate routes, the
- small volune of business offering. -
(1i1) The standard of wages-and worling oonditions generally e

1
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in the Australion shipping industry aro high,
and tho faet that tho industry had been able to
carry on undor such conditions was, in the opin-
ion of the Board, duc ontirely to the rational-
isation of the services, nade possible by the
egreement wnder which six of the principal Aust-
ralian companios operato their vessols.

(iv)  In viow of statemonts mado before.the Board from
time to time as to tho effect of freight rates
on Australian industrios it was fully antici-

: : pated that representatives of the industrios
Tl » : would appear at the inquiry in order to present
' ’ . ovidence of any disabilities in this oconnexione
- A possiblo explanation of the absenoce of any

representations on behalf of thoe chambers is _
thats it was realised that vhat were described as
"the high Preights on the Australian coast" are rot
wduly high oonsldorlng the oircunstances under
which the sorvices are ocarried onj or _that if
there were ocause for complaint, the ‘position was
not remediable by any action which might have
resulted from the Beard!s inquiry.

(¢) What would bo the Bffect on tho existing sorvicos if Overseas
Vossols were permitted to entor the Australian Coastal Trade?

(1) Therc appeared little doubt but that if overseas
: B '~ shipping were enabled to engage in the Australian
. - ~ o - coastal trade, the rosult at the outset would bo
: : ‘ improved services. The quostion arose, howaver,.
as to whother any action taken in the direction
indicated would not so prejudicially affect the
L o o ‘existing interstate services that they would of
' - e " neoessity bo reduced with consoquent financial
AR B S . loss to some or all of those engaged, with the
BT S . , +- ultimate result that the services would be no
S : \ . more efficiont or oven loss officient, than those
. . at presant provided.
(ii&‘ Any reply to this question 1nvolvos consideration -
: ‘of the followinge:=- - ’
- (1) The volume of trafflc that would be lost
. i to the interstato shipping if competition
- , : from overseas vessols were permittoed;
: : (2) The likely offect of the loss of such
trade by interstato companies; and
(3). The finanoial results of tho prinoipal
R ~intorstate shipping oompaniaes..
(1i1) In regard to (1) the Tariff Board considered that
* " the offeot on the volume of business done by interstate
oompanies would, of courso, depend on the terms undoer
- which oversoas vessels were permittod to engago in the
coastal trade.. If a heavy tax were imposed on the
~overseas shipping, in order to equalise oompetition, or
if somo oompensation wore mado to interstate companies,
then tho losses of such companies might not be material.
On the other hand, if the tax imposed on the overseas
ships were not suffiocient to prevent competition, 'and the
N . , added faoilities at the outset would be considerable,
A .. Dbub tho lossos sustained by the interstate companiecs
Tk R o~ - would oortainly be material. The Tariff Board fowund
VRS ' it virtually impossible to ostimate tho amount of cargo
‘ I ~ vhich would be oarried by overscas vessels on the
o o Australian coast., Witnesses representing overseas
i , B B - mail boats sorvices said that their ships would not be
. ; S e likely to engage in oargo carrying interstate as the
o : A o ~ plecking up end discharge of cargo would dnterfere with
‘ & L " " thoir time schedules. As-to other than mail gervices
?
¢

tho Board endeavoured to obtein evidenoe on which %o
base an estimate, but without sucocess. The represen=
tatiye of the Assooiated Intorstate Services put forward
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Aot any other form »f protection.

- substituting for the proteotion then afforded by the Navigation Aot somo

.the landed duty paid oosts of similar importod goods. ®ith this:

. , 170
the viow that overseas ships would naturally
seloct the moro profitablo cargo, that is, they .
, . would pick thoeyes out of the cargo offoering.
- (iv) . In regard to (2), tho likely effect of loss of
L trado on interstate services would also dopoend
upon the conditions under which overseas vossols
“were pormitted to trade intorstate. As to
. . oargo, tho interstate ships would lose coneid-
i . erable frelghto and the Board conoludod that
‘the companiss would have to adopt oither onc of '
the following oourses: :
’ ‘ (l) To nalntaln oxisting services
with reduced rovenue owing to
incroased vacant space and with
little or no reduction in ox-
penditure. This would naturally
.projudicially affoot the oompen-
ieg' financial rosultse
- (2) To recuco servicass
(v) . Rospecting (3), in oxder to inform itself as to
' the financial rosults of recent intorstate trading,
tha Board obtained from all tho chipping companies,
‘who appeared in dofence of existing conditions, -
balance-shoets, and trading profit and loss accounts,
“for the yoears 1926, 1927 and 1928. These statoments
wero closoly examinod, and, in addition, an .exhaustivo
investigation was mado on behalf of tho-Board by its
aoccountant. ive of the soven principal oompanies
were visited by the accountant, who made a olosae study
of tho financial rosults of cach ,company!s business
over the previous three years and a-general review
of the position for earlier yoars. (Tho rosults of
- the investigation ware veferred to above).

- 43, Sunming up tho position genorally, the Board was
oconvinced that the opening of the Australian coastal trade to overseas
ships under any system of protoction that would not be virtually pro-
hibitive would necessarily result in considerablo reduction in the
earning capacity of thoe interstate conpanlos, even to a degree that
would seriously affect their ability to continue oporations. Henoe,
in view of - all tho oircumstances, tho Board was convinced that it would
not boe desirable to substitutoe for the coastal oclauses of the Navigation

7

44+ Having dealt with the question of the desirability of

other form of proteotion to interstate shipping, there remained the ques-
tion of tho practicability of sv-i substitution. It is obwilous there
would bo oonsidorable diffioulties in any attempt to fix an adequato

tax on the oarriage of cargo and passengerse The degree of protection
nocessary to enable Australian manufacturers to produce goods in oompet-
ition with importod goods is capable of reasonably accurate calculatione.
In such oases, the Board is always in a position to obtain.on the. one
hand, the cost of production of the Aus%ralian goods, and, on the.other

information, it is possiblo to dotermino the margin of proteoction .necess-
ary to oqualise tho prices at whioh the Ausiralian and imported goods
ocan be deliverod at a givon point.

45, In rogard to shipping, howevor, the Board found it
praotioally impossible to detemino for taxation purposes the differenoce
botween the ocosts of ocarrying interstato cargo and passengors on overscas
vossels and the costs on Australian vossols. Assuming that the coastal
olauses of .the Navigation Aot worec repealed, there would then be two
competing ‘services, with standards of accommodation for ‘crews, rateos of
pay, hours of labour and rumning costs gonerally differont from the other.
The overseas ships = more partiolor’y in the case of "tramp" vessels -
would arrive In Australia, discharge tho whols or part of their oargo
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- Novigation Aot was noither praocticablenor desirablos ;
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at one port, and, if oalling et anothor Australian port, would,
in order to avoid taking in ballast, pick up tho availeblo cargo
for the Australian port to which it was procooedin;.

464  Tho quostion of subsidios also arisess Many
ovarscas shipping sorvicos are subsidized and tho oxtent of tho
subgidy warios considerably. Other vossols are not subsidizod
at alle Cloarly a rate of tax which would meet tho case of a vessol
that was not subsidizod would not meet tho case of a subsidized
vessel. Similarly, a tax fixod for a ship receiving a low subsidy
would not be sufficient for one receiving a higher subsidy. Thero
is, too, the possibility that the overseas companies, or somoe of
them, might elect to pay the tax themselves, that is, thoy night
not add it on to freight rates or passenger fares whioch would other-
wise obtain. Clearly the Commonwealth Government oould not entor
into & compaot with all the overseas shipping compenies which might
trade on the Australian coast. '

. 47, It was obvious to the Tariff Board that if ovorseas
shipping were to ongage in the coastal trads, the position of
Australian shipping would become increasingly difficult, in that
‘tho ovorseas vessels would naturally take the trade that was most
profitable and the Australien companies would be left with the less
profitable. The Australian companios would then probably find it
neocossary to ocurtail their sorvices and increasc freights and fares.
The incursion of "tramp" vossels into the Australian trade.would
result in unstable ratos  which are undesirable fram-tho-viewpoint
of shippers., (i difficulty might also arise in connexion with the
entry of the overseas vessels into the intrastato 'bradeS the rogul-

-

ation of which is in the hands of tho State Governments)—

48,  The objoctives, nameoly, on the one hand to extond -

shipping facilities on the Australian coast by permitting ovorseas
- vessols to enter the coastal trade, and on the other hand to effec-

tively protect the oxisting coastal servioes, are inocompatiblo. The
Board, therefore, reportod that, in its opinion, "it is not practi-
oable or desirable to substitute for the existing protection provided
by the coastal clauses of the Navigation Act any other scheme of
proteotion for the Australian intorstate shipp ing industry"(pago 44)

49« The Board furthor found that, "with the exception

" of the disabilitios suffered by Tasmania, no complaint lodged was of

sufficient national importance to justify the repocal of the coastal
olaugsos with the oonsequent risks of tho extinction, or at any rate
the serious reduction, of the existing interstate services". So

- far as fasmania was ooncerned, the ovidenoce tendered indiocated that,

M"apart from one or two comparatively minor complaints regarding
cargo, the burden of complaint is in regard to passenger servises"
(page 44).09 : ' '

50. As a result of its investigation the Tariff Board found
that, "exoepting only as to the lack of facilities for passengoer sorvicoa

‘botween tho castorn ports of the mainland and Hobart, no disability was

brought undor the notico of the Board whioch oould be deemed to be of
national importance" (p. 46). In regard to the main question referrod,
tho Tariff Board was strongly of opinion that the substitution of any '
othor  form of protection for that provided by the coastal olauses of the

¥

b

(I0). It is evident that tho repeal of tho coastal clauses would only
assist Tasmania to the extont of pormitting tho carriage of passengers
between this State and tho mainland by ovorseas vessols oalling at Tas-
menian ports and ocontinuing their voyage to mainland ports, or which
inoclude Tasmanian ports in thoir voyage from mainland ports overseas.
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CHAPTER II , T

INTERSTATE SHIPPING FREIGHT RATES AND SERVICES AND FINANCIAL '

RELATIONS BETWEEN THE COMMONWELLTH AND THE STLTE OF

TASMIN Lo

51. "Whon States enter into a foderation a new contral
government is. created to perform spocific functions held to be
oornmon to tho combined communitics, while the original Statoes .
retain all other powers of government and aroe constiﬁutionally
indopendont so far as those powers aro conoornoad." ‘" In

. goneral "vhero communities foderato. they havo in viow certain
notional purposes vhich the central authority is intondod to
sorvos  Thoso functions must bo allocatod to that authority
rogardloss of cost"(*) During the poriod boforc the Financial
Lgroommaent of 1927 tho provisions of Soction 86 of tho Constit-
ution - of the Cormonwoalth of Australia to
grant assistanoc to Statos assumed groat importance. Tasmonia
and Wostern Lustralia, indoed,had beon boneficiaries undor
Sootion 86 for many yoars.3’ '

52 In the period boforo tho Financial lLigroomont, tho
Commonwealth Govermment made repoatod offorts to teminate tho
systan of contributions to States. Tho main foeaturos of thase
propesals wore that the Commonwoalth should vacate an aroa of direot
taxation which tho States would thon occupy, and that tho por
capita payrionts should coase. fill proposals . nado by tho
Cormonwoalth wore ocnsidorod inoquitablo by thoe States and were-
‘rajoctod by them. For as long as tho Commonwoalth did not
ontirecly vacate tho field of direct taxation and did not wmdor-
tako to stay out, the Statos had no security whatover against a
ro-inposition of direct taxation; but tho Cormonwoalth was

" . not bound to continue tho por capita payments, and it ropoalod
tho Surplus Revonue Lcto Tho Statos worc then facod with tho
total loss of por capita paymonts and this;lod to tho conoclus-

ion of tho Financial lgreoment 1927. /

o S 93¢  Up to 1936 tho claimant Statos in submitting thoir
\ ' - claim to tho vapious authoritics appointoed by tho Comnonwealth
‘ © Govermmont to rocommond tho nocossary grant under Soction 86 con=-
, tinuod to assort that their disabilitics could bo attributod to
x ' -~ Cormonwoalth policy. ' '

. o o 54  Tho claims for financial assistanco woro nade by

L . throe outlying stotos with 1ittlc industrial dovelepmont, and with

1. S aroas of vory sparsoly sottled country. Theso difficultics ariso,

‘ " in somo moasure at any rato, from tho physical charactoristics of
thoso Statos and oconstitute an ossontial phaso in tho problom of
hustralian dovolopnmert. .Thc claimant Statos ar¢hhat may bo oalled
marginal statos. Edach contains a rolatively largo aroca on tho

. fringo of that part of tho continent whioch can bo cultivatod. This

: . fringo prosonts poculiar difficultios from tho point of view of
dovelopmente

55, The statos contonded that the main causo of their
disabilities was the policy of protection. Tho -dorand for a sub-
stantial tariff to onsuro tho manufeoturo of a considerable proport-
P "~ ion of tho roquirements of tho people was practically cortain to
be aoccopted by & progrossive commumity. Tho Tariff Cormittoo of
1928 camo to tho conolusion that this policy had enablod an incroasc
of population to take placo. This mothod of developnont involvod

e R

(1), Cormonwoalth Grants Cormission, 3rd Roport (1956)‘para. 19.'
R). Ibid. para. 22, : ’ {

(3).lthrant poid to Tasmania, 1911-13, :
., . , ." ' - i

i
i
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costs for othor production and thoe main burdon settled upon
oxport industry. It follows that, insofar as tho ostablish-
nont of socondary industry involves a subsidy from tho connun-
ity, which falls with espooial govority on tho export industry
(whoat and wool in particular) thoro is a clash of* intorost
botwoon socondary industry and tho intorosts which dopend upon

' prinary industry. Moreovor, thoe socondary industrios tond to

bo ostablished in tho ocastern statos. Thosoe arg nearor the
coal fiolds, and havo tho lergor populations, -and, as thoy

had an carly start, tho uiodorn tondoney towards concentration
tonds to mako thoso industrics oven largere The morc sparsoly
gottlod outor States could never establish these industrios
oxcopt e groat cost to thomselvos. &Ls o rosult tho clash
botwoon tho intorosts of prlnary and socondary industrics tends
"to grow into a conflict betwoen tho moro closoly populatod
Eastorn .Statos of Victoria and New South Walos and tho sparsoly
sottlod narginal States of South Australia cnd YWostorn Lustral=-
in and Tasmania.

56 A1l oarly Tesmeniosn clains for grants from tho
Cormonwoalth wore based on (1) dcfeotive working of tho Constit-
ution, (2) offocts of Commonwoalth policy, (3) povorty of rosour-
oos and oconomic inoqualitios and (4) financial noods.

'

57. In 1925 tho Hon. J» L. Lyons, than Promior of

Tasnania, appointed a Comnittoo to inquiroe into and report on tho
" disabilitios of Tasmania undor Foderation. So far as "diroot"

financial relations woro concornod the Comnitteco concludod thet
Tasnania rocoivod nore frorn tho Commonwoalth than was paid in

taxose "It is thoroforo, in tho direction of tho effocts of
Fedoratlon on Tasmenian production that disabilities are to bo()
sought" Tho Navigetion Lot was subjected to somo oritiociss "

58e ﬂlc Commiﬁtoo pointod out that Tasnania is dopon-

.dont on shipping facilities very much moro than any othor Stato.

But, acoording to tho Committoe's Report, "thoro aro two circun-
stanocos whloh onforoo strongly Tasnonia's gooullar dopondonco
on shlpping viz:-

(a) Importanoo of Intorstate Trado,

Intorstate trado is rolatively nuch noro inportant to

- Tasnania than to any other Stato, because clinate loads to special-

isation in tho production -of ocoftain comnodities. (Quoomsland, with.

tho virtual monopoly of surar~produot10n is to a lessor dogroo in tho
samo position).

(b) Tho Tourist Traffic.

The socond circumstanco which makeos Tasmania poculiarly

.depondant on corruniocation with other Statoes is tho inmportanco of tho

tourist traffic. Evon beforc tho war the tourist trade was oleimed to
te an "invisiblo oxport" oqual in walue to tho statets visible exports,

such as fruit or potatoes. 'Tho continued prosperity and steady oxpansion

of this traffic is as ossoentinl to the coonomio wolfare of the State as

- any bronch of material production”, (pago 11)

59¢ The Committoo presented cortein data relative to the post-
war declino in shipping services availablo. The table bolow would appoéar
to substantiate the view that "practically ovory servico gave fowor fadil-
ities in 1925 than it did twelve yoars earlier", through loss froquont

.sailings or tho uso of smaller boats, or both, whiloc somo sorvicds had
“been disoontinued altogether. '

M AN ER KN

f(4) Report of the Committes to inquire into Tasmanian Dloabliltles(lgzs) De e

(5). .dm01). 25 the activitiz~ of ‘Ef,zgﬂiﬁr.ﬁfﬁr Court, the Toriff ond

IAEOrsEL Ty frue trady. e ST
(6) This is obvious frem tho more faot of boing an island, whioch
confines all traffic to son tronsport, whoreas passangor traffio at
loast botwoen other statos is bonorally by raile.
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TLSMLNIAN SHIPPING SERVICES 1913 LND 1925. g;

TG

2
‘Route 1913 service | 1925 service i
1. Hobart-Sydney S Tieekly 7-14 days:inferior boats. oy
2., Hobart-Melbourns S Weekly: -large |  Small cargo boats; %%‘
o : } 'lspassenger boat. irregular. ‘ ;f.
., |3 Hobart-Bluff-Dunedin- - 2
: Lyttleton-%ellington Wookly - Nil.
4, Hobart-Auckland, etos : l :
vie Sydney. . Veekly - 7 ~ 14 days.
t 5. Hobart-West Coast - :
- Melbourne 10 - 12 days. o Nil.
6. Hobart from London & - ‘ : '
South Africa (NeZ.S.S.. - ’
I COsy& SeSe & A:Cos 14 days 28 days t cargo only. . ,
£ L 7. Hobart-British ports (all | Bvery few days - No interstate passengers| -
- oversea companies calling)| -from Feb.to May or cargo. . 'fﬁ
3 8. Hbart-Continental port : e
3 (NeDeLeCos and German- ' . - o }3
:  Australian Line)s .. " Monthly Nil. %{”
- g, ' Laumoeston=Sydney. - Passenger and Cargo ohly. *%
' ’ ’ 0argo. e
. = il
" _E?
.- <t gl

60+ Moreover, the Committee maintained that even when  .° o
a shipping sorvico oontinued, the rise in freight rates had put a

- - . severo handicap on Tasmanian trade. It was denied that the rise in @?i”
: freights was world wide, and thorofore not a spooial hardshlp .on 5
Tasmania, for the rise.. - ' %
in oversoas freights ) &

u ' ,sinoo 1913 .was a oomparatively modest one. "It is in interstate
S ... 'rates that the greatest riso has occurrod, ond, Tasmania's interest

SRS ' in interstatetrade is so muech greator than that of any other State-
- _ - that the burden falls on her in a very special degroes"
_{J" S e , o TABLE II 1 -
TASIAN IAN SHIPPING FREIGHT RATES,
i ENSEERY 1913 and 1925
. ‘ » , Freight | Freight. : ,
o . Sorvice - Cargo ‘pre—ggr 1;%; Inorease !
R .. |INTERSTATE - Gomoral e
B F ., [Melbourne and all 0aTgo ' 13. 6l 20. O 47
{ s 2 - k) £
: ’ Tasmanian portse. Applos. . 0. 73| 0.11 - 47
i o Sydney and all " Genoeral "13., 6|20, 0 47
{5 L B Tasmanian.ports.' 'Agg{gg.- o 0. 74| 0.11 _ 47 N
2 R Brisbane and Tas- General 31. 6 140.0 V 27 it
i : menien ports Aggf%go ' 1. 75| 2. 6 54
I . Adolaide and Tas- | - Goneral . o
. ' manian ports. Cargo. 28, 0 [ 46, O 64
g ‘ {Fromantle and Tas= General .
3 . manien ports , Cargo. | - - 38. 0 |61, 0 €0
CO - OVERSEA - o - 1o
& L Unitod Kingdom and | Goneral 60s.to )
N . ' |Hobart & Launceston| Cargo. - 65ss | 70+ O 12 ';
& United Kingdom and | 'mo2% .| 31.3% | 305.t0 . :
s J ' Se ;
'i- Australian Ports %Ag%ﬁgsay Af1913) %1925) ’
B . :
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- It Was'adﬁitted that some oversea freights had risen considerably
- more than those for vheat and general cargo. Refrigerated space

for fruit in particular was 50 per cent higher then 1913 rates.
Ihfortunatoly, "this is the oversea freight which most vitally
affects Tasmanian interests, as the high rates jeopardise the whole

‘apple-growing industry, and are an effective bar to its expansion.

There has been no increase in the acreage of Tasmanian orchards for
the last threo years" (p. 12).

61l The Committee roforred to fho conclusion of the

~ Naviga tion Commissioners that thorce had been no increase in,freighf

rates between Australian ports since the Navigation Aot came into
force.  But, "they have not come dovm while in oversea froights
there has been a groaf reduction!:’

62 Tho Committee found that Tasmania, was suffering
from serious loss of shipping facilities both for cargo and pass-
engors, from an oxcessive rise in interstate freights, and that her
goographical position and trado (including the tourist traffio)
nado her susceptiblo to injury on these accounts to a very much
groater. degroee than any other State. It was not suggoestod that

'

"all these disabilities were due directly or indircotly to the

Navigation Act. But, "the Navigation Act and the policy which

it embodics aro wndoubtedly a serious aggravetion of the trouble".
Sorvicas have been out dovn or discontinued, and interstato charges
have boon groatly inoreased in most casos as tho direct consequence
of the increase in shipping costs - an incroase very much greater
than in the case of oversea shipping. The Committoe pointod out
that the Navigation Act was accepted as Commonwoalth policy to
protoct and encourage Australian shipping.  Honce, such protection

-and encouragoment "should be at the expenso of hustralia generally,

but as tho only shipping 4that it is possible to oncourago is

shipping within Commonwealth wators, and as Tasmania is in proport#

ion to population much more intercsted in such shipping than any

othor State, it follows that the ocost falls very much more heavily on

Tasmania and offors the most serious throat to her present and future

solvenoy" (page 13). ' _
. i o

‘ ]
63 In.1925 the Commonwealth Govormment appointed Sir

,Nicholaé“LOCkyor as its spoecial ropresentative to inquire into the
 financial position of Tasmania. "The Case" was prepared by tho

Hon. Lie Go Ogilvie and the Hon. fasman Shioelds. Lftor oxplaining

" the position of the State as o soparate unit, the main causos (said

to be external to Tasmania) of her financial disabilitios were dis-
oussoed under two hoadings, namelys:-

gag Direct financial disabilities;
b) Gonoral oconcmic disabilities which had
"reduced tho Stato's capacity to main-

Lo +tain itsolf".

64 Of ocoursa, it is inevitable that any Fedoration cover=
ing so wide an area as Australia, and including States so very -
different in geographical circumstances, should have different effects
within difforent States. "Then Federal policy bocomos-directed to

‘the fostoring of spoocial forms of production and of services, an

wmequal incidonoce.of cost and bonefit is also to be expected.
Whon geographical conditions are markedly unoqual, such inequalities

- are bound to bo- accentuated" \®

"65+ So far as the goneral economic causos external to
Tasmania as a State wore concerned, the oase concentrated upon one
aspoot of national policy only, that of protection, and procooeded
to show how its application through the tariff and tho Navigation .
Liot oporatod against Tasmania.  Howovor, tho "Caso" statod little

- that was new and loss that vms speoifio and dooumonted. It was:

(7) Froight rotes woro abnormally high in 1921.
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contendod that tho scveral "costs" of isolation could not .

be passed on, tho reasons being the rolativo bargaining powor
of Tasmanian producors with mainland. compotlteru. Henco,
all froight chargos roemain with tho oxportor.

» 66s  Sir Niocholas Lockyor presontod his report to
the Prime Ministor on 25th March 1926.Y” He reforrod to the
importance to Tasmania of adoquate and economical sea transport
sorvicaose In Chapter VII of this survey we shall be conocerned
with an anelysis of the cost structures of Tasmenian oxporting

- industries, with particular rofcrenco to the proportion whioh

: : . shipping oosts boar to total costs of production. Sinoce a

S ' - section is to bo devoted to the toxtilo industry it is inter-

o L esting to noto the obgervations of threo Launceston manufactur-
‘ ers who, intor alia, stated to the Cormissioner as followsx-(“/

‘"Increased freight:  the bulk of the raw wool
s to be purchased on the mainland, and hoavy
. freight paid on it to Tasmanio. Prior to tho
: ., Navigation fct, freight was 2/6d. and is now
y ’ Sl 7/%d. per bale, and as the main market for
' ' - the finishod product is also on the mainlend,
the monufacturod goods aro also subject to
freight back to tho mainlande The city of
Launceston, and tho existing woollon manu-
\ facturors in lLaunceston, have boen endeavouring
o - ' L . to attract othor voollon manufacturers to
' L Launceston, with the idoa of making a woollen
manufacturing centre, and so getting the advan-
tage of the incroased labour market, and as .
' far as tho city is concerncd, an incroasod .
o S population, and tho natural advantage of climato,
o ' - ’ ¢ water and tho hydro-cleotric powor scheme havo
“\n beon boomed, but tho advontages of theso are
d0 slight oomparod with the disadvantagos
. enumcrated above thut thore is no inducoment
N g . ' © - for any compony to start a new woollen mill
! L :  in Tasmania &t tho prosant time"

o . 67._ The Lockyer Report admits the difficulty of
' computing the cost to Tasmania of tho Navigation fAct and refused
to comment on tho generalisations madg by the Tasmanian Committoo
responsible for preparing tho "Case". ') " gir Nicholas conveniently

sholved the question by concluding that,

"In practice, Tasmania, by roason of her isolatod
position, her densndence upon interstate trade
and interstato tourist traffic, and the faoct that -
her interstate trade is more than double that of
any othor State, undoubtedly carrios more thon a
: o o fair and propor share of the national burden."

(e

TER

68, Tho Commonwealth Joint Committee on Public Accoints

3

¥ 3-

. e

(89 "The Caso for Tasmania" presented to Sir Nicholas Lockyer on'
behalf of the Govermmont of Tasmania (Government Printer) 1926 po .4.
(9) In the case of most Tasmonian products sold on Mainland markets
-competition is on the basis of prico components and not on the basis
“of o changing price .(Due to prioce f1x1ng agroomonts among producers) .
.(Vide Chaptoer VII).

(10)Report on the Finoncial Position of Tasmaria as Affootoed by Fed-
eration, by Sir Nicholas Lockyor. Prosonted to tho Prime Minister

e
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‘ (Tho Right Hone S« M. Bruce) on ZJth.Naroh, 19264 e —

[ " (Lrhe Threo firms oonoorned wero:- ’ .

: I Paton's and Baldwin'd Ltd. ownors of. tho largost spinning mllls
. in tho British Hupiro. —

P Ak

Koleall and Kemp (Tas) Ltd. company formed by Kolsall & KGmp Ltd.
of rohdele, England, and tThe largest flannel manufacturars 1n‘the

- British Islandse.
Robert ﬂmgarth and Sons Pty Ltd. the oldest firm of woollen manu~

v

s L R T

faocturers in Tasmunm, i
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(appointed on 22nd January 1926) was instructod to inquire into

~ and report upon oommunications betweon Tasmania and the Mainland,

end the subsoquent report was orderod to be printed on 9th Nov-
embor 1927. With rogard to tho amondment of the Navigation et
it was indicated in ovidonco that whon tho coasting trade provis-
ions of tho Navigation fict came into oporation on lst July 1921,
oversoa ships, with the oxception of the Commonwoalth Govornmont
lino, while continuing to call at Tasmania coasod to carry passe
cngers or cargo botween fLustralian ports. Uhder Section 286

of tho Navigation fict however, pormits could be issued for ovor-
soa vessels to ongage in interstate trade if it could bo showmn’
that no liconsed ship was availablo or that the scrvicos were
inadequato. fnn amondmont of that soction of tho Act provides
that during cortain pdriods of the yoar British ships of 10,000
tons gross and ovor having a speed of at. least 15 knots may

be pormitted to carry passongors botwcen Hobart and tho ports of
Brisbane, Sydney and Melbourne, without having to be licensed
undor tho coasting trade provisions of the fLctse  Although these
facilitios woro granted in 1926 and 1927 during tho applo export
season, no advantago of the exomptions was takon by the shipping

- oompanics in oithor yoar.  Yet, other ovidonce placed boforo

tho Committee was omphatic and unanimous that the Nav1gatlon Lot
had had a dotrimental effoct on Tasmania by imposing restraint
on the f'ree movament of passongers and cargo.

69, Only briof roforonce was made to the question of
faros and - ‘froight ratoss Tho opinion of thc 1920 Soleot Commdittoo
on Sea Carriago and tho 1923 Royal Commission on the Navigation Act
that tho froights ohargod wore justifiod was quotod. It was claimaed
that gs Tasrania has to bear its sharo of any losses incurrod by tho
Commonwoalth Line, the vessols under that flag should ocall regularly
at Hobart throughout the year, instoad of, as at presont, only during
tho applo season.

70. Tasmanla, as woll as other Statos of the Commonwealth
though perhaps to a greater dogrec, had, in the opinion of the Comm-
ittea, suffored as a result.of tho Nav1gat19n Lict; its industries
had beon handicappod; the establishment of/now onterprises had been
prevented, and, generally, tho dovolopment of tho State had been
hindored. Not only had tho Lot failod in its purpcse to oroate an

.-Australlan Mercantile Marine and to improvo trapsport facilities,

but "it has, in of foct, creatod. two monopolios" -~ the interstate
companios on the ono hand, and the ‘sgamen on the other. The

Committoe, thorefore, recommondad that "the coasting trado sections
“of the Navigation fct be repo%led" 455

7l. L minority report stated that "the ropeal of the
coasting tradc seotions of the Navigation Aot would not prove a ramedy
for Tasmania's disabilitios or load to the improved services dosired
by tho State. liccording to this roport the unsatisfactory nature of
the Bass Strait service was .duo in no small moasurc to the absence of
‘competition, es the interstate companies "have divided tho Australian
coastal trado emong themselves and will not inwvade ¢ach othor's domain."
The diffioulty, it was meintained, could be oveoroome by the extension
of the shipping dotivitios of the Commonwoalth to provide a direot
sarvicae betwaen Tasmanlan and the Mainland.'"

. 724 Ihdor date the 6th Deoombor, 1929, tho Honourablo the
Prime Ifinistor (J. H. Soullin) askod tho Parllunontary Joint Committeo
of Public fLiccowmts to inquiro into and report on the gonoral questlon
of Tasmania's disebilities. Tho main points of the ovidenoe plaobd .

g

. : The difflculty in this and all other official invostigations has

~arigon, in tho opinion of tho rosoarchor, from tho particular approaoh

adoptode  Tho ocost to. Taamania of "Bass Strait" should bo considored
in torms of. costs of produoction, cofined ns all costs inourred in tho

‘ manufqoturing process plus all transport and othor charges of marketinge

" Tho British Economic Mission in its Report of 1929 rocommended- that
offoot be given to tho Committoo's suggostlons.
VldO Chaptor III '

L
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beforo this Committec concorning the disabilities suffered by Tasmania
in consequeonoe of 1nadoquate shippinhg servicos and high froight rates
may bo stoted thus:- ‘

(a) Owing to Thsmonia's soverance from tho Mainland
sho 1s almost ontirely dopendent on shipping
facilitios for tho proseoution of her trade.

(b) Intorstate trade was relativoly moro important
to Tasmania than to any other State. For the
yoar 1928-29 tho intorstate tonnago of cargo

+ -  from Tasmonie was 4454 tons per hoad of popul-
> ation compared with 1.67 tons per head of
: population for all other Statoss Thus the
interstate tradoe of Tasmenie was over two and
% half times as great as the average of the
~ other States. .

(¢) 7hilo tho encouragemant of an fiustralian Mor-
cantile Marine thrcugh tho protection of the
Navigation fict was considerod a werthy objoot,
it was contended that Tasmenia owing to her

-goographical position,hor prodominant interost
in interstato trade and hor partial dopendence
on the tourist traffic, had to boar a dispro=-
portionate sharo of the incroased costs and
curtuilment of sorvices involved in the mainton-
ance of an Australian shipping industry. '

73. Ls the Commonwoealth Government had spent millions of
pounds on the provision of railways in othor Statos, it was contended
that the obligation rosted on the Commonwoalth to find adequate moans
of communication by soa for Tasmania. =~ To ovorcome existing diffi-"~
oulties it was suggostod in evidenco that:- '

. - (a) Passengor communication botween Molbourno and -
o Hobart be restorod;
- “ (b) Provision bo mado for the continuity of tho
© - Sydnoy-Hobart passonger service throughout-
L the year with lower fares; -
' -(¢) Consideration be givon/to a policy designed
e . To givo Tosmania lowor rates of froight and
‘ : pbassenger faros gonerally;
" (d) 4 condition be insortod in tho mail oontract
* with the Orient Company that its stoamors
should carry interstate passongers whon voy-
aging botwoen capital ports in pursuit of
ovorsoas trada.

T4 It was further statod in evideonce that wnless adequato
regular, and continuous means of communication wore provided to onable
theo products of Tasmania to be ‘readily and cheaply marketed, the offorts
of tho Commeonwealth to assist tho Stato financinlly to overcomo 1t,
difficulties, to retein its population, and to increasc productlon,

"would be largely wasted. Thore was a differonce of oplnlon as to tho
bost mothod of improving shipping services for Tasmania. Somo witnesses
favoured increased subsidies to tho shipping companiocs; othor favoured
tho establishmont of & Commonwealth linoes - Tho majority of witnessos
howgver,. fevouraed a subsidizod service.

75« Vhile the Navigation Act was accepted as tho exprossion
of tho policy of Australia to protoct and cnccurage australian shipping,
it was olaimod that Taswmania, bocauso of hor specinl oconditions, hor
goeographioal positicn, hor prodominant interest in interstats trade,
and hor partial depondonco on the tourist traffic, boro a totally
disproportionate shhro of tho costs which tho maintonanco of an Aus-
tralian keroantile Marino involvod. It wos admitted that it was
impossible to separato tho offects of Fodoration and Federal polioy
from the economio changos and the genoral progross of industry and
‘productions It was also rocognized that the riso in coastal froights
and curtailmont of sorvicos might have boon largely an inovitablo

' ]
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oonsequonce of world shipplng cond1t10ns in which the Navigation
Lot played but a small part.

76 Hﬁving rogard to the fact that tho Commonwoalth
has providod railway communications in meinland States at very
oonsidorable cost, eand that Tasmania is seriously handicapped
by roason of her geogrephiocl position, tho Committoo folt that

" an obligation rosts upon tho Commonwoalth to assist tho State
in tho provision of suitable shipping facilities and was of the
opinion that an improvod servico should be provided betwoen
Molbourne and Launcoston and tho northorn ports of Tasmania, and
that freight ratos and foaros should bo roduceds

77  With rognrd to tho Hobart-Sydney service tho
Comnittoo considored “that a regular servico should be maintained.
It was thought, however, that tho rotontion of & large vessel liko
the Zoalandia oould be justified throughout the year, and that »
during the winter months at least a vossol of the Rlverln% type
. should bo sufficient to copo with the traffic offorzng.”“

784 In 00nneotion with the application made in 1933
by Tasmania for financial assistance from the Commonwealth wnder
Section 96of the Constitution, a spocial momorandum vmas submitted
to the Grants Commission dated 26th January 1934 and it was ‘
strongly urged that Tasmania suffored definite disabilities through
the operations of the fict, which rosulted in:=~:

(1) Curtoilment of sorvices.
(i1) Incroased fares and froights.
(11i) Unoqunl opportunitios for competitive trade.
(iv) . Hindorod devolopmont of the tourist and
. othor industrios. o
(v) Losses through maritime disputoes, which,
L in all probability, would not have ococurred
N, but for the ben on British ships.
(vi) .Tho aftormath of such disputes - the fear of
\ - again being marooncd whilst travel by British
ships was prohibitod./A ' -
(vii) Tho stagnating offect/upon Tasmanion trade
- gonerally through diminishing tourist traffio
oocasioned by the icte
(viii) Roporcussions on overseas tradae

79 (a)Tho Committes was first concerned to show that the
increaseos in -freight charges so far as Tasmania was concernod wore
not imposed to moet falling trade. The data prosented showed that
Tasmaniat's total trade increased from 641,383 tons in 1919-20 ‘o
1,088,965 tons in 1923-24, an advance of 447,582 tons, oqual to
69.8 per conte In tho noxt two yoars (1924—25 and 1925-26) the
totals were 991,931 tons and 936,281 tons respectively, increasing
in 1926-27 to 1,088,582 tons, with a fluctuation to 1,045,393 tons
in 1927-28 ond to 979,999 tons in 1928-29.

- (b)) Comparing tho figuros for tho commoncoment of the
ton-yoar poriod (641,383 tons) with tho yoar 1926-28 (1,085,582 tons)
tho incroaso was 444,199 tons, or 69.2 por cont; and oompared with
tho last yoar quotod by tho Publioc Loccounts Comﬁittoe, 1928-29, tho
incroaso was 338,616 tons, or 528 per cent; so that "the 'inoroase
in frolrht rates. could not bo supported by an argument of falling

trade" .

80. In computing tho anmual loss to the Tasmanian nat-
lonal incomo due to inorsased soa froight ratos tho Canmittoo
“mointained that in tho casc of tho Stato's oxport produots the
freight cost was not paid by tho consuming country or state. In:

"~ (15) Prior to tho rooant war the Zonlandia run a weokly servioce,
. during the summer months and fortnightly durmg‘ tho winter soo.son-

Ao T
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gonoral, of coursg, the final consumor does pay imposts such

as oustoms duty, froight eto. ("

8lse The dis&bility suffered by the State due to the
Navigation Aot was expressed by the Committoe in money torms as
followss~

Freoight ratos, above tho cost of mainland states ' 276,689
Passenger rates above the cost of mainland states 54,636
Total annual oxtra costs imposed £331,325
~Loss on tourist traffic (Plus transit traffic passs) 84,600 + £5000.
Minimun annual extra costs and lossos imposed by P
Navigation Lot o . : . .—-£420,925
82. The following method wns adopted in tho calucl=-
etion of the annual loss to Tasmania arising from the differential
freight rates compared with thosoc charged between mainland portse
The figuro of +130d. por ton mile was obtained by taking the

- fdifferenoa betweon =~ ‘

{(a) Tho average rate paid on Tasmenian cargo
according to the nearest obtainable dir-
ection and oxtent of the traffio; and

(b) The average of rates between mainland ports.

83« The figure forA(a) above was obtained as followsi-

(a) Direction and Extont.

Total value of trade interstate imports and exports of Tas-
mania in 1931-32 was £10, 959,089 made up as followsy=

‘To and from N.S.W. =~ £3,949,624  (36%)
o Victoria - £5,757,201 . éss%g
" Other States £1,252,264 11%

£10,959,089 100% -

More than half of the freigkht cherefore, was carried the
shorter distance of 470 milys (Hobart to Melbourne); a
little over one-third was osrried 638 miles (Hobart to

Sydney)s endpractically all %hp balance of 11% was carried

botween Hobart and Adelaide {771 miles).

To be more exacti=- ‘ : ' : :

53% of the freight was carried 470 miles

36% of* thoe freight was carried 638 miles

11% of the freight was carried 771 miles

That isi=~
‘ -, 53 30470 . ‘='_x_ | 249,10 miles .
" 36 x 638 = '
.“ 228,68 miles
11 x 771 - 84081
300 563459 miles

The averago distance tho Tasmanian freight was ocarried, there-z
fore, was 563459 miles. . ‘ :

(b) Lvorage Ton Rato on Tasmanian Cargos

53% of the Tasmanian oorgo was oarriod between Hobart and

(16)Prinoipd1 produots oxported are potatoes, jam and applos and as theso
have to compoto on.the open market in the country of consumption, the
inocidoence of the freight is on the home producers. Apain, the inward

freight on most manufaotured foods, against which there is no similar

compeotition, falls on theo consumer of this Stato also. :
' In this conneotion tho Tariff Board reported in 1929 as follows:
"Exporienco has shown that the manufacturor in, say, Melbourne oan
producoe many artioles for his local market at pricos that ocan oampete
succossfully with importod goods. Howevor,. when it oomes to ocompot-

ition in othor Statos, W.A.for example, it has beon fowund that the dddition
of froight and handling charges had froquently made the local products :
non-competitive with those from overseas." -
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N , Molbourno at the rato of «51ld. por ton per mile. 36%
: ' of it was carried botween beart and Sydney at the rate
of +444d. per tOn mile.

. That ist= .
\ . 36 xoo376do - .13536(1. . ’ ...: )
11 x .444d. - - +0488d.

100 : ~ «45503d. e _
) . . ‘ . (. - .
The éVOrage raté paid on Tasmanian oargo was, therefora,
+455d.« per ton per mile., Average rate per ton milo on
cargo carried between mainland ports:-

lFolbourne to Adelaidse - = ese . .«466

" Sydnoy XX : e 348

" Brisbane vee «283

" Fremantle . see +245

Sydnoy to lielbourne T e 0 347

" Adolaide : ces «307

" " Brisbane © . eee 0416

;. " Fremantle = s «2232
g " Brisbane $0 lelbourne. “ee .283
! " . hdelaido . eee +314
3 " Sydney ) sew - » 416

" Fremantle = e « 257
: ' 3,904 - 12
= +325d per ton per .
: mileae

: o (o)Now, the average rate on Tasmanlan cargo according to the
‘ ' ‘nearost obtainable direction and extent of the traffio =
" +455d. per ton per milo. The average of all the rates be-
_ tween mainland ports = ,325d. per ton per mile. Thereforae
A difference = «130d. per ton per mile. ‘

The average numboer of tons carried to and from Tasmania
during the five ycars cnded 1931-32‘'wes 905,693 tons.

Honoe, 905,693 tons x 564 @ 4130d. = £276,689.

. ‘ 84. Tho last report preparod by tho Economic Case for

: S Tasmenia Committoo dealt with the cost of protcoting and assisting

; o .. . hustralien industries. ' In tho report on "The Effocts upon Tas-

’ ~ ' mania of the Navigation Act, 1912 and its Amcndmonts" (11th October
1933) just dealt with it was stated that a groat deal of additional

~resoearch would be requirsd to enablgthe Committee to sot out in
doetail the full effeots of the Aot upon Tasmania as-a result of =

). o (a) - Curtailmont of servicos.
1 o I - (b)  Inoroasod fares and froights.
: 3 _ S o) Unequal opportunitios for compotitive trade. ‘
- _ S S d) Hinderod developnont of the tourist and other ;
- . . ) lndUUtriOSo '
. ‘ (6) ' Lossos through maritime disputes whioh, in all.
. o 4 . probability, would rot have ocourred but for the
. S o ban on British ships.
3 ST (f)- The aftormath of such disputos - the fear of
o again boing marooned (as ocourred to passengers
on more than ono oocasion) whilst travel by
: British ships was prohibited. 4
(g) The stasnating effaot upon Tasmanian ‘trade genordly -
- through Aiminishing tourist traffio ococasioned
by the fot,
(h) Roporoussions on overseas tradde

3 : (17)“Roport on the Cost of Proteoting and Aos1st1ng Australian
S - Industries" (7th December 1935)
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85, Tn Soction 19 (pago 21) of "The Caso for Tas-
menia, 1935," tho following paragraphs occur:

"Tho Committeoo is convincod that among tho
disobilitios suffored by Tasmonia as the result
of Fodoral policy and onaotments the effeots of
tho Tariff ocannot be ignored...it has been r ecog-
nisod by previous investigators that the pricoe

- : : S paid by Tasmania for the proteotive polioy of
oo o - tho Commonwoalth by far outweights any benafits‘

S : dorived by tho State from that policy.~ 1t is
, " likely that tho subsidy to protected production
. ' : I in Tasmania is £2 por hoead of ?opulatlon less
- : ’ than®the Austrclian avorage".'®

"Tho cost to Tasmania of tho Navmgation hot is

" shown in tho Committoo's report, published on
26th January, 1934, to be £420,000 por annum
(not inoluding coptaln wnasoorts inablo oosts)s
The disabilities suffered by Tasmania undor the
policy of protection and the Navigation Aot are
thus costing not loss than £800,000 per annum."

86, Tho Report referred to above aimed to show that
tho burden imposed upon Tasmenie in protecting fiustralian industries
by tariffs and bounties is higher than that ostimatod in Appendix W
to "The fLustralian Tariff". . Tho tablo bolow summarises the conolus-
ions of the report and shows that the cost of the Navigation Aot was
alleged to represont about 36% of the total burden due to the protectivo
policy of the Commonwealthi~

=

TLBLE III.

Not Burdons upon Tasmania during 1931-32 of Bounties Paid
from Commonwoalth Revenue, tho Butter Stabilisation Scheme, the
Sugar Embargo and Lgreement (after allowins for Sugar (oncossions)
- . ~and Tariff Proteotion of Primary and nanufacturod Products, togeth-
R S or with tho Adverse Effoot of tho Naviation Aot

-

L | ' . : Tota% Por Hoad of
g ' Aot of Policy hdvorgg BiL~ 1population.

£ : Se de

(a) Bounties, the Butter Stabilis-
htion Schemo, the Sugar Embargo &
hgroement, & Tariff Protection of
X T Primary and Manufaotured Produots. 798,000 69. 11
B : {(b) The Navigation fct 421,000 .| 37. 3
: ' 1,210,000 107. 2

5

9

(¢) Less Sugar Concossionge 39,000 |- 3,
TotalM:inimum Tasmanian Burden: |£1,171,000 103.

h—

87. The Roport in quostion was issued by the Economie,

: L _ Caso for Tasmanian Committoe on 7th December, 1935, and was one g
) X of the doouments submitted by the Treasuror to the Grants Commission
: ' - alonpg with the Statoment preparocd by the State Finance Committoe,
P of Tasmania's Claim for a Speoial Grant in 1936-37. A4t the publio
'+ - 8itting of the Commission in Hobart on 30th and 3lst anuary 1936,

' " oortain of the methods usod and tho oconclusions roached in the /°
Roport wore the subjeot of criticism by members of the Commissions
: : Fost of tho oriticism was voicod by Profeossor L. F. Gibline. He
Y o pointod out that the non-acceptability of the conoclusions in the
i : ... Roport arose from diffioulty ovor matters of assumption. He did
- : v not attempt to traverso tho Report in all its deteils, but oconfined
- o himself to the summaries, more particularly to that on ipage 35 giving
. ostimates of tho ocost of protecting end assisting industries in Aus-
g' ‘ ~ trolia as a wholo. The total cost of tho five itoms included in this
. §¥ ) ' ) A

r A (18)his is the estimate made in Appendix % of "The Australian Tariff"

! o ' (preparod by a panel of ooonomlsts in 1929 for thé Prime Minister). .+
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summary is shown as £41,977,000, Doubts were thrown by the
Professor on the correctness of the figures for four out of
tho fivo itoms. Ho summarises his oriticism on page 42 of the

" transoript of evidence. "Putting those things together, you ‘

will see why we do not feel able to accept your total of praoc-

- tioally £42 million for the year 1931-32, but would cut it

down by about £9 million or £10 million, so that the figure of
69/11d. per head would be reducoed to 54/2 approx."  That is,
Professor Giblin assumed that the per capita net burden for
Toasmania (69/11d)' vorked out by the Eoonomioc Case Committee
should be roduced by 9/4d. or 10/4d. He did not attempt any
exemination of the method employed by tho Committee in arriving
at the distribution of not burdens among the States as set

out in Tebls 15, pafios 35,

88« In addition, tho figure of £421,000 shown in
the summary of Community Burdens on page vii of the Report,
with raspect to the Navigation Act was rejeoted by the Commission

" on the grownd that they wore "not satisfied that tho data (from
~ which tho estimate was mado) are correct". The cross-oxamination

of Tasmanian witnesses in this conneoction indicatod also the
Commission's unwillingness to aoccopt assumpticns, methods and
infoerences in the Eoconomic Caso Committee's Spocial Report for

- moasuring the Incidenco of Exchango upon Tasmania for 1932-33.

89. Jlocordingly, the State Treasurer instructed
Professor F. R. E. ¥auldon and lir. D. L. Anderson to prepare a
momorandun on the Commission's oriticisms. Rogarding the
attempted measurement of the burdons upon Tasmania imposed by
the Navigation Act thofiemorandum discussed the method used and
tho oritiocisms levelled at some length.

%0+ The Mauldon-Andorson memorandum first concerned
itself with tho mothods used by the Economic Case Committes,

‘vizet-

Burden due to 1ncroased Freight Charges. Average
figures for ton-mile charges on;general cargo
‘moving betweon Tasmania and the’ three principal —--
... states with which she trades were weighted accord-
ing to the value of trade on the threo froight
routes, but not according to the differont mileagaos,
and the rosultant averago figuros referrod tO wore
the "avorago ton ratc on Tasmanian ocargo".  Prom
this was subtraoted a simple .average of a set of
twelve ton-mile charges botween pairs of Mainland
ports, and the difference was multiplied by the
averago length of carriage hotweon Hobart and the
throe ports of Molbourno, Sydney and Adeolaido.
Tho lattor average was weightod according to tho
rolnt1vg@aluo of trade botwosn Hobart and the three
ports. Tho rosultant product was multiplied by the
. avorago numbor of tons oarried to and from Tasmania ‘
during tho five years onded 1931-32, which vms o
statod to bo 905,693 tons. This gives a figure
of £276,689 whioh was used as tho oxtra expense
or amount of freight rates due to the Vavigation
Aot (for oomputatlons s60 para. 83 above)

91. Tho COmm1551on's Objootlonse

i

(2) The Chairman of the Commission had questioned tho
soundness of the assumption that if the freight in Tasmania was greater
than botwoen a (prosumably equal) given distanco on the mainland that
was an "injury" due to the Nevigation hot. The Sooretary of the Economic
Caso Committoe (r. L. R. Norman) attributed the higher Tasmenian freight

" to the lack of competition in comparison with the mainland states vwhere

- froight rates along the coast. (It is cortein that several State railways 3iv

shipping was subjeot to rail competition. It does seem probable that
rail oompetition on tho mainland should have some offooct upon marine
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particularly Quoonslandaggavo cstablishod {rﬁighting systoms partioularly

- dosigned to moot port to port compotition.

(b) Tho noxt point rzisod by tho Comrissicn wes tho quosticn
of the heavier froight burdons carried botwoon rainland ports, tho sugzest-
ion beinz thot this would ellow froishts to be lowor. Mr.Norman admitted
that no account had boen taken of this faoct, but theusht that the many
sourcos of loss to Tasmenie for which no allowance had boon mado would mako
up for any over-statement hore. Rogarding this pcint it wes stoted in the
Fomorandun under roview that it was probable that "the smallor ond less
rogular domend for trensport from Tasmanian ports compared with that bo-
_tweon Meinland ports wculd dofinitoly mgke tho ccst of carriege highor
when a Tasmanian port was involved". (21 (Noto also tho fact that Tasmania
is right off tho rogular traffic routes). It would be a matter of policy
for the shipping oompanies whothor this higher cost was passod on in high-
er froights, but as froights aro higher than those betwoon iainland ports,
a srall voluno of cargc must bo considered as part of the r cason.

(¢) The noxt objection raisod by the Cprmission was connact-
ed with the offoot of the lensth of journcy. Owing to the central position
of Tasmania in relation to tho othor state capitals, and the fact that fig-
uros were only token for freishts from Hebart to i'elbourne, Sydney and fLidol-
aide, "tho avorage distance of carriago applying to tho Tasmanian figurecs
must bo considorably less then that for the journeys botwoen cther 4Lustral-
ian ports for which firurcs are taken". To gauge the offoots of length of

journoy upon ton-mile freights, it is only necessary to glando at somo of
the tobles producecd by the Committec, which show cloarly thet poods are
oarried for long distenccs at a much lowor fipuro por milo than for short
distances. Lcecordinyg to kFoulden and Linderson this should supply part cf
the reeson for the excoss c¢f Tesmanian froight ratos over thoso Opplyln5
exolu51vely to the rost of iLustralia.

_ (d) Tho Chairmen thon sugiosted thet regularity and socurity
of servico as under, the prosent arranzement mi ht be proferadle to -the
-results of casual and irregular compotition from outside. 1@r.Norman thousht
that the earnings of tho regular trading companios would bo protectod by
- tho development of a new cless cof traffic. Ho instancoed tho results of the
relaxation of the fct, when the ropular traders wero docing even bottor than
before. Profosscr Giblin thousht that this was duo to a fenoral inoroease
in the habit of travelling Wthh would have happoned anyway. The Mauldon-
Linderson memorandum fcund it rather difficult tc bo sure about this questions
It seomed. unlikely that, if competition shipping zave any oconsiderablc sor-
rogular liros would be cble to &avoid a certein loss in returns. it
tho samo timo it soeoms probable thet some arrangomont might be made betwoon
tho linos conoccrned by which the severost effects of competition mizht bo
avoided. The Cormission made no partioular oratiocism of tho measures mado
by tho Committee cof losses othoer than those on froisht chargos.

92, Othor Obgcctlons. -

(i) Lonsuremont of tho Lverazo Ton Rato on Tasmanian Carjo
Considerins tho principal objecticns to the various moasures

. besides those which the Cormission voioced, the lMemorandum commencod with

the measuro of freight loss. The moasure of the "avoraze ton rate on Tas-
manian oargo" was mado by woizhting tho ton mile rates for genaral cargo
‘moved between Hobart and Melbournes, /idelaide and Sydney with the relctive
importance of these three runs. One small cbjection mede applied to the
method of weighting which was in proportion to value of cargo shipped to
end from the throo ports, althouzh prosumably there were no better fl*ures

- available.

li moro sorious objoction lay in the fact that the w01:htod
average of the three oharges was takon without reference to the various
mileages. Naturally, a low ton-mile rate orn a vory lon; run would tend to
reduce the regl averago rate paid mere than a similarly low rate on a shert

\

&

(1gjéoe Raport upon the Enquiry into Railwey Competition with Portsby. J.B.
(zo)Brlnden, 3lst Lugust, 1931. (Government Printor)
fhothor the depree of freizht reduction caused by this competition is

conmonsurato with a 0531bla reduction in Tasmania duo to the wAth-
(2 )drawal of the Navigation fict is another gmestion.

Tonnuig gv%i%?ble is, of course, an important factor tov bo considered

in ra
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runs The figures produced for ton mile rates in the three cases were
weipghted according to the lensths of carriajge, and the f{gure of .45503d.
per ton mile for the average of the three was slichtly modified as shown be-

10Wo :

The requisite addition to the MNavigation Act Report was
applied by calculatiny the averaze distance of ocarriage and multiplying each
of the components of the apparent average ton mile rate (see "The Case for
o . Tasmania 1935," p.24) by the ratio of the appropriate length of carria-e to
' - : this average distances ‘The following oalculations were made in the NMemor-

.andum: - :

1

hverage distance of carriage

o C ~ in miles = . (470 x 53) + (636 x 36) + (771 x 11)
: o : o T 106 -
= | 56359 = 563.59
‘ 100

: A&eraﬁe $on ﬁile ve te (271 x 470) + (4135 x 638) + (,049 x 771) d.

56346

’

251.281. = L4464,
565,60

It will be seen that this alteration changes the @ifference betwecn the ?f
average Tasmanian frei. ht cha rze and the fizure produced for the average
Mainland oharge from «130¢. to .121d., reducing the former by about 7%

Other minor objections reised by liauldon and finderson re-
lating to tho method used in the computation of the average Tasmanian freight
includes the doubtful assumption that all Tasmanian interstate trade was be-
tween Hobart and Sydney, Melbourne or fidelaide. This assumption is open to
. doubt from two sources - a zood deal of trade must take place throuzh the
b : ' ports on the Morth Tasmanian coast, and there may well be an appreciable
‘traffic with other Mainland ports apart from those given. It may be reason-
D 1. able to accept the trade with these three ports as typical of tho wholeo, but

oo b this assumption should have been stated, and,/if possible, justifiod.

"-(ii) leasurement of the Lveraze Rate por ton per lile on Carro

carried betweon_ﬂainland Ports. The objoctions to this prooess, were,
firstly, the fact that there was no allowance for the various lengths of
journey. This omission might have caused the figuroe for the avorage rate to
. . be inflated above the real figuro, and hence have cancelled out in part the
- . oorrespondin; opror in the measuromont of tho Tasmanian rates™ %ith the '
. second moasure, howsver, there are several more items of inaccuracy. Thors
wag no allowance for difforences in volume of froei;ht on the various journ-
oys. Tho prosumption here should havo boen that, as in tho--Tasmanian case,
_ tho shortor journeys, i.e. Folbourne - Sydnay, Sydney = Brisbano etc. wero
- , moro important than tho longer - journoys, i.e. Brisbane - Fremantle, Sydney =
: - R . Frementle, etc. The inclusion of weights hore would ocertainly have incroas-
- ed the figure probably substantially.

A

TR

It
2" et .

- For an unexpleinad roason some of the journeys were dup-
licated. Thus, Melbourne - Sydnoy appears as well as Sydney - Melbourne.

‘ This may have been a crude device for attaching the extra weight referred to
L T - above to the more important journeys, but, if so, the obvious inaccuracy is
" 'too groeat for a rezsonable measura. :

T ™

R

) O S (1ii) Gonoral. ‘Figures for ton mile chargos were based on ratos
: . .obtaining in 1933-34 and the valuo of Tasmanian trade on 1932-33 fiiﬁres.
The total tonnaze of Tasmenian trade by which the freizht difference was
multipliod was for the five yoars ended 1931-32.  Mauldon and /finderson dos-
oribe this mixing of years as "a bad fault", partioularly jn viow of ‘tho faot
that "the selection of the average figure for tonnage of trade (905,693) makes
the burden appear much bizzer than if the 1931-32 figuro (804,032 tons) had
boen applied.” :

Tyt ?—f’:""'{' A
(o -
4

. ~ The dssumption irherent in the uso of this figure of extr& froights
paid as a definite burden upon Tasmenia was that thase ratos incroased on '
both imports and -exports, and, thereforo wore paid ontiroly by Tasmanians.
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Lot ‘'us oonsider the effocts of an imposition of extra freight, assuming

for the moment that it is due to the Mavigation fiot.  This imposition will,
first of all, tond oither to increase the price of Tasmanian commoditios

such as wool in the countrios to which the State oxports or to decreasc the
roturn to the local grower, or both. Sinco Tasmenian production forms such

a low proportion of the supply in importing countries ovorseas, it is un~-
likely that much of the: burden could bo passed on to the oversoas buyer in
the form of hiphor prices, end to this extont tho assumption sooms substan-
‘tially justified. 4t tho same time, most of tho State's intorstato exports
would not be of theso stapolcommoditios but of certain metals and foodstuffs.
_ - ' There aro many cases in which the Tasmanian production provides a large

T : " enough proportion of tha supply to onable tho oxporter to zain & higher

' price on account of higher freizht chargos. ¥With regard to imports, most

of the oxtre freizht is probably passed on to Tasmanian buyers, but there
are many casos in which tho seller chooses to offor joods at-a—slightly
lowor net pricc in ordoer to avoid o shrinkage in the market which is, azain,
an offsotting advantage to Tasmanien consumers as a wholos ALrguing along
theso lines the Memorandum concluded thet the inclusion of all/%ha oxtra
freight as a burden upon the Tasmanian community involved some emaggeration.

(iv) Measurement of Lnnual Loss Duo to Incroased Passenger

Fare,

The mothod usod wes similer to that epplied to increas-
od freight rates. The Economic Case Committce found that the extra rate

2 _ this State had to pay, over and above thet paid between the principal Main-
! : ‘ land ports, is «4d per milo. This fizuro multipliod by tho total number of
‘ " .miles travelled in an "average" yoar, gave a total cost of £64,636.

No details werc given of thoso calculations and "it seems
probable thet the method is as open to criticism as the method applied to
freiht incressos". Tho assumption that tho entiro increase in fares to and
from Tasmania is a charbe on this State is much more unwarranted than the
similarassumption in the case of freizht. The mejority of persons travelllng
to and from Tasmania are almost cortainly Mainland residents. They may some-
times make up for oxtra fares by spending less in Tasmania, but far the
groatest loss caused this State throush the llainland visitors must be the
docrease in number of visits. This is allowod for olsewhore. There must be

- many oases in which Tasmanians travolling to the lainland on holilay spend-
- A less thore owing to fares being higher. Hence, /"it would appear thet half
L C the oxtra fares would be a much more likely figure as a burden on this State™

e (v) yggsuromont of tho Loss on Tourist Traffic

. Tho Committec hore arrived at a decrease of 20% in

tourist traff1o to Tasmania, based on the increass duc to the recent relax-
- » ation. No furthor data were given. The numbeor of tourists visiting the
B - State as a yearly average for the five years 1927-31 was derived from the
total number of arrivals and departures by assuming that one-third of the
travellers woere tourists. Twenty porcont of the number of tourists was
: takon as a moeasuro of the rosultant increass were the Navigation Lot removed,
o and the loss to Tasmania was worked out by assuming that each tourist would
o spend £30 while staying in the State. (The £30 came from "evidence submitted
to the Committeo™). The produoct of this £30 and the total number of tour-
ists "lost" nemely, £84,600, was takon as tho loss to Tasmania.

AN I INGDION N AT 2

, So much of the data used in this calculation were completely
. unbacked that the Memorandum found it hard to take tho measure as a definite
N , piece of evidence and also hard to select specific faults. Something, how-

: " .ever, was said about tho gonéral validity of the process. "Even assuming
, ‘ .that the amount arrived at is & mcasure of the reduction in tourist spend-
b © ings duo to the Navigation fLet, the use of the figure as a net loss toi Tas=
' mania is doubtful. Such a method should not be confused with the type of
" moasuremont used for the bonofit of the protective tariff, by whioch préd-
uoers in varlous States are ellowed to chargo so much extra for the same
production'. The effeot of the spoending of an extra £84,8C0 hore would bae
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partly 1) to give Tasmenians a ;roateor monetary roturn for thé same services ﬁl-
. (eeg. that portion of thas 1noreased roturn of o hotel koeper which is not é‘
‘ oovered by extra services supplied by him and his staff), partly (2) to give 4
.- Tasmanions e preater roturn for an incroased quantity of sorvicos (csre that %-.
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portion of the 1norcasod return of the hotel keeper which is covered by
‘oxtra sorvices supplipd), partly (3) to give Tasmanians a greator return
for the sale of extra gsommodities imported from other States and from
abroad (c.r. that portion of the hotel kecpoer's inoreased return which is
covored by foods etc., purchasod outside the State, end wear and tear on
appliances eto., 51m11ar1y purchased).

It is obvious that "every unit of commodities sold to oxtra
tourists which was produced with importod machinery, raw material, or cap-
ital would mean that & portion of the money spent upon it would be a bene-
fit to those outsido the State", (as in the third alternative abova).
Cbviously that portion of the £84,000 which had effect (1) above would be
a not benofit to Tasmenians. It would probably be allowahle to count that
portion heving offect (2) as & net benefit as well, but that-portion having
offeot (3) would directly bonefit only those outside the Stato.

(vi) Noasuremont of Loss on Transit Traffic Passengers.
The only other items included is onc of £5,000 for the loss
of oxponditure in Tasmania by tourists pa331n through upon overseas lin-
ors. Calculstions aro based on o number of "apple trlps" during the 1933
season but the dotails woro not given.

93« The defaects in the mothod by which the moasurcment of loss
from increasod froights and fares is made, are obvicus. 4s will be seen
in Chapter V so many factors affect fares and freight rates such as scale

of operation, size of ship, longth of journey, regularity and type of ocargg,

that it is obviously unwarranted to attribute the entire difference bo-
twoen Tasmanian and Mainland freizht rates and fares to one cause, partioc-

" ulerly as so many of the other difforentiating factors also appear to
sugrest a difference in the same dlrectlon\zz) The method has one advant-.
ago over any mothod which would have taken tho increase in freight rates
and fares cver the Eornod of application of the ict, namely, that tho off-
agcts of general changes in costs and mothods due to time are eliminated.
Lilso, since a measure of the extra effedt of the Jfict upon Tasmania was
sought, the method involved the assumption of rcsponsibility by this Stato

. for her fair share of tho costs of the ficts In this respeot the method
-could have boen made sounder still if the average charges for Tasmenian
journeys had been compared, not with the avaerages for journeys in the rest
of Lustralia, but with the average for all Lustralia, that is, inocluding
Tasmania. Yet another correction is suggested by the faoct that, even if
tho offoot of the Lct was to inflate charges equally in all States, Tasmania
would still bear more than her per capita burden ow1nu to tho larger per '
capita use of sea transport. ‘

94. Lis a oonclusion, it appears that the Committes was greatly
handicapped by the lack of data. Had the Committee had access to, and made.
use of, figures for the fluctuations in freight rates and fares, both to
and from Tasmania, between the other States, and oversoas,.before andafter
the application of the fict, a much more reliablo figure mizht have been
arrived at. Such a comparison between points in time is & sine qua non of
any moeasurement. Ioreover, tho conclusions in tho Report were bound to be

“unconvincin; in tho absonce of the data referred to as “ovidence" but not
submitted for actual chock and appraisal. 4s a pivoo of ovidonco, tho
Roport indicatos, rather than provos, that Tasmania wéuld bonofit consid-
orably if tho Navigation Lct werc rcmoved. The figures given do no more
than givo an impression of the possiblo scalo of the henofit. 4s a %uan-
titative measure they aro unconvinoiny and mey be highly misleading

22 ' : '
( )Mb have here a clear example of the extremo difficulty of using the
(zs)logical method of difference in tracing not offects to a single ocause.
L]
It would appoear that at least one conclusion mey be drawn from thls
énd the previous ohapter, nomoly , that the possibility of arriving
at any quantitative measure of the differontial cost to Tasmania: of
the Navigation fict as a single faotor in the cost of sea~borne trans-
port is hiy hly doubtful .
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“ 95, In its report the Grants Commission admits the depondence
" of Tasmania upon sea traffic and that in this rospect "hor position as an
island ig vory differont from that of any other Stato" (24). It will bo
rooallod that the FRoonomic Caso Committee basod its roport on the lavig-
ation Lot on tho assumption thet bocause the freizht ratos to a Tasmanian
port from a piver port on the mainland were zreater than for voyages of the
same distance along the main ooast the differeonce must be asoribed to tho
Navigation ficte The Commission denied the validity of this assumption and
p01nted out that tho freirht rates for a voyage ere dependent mainly on the
quantity of traffioc offerins;, and not morely on distance. - Tasmania having
a small population and small quantity of goods could not expect tho same
rate to a given point as could be secured on a voyaze from, say, MelbQurne
to Sydney or Ldelaide to lMelbourne, thoush in fact, thore is very little
differernce. .Tasmania cennot afferd its own shippinsg. It must use the
shipping doing the bulk®of the [lustralian trade. Their main traffic routes
are botween/and hence/the larger capitals&the‘voyage to Tasmania is an ex-
pensivo diversion and rates must be highe If the business is as a whole
profitable the diversions can ba carriod outat a lower cost then an ontiroly
independent sorvice to Tasmania. In other words, hish froight ratos
: to Tasmania are a consequence of its geographical position, and are on the
v - same plane as the ng'tural inferiority of the State's resources. This con-
. -~ olusion is the basic assumptlon underlying the remaining chapters of this
study(zs) S

v~
RIS

+

S )

Third Report, Commonwealth Grants Commission, para.148.

e e e T T

TS

25

E ;A casa of ' p031t1ve dlscrlmlnatory monopoly.
26

Ln assumption which seems to ba surrosted by -the 1nconclu81veness'
of every one of the documonts her01n rev1ewod. . B !
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CHAPTER 1II

S'VE LSPECTS (I THE AUSTRALILN SHIPPING INDUSTRY, 1914-1946

96, Tho First %orld %&r, 1914- 1918.

The position of the shipping 1ndustry durlnb the years immodiately
follow1nr the Groat Yar of 1914-18 can cnly be adequately describod by ro-

- ferring; to the hlstory of shipping control during tho war periode %hen ver

broko out end tho domond for ths dospauch of Lustralian troops arose, the
duty of finding transperts end cquipping them fer the conveyance of troops
devolved upen tho Departmunt ¢f the Navy, in cccordance with the past prac-
tico of the British Govornmont. 4s the transports had also to 1ift Lustral-
ian produce and wmanufactures for overseas markets, tho Navy Department hed
to prcvido and mako the nccessary arrangoments for the utilization cf trans-

- perts for this purpose. ALrrangements also had to bo made for the omploymont
of ox-onomy ships which had been intcrnod in Lustralian waters, and ovent- .-

ually abcut 75 porcent cf the ovversoas trade was controlled by th the.Naval
authcritios,

97. In 1917 tho Commonwoalth Shipping Board, undor the Chalrmanshlp of

- Roar-Ldmiral Sir %illiem Clarkson, wes formed to doal with difficulties which

had arison rogarding the quantities of primary, procduce and manufactured scouds
which wero to bo dospatchod overssas in the rospective steamers. This Board
sot until January 1919 and actod in an advisory capacity to tho Governmoent

in all mattors pertaining to sh1pp1 ©7, both evorsoa. and interstate.

98. Barly in 1918 the British Govornmont pressed tho fiustraliar Govorn-
nobt as"an oxtremely urgent matter", to roloase more ships from the fust-
ralian coastal flecets in order to ongazgo in war servico. In Lpril,1918,

the interstate vessols bolonzing to the principal fLustralian stoeamship com-
panics worc requisitioned and the Interstato Ccntral Committee was formed
with the primary object of running the vossels os one flect, and by rogulat-
ing their employment in the most efficient manner, tc make avallablo the

largest number possible to the 4illiocd war offort.

/

99, The foquisitibned vessels wero takon ovor by the Commonwealth Gov-
oernmont on a standard charger party, as prov1dod by the rogulations, tho

»cwnors rceceiving tho Blus Bock charger rates.(” Tho Intorstate Contral

Committoo waes purely &n adviscry bedy, comprising the managors of the prin-
oipal interstate shipping ¢ocmpanies of Lustralia under the Choirmanship of

Rear-{dmircl Sir Williem Clarkson, in whom was reserved full pcwer to veto

any docisions cf ‘the Cemmittoo,

147  hs a dircct roesult of their werk a nurbor of the largest passenger
end cargc vessels woro roloased for war sorvice, in addition to cther inter-
state vessels which had alroady boen sont overseas under Imperial and iLust-
ralion roquisitions Interstoate vessels wore also despatched by the Control-
lor of Shipping tc India for wcol papks; to Amorica with Lustrolian jems foer
military purpeses; eénd tc Canada for paper. During the war approximetely

45 porcent cof tho intorstate tonnage was withdrawn from the coast fcr oversea
purposos. 4t the samoe time, the Australian coastal trade, which had doubled
since tho pro-wer pericd owing tc the growth of locel socondary industry,

wos more or less satisfactorily caterod for, until the influenza restrictiuns
and industrial disputes with soamen and ongincers interrupted tho servicss,

‘caused dolays and rosultod in large accumulations of cargoes at the variocus

pOI‘tS. '

1.1, The interstate vessels woroe kopt under requisition until fipril 192t

when thoy were roleassed by the Governmont on the condition that they wore
operatod ¢n tho Austrelion cocst and that froeight rates and fares wore not
to be increased boycnd & mean cf 2( porcent abovo the ratos thon ruling.

The principal interstate shipowners agroed to thase conditions up to tho ond
cf 1920, Tho interstate stoamship cwners aproed to ccntinue running their
steamors as one fleot in order to obtein the greatest efficionoy.

I,

thioh had boon adopted by the British Ldmiralty ﬁftog ocaroful considoraticn.
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Committoo ¥ t¢ inquire into &nd roport upon:-

ping facilities on tho Lustr&lian coast to cope with the cargo offering. 4is
"8 rosult of its reccmmendations oight Commonwealth vosscls wore tomporarily

" sub mitted that adoquato tonna;e had not boon available for somo timo past

104, Ldmiral Sir -¥illiam Clarkscn_statod, in his ovidenco, that tho two
~incredscs in fr01zht ratos allowod 3)woro imperative in crdor to mako tho

"by hir: t¢ charger additicnal tonnage for the ccastal trade during thoe war

“ton deadwoizht which was paid for tho intorstato companios' regisitioncd

kot rates on tho cwnor's acccunt.

106+ Tho Committoc rocommonded that the coasting clausos of tho Navigation

'1i{7. The Sooond Yorld “ar, 1939-45 : i

.Commonwealth Shipping Control Board was established under Neticnal Security

‘18, In view of the limitations of the Lustralian Nerchant Marine it was

. the Ministor for Supply end Shipping to requisition on the reccmmondaticn

37,

172, “n the 15th Lpril 1927, the Fodoral Parliamont appointod a Seloot

() The organisation and control if Intérstato shipping;

(b) <{vorsoas shipping in rolation to Lustralian products for
cverscas markots and. imports gonorally;

(¢) MNotheds to impreove mail, cargo and passenger sorvices with
ovorscas countricse. : ‘

103, The Cemmittece, 9t the cutsct, investigatod tho insufficiency of ship-

placed in the coastal trado and others carriod coastal cargoes while proceod-
img from one pert te anothor in prosccuting their cversea voyagos, and tho
post-war conzestion of general ourgo was roliovod. Tho Committoo further

fcr the ocarrisge of the 00n<tant1y incroasing quﬂntltles of bulk cargocs
such as ooal, coko, oro, timber, sugar and fruit.

e ®

e

revonue of the ships balanco tho incrcascd cxpensose The Controllor showed
that the total yoarly rovenuc cf the stoamors was £3,60(;3(7 whilst the cst-
imeted cxponscs cf runnln, the ships for the twolve months ondod 3lst March
1921 was £4,752,7i{. In ordor to defrcy the lattor incrcascd oxponditurc

the sum of £1, 155 777 was roquired and aftor invostigation the 1{ percent and
27 percont incrceasos woro authorised in order to yiold this emount. The
total cost of running intorstatc stoamers during the six months onded 3{th
Lpril 192C, compared W1th the six months ended SISt Dccembor 1918; showed an
increase in the latter poriod computod at 26.7 perconte

1C5. Tho Controllor of Shipping later ir his cvidence stated that effurts

had clioited the information that British shipowners rcquired a charter rato:
of 35/- per ton deadwoicht per month, as compared with tho rato of 12/6 por

vossols of the samo type. " iLgain, British roui'sitioned ships on completing.
an outward voyage on Imperiel Governmont Account, wore often reluased from
requisitions for thc hcmeward veyage and viere @llowed %o tako cargoes at mor=-

Lot (with an oxcoption in the case of the North Yost of %estern Lustralia)
should be put intc cpcration as caerly as pﬁssiblo.“' Tho Ccmmittee also ,
rocommonded that tho Cemmonwealth Governmont should "confor with intorstate
shippinz ccmpanios with & view to o comprchensive arrangemont boing arrived
at.tc ensuro the provision by the interstato compenics of a flect that would
be capablo. ofcarrying cut all rcquiromonts"

(n 37"th January 1941, sixteen months efter the outbreak of war. a

(Shipping Control): Ropulatlons.“) The board is the insfrument by which the
Commenwealth Governmont exorciscs a control of Lustralian coastal merchent
shipping with a view to "the more effoctual use theroof in connection with
the prosecution of total war". , !

nocessary as tho war developed to organise shipping so that tomnapge could be
usod_most effectively and at the samo time oater for urgent and fluctuating
service demonds. .Lccordingly, regulations were drafted giving authority to

of the Shippins Control Board any iustralian vessel and thd charter arrancc-
ments place the vessol so requisitioned at the disposal of the Beards The

(2)known 25 "Tho Soloot Committee on.Sea Carriage". Interim Reports worc
tabled in tho Houso of Reprosontatives on 13§h May 1920, 19t Aurust 192\

.and . 1st (ctebor 1927. The final roport wes rosontod 29th ¢otcber,l

(3)(ne of 1C percent in (otobor 1919, and ono of 2i* poroent in Aprll 192~.

(4)Compare tho disouseion in Chaptor I.
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Beard is empowered tc docide how and whore the vessels are to be employed.
Tho Board may require the ownor of any ship roquisitioned to act as agont for
that ship and in practice shipownors concerned act as agents of the Board for
their own vessels. ALpgents are paid fair remuncration for their services.

1(9. Heavy sorvices demands and shipping lcsses have compelled, during the’
war, rigid rationalisation, and interstate cargoes are limited to essential
goods. However, the Lustralian Merchant Fleot has been supplomented by over-:
‘soas vossels which cre operating on the coast. Those include vessels sub-
chartorod from the British Ministry of ‘far Transport on time charter basis,
and British and imerican ships used fcr coastal traffic whilst temporarily in

“Lustrelian waters, and also vessels under the control of the Commonwealth

ships chartering Committac. Generally, the overseas vessels have been used

‘tc carry bulk carpcoesd™

’ n ) '

11C.  The Boord is composod of tho follcwing members, viz:-

F. Bridgman - Cheirmen.

: JoF.Brame - Doputy Chairman.
' "~ J.L.Tobb - Huddart Parker Limited. _
Li.H.Gazo - Commonwealth Ships Chartering Committee.
EolioCole - Sceretary, fiust.Inste.of Marine and Pcwer Engineors.

" loeBo.Teburttn - Commenwoeslth Treasury.
H.Sulliven Secretary.

 111w The Shippinz Contrcl Board detormines the appropriate use cof ships for

the carriage of coal and ironstone. The compoting claims of cargo require con-
stent attention which must be determined upon main lines of policy, and many
questions arisinsy from the rcequisitioning and cperation of vessels must be
raferred to the Board for decision. Tho Bcard maintains continuous contact
with the Diroctor of Shipping on £11 shippin:; probloms and thrcugh him leeps'.

in tcuch with other crcanisaticns asscciated with shipping metters, inolud-

iny British and Imorican shipping authorities. In spite cf the requisition
of vessels by the fillioed Services, shipping losses and the handicap of war
conditicns in respect of the movement of vessels, the.carzo positicn in iust-
ralis remains reascnably satisfaotory. Howover, it has been found difficult
to inoroase rescrvae stocks. '

‘ /
112. For tho purpose of advising in the management cof the shipping services,

i a Shippins Managoment Committeo, composed of ropresentatives of principel

" shippin; companies whoso ships have been roquisitioned, meocts periodically to

deal with quostions arising in the conduct of the.shipping services. Docisions
of the Shippinr Mansagomont Committoe are subject to confirmation by the Ship-
ping Control Board. Tho Ghairman of the Board is Chairman of the Shipping
Mana ement Committea. : '

- 113, The Board also works threcugh a Central Traffic Committee. This Comm-

ittoe consists of traffic officers of the Board and ccnsiders tonnmage fixt-
ures and reports to the Contral Trmnage Committeo. Thare are Branch- Committ-
eos at the main ports and small sub-committeos at various State ports. Those
ccmmittees work in oclose asscciation with the Contral Traffic Committecs

114. The funotions of the Commonwealth Government Ships Chartering Commi ttoe
as dofinced in Part IV cf the National Scourity (Shipping Co-ordination) Rog-
ulaticns arae, : : - ' :

"To charger or arranse for the chartering of ships on

behalf of the Commonwealth and tc manage and cperate
~cr arrange for the managemont or operation of ships

so chartercd and ships placed under the control of

the Committeo". .

The activitics of the Ships Charterirg Committee actually arcse out of the
chartering activities of tho Australian *heat Board. Undor war cconditions
thero was great diffioulty in linking up sales of wheat with ships for the
QGstination and shipment ‘date requirad and it was sus~estod to the Australian
Yheat Board that ships shculd be time ohartorod. Timo chartered vossels had

t

(5)Nationql Soourity_(Sh%g ing Contrel) Rspulations have since been embodied
ZﬁaN%glunal Seggzltyb.f 1pp%Fg Co-ordinaticn) Reyulations. Note that' this
pver was written hefore tho cosgrtion ¢f hestilities. E ipping
(6)CenErel 19 1ikoly o iast many Sonthe yoyC L heswilitios. Hewaver, shipping
6)Vido paras. 114 ot seq. - |




e twofold advantage, viz:-

E ' (2) Sales cculd bo coverod immodiately with the knowledge that

. o , before the whoat had to be loaded there would be a poss-
- C o ibility of securing encther vessel cn ordinary charter

hav1nr tho time .chartered vessel free for other businesse’

o S (b) To carry whoat and flcur scld by the Beard for which no ord-
IR 1 ‘ ' inary charter cculd be cbtained.

) o 118 Ls o result the vossels not only carried large quantities*of wheat
o ’ ' © and flour oversoas but onabled a much greater sale of wheat and flour to ho.
- v S po:otlatod and subsequontly lifted by other vossels. Thoe Theat Board also
. : srecd to coerry any essential fjoods for the Goverrment when space was avail-
ble in tho heat BoardL§ ships. "The Board further agreed that the ships
should bo used for the transport of ossontial zoods on their roturn voyagos
‘to Lustralia. In February 194(, prior to the fermation of the Ships Charter-
ing Committee, & Cabinet Committce authorised tho Departmont of Commerce end
_ the Lustralian “heat Board tc¢ charter up te six vesscls on kehalf of the
1’5 ’ ' Commonwealth Government. It was soon found that this number was inadequate
a ~ for the work to be done esnd pormission was obtained tu socure £ll the vessels
.. pcssiblo. 4s the cherter of ships was cssuming considerable magnitude, it
" was sugicsted that 2 formal Committee should be set up to control these ship-
ping act1v1tles; this was in July,1941, when the Committece was under the con-
‘ , '  trol cf the Dopartment of Commorce. In Povember, 1942, the Committee came-
" under thc ccntrol of the nowly fcrmod Department of Supply and Shipping and
~in June, 19%1, regulations dofining the powers and functions of the Cormittee
were included ir the Netional Security (Shipping Co-ordination) Regulaticns.

116. The originel objoct of the Chartering Committec was tc decl purely

with cverseas trade and it was not oxpected that the ships would be used for

mé¢re than cccasional assistance en tho coast. “ith the entry of Japan into

the war, howevor, the increascd domands cof the defence authorities occasion-

.od ~reator eassistance from the cverseas vassels to moet essential coastal

: ~ noeds, particularly for ccal and ironstone. The timo chartered fleet was

i " therofore rradually built up and at the ond of December, 1944, the Committeo

) controlled 28 vossels with a total decdweight tennazo of approximately

R ;.0 235,({( tons. In.additicn.to these vessels, tho Cormittee also controls all
-l ' tornage built to the order of tho CommonwoaltmGovornmont° Lt the present

3L h . “timo, seven River cless vossels of 9,C(C tons deadwelght are in commission

.and a further ‘six are buildin:i. It is antlcloated thet these vessels will.
- all be in ccmmission by Lipril 1946.

“~

2 . 117. It is oconveniont to wake briefl reference hore tc post-war deccntrol
' ’ ~of shippins, which is covered by an Intornational Lgrecement signed in fugust
s B 1944, providing that up t¢ six months after the ond of the war with Jopen,
S the powors accopt as a common responsibility the provision of shippins feor
-all military end other tasks necessary ficr the completion cof the war‘end
\ - the supplying of liberated areas. The Govermments undertake tc maintain con-
: trel over ships rogistorcd . in their territory sc as to enablo thoir émploy-
ment tc be directed in accordance with this undertaking. Tho entire shipping
rescurces cf thoe United Nations in oeffect form a common pocl from which the
A -~ noeds of the various nations are met. Ships are rnct to be released from
’ L - contrcl or emplcyed for non-essontial services or carices unless the overcll
A - tonnare is in oxcess of totnl requirements and then onily in accordance with
& mutuclly acoeptablo formmla which extonds tc all contracting Governmonts
“an equitable cpportunity to enzago in commercial trades. The vessels under
the control of the Charterins Committee, therefere, come under the terms of
the agreoment and form part of the United Naticns pool of shipping and their

c o de-control whon this takes place will be in tho terms provided under tho
J "~ Trited Varitime Lgreemont. ‘

.

EEAROA eI AN

118. It beceme apparsnt durin; the oarly months of tho war that cne of

the most important faotors in inoreasing shipping costs on the fustralian
-const was the cost of insuring hulls against var risks. This type of insur-
1 - .. once was plocod with overscas underwriteors and thus Lustralian interests had
a ncioontrol ovor the rate of promium oharged. Purtharmcre, there was:every
g possibility of ratus fer tho insurenge of Lustralian vessels fluctuating

Chiefly coal, coke and ironstono.
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geographically aocordln to the varying conditions in tho differont waters
arcund lLustralia. By Pobruary, 1941, it wes ovident that some action wos
rocessary bocause by that timo oxistiryg premium rates wore ccnsidered to be -
oxcessive and there scemod tc¢ be every pussibility that they would scon in-
‘creaso further. It was, moreover, considered desirable that froisht rates
already loaded with the cost of war insurance should be stabilised. fur-
ther consideration was the payment of oonsiderable sums to overseas insurance
companics, involving a serious drein on sterling funds. ‘ o

{n tho 27th Fobruary 1941, the National Security (Mfarine “Ar Risk
Insurence) Regulations were gazetted. Thoy provided for the insurance ageinst
war risk of ships registered in Australis and trading solely between ports in
Lustralia. Insurance was not made compulsory, but insurance except through
‘the Board was feorbidden. The Board was empowered to consent to the insurance
of vessels with outside Intorosts but, in general, this consent was not grant-
od. Numerous changes wore made to tho rogulations applicable to the insurance
cf vessels. There is no neod tc list in detail the various changes, but by
1943 tha main conditions rogardin:; the insurance of hulls applied to:=

119.

(a) .Any Lustralian ship, .

-(b) Ly unregistefed ship the owner of which resides or
, carried on business in dustralia,
(¢) 4ny British or Lllied ship trading in Lustralian
waters or from an Lustralian port.

L. defirition of the war risks covered is given in fLippendix L of this Chepter.
The 1list oomprisas the whnlo of the war risks against which the Board was
.empowered to insure, but it tlways reserved tho right, sometimes on the re-
quest cof the insured, for somo of the risks to be excluded with corresponding
‘adjustments in premiums. .

-12C. Mombebship of the Comnonwoalth Parino “ar Risks Insurance Board is

as. follows.- N

N

Chairman: - Mre.Justico Clyne.

- Members: %s Co Balmford, Commonwealth Lctuary.

— Professor D. B. Copland, Commonwoalth Prices CommlsS1oner

T. S« Douzlas, President of the Council of the Marine
Undorwriters fisscciation of Lustralia.

121. 4s the Commonwealth Government had no insurance office of its own and
"in order to avoid settinz up a new org ranisation, it was agreed between the
Commonwoalth Government and the State Government of N.S.%. that the business

of insuring vessels under the Commonwealth scheme should be carried out by the
Governmont Insurance {ffice of N.S.%. This arrangemaent continued in operation
for about 2¢ months until the ecstablishment by the Commonwealth of its own
office tc handle the extra volume of work involved by the subsequent introduot-
ion of tho oargo .insurance schemo. ‘ '

122. The hull insurance schome was operated on much the same lines ug those-
‘adopted by private insuranco, and special pclicy forms were issued in rOupCGt
of each of the insured vossels. 4t the outset ell the larger vessels trmhnh
around the Australian coast bocame insured with tho Board, and with a gradual
“wersening of the war situation mony of tho smaller vessels tcok the -oppertun- .
© ity for the first timo to insure arsains t wor risks. . :
123. In Fobruary'lsﬁl, however, the Shipping Contrel Beard had not roquisit-
icned any ships and when this action oventually took place in Sopterbor 1941,
the requisitionod vessols were talen outside the scheme and special arransomonts
covering tho ownors apainst lossos for war rislk were made by the Shipping Con-
trol Beard itsolf. This arranrement did not, howavor, romain in fonce for more
than 12 months boonuse, with the olﬂrlflont|on of the Governhent's own attitude
towards insurance of property for which the Commonwoalth was temporarily liable,

as oexplained later, tho vessels wore subsequently brou ht back into the insur-
anoce schema.

At the oommonocmont tho numbor of vessels insured was as
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o follows:= No.of
e ~ Vessals | Lpproximatc Value
100,000 < £207 U : - 138 JE5,10,
: £200,070 = £37,,0 .4 5 1,30 7,00
£3.1,7 7 - £3£0,000
£350,00 0 = £47 000 o 7 T 2,67,

124, Lt tho time of the introduction of the scheme the me jority of the

~icies to be examined. 4s mizht bo oxpecctod these were subject to numerous

" limited extent without requiring immediate recoupment from the owners by

. the hull account, tho positicn was rectified during the last few months of
the war. The promium rato of 12/6 % pormonth was in fact considerably re-

Bo

126,  Lncther quostion of some intorest was the power givéen to the Board
"to enter inte ocontracts of re-insurance in respoct of the 1nsuranOGSKWhlch

-beor in mind:- |-

|

15.

pclicios held by the shipowners were due to oexpirce, and in order to romove
any doubts which might oxist in tho minds of the cwners thoy were ziven the
assurance that fer the ensuiny 3 months the Commonwealth schome weould in-
sure their vesscls at the same premiwn and for the same risks as those con-
tained in tho oxistinj; pclioies. This onsbled the Board to overaeome the in-
itial diffioultios invelved in the introducticn of the schome at short notlco,'
and allowed sufficient time for the conditions attachins to existing pol- '

variaticns and althouzh the gross promiums payable were gonerally the same,
they wero subjeot to varying amounts of disccunt. 4s a result of these in-
itial investipations of tho Board, it was able to prepare its own standard
form of pclioy and to determine tho basis on which premiums should be charg-
od. Bocausse of the uncortainties attending war risk insurance, the Board

feor sone six months after its incepticn issued policises for one month only.

126+«  Tith further expo}ionco in the field, tho Board decilded,

(1) that its premiwms should be stabilisod at the fijure of
12/%?%por month, which promium oorrespcnded with thoso
proviously paid by tho owners, apart from discounts,

(b) that policios should be offectod for 3 months, and

(c)'~that further inoreasos of promium should be as far as
possible avoeided.

This decision\in of fect meant that the Board, by virtue of the guarantee
given by tho Commonwealth Government, was prepared to suffer losses to a -

way of oxtra premiums. £4Ls events turned cut thls decision proved to be
Justlfled because althourh the fund corried o’ delClGnCV for some tima on

duced' during the latcr years of the war, and before the initial deficiency
was extlnrulshed. Particulars cf the various -chanmes are given in fLppendix :

!

it effected. This questlon of ro-insurance arose hecause,
(a) fLin early sinking of one of the large vessels worth £307,0° 0 ‘
! mizht boe a sourco of temperary, if not permanent, embarrass-
.ment tc¢ the insurance fund.

(bz .The whole of the shorta;e botwoon premium and outgo for leosses
was & Commonwoalth liability.

(o) . & prlvato insuror wnuld necessarily effect ro-insurence under
a scheme involving such a small number of ships havin in
certain oasos suoh high individual values.

127. The followingz wero tho many ocnsiderations which it was nscossary to
| |
(a) There appeared to be a fair chance that the Coqmonwoalthfwould

nct mako a loss without re-lnsuranoe, assuming, the risks
to romain unaltered. : E

(b) Ro-insurance promiums'would be probably ;reator than the insur-
Anco promiums which the Board fixod in the initiel months.
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- whether the goods werse oarried in hustralian or overseas ships.
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(c) Re-insuranco might become unduly expensive if the risks becomo
vory heavy, with profit to private onterprise at the Gov=-
ornment's oxponse. .

(d) The Commonwealth had instituted the scheme in order tc minim-
ise the cost of freights, and should therefore be propared Yo
faco possible loss.

(e) The mointenance of coastal shipping is a Commonwealth rGSponSibL‘
ility in war time.

“(f) The Commonwoalth's liability in the insurance scheme was not
- large in relation to i#s war time commitments.

(¢) Sinco many of the companies that would be interested in re- *
insurance were off-shoots of overseas compeanies, re-insurance
would involve the transmission of overseas moneys. This was
one of the features which the insurance schemo was designed

to avoid.
128, “With the gradual worsening of the war situation in the early months
of 1942, it was decided that scme form of insurance for cargoes against war

risks should be introduced. In the first instance this scheme was confined
to essential imports for which difficulty in effecting insurance had been ox-
perienced. The rezulations were amended enabling the Treasurer to presoribo
oortair specific essentinl cargoes, which inoluded cotton, hemp, jute, rubber,
sisal, toa, coffee; coiryarn, tinplate, oork, nitrate.

129, Many difficult prcblems arose in connection with the insurance of in-
.ported carfoes, particularly as the Board had no effeotive supervision over
these contractse. Geoods in India frequently had to be insured in a warehouse
in India and covered for the whole time .until they reached an Lustralian port.

13... By July, 1942, there was evory indication that the premiums charged

by the private insurers would -have to be increased and concern had been ocon-
tinually expressed about tho diffeorentiel rates applied to verious parts of
the Lustralian coast. It was essential thet, as far as pessible, any incroas-

os, which by adding to the level of freight rates would react on the price
‘structure, should be.avoided. . } /

-131. In examining the proposals it was asgreed that the Liustralian Gevern-
ment scheme shculd not be designed to embarrass shippers outside Lustralian
waters. The reasons for this view were:-

(a) Imports tc fustralia weuld, in many instances, be insured
. in London from the country of export. Some would be under

. {pen policies in London covering ths particular country's
" activities in different parts of the world.

(b) The Lustralian insurance market could not expect to take
away from the London market the insurance of cargo shipped
from Australia to the United Kingdom, as these were principally

the primary products in which the British Government was intor-
ested. - : '

132,  For these reasons the scheme was confined tc oargoes shipped between

ports in sustralia includins tho territories of the Commonwealth, and applied
{ther matters

which were taken into consideration btofore tho scheme was introduced wore as
follows:-

(a) .Undor & systom of price control, insurance companies ontered{into
an arrangemont nct to inorease rates for marine underwriting
on the fiustralian coast without first consulting the Prices Com=
missioner. PFurthermore, the services of marine insurance could
‘always.be "declared" at any time, thus o nsuring that rates would
not rise above oxisting levels without justification.

(b)) 1If the Prices Comm1ss1onor considered that rates were too high and
should be roevisod, he could negotiato with tha Insuranoe Com-"

panies and Lloyd's Brokors to sscertain whether cuFFont rates
. were justifiable on the basis of experience.
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? ’ (6) There thus seemed to be adequate means of controlling war
0 : . ' risk insurance premiums under the existing machinery withe

T o out ~cing to the oxtent of setting up & new scheme involv-

. ? . o L © ing considerable orpanisation’ which would be bound to cause
"{ ~ a corbtain amount of distunbance in the marine insurance
+

.o : - field.

(d) If the insurance companies were to state at any time that
they could not carry on under existing conditions without
an increase in rates, it would elways be open to the Gov-
ornment to introduce some form of more direct control and
supervision.

(6) Should it become necessary for & direct form of price control
to be set Up, ‘it might be preferable to retain the existing
. insurance structuro as near as pcssible intact and supplement
v A S . it with some form of Government guarantee cf risk in return
-0y s . for a share in the premium income.

133.. Subsequent discussions took place between the Insurance Board and
.~ . 'the Council of Marine Uhderwrlters and the two main alternatlves discussod
" wero:- -
(a) L4 scheme under whioh rates would be controlled by the Prices
: Commissioner on & uniform basis and which might include some
Government re-insurance scheme if the Companies so wished,
‘or

(b) 4n arrangemennt under which insurance of cargoes against war
' risk would be taken oveq?%%e-Commonwealth Marine "ar Risks
Insurance Board. The Board would appoint insurance oompenies
as aments to carry out the detailed werk of insurance on a
' ' ' comrission basis. The Marine Underwriters chose the second
] : ' altornative. '
' 134, “hen the Govormnmont opened its own office to carry out the oargo in-
surance scheme the various insuranco companics were appointed as agents. They
issued the Board's policies (both. "open" policiss and policies for specifio
" | rlsks) and oolloctod premiums. Some of the principles decided upon were:-

(a) ‘The premium rates should be uniform for the whole fiustralian
trade.

, , (v) The premiums previously charged by the Companies should be re-

L : _ ‘ ' ' tained, unless there was a marked change in the war situations

y : - -~ (¢) The premiums should remain fixed notwithstanding variations in
- the amount of risk involved on acoount of the fluctuating

fortunes of war until there was some marked change in the war
situation.

{'- AR : (@) Premiums should be.kept as low as possible so ag not to ihpose
' too heavy e burden on Lustralian cargoes.

(e) Insurance of cargces against war risk _should not be allowed un-
loss the poods had been insured ag alnst ordinary marine risks
(this was of particular importance if the insurance oomp&nlos
wore to aot as tho Boarr”u apents).

(f) The rate of oommission payablo to the agents should bo § poroont
of promiums, uUbJOOt to rov1s1on.

(g) The Commonwoalth ifarine %ar risks Insurance Board to 1ssue,
through its agonts, ltu vm policies. .
. -+ 135+ (no matter which concernod the Board during the oearly poriod of its
- operations was the need for on efleotive systom of receiving information re-
garding marino war risks. This was considered most 1mportant since experience
had shown that the London Insurance Market obtained informetion much more
readily than wes done in lustralia. ALgain, it was necessary to clarify the
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~ablished practice of the Commonwealth Goverrment not tc insure its own prop-

137 This present reoview of the shipping indusfry in wartime would be in~-
- complete without some refersnce to the faotors leading to the establishment

"reserved to employers the right to select their own labourrand the right to

. the port. It was penerally known that far more men were periodically offer-

"-and control of waterside labour would have to be introduced. £ Conference
‘the Prime Minister convened & further conferonce at whioh Sir (wen Dixon,

. Sir Thomas Gordon, Mr.Charles E. Brown sS. and Iir. J. Healy, Secretary,’

~ation of all parties to ensuro that ships were given the quickest possible

. the regulatlona.

o 44.

Commonwealth's own position in regard to insurance. It has been the est-

erty, but it found that during war time it was often the temporary owner of
goods which were bought for subsequent re-sale to distributors. This applied
partioularly to tea and ooffee and other essential imports. It was obvious-
ly necessary for the Commonwealth to pass on the cost of this insurance cover
and hence arrangements were made for the various Commonwealth authorities cone
cerned to insure those goods for which they were responsible with the Common-
wealth liarine ‘iar Risks Insurance Bosrd. This was found to be more satisfaot-
ory than allowing each individual authority to deal with the matter entlrely
by bookkeeping arrangementse

136, The values for which ships should be insured presented some diffdcultys
For the most part the Board insured vessels for the same values for whioch
they hod been insured beflore the ware. Somoe owners pressed stronzly for the
rirht to insure on the basis of "inoreased values" but this was r951sted.a
Some consideration was ziven to the setting up of a valuaticn authority, but
it has not been nooessary up to dats.

of the Stevedoring Industry Commission. Prior to the introduction of the
Commission in April, 1942, the method of engaging labour at praotically all
ports throuzhout the Commonwsalth was on & free seleotion basis. Henoe, was

men to seleot thoir own jobs. This method frequently resulted in ships,
which were urgently required for operationsl purposes, being unable to ob-
tain lebour &s moro attractive jobs were offering to the men. 4gain, with
free seleotion it was not known how many men were following the industry or
oclaiminyg to follow the industry, nor how many menwould be required to- work

g for work on the various waterfronts than were actually required, and the
manpower authorities were anxious to tap this surplus labour supply.

137. Early in 1942 the waterfront pomition was such that those in auth-
ority realised that if the meximum use was to he made of ships by giving
them the speediest possible turn-round, some system of regulating employment

was oonvened in Canberra by the Prime Minister for the purpose of meeting
representatives of the shippin:; companies. ALrising out of this Conference

Taterside ‘forkers' Fedoration attended. 4t this Conferenoe the Prime Min-
ister outlined the war position and stressed the serious situation the count-
ry was facing, particularly in regard to shipping and asked for the co-oper=

despatch.

138, Arising out of this Conference, a Sub-Committee consisting of Sir
{wen Dixon, Sir Thomes Gordon and Nr. J. Healy were appointed to examine

the various problems and report to the Government as to what method should
be adopted to deal with the unsatisfaoctory state of affairs that existed

and to mnke rocommendations to ensure the expeditious moving of ships. This
Sub-Committeo met in Nelbourne on March 5th and 6th 1942, and subsequently
submitted a report to the Primec Ministoer, in whioh it recommended that a
Beard be established for the supervision of stevedorin;; watoerside labour and
its uses. Roeulations were:brouzht out (vide Statutory ‘Rules 159) to give
offeot to tho Sub-Committeo's recommendations and the Stevedorinz Commission
wesg appointed on the 2nd Aprll 1942, to give effeot to the prov181ons of

139, - The funotions of the Commlaalon as provided for in the regulations
werei=

(a) to corordinate labour in stevedoring operations;*

(b) generally to control and regulate waterside work and o
stevedoring operations; Wnd C

v . !

(o) to ensure that adoquate provision is made for the
‘proteotion of watorside workers against injury,
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~meeting. suddon rushes of shipping.

: 45,

and wharves &g alnot dama;ie from, or in connection
with atbtacks by an enemy, with a view to expediting
tho loading and unloading of shipse

14!+ The Commission gomprised reprosentatives of oversea, interstato .
shipping and stovedorin; interests together with représentatives of the
“aterside orkers' Foderatiocn, operating under the Chairmanship of the Chief
Judge of tho Commonwealth Court of Conciliation and 4rbitration. I\ senior
officer of the Public Sorvice was also a membaer of the Comm1351on, without
the rizht to voto.

141. Ls o first step towards carrying out the provisions of tho rogulations
the Commission set up Taterside Employmont Committees at all ports. These
Committees comprisod represontatives of employers and employces and wero
presided over by an 1ndepondent Chairmen. Tho noxt step was to determine the
numbers of men (port quota) roquired to work each port and at the same time
form a registor of such waterside workers at each port, as wore required to
make up tho quota. 4is & result, all surplus labour at the various ports was
redrafted to other occupations by the manpower authorities. It should here
be notecd that throughout close co-oporation has been maintained as bstwoen
the Commission and the lenpower Directordte, the latter having agreed that
whilst watorside work was not a protcoted industry, it would be regarded as
such provided that the Commission ensured tnat enly the minimum number of
men consistent with the need for expoditious handling of cargo was retained
in the industry. The foregoinz stoeps did not, in themselves, entirely ro-
move the.disabilities under which work was being carried out, inas much as
men rotained the rizht to withhold their services from any particular job
urgently roquiring labour. 4t this pertiocular time vaessels were sailing in
convoys and it bocame absolutely essentiai that vessels be worked in some
.‘order of priority which would ensurc their departure and arrival acoordlng
to schedulo. This position was met by the Commission makin g {rders in res-
pect of all main ports. These rdors provided, amongst other things, for
the allccation of labour by an officer of the Ccmmission and further provid-
ed that a refusal on the part of any man to ;0 to work for which he had been
allocated, would expose him to disciplinary action by the "aterside Employ-
ment Committooe. Conversely, the obligation was placed on employers to accept
any labour allocated to them. These orders resulted in a revolutionary -
change in the waterfront industry, for, wheroas men/had previously been free
to decide when and whore they would work, they were now oblized to present
thonselves for employment each day and undertake whatever work was roequired
of them. By this msans, the bust postiblo use of labour was obtained and,
whereas, immediately prior to the introduction of the Commission it is est-
imated that some 26, " men were claiming to follow the waterfront industry
at all ports throug hout the Commonwealth, that number has now been reduced
to approximately 19

..'142° Much  cculd be written concerning the waste of manpower and abuses

oxisting before the vwar but siffice it to say that prior to the
introduction of the Stevedoring Industry Commission only a vory blurred pitt-
ure of the industrial situation at each port could be obtained. Even after
riisterin: all watorside workers at tho various ports, it was found that some
were uging the watorfront as & 'blind' and steps have beon token to oliminate
such mon; now overy rogistered waterside worker throujhout tho Commonwealth
is followinr the industry as a watorside worker. -

‘143, In furtherance of ita obligation to keoep the numbers of mon in the
industry to the barest possible minimum, the Commission has, in & number of
oages, heon faced with the problem of keepin:z the average weekly hours work-
od by waterside workers below fifty-six., However, in & number of ocasos thoso
hours have had to be oxcoseded and whon it is reoalised that the averagoe nape of
watorside workers in some ports exceeds 50 years we may appraise more
acouratoly the complaints regardin:; poor work in some instances.

144, By pradual stages, the Commission has evolved to a pOSltlQH where ships
are worked in an order of priority and, where "round-the-clook" working is
required to jive a ship urgont despatch, labour is forthcoming for this. There
are, of course, exceptions at certain ports whore the labour supply is insuff-
101ent to meet peak roquirements and a scheme of registoring roeserve vater-
'side workers has boen introduced, which hos proved of great assistance in '
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145. From time to time, the Commissicn has transferred laktour from one

port, where there is temporary inactivity, to another port where the local

" labour supply was insuffiocient. In addition to legislating for the groat- .
est use and mobility of labour, the Commission has prescribed conditions of

employment to meet tha needs brouzht about by the war situation and, by the

exerciso of 'striot dlso1?11ne, has ensurec that work proceeded with the min-

imum amount of friction,

146. To compare the presont waterfront position with conditions obtaining

‘in other industries where men are omployed on a regular weekly basis would

not give a true picture, but, to compare it against the background of tho
industry as it was prior to the introduction of the Commission will show
that hold-ups today are less frequent and the introduction of schemes for
the allocation of labour has oliminated much of the wastage that oharactor-

"ised the industry in pre-wdr yoars.

147, State Enterprise in the Shippinﬁ.lndustry.

The Commonwoalth Government Lino of Steamers wos inaugurated by the
Hughes Government in June 1916, () the Head ‘ffice being; established in Lond-
on and at the outset the business was conducted on an agency basis. Sub-
sequently, branches were opened in the principal ports in Australia and elso
in London. Scon after the cessction of hostilities the initial fleet of
fifteen vessels was incroased by the addition of twenty six new ships.

148, Lt first, as the result of #s opsrations the Line showed a substant-
ial profit. This was cdue in some measure to the high freight rates thon
ruling. However, the subsequent decline in these rates due to the world sur-'
plus of tonnage soon converted the Lino's profits into substantial losses.
The history of the Canadian Government Mercontile Marine Limited is very-
similar. Tthen the exceptional circumstances arising out of the war, and
immediate post-war, period ceased teo be profits faded into deficita. The
followinz table shows the financill results of the Australlan venture up to
Aurust 31, 1923, viz:-

To June 51y 1917  profit  —-memmee- £426,394
To June 37, 1918  profit  =e-=m-==== £905,879

To June 37, 1919° profit = —-e-==e-=- £1,284,598
To Juno 3(, 192C  profit  s----m=i= £365,385
“To June 37, 1921 . profit  =--=-- -—-  £537,93C
To June. 37, 1922 loss —————e—— .,021,(37
To Lugast 31, 1923 loss —mwm==a=-£1,751,997

The above firures, it should be noted, do not take into account an allowance
for depreciation.

149, Ls early as 1921, there had been considerable criticism throughout

the oountry in respect of the opcration of the Line; and in November of that
yoar the Government's shipping and shipbuilding programmes were subjeot to
debate in the House of Representatives. In closing the debate the Govern-
ment announcoed ,
(a) thot it would retain the Line but that it would re~cast
the whole system of management and control; and

(v) that when its commitments for shipbuilding were exhaustéd
: no more kaels would te laid down. '

The House had voiced a clear opinion that after the completion of the ships
then in the'CPurue of constructlon shipbuilding should be left to prlvate '
enterprise.*

!

(B)Note that the functions of the Maritime Industry Commission (as set out
in Statutory Rules 1942, No.2 as amended) are lar(oly of an 1ndustr1al
character end include among othur matters, tho application to the mari-
time industry of the 44-hour wesek, acoomodation and catering for employ=
eos on ships, manning of ships, war risk bonus, maintonanocd of d1$01p11ne
and similar matters.

_(Q)For en account of the circumstances in which the first fiftoen vessels

- of the . mmonwealth Shipping Fleet wero purchased in tho London market,
see (s de R. Foenander, "Tho Shipping Enterprise of the Lustralian Common-
?oalth Government", imerican Economio Rev1ow, Vol.XIX, Noe4d, ppe6Y6-6 64

\

Comparo the post-war shlpbullclr’ polloy of thc prosenu Gove rnment-
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150, It was rot until July 1923 that the Government introduced into Parl-
ioment legislation to re-organise the scheme of management of the Line.

The Commonwealth Shipping Board, as passed, provided for the establishment
" of the shipping line itself and vested control in a Board of Directors, en-
titled the Australian Commonwealth Shipping Boardo The Board adopted the
broad policy as outlined below;viz:- ‘

(1) To administer tho affairs of ‘the Line with the greatoest p0351ble
goonony.

(b) To take all possible steps to grade down the level offares end
freight rates.

‘(c) Then fares and freight rates had been reduced to use all poss=
ible means, t® maintain them below .tho lovol ruling in tho
open markoets

“161. To carry out (a) above tho Board aimed to reduce the total tonnage of
the fleet dospite the difficulty of sellins at & time when the shipping in-
dustry throushout the world was experiencing a surplus of tonnage. The
Becard, on its constituticn, tock over from the Government fifty Feur Vussols
with a transfer value cof £4,718,15C; for this sum the Bcard gave. the Common=-
wealth Freasury a debenture bearing interest at the rate of £5 per contum

" per annume The Beard disposed of all its vessels except the mcdorn ships -

- known as the "Dales" and the "Bays". However, the operation of the Line

~under the Shipping Board re;ime showed a loss for each year as follows:w-

Sopt. 1, 1923 to March 31, 1924, 1SS  ssessees £245,4740—

Lpril 1, 1924, tc March 31, 1925, 1055  sesesese 593,879,
Lpril 1, 1925, to March 31, 1926, 10SS  seeesees 503,076, B
hpril I, 1926,tc March 31, 1927, 1¢55-  eseecess . 595,833, —
Lpril 1, 1927, tc . March 31, 1928, 10SS  escesess 593,075,

It shculd be notec that the above figures male allowance for admlnlstratlve
expensas, depreclatlon costs, and interest charges.,

152, The geint Committee of Parliament of Public Liccounts was deputed to
examine the activities of the Shipping Board and presented its report on
‘September 28th, 1927, in which it recorded its recommendation that "having
- rogard to all the ocircumstancosecessecsssoes the Lustralian Commonwealth Line
of Steamers should not be retained as a direct Governmental aotivity"
fecordingly, the Government annrunced its willingness tc dispese of the
ships with oertaln reservations with respect to services and freight rates.

163,  ¥ith regard to (b) and (¢), the Board reooynlzed as its cmaly source
‘of revenuse was from fares and freight rates, that the expectation of Parl-

ioment thet profits would be earned could be met only by a material increase
. in fares and freight rates. But the vory purposes for which the Line exist-
~ed precludod eny increases being mads. Turning now to the reasons fcr tho

finanoial failuro of the "Bays" and the "Dales" thoy may be summarised as
follows.- :

(a) “perating costs. Under Lustralian articles lustralian vessels
: wore moro expensive to operate than those of overseas compet-

itors. It was ecstimatod late in 1927 that con the ba51s of Lust-

ralian wages atf£liv in rospect of a vessel cof 6,”C{ tons gross
"British wages would be 32.41, hmerican £42.41, Swodish £24.51,
L and D&nluh £15 44, ) ,
]
(b) Administrativo oxpenses. Inoluding rent, those totiod, for the
year 1926—27 the sum of £9(-,145.

}

*

(o) Dissension and disagrcement in the management.. There appears: to
be little doubt (and the researcher has consulted all available
- gouroes) that the sevoral members of the Board hold varvlnb
views on matters of policy. Such a lack of a synpathetlc ro-
latlonshlp would tend to be both expensive and inefficient.

(d) Difficulties in obtaining carpo. Boocause of the numbor of vess-
els plying the United Klngdom/hustralla trades the Board's
ships often ran in ballast with a oonsoquent inorease in over-
hoad costs per sea mile run.
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() Industrlal wnrest on the waterfronta The Line was sinpularly
} " unfortunate in its experiences with the meritime unions which
greatly accentuated the Line's difficulties.

PR N
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L o '154.  The advantages which accrusd to the fLustralian econcmy a&s @& whole as
3 . a rosult of the Line's operations may be cnn51d0rod from throe distinct
b angles, viz:-

-~

7 -

(a).hs e national safepuard and as an aid to the Morcantile Marine.

TR

(b) As e commoercial propcsition. The data presented in paragroph 151
abcve show that the losses of the Line steadily incroased from

. , the ostablishment of the Shipping Board. But during this per-

. s R jcd the shipping incustry was passing through a2 phase of depruss-

' 3 - ion and hence these rigures cannot entirely justify the subseg-

Yoo . uent sale of the ships.
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" (o)as a sofenuard against increased ‘fares and freight rates, and the
festering of the Lustralian shipping industry. It may be main=-
tained that the financial lcsses were partly offset by the ad-
vantagoes which accrued to the fiwstralian oxportor of primary
products. As will bo pointed out in Chapter VIII of this study,
‘financial losses incurred by any of the various secticns of the
‘transport industry through the maintenance of low rates and fre-
quent services may be regarded as a convenient and flexible meth-

, od of subsidization cf specific industries: «n the other hand,
b : the cost of the venture as expressoed in the huge losses incurred
. ] o ' appears %h Dbe exprditant if interpretod as a tariff duty to
: ' -protec ipping 1ndugtry.
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1554 It would appear that the losses incurred in running the Line could have
been reduced in cne or more of tho following ways: -

LA

(a) Bv assigning to it the contract for the carriage of iustralian
‘ mails outward. This contract is now held by the (rient Royal
Mail €ompeny, end is worth £156C, ((t per annume

PARCLAVA TN

~(b) By the Commonwealth Bhlpplng Board entoring the interstate coastal
trades. )

/

i

. But the fleset was too small in numbers to ccnduct a regular mail service to -
- Great Britain, and the Shipping Bosrd, upon investigation, found it inadvisatle}. .-
' tc participate in the interstate traffic because it would have seriously inter-f .-’
fered with the overseas itinerarics of tho vessels.

166. It is probable thnt few Governments could have resisted the pressuro of
. public opinion, shortly after the Groat ¥ar 1914-1918, to tost by actual ox-
o poriment whothor the high froight retes then ruling wero justifiable or nct.
The oxperiment was made by the Tasmunian Govormment with somewhat disastrous
rosults. Betweéen Juno, 192, and Decamber, 1521, four stoamships wore pur-
chased et a total capital cost including alterations, of £17.,330 (value as
at 30/6/1925). By Jwne 30, 1925 tho total snnual losses inourred by the
Government as a rosult of tho shipping sovvices (1921-22 - 1924-25) amownted A
to £231,902¢ This sum represented £61,389 in oxcess of tho total capital cast.f - e
It is not possible to say whether the vessuls purchased werc suitable for the | :
purpose and/br whether the manngement was efficient. Two of-the vessels wore
- sold in Lpril, 1925 for £26,07; the amount to the credit of tho deprecistion
fund on account of tho twe vessels sold was £34,546; the cost of .those vessels § - -
was £127,648; henoe, the net loss on realisation was £71,1(2., The two romtin- P'“
~ ing vessels, although they called at the port of Melbourne, ware kopt in comm-
igsion to meintain.regular communicztion with King and Flinders Islands, whiich

. are, of courss, polltloally ettoched to the Stato of Ta smania «{'Y
{ . i
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11 ‘ ' '
( )Thls service was subsoquently taken over by the ship operatlnr ccmpany -
~of nllllam Holyman and Sons Pty.Ltd. ,
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- LPPENDIX A

D —

 DEFINITI‘N (P "R RISKS" : ‘

e

"war risks" means -

(a) tho risks excluded from the

Stendard Form of English iarino

Policy by the following clause:=

"Warranted free of capture, soizure, crrest,

restraint or do-

tainment,

and the consequences thoreof cr cf any attempt there-

Il

ey

and includes such othoer risks as the Treasurer, by order published in the
Gazotte, declares to be war risks for the purposes of those Re«ulmﬁlonso

at; olso from the consequences of hostilities or warlike oper-
ations, whetheér there be a do.larction of war or not; but this
~warranty shall not exolude collision, contact with any fixed

or floating objeot (other than o mine or torpedo), stranding,

hoavy weather cr fire wnless caused diroctly (and independently

of the neture of the voyage or sorvice which the vessel involv-
\ od .therein, is performing) by a hostile act by or against a bell-
igorert power; and for the purpose of this warranty 'power' incl-
udos any duthority maintaining Naval, Military or fiir Forces in
association with a power. Further whrranted free from the con-
sequences of civil war, revolution, rebelllon, insurrection, or
oivil strife arising therofrom, or piracy.’

(b) 1loss or demage caused by =

(i) hostilities, warliko-oporations, civil war, rovolution,
rebellion or 1nsurrootLon, or by 01v11 strife arising
thorefrcm, or

- (ii) mines, torpedoes, bombs or other engines of war;

(¢) 1loss’or damage caused by surlkers, locked-out workmen or persons
-taking part 1n‘1abour olsturbances, riots or civil commotions;

- (d) destruction of, or damage to, property caused by persons aoting
ncllolously, : /

(e) liabilitios of shipowners in respoect of ships for -

T

s

(i) loss of life cr persontl injury to masters, offiocers,
crow and pilots, and hospital, medical and funoral ex-
penses resulting therefrom;

<

- (ii

R/ A K 3

ropatrieting masters, officors and crow;

\

)
(111) loss or damage to the clothes or offbcts of mastors,
offlcors and orows;

AT

e

: (iv) wages of mastors, offloors and crow during unomploy—
mont consequent on shipwrock; and

1
]

(v) the cost of romoval of wrook,

~when any such liability arises from any of the xrisks speciﬁied
in the precoding paragraphs of this definition. : :
. 1

; (f) 1lisbilitios of shipownors arising out of the cap-buroc or detention
by the enemy of mestors, officers and orew; and !

() expenses incurred by shipownecrs during the dotention of ships in
‘consequoncoe of the existenco of a State of war bet'Ween His Ma jest-
¥y and any other power, or under the instructions ¢ v advioe of any
Commonwealth Dopartmont or Commonwealth Luthority n.ssued or givon

~in axpectatlon or in oconsoquence of any such ovent; ™
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CHLPTER IV

- - ' THE ECONQMICS OF PORT TER:INALS

H - _ ’ 1 o .
E S 157. Ports aro tho modium or clearing housos botween sosa
~and land transport end on their proper location and officioncy tho
succass of tho transport systom as a wholo doponds. Ofton ports are
ostablishod at great cost in unsuitable localities (becocahse land
sottlemont first took place in that neighbourhood) rogardless of
"tho faot that porhaps a fow milos awey thero ozisted a fine natural
harbour. It must be borne in mind that tho shipowner, with vessels
in which he has invested his capital and with constant ourrent
wxpenses for running and mmntunanoo, desiros above all things good
despatch; and furthor, in considering the roquirements of compotitive
ports, it must be roalised that the element of greatost influence in
the competition for ocean shipping beotwoen ports is the so-callod
load factor or possibility of & ship bringing cargo to a port, and
et the same time teking enothor cargo out.

e
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158, From the shipowmers' p01nt of view a numbor of
small ports is undesireble. The ideal would be an adequate ntmber
of well-oquippod and well laid out large ports, each possessing & natural i
harbour, a natural hinterland, and adoquate raeilway facilities. A4t i
this "ideal"™ port it should be possible to discharge whole ocargoes, @‘5
L
i

o e

Ees

and to take in whole cargoes, without removing a vessel from her , et
borthe It would bo in the intorests &f "liner" owners to limit the b
number of ports as far as possible., "Tramp" ownors would prefer to e
" havo ono ship in six ports raother than six . ships at one port, provided i:“""xu
the above facilities exist. It is a fact that as the distribution of Vo
oa” 70 amongst a number of small ports increases, especially whore i
.ccntrallzatlon at a few largo ports is practicable, freight rates tend %"f
to riso in proportion. 4 reilway manager also prefers a limited £
PR

RN S

_ nunmber of outlets, and it is a common practice to give tapering rates
T .+ for long distance haulage, and whethor hauloge is long or short, ;
‘ ' torminal charges at each end romoin the same. -
159 In 1920, tho %ellington Harbour Board adopted and
. publlshod a Report made by a specinl Committee set up to investigate
o : the practice of charging a flat rato of- freight on the exports -of the
" o Dominion of New Zoaland shipped from the wvarious ports. Thoey pointed
_ _ out that the flat rate and "eall at your farm" policy was encouraging
i ' large capital oxponditurcs and overhead cost, to make provision for oversea
' . shipping at numerous ports round tho coast far in excess of tho poss-
2 ©* ible roquirements and tradse of tho countrys The solution would have
2 ' beon a concentration at the main ports, allowing them %o provide bettor
; " fooilitios for handling and quick deupatch ossuring regular shipments
1 - of goodss Roegular shlpmonts wouls in- their turn hclp to stabilise
b - ~ .market prices ruling ovorsoeas. : A :
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4 , 160, In Australia there aro 40 ports which ere used for the
: overscas trade, but approximately 75 per cent loaves from the following
S eloven ports:=-

TR
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_ ’ . : . f
Sydnoy; ¥elbourne; Pirie; Adelaide; Fromantle;
Nowoastle; Tallaroo; Bunbury; Brisbane; Geolong;
Hobart (17 per cont of total of the elevan ports,
and 12 por cent of all ports)e.

PRSI
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] ~ - 161y That Australia does not suffer from a shortage of ports

is oloar. Tho coastline of thao continent is 12,210 miles long, giving

244 squaro miles of torritory for each mile of coeast. The overseas trado,
~however, is confined to a coast line of about 5,000 miles in length.

The port dovolopnent in Tasmenia is besot with few difficultioss. Thero
.arg ton ports serving the island with a coastllno of loss thon 1,000 miloss

T "
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162, Sinco a port is a cormunity wndertaling cortain broad
principles in rospoct of port administration should bo notoed, vizr=
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(a) ™hatovor form of administration bo adoptod, the
wholo of the foroshores within the port aroa should i -
bo undor the absoluto control of the State, oithor R
. , dircctly or by dologation of powers to a public
L : : corporation or trust.
' \ ' ~ (b) The governmont of the port should be freo from pol-
o 1t10a1 influonce of any kind.
. s , * (o) Tho administration should include representatives
. _ S - : of tho various bodies interssted in tho port's welfare.
‘ (d) The port should be self~-contained financially, and
rovenuo should bo oxpondaed solely on its maintenanoce
. o : and development, any surpluses boing used for the
v, ' Co building up of ample reserve funds, reducing port,
L o charges and oxtinguishing capital debt,
ﬁi . R ’ (o) Ratos, dues and charges should not bo complicated,
- ' should be ocapable of easy collection, and levied so

=t -

o PMET e rs

LT
Yy
R
GO

-

1 that thoere is an eoven distribution of taxation.
{3! (f) Capital chargos should bo so adjustod as not to be
1 _ S & burden on tho community and adequato arrangements
b { _ . should be made for the ultimate amortisation of
T ' ' ’ dobte
| (g) Port dovelopments should invwrlably be kopt ahead
;[ . of actual trado requiremonts, i

e

: 163 The forms of port administration gencrally adopted in

i the British Empiro are throughthe medium oithor of a port trust, a

! municipality, a railway corporation, or the Statoe itself. Lutonomous

{ b oontrol through port trusts hes, on tho wholo, proved succossful. The
(T trado is croatod by an act of the logislaturc and is givon dofinite
i o powoers for the dovelopmont and administration of tho porte. The trustoss
.. ‘ - are usually partly nominated by the Govornment, and partly clcotod from
" T tha payors of port ratcs and duos. Port trusts with full autonony
" havae oomploto control ovor financos, and float their own loans, subjoct
to cortain limits proscribed by Parliament. Loans froquently take

tho form of debonturcs ropayable in 30, 44 or 60 years, according to

tho ostimated 1ifo of the works. In tho casc of wharves, shaods, ware-
‘ , housos, floating plant and machinery, 30 years is tho gencrally rocog-
N : . .nisod period, wheroas in thc case of solid masonry docks and capital -
utilized in tho purchase of land, 00 yoars is /considored justifiable.
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A 164. Control by a municipality is not usual, although tho
practice is common in Europe and the United Statos of fmerica. Stato
control and aid, as opposod to Stato managoment has much to be- said in’

. 1its favour. “hatover form of port control is adoptod, tho advantages

' C - of a closo rolationship botwoon tho ports and the transporting medium bo-

i L hind the pertes, be it railway or road, are so groat that co-ordination

¢ : * -by 'some controlling authcority is essontial. In tho Uhitod Kingdom,

i e - powor is given to tho “inister of Transport to co-ordinate tho working

S botwoon railways and indopondont ports, and whilo at saue ports, which

‘aro not railway ports, a railway company oporatos the traffic within

the port estate wndor an agrcemont with tho port authority, at most of
tho largo ports thoro are oxchange sidings whoero control is transferrod

- from tho railway company to the port authorlty, and the looamotivos of

the latter do tho haulago insido the port ostoates In thc United Statos
and in Conada this practico has boon extonded to what is knocwn as the
Bolt Lino Syston, whoreby tho port authority oxercisos completa control
not only ovor the railway in the vicinity of the wharvos, but also ovor

"the- zones oncircling tho city, and suburbs. : :

p
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= 165s Tasmania was tho first of the states to dopute tho :

- managamont of perts to harbour beards. The first act creoating a marino

4 : board datos as far back as 1857 vhen tho board was given tho control and
e menagenont of ports, harbours, docks, whrves, pilots, lighthouses and

~ . othor mattors relating to mavigation and shipping from the Honty Rivor

‘ on tho Waost Coast to Cape Portland at tho north-oasturn extromity of, tho

k, o 1slund.

-

1

166s 4 Board bogan to function in Launceston in January 1858,
and sinco that dato n sorios of aots have boon passod continually
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up to 1920, e Thoso acts havo authorisod various
harbour improvemont schemos, altored tho jurisdiction of certain
authorities, brought now onos into oxistonco and improved tho
constitutions of oxisting boards. Lfter 1839, membors of the harbour

. boards woro glected instouad of nominctod.

167« Tho presont administration of porﬁs is governod

by tho ¥arino Lot of 1921, and subsoquernt cmendmonts under the pro-

visions of which thore are ten port authorities. The Lot contains
clauses not usuclly to be found in an Aot providing for port admin-
istration; thore are no less thon 51 sections govorning motters.
such as provisions for seafety on board vessols, load and deckfllnos,
wnseaworthy ships, casunlties, and collisions, survey of” vossels,
cortificatos for ships and ships' officers, certificatos of compet-
oncy for masters and. englneers, courts of enquiry and survey, and the
oonduct of passengerse. '

168, Tho gonoral duties of Boards are set out as followsx
"Every board shall, within its own jurisdiction,

(i) . Paintain and ropair the wharves within its = ..
jurisdiction not vestod in any other auth-
ocrity or belonging to eny privato person;

) . leke such new wharves as may be found
necassary. -

(1ii) . Construct and maintain all such works and

do all such things as mey be found desir-

“able for the improvoment of navigation and
the accomodation or convonience of shipp-
ing and of all persons resorting to any
port or using any works belonging to the
board."

169, Tho Boardq have genpral powers to construct works
with tho opprovel of ‘tho Govornor, to acquiroe land, erect offices,
carry out repairs, to 1ot any wharf to sot up and moaintain signal
stations and so on. v . :

170, In tho Uhltod Kingdom ‘suoh mattors would be dealt
with by the Board of Trede. In other Australian States, and also
in India, they ore dealt with by the Governments of the particular
territories within which the ports are inoluded. The Tasmanian
systom has the advantage of oconomy through centralisation.. ' ;

171s Of the ton port authorities oonstltutod sevan are

marine boards, and three aro harbou r trusts. Table I below details
oertain information rolative to each board, viz:-
TABLE I ‘

Distriot Composition Term of = | " yothod of Bleotion

Marine Boards

l. Hobart ' - 9 wardens 3 yoars - Tardeiis elooted by
' . : ' ' shipowners of tho
port and importers
- ' . , and exportors.
2, Launceston 5 wardens 3 years “ardens to be male
: citizens qualified
to vote at elect-
ions of aldermens
Bloctors reoquire sim-
ilar qualifiocations.

3« Dovonport 9 wardons - |- 3 ycars) Wardons te be British
4e Burnie | 7 wardens 2 or 3'? subjoots ovor 21 yoars
5. Cirocular Hxd 5 wardens 3 years of age, and qualifiod
6« King Island 5 wardens 3 'yoarss ,voters. BEloctors to ba
7. 8trahan |~ 1 mastor vard During ) porsons qualified to

d ploasuro voto at_olootiens of

oouncillors in their

roupoot1v0‘%¥q8@ dis-
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Harbour Trusts ‘ : '

- harbour.

8. Lovon -
9. NeE.Harbour (nach °
109.Smithton

- Trustoes to have qual-
trustees | ©° YOOrs | ifications as laid dowm
S for vardens (nos. 1=-7

_ , above) and eloctors re-
\ , ' quired to possess qual-
ifications specified

in same placoe. .

172,  Tho jurisdiction of the Marine Boards is not ,
oonfinaed to actual harbour limits, but is as follows:

-Hobart =  From South Wost Caﬁo round tho SoutherpAnd Bastern

: coasts to Cape Portland.
Lauwnceston  From Cape Portland alonr tho North coast to
- Badgor Head.

Mersey -~ From Badgoer Head to the Yostern 31de of tho mouth
» of the River Lovoene.

Burnie - From the "estern side of the mouth of the River
Leven to the castern side of the mouth of
Sistort's Croek. '

Circular = .From the easteorn side of the mouth of Sistor's

Hoad = ' Creek to the parallel of 41%°S. Latitude on the

B Wost Coast.
King

Islanda ~ The coast of King Island.

Thus ‘the whole coast of Tasmania is plecod under jurisdiction,

with the authority of tho harbour trusts confined to thoir own . .-

e

173. From an oxamination of the Marine Lot 1921 -44,

—
-

'  there would appoar to be two omissions, namely:- . e .

(1) No provision is made for vesting in the marine -
' _boards or harbour trusts foreshore and other
-~ properties neoeusary for the conduct of oper- ,
" ations. - '
(2) No power is tekon to prohibit the construction
of wharves, jotties and other structwres below
high wator mark by persons other than the marine

boards or harbour trustse

174e Ls to the first: it is uswal, when providing in
an act for ocontrol by & port authority, to vest in such authority
not only tho land needod for its immediate operations but also all
Crown land falling within its jurisdiction situsted within a stated
distance from high wator marlk. The objoct of this, naturally, is
to allow of expansion, .as need arises, without oxpensivo acquisitions
of private propertlos, the cost of which might lay an undue burden
on trade.

175+ iis to the second: it is important that no structure
that does not conform to conditions laid down by thebngineoring advisers
of tho harbour authorities shculd be permitted, and it is even more
important that no such structure should be permitted unless it is nceded

for tho furtheranco of a private industry. Thus, a sawnilling finm

might be permitted, on conditions laid down by the authority, to build
a slipway to launch timbor into tho wator, but such firm womld not bo

. pormitted to build a wharf or Jotty at which ducs would be levieds In

othor words, private porsons would not bo pormittod to competao with a
port authority in offering landing, - shipping and storing fnoilitiose

176, No harbour nuthority is pormittod o expond loan

(). For tho 22 clauses, soo Part VII of tho Varine fot 1921,
undor "Gonoral Dutiss and Powors",

P
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money exoceding £5CU in tho oaso of a marine board or £200 in
the case of a trust, on any new work or altoration without tho
approval of the Governor, and thoe act provides that no moro than
half of the ordinary wharfage rates are payable on Government
cargoese On the other hand, the harbour authoritios have full
oontrol over their revenucs which are made up of wharfage chargos
on inward and outward cargoes, and oar;oos convoyod from one place
to ancther within the same port; charges against vossels, that is,
port and harbour dues, quayage, pilotage otc.; ratos collooted
wnder eny statute; rents, intoerest, fees and finose. Ais is usual
the objoots upon which revenuo may be oxpended aro defined.  Ono
objoct is the creation of roeserve funds for repairing or ronewing
proporties dostroyed or damaged by fire, storm or accident.
) : A
177« Four methods of borrowing arc pormittod, vizi=

(i) By temporary overdrafts from a bemk, of £5,000 in oase
of a board, and #£1,500 in case of a trust.

(ii) Under the provisions of the Stato Loans to Looal Bodies

Lict 1921.

.ﬁii) With the approval of tho Governor whore interest on the:.

amount to be borrowed doss not exceed one-third of ordin-
ary not revenue. In this caso borrowing may be by issuing
dobentures, or any other manner approved by the Governor.

(iv) Tith the sanction of both Houses of Parliasment, and in
acoordance with the terms of a resolution agreed to by
both Houses.

178. A further mothod of borrowing is rosorved to thoe
larine Loard of Launceston.. Under "Tho Tomar Improvoment Act 1912"
tho Board is empoweored to oarry out voarious works of improvomonts
to borrow for this purpose (subjoct to an affirmative vote in the
municipalities concorned) a sum not oxceeding £400,000 and for tho

‘purposes of founding & sinking fund and paying interest on the loan,

impose a rate called "The Tamcr Rate". This rato is leviable in

. the city of Launcoston on property subject to municipal rates, and

in othor municipalities within the Tamar district. Frovision is
made for the incidence of tho rate to be declarod from year to
year, the maximum being 8de in tho £. Colleotions aro to be made
on behalf of the Marine Board by tho municipalitios within which

‘the rate 1s levied.

179. Tasmanic has been oxperimenting with port adminis-
tration for 90 years and has ports with constitutions older than any
in Australia. To obtain the best administration possible it is
vequisite that all concoerned in it, that is, olectors and elooted,
should have spocial interost in port problems and managomente
Yhere municipal interests are involved, there should be direct mun-
ioipal roprcsentation. Govermment interests would bo cared for
by Govornment nominees, but the main body of wardens or trusteos
should bo voted for by, and should rapresent en olectorato having

& direct interest in the port by virtue of paying port rates and -

duss. There should be no voting from & municipal or politiocal

rogister.

180.  If those principles wero applied in Tasmania, thg
constitution of all the ports, Hobart oxcepted, would bo changod. !
In Launceston it may boe objectod that tho uso of tho Tamar rate
Jjustifios the uae of tho municipal registor. . If the River Tamar,

~alroady a diffioult means of approach, were allowed to deteriorato

Launocoston and oortain othofﬁunioipal arears would suffoer, or would
evon buoomo oxtinot. - Meons havo boon adoptaed to avoid this and
funds aro being providod by what virtually is a municipal ratoe

The muniocipalities finding tho monoy aro entitlod to ropresontation,
and should be glvon powor to nominate th01r roprosontatives. Aftor
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56.

‘allowing for direct municipal and Governmont ropresontation,
moasuraes should be taken to ensure that tho rest of the wardens
or trusteos are clected by port rate-payors. .

181. The plan of oonforrlng powors on thc various
marino boards and trusts by mcans of one general act is woll
suitod to Tasmanian conditions, but it does appoar that the
Marino Boards of Hobart and Launceston aro unduly rostrioctod
in respect of tho construction of new works. Tho two major pgrts
of tho State might well be permittod to embark on now works,
and to alter or add to an existing worlz up to a limit of
£10, 060, Such new works, albterations or additions would nat-

‘,urally bo debited to dapital account, and adequato supervising

powers would be socured to the Governmont if a2 provision wore
inserted in the act that nqﬁew work, and no altoration or
addition to an oxistinz work is to bo debited to capital
account without the approval of the Governor.  Such a pro-
vision would be an adequato g uurd against unsound financa.

182, Table II bolow reveals that Tosmanian ports
operato on a narrow financial margin and port finance in Tas-
mania gonerally is in noed of roorganisation. The provision
that Government storos are to pay half chargos only should be
romovod from tho act. The prineciple, reccgnised by port ad-
ministrators in the Unitod Kingdom that all traders, private
or official, moking use of port facilities, should pay for
them should be observed. Again, the ports should be onablod
to build up resorve fundse.

183. It should bo noted that at presont no port
in Tasmania cen efford an engincer possessing oxport marino and
harbour experience, and such an officoer is noocded, not only %o
dosign and oxecute works, but to socure a continuous dovolopment
policy in all tho portse. Thero oan be no stoady prograss
if engincoring schemes for improvement, development and expansion,

- dovisod by compotent engineers, arc subjoot to altoration by

. less competont authoritios after they havo boen commenoceds

Hence the dosirability for the appointment by the State Govern=-

" mont of & whole time engineor for ports and rivers. The salary

offered should he sufficient to attract a fully qualified marine
and harbour engincore. The officer apointcd should be in indo=-
pendont charge of his department, rospon51ble @irect to the Tag=
manian Govornment; his salary and that of his staff could bo
debited pro rata to the various ports, and the oengineer for
ports and rivers would be rosponsible for all new works, which
ha would design, and would scecurs for all ports a continuity

of policy in mattors of devclopment. Undoer him, there would

bo subordinato engincor officars stationod at, and paid diroect
by ths ports.

184. Table II presents data relating to the finan-
cial pesition of the Marine Boards of Hobart, Launcoston and Burnie!
for sclectod years from 19206 to 1941-42. Uhfortunatoly tho data " !
available arc in a slightly more condonsed form for 1935-36 and
subsoquont yoarse It is not proposed to annlyso the flguros in !
dotail but the following should bo noted with rospoect to the yoars

'solooted, vize~

1920 : Cal. ndar yoar just prior to the pro-
olamation of tho Navigation Aot.
1923~24 By this yoar the initial post war boom
S "~ ° had spont itsolf and trado was buing
: stabilisod. , ' .
1028-29 Pre-depression boom yoar.

0 1931-32 - Trough yoar of deprassion, »
1935-36 . Rooovory setting in. e
1938=-39. Immediate pre-war yoar.

1 1941-42 .- Last year for which data are

avoilabl o.
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\\ TABLE II
Financial Position of Marine Boardé of Hobart, Launceston and Burnio, 1923—24 - 164l1-42.
. CLPITAL REVEN UE gy EXPE DI TTRE |
YEAR - DEBT. : , A - ;
: Harbou ¥orh i Interest :
Tnprovononts Do- n sLrbowr o .
p‘ggnturos oto Gonoral Total an/v;nts & 8/FundiGorcral | Total §
1520. . . _ ‘
Hobart 106, 350 4,563 30,584 35,152 3,559 5,585 |21,807 | 31,251 ;
Lauceston 253,713 - - 44,421 - - - 45,888 i
Burnie - - - 12,491 | - - - - i
; . J
1523-24. o : : : , {
Hobart 36,0805 24,561 37,465 39,621 226 6,180 35,065 42,'271 :
Launceston 330,713 - . - 53,873 - - - 46,044 i
Burnie °. - - - 18,311 - - - 19,429 i
1928-29. : : : {
Hobart 27,285 Wil 38,983 38,988 445 4,389 25,471 | 43,305 i
Iaunceston 373,223 - - | 62,208 - - - 63,713
Burnie - - - 21,575 - - - 21,331
1931-32 _ ;
Hobart 12,648 Nil 33,403 38, 403 Nil 1,683 (31,837 | 33,525 !
Lawnc.:eston 310,492 - 51,543 - A - 55,138 i
Burnie - - ,18,938 - - - 21,381 :
i : :
. -
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‘of a port should not substantially exoced the

59
185, The rovenues of the port authorities aro obtained

for tho next part from dues lévied on goods and shipping(2) and
fall under tho fbllow1ng heads, viz:

(a) Port dues,
(b) Tomnage duss, or wharfage rates on ships.
(c) Tharfage rates on cargoes.

(a) Port dues are paid by the shipovmer forfhe use of water

channels, artificial aids to navigation, and proteotion

works generally; they covered also the cost of mainteining
the coastal lighthouses until they passed under Commonwealth
control. hen the Commcnwealth Lighthouse Service in 1915
took ovor: from the States the work of maintaining the coastal
lighthouses, the Hobart Marine Board abolished its rato alto-
‘mother, and a reduotion wes made in “estern fiustralia. Henco,
to a certain extent shipowners are still paying double dues
for ono service rendered, but while operating costs remain

“at their presont level the amount now contributed by shipping
towards the upkeop of the Commonwealth and State lipghts and

- Stato ports and waterways does not appoar to be much larger
than it would have been had the states retained the control
of tho coastal lights and increased their port rates in
proportion to the increased cost of working.

(b) Tonnago dues or wharfage rates on ships which are knovn by
various nemes in various ports (e.s. quoynge and berthing
dues) are a paynent by ships for the uso of a wharf for
loading and/or discharging their cargoe.

(6¢) "harfage rate per ton on carsio landed or shipped is paid
to tho port authority by the consignor or consigneo of
rzoods at all Australion ports, exoopt Hobart, and the ports
of Victoria, wharfoge is paid on exports and imports, while

in Vostern fiustralia the produce of tho State is freo from
poymoent of oxport wharfage rates. In the ports of Victoria
and tho port of Hobart wharfage is loviod on imports only.

1864 It isagonerally acceptod principle that the revenue
/total oxpondituro, that -~
is, intorest and sinking fund chargos on debt, depreciation fund
revenues, reserve and insurance funds and workin and all maintenanoe
chargos.

-
~

187, Port assessmont in British ports is generdIIy on the
linos indiocated aboves At Livorpool all goods brought to tho port,
whethor to the river or to the docks, are liable to pay tonnage dues,

and goods brought into the docks pay an additionel dock rate. Procisely ..

tho semo dues erd loviod on overside cargo as on cargo landed on e quay
water space being considered as voluable as quay spacce At Bristol
thore is o duo or every article brouzht into the port, vhethor landed

(2) Some referonce is neccossary to the method of moasuring tho size
of ships and oarpgo, viz:-

(a) Gross tonnace is dotermined by dividing by 100
the contonts in oubic foot of the vessel's olosad
in spaoos, comprising that part bolow wonther
ddok or uppor dook, and additional crootions
S - built thaoroon.
' (b) Doed weight tonnage is tho tonnago of 2,240 1b.
per ton of cargo, fucl and storos that will sink
tho ship from tho light watorlino to tho plimsoll mark,
(o). Net tonnago is the figuro romaining aftor doductién
from the gross tonnage of an arbitfary emount for
machinory spaco, crow space and othor spacoes roquirod
for navigetione. Not tonrago sinco it ropresonts tho
‘§paoe avallablo for tho cerrying of oargo ol passongors
end, thorofors, tho oarning oapaocity of the ship is
mainly usod as tho basis for lovying govornmontal taxaos,
such ns tonnage duos, dockago and other chargos against
tho shipe Tho tomm roglstor tonnago is somotimos-used ‘o
moan not tonnaho.

T, \:u‘ ?\J'~
‘<

u.
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. on the'quay or not, and, in

O .
- 80a

addition, & liconso feo is chorgod

on ovory barge according to its carrying capacity. 4t Glasgow all
goods convoyod upon, or shipped or unshippod in the river or at the
harbour are liable for ducs. On tho Tyno, which is the groct coal
oxport port, tho Tyno Commissionors are authorised to levy an oxport
duo on all coal oxportod; in addition thoy levy & river duo on all
goods -shipped in or wnshippod from any vessel, and a dock rate on
goods dischorpred from vessols in tho docks. L% Bolfast ond Loith all
goods usdng thoe port, whother importod or oxportoed pay ducss

188¢ Tho oomplote list of chargos leviod in Australien
ports on ships and goods may be groupod as follovs =
i TALDLE 11T
Chargos Levied by =
On ships =
Lisht duos Commonwealth cnd State ’
Pilotage State _
Tonnage Port fLiwthority or Private
v Ovmer

Tonnago dues
Borthing dues
Mooring Fees
Yooring and Unmoor.
Removals
Stovedoring
Incomo Tax:

Port Luthority
on . ]

1 n
n 1
n 1
v n

Liconsocs or. Port fLiuthority

Duty on ship's Commenwoalth and Stato O
" storos Commonwoalth —
Commissifn Verious
Despatch Various .
. _ |
A : 1

189, - So far as Tasmania is concerped a genoral port duc

.1is lovied, together with a pilotage rate, and if there is no full

time pilot, “this servico is usually perfomod by the harbour mastor
of that port. Table IV below shows the port and pilotage chargos
for tho sevon Tasmanian ports, vizi-
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T.BLE IV _
N TAY PORT AND PILOTAGE DUES.

TS

King Island

Leven

Smithton

3d. per net ton registered on arrival.

2de On arrivel per net ton .

1d. per ton per every steam vessel on arrival. ~

2d. per t(m per every edling vessle on arrival. .
(If visited twice tetween 2 terminal ports, not more than l—d.
for steemers and 2d, for sailing vessel unless cargo is ‘laken

in more than once.)

. ' Pilotage Dues!3) per gi'oss ton
Port\ ) PURT DUES ~ por gross ton rogisteroed cargo Sail — Stean Tinonun TaX I
Eobart '\ From any place in t'e Commonwealth ——d. (max.£37/10) on arrival, Inwards 6d. &d. £4 £15
Voo "o outside " 1d. (max.£50) " " . Outwards 3de .2d. - £5
" Launcecston lds por ton emca wn'v. Oversea vessels using deep water ports. Inwards. _ 6d. 4d. £2/10/— £15 for
only special rete of 1d. payable inward only (maximum £50). Outwards " "' . full pilot.
Devonport 134, both ways with specified exceptions. 1 Tnwards 4d. 3de £2 £10
. : : : Outward\sm 4d. 3de £2 £10
Bumie l%d. both woys for foreign or interstate ships. Voyagos within Invards A 3d. 3de £1 £5.
' port 3c., + 1ic. for every additional operation between terminal Outwards 3de 3d. £1 £5
portse Ileximu. emyuts vary, ee.g. 100 tons of combined mward per gross
and outwerd ocargc and under - £25. - ton.
' 300 - 400 tons - £40. .
“Jver 400 tons -~ £50. ° .
Circular Head 2d. '6n arrival, gai'bh specifiod exceptions. . Inwvards 4d. . . 3de - £2 _£10 -
' ‘ Outwards 4d. Sd. £2 £10

1d. per net ton for every service perfomed by Harbour

Eastar
-imvards. 2d . _ 2d. o= -
Outverds - - - -
Inwards | . - S -
Out‘_wa.rds - -

(3) The rules govern
yhe following vessels are liatle to ray pilotage rates whether a
_ Hobert:

Lawncestor ;
Devonport:

the payment cf pllotage rates vary from port to port.

Ves=els over 75 tons Zross.

Burriie:
411 vesrels to pay.

Tessels ovor 50 tons gross,

Unless the master of the vessel holds on
pilot is employed or not. .

Vessels over 156 tons gross,
Circular FHead:

Vessols over 50 tons note.
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190, Each port . has its own schedulo of vharfage charges
which are leviod on 2ll goods imported or exported, so that evory ton
of goods contributes, in some measuro, to genceral port funds. Tho’
officiel lists of wharfago chargos givo the rato for each partioular
-oormodity with a gencral charge for goods not enumeratod. Tablb V
bolow shows a list of goods whioch commonly appoar in tho schodulo of*
wharfago chargos of tho sovoral ports, vizi- ‘ '
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) . TLDLE V | ' {
- ' Tasmanian %harfago Charzes. 5

— o —

. _ .> ' Hobart | Launcoston Burnie- Dovonport Strohan " Stanloy Smithton Llverstano | Eing Island

0 o |i ¢ O I 0

o
H
-
(&)
-
-

| | mwards Outuards I: @ 1 I | 0.

Brieks per 1,000 | 2/11 - /- 1/~ | - 2/ 5/~ . 2/s 4d.§ - /- 1/- | od. Eln,L 5/- | - .5/L_§ 6d. 4

Calciur Carbifo ° _ S . . % ' : . . - » S -§ lé R 'E . 6/@

oY

net drum.» ) - - N - i - Gdo - 6ds - - - - Gdo - .6d° - ?)f . me : 1/" - 1 ;
Cemant per ton 1 2/ - 2/6 1 - - 8de | = 6d. - 6de L= - | - - b - - 5/- - - <
I e i R I I I S I I 7 B 20 R B

fotor Cars por - |(ld.por ’ : ' % B : , ' 'é‘ : - o % s ; % ;
whool ) - | - s | ekas | oafe 2k | s/ ok | ol of | 2/ e | 10

sach : cach oach |

)
(*]
7\

Timber Log, por I | 1/6 sa. ' eal 1 | | ? o | f
900 supor £t 3d. i - I sga E.Sd. 1/6E 5d. 1/% .. 6d. - 4d. - 1/- - %‘l/g - el |- e -

Timber savm,per 1 o _%.' : 'é o g ‘ S B é S E o % : 1
100 super foot. - 1 3de o= 3d. . 3d. 1/6 : 5d. /6 = od. - 1 4de .- 4der | = - 4de | = Be - | 6d.

T

00l per bale - - od. | 6d. I/LE Gdr - % 6de | = - /- 2/- /- 2/- - ,? 5/4 - ’% -

per bag - oo - 6d. : 3d. 6d. | Gd-\“ - i 3. - . = | 6d. €d. 5ds = 6. - iperbtonf - i =

PBoods not spac- - _ P % 2 - ol N v E 1 .

ificd in by-laws . : : : ' . : : : i ' o o ; ' E A :
Farioe Dodrd or /- = /- 1/ | ofs 3/t |50 sfe | - 2fs | s~ s/s | s/~ 3/ |5/~ 35 | s/~ 3 | |
Irust (per ton) 1 : o 3 | | _ } - \

Ty

CRlacA: (b
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, 191e In addition to these port, pilotage and
wharfago chargos the port authoritios at Hobart and Launceston
levy & duoe for tho use of wharves and dockss

(a) Hobart. Tho following chargos are payable
, by vessols mooring at or on using any wharf
N within the port, Ly vessols trading beyond
: o o " tho limits of the port, for oevory trip immed-
'.‘i : . S , iately upon arrival per ton of the gross ro-
' ‘ . _gistered tonnagoe:-
: " (i) . Vessols arriving from any placo within
’ ' h o ‘the Commonwealth of Lustralia or the
' Dominion of New Zealand - lde. per ton. 3
- (Gaximum payment per trip - £37/10/-)
. (ii) Vossels arriving from any place outsido
tho Commonwoalth or New Zealand (whother
direct or via intemediate ports) - -~
1d. por ton. (" .ximum payment per t¥ip
| £50/-/~)
(b) Launceston. Tho oharges for tho use of tho

-

_..:___(‘- Ty

dock are as follows:=- ‘ First Day Bach Lay Day
. Vessols not exceoding 100 tons £7/10/- £2/-/-
| o Vessels 100 - 200 tons £10/-/- £2/10/
o Vessols 200 = 300 tons £1z/1(/ £3/=/<
: Vessels 300 - 400 tons £15/-/= £3/=/-
Vassols over 400 tons : £17/104 £3/-/-
. - 192, DBefore concluding oﬁr review of Tasmanian port

torminals some reference should be made to tho physical characteristios
of the three main ports, vizi-
(a) Hobart is situated on the right bank of the River Derwent, some
. 11 miles from its mouth. The rivor up to tho town averages 27 miles
in width, and is free from navigational dangors. The minimum depth
in the channel is 36 feot, and thore is no bar. "ithin a mile from
the banks depths are genorally from 10 to 12 fathoms; within a quarter
of a milo there aro at least 3 fathomse. Sullivan Cove, in which most
- | ' of the shipping accomodation is concentratod, has a dopth of ¢ fathoms
- A , 100 yards north east of Battory Point, and dopths 1ncroase to 9 or 1?4)
: ' : fathoms in tho middle of thae caves. Spring tides rise & foat; neap
3%’feet. Vossol s berth at the picrs and move avay w1thout tugse
V N (b) Launcoston is situated at tho hoad of the river Tamar, a tidal
i S stream, about 41 miles from tho SCQ. The river eontrance botwoen Low
Head, and %ost head is about 2% ocablos in widthe The depths of water
. . - rango from 11 to 27 fathoms. There is no bar and the largest vesscls
T .. " . can.entor in any weather and at any time of tho tido, in safetys There
1 - .. are, howover, cortain obstructions to navigation that must be removed
" beforo Launceston can be classed as & port without risks, and between
Rosevears and Launceston there is a succesolon of shoals, and the channel
. is narrow and tortuous. Vessols of about 30C feet in longth with
: . 20 foet draught can berth in the basin off the town, but owing to the
: " narrowness of the channel, passing vossels sot up a considerable "Soend"(s)
'so that a careful lookout on hawsers is nooessdry on toard the veossol
borthed. The rise of tido at Launocoston is 13 feet at springs and 9
: . foot at noaps. Ovorsoa vossols of decp draught and largoe tonnage are
i ‘ berthed at Beauty:Point Tharf, about 8 milos inside tho hoads on tho
) : waostern bank. The wharf is 350 feot long, with mooring beoacons ahead
and asterns Tho minimum depth of wator alongside at low wator is 40
. feet. The disadvantagos of Launceston having 'a sub=-port separated by
i : more than 30 milos from the paront port are obvious and the port of
o " Burnie conveniently situntod, has been dovcloped.
(¢) Tho length of tho Burnio breakwator is 1,250 feet with a depth
up to 42 foot at low water and a vharf alon531do, 736 foot in length by

(4) ‘The tido soon aftor tho moon's flrst and third quartors in whloh

. high water level is not lowest.

» (5) Upon tho relation of tho ontrance width to the internal width and
area of tho harbour largoly depends the reduction of 'range'. Rango,
appliod to waves, donotos tho vortical rise and fall of sea waves; tho
amplitude of the vertioal motlon of .a ship due to the rango of vaves . is

Yo ' Xoom as soond. :
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9 feet wide, with a depth at low water of from 30 to40 feet,

| 188, So far we have been concerned only with charges

' and dues payable at Tasmenian ports, but since the central ppoblem

of this study is the shipping cost problem in relation to the export.

trade between Tasmanien and the mainland reference needs also to be

) ' mede to ?h3 charges and dues of the ports of lMelbourne, Sydney,

i% Brisbane'®) Adelaide and Fremantle. A comparative survey is difficult
by virtue.of the fact that the schedules of charges on ships and

goods vary widely and very often refer to different services. Since

each main port oxists as a scparate entity, it is not possible, owing

. to varying working costs, for uniform rates of port charges to be -

e - "made, although uniform rates as well as unlform systems of ratlng would

porhaps be an advantage. :

189, Melbourne (a) Under the regulations of the™”
I : Melbourne Harbour Trust Commissioners, the charge for the use of a
( ~ wharf is at the rate of S/L per 100 fect of the &ength of the vessel
Por overy six hours with a minimum charge cqual to the charge for
one day. .
' (b) In addition there are charges for
sheds, cquipment, lighting and co?vsnionces at certain specified
. rates. The charges for the rent\7) of sheds vary with the size of
. the sheds, In the case of vessols trading solely between ports within
~ the Commomwealth the charges payable are ohly 50% of those specified, and,
in the caso of vessels trading solely within Port Phillip Heads the charges
are only 25 per cent of the specified charges. If the charges exceed & sum
equal to l/L per ton on the cargo shipped from a vessel trading beyond the
“ Commonwelath, or 6d., a ton for a vessel trading between ports in the
Commorweanlth the Trust refunds the excess amount paid.

(c) Tonnage rates are payable by every vessell
using a wharf at the rate of 3/@d. per gross registered ton for every day
the wharf is used, provided that % T l or i-of the rates shall be paid for
those parts of a day egual to, or less than, 6, 12, or 18 hours respectlvely.
In all cases the minimum charge is vquql to the .charge for one day. .
Vessels trading solely between ports in the Commonwea lth only pay 50 per cent

o with o minimum in all cases of 2/64d.,

(a) The Wharfago rates payable on goods
. which have beon produced or manufactured within the Commonwealth and
.~ . -which arrive at Melbourne from any port in the Commonvealth are only 50 per cent
, "~ of the general rate special, namely, 5/L per ton gross. Goods arriv1ng
It - - from any port within the Commonwea lth, but which are not prwduced or ‘
_ manufactured within the Commorwealth pay the same rate as imported
y ' .. foreign goods.
: (e) If goods are not removed within three
days after the vessel from which they have been % ded has ceased dig-
' charging oargo,the wmer has to pay storage fces 7) of 1/3 per ton on
 such goods for the first thr93 days and an additional 6d., per ton. for
every subsoquent throe days

(f) If & wharf or shed is required for
the storage of outward cargo, prior to the berthing of the vessel by
which it 1s to be Sh%ESOd the ownor or agent pays charges according to-
the. gize of the shed\'/. viz:- '

(6) Unfortunately, only very limited were available for the port of Bris-
bane, which is controlled by the Marine Department, with all maintenance and
other work being ocarried out by the Harbours and Rivers Department. With
the excoption of two wharves allthe wharves are privately owned. Henoce,

“the port charges levied by the Government at Brisbane are relatively light,
vielding just sufficient to meet working expenses. The port rate is fixed
at 6d. per ton net for o poriod of 30 days, Tho general wharfagoe rate = 2/%p.t.
(7) Rent and storage fees are important itemsof cost to the Tasmanian
exporter esp301ally when goods have to be transhipped.

(8) That is, 1/6d. per ton for the socond three days, 2/6 per ton for
the third three days and 50 on.. The fraction of a ton is deemed to be
oequal to a whole ton.

-
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Shods over 40 foet wido =  £2/-/- for first day and 10/- for
' "~ oach subsoquont quarter of a day.

Sheds 40 = 60 feet wide = . £3/-/- for first day, and 15/~ for
coch subsequont quarter of o day.

‘Sheds 60 = 80 foet wide . =  £4/-/- for the first day and £1 for

cach subsoquont guartor of a day.

If the shed is more than 80 feet wido the’ charge is £5/—/L for the

_ first day and £1/3/L for each subsequent quarter of a daye.

195, Sydney. Under the New South ¥"alos Harbour and
Tonnage Rates Act of 1920 the following charges are leovied on ships
and cargo by the MNMaritime Servioces Board of Now South "ales, vigi=-

" (a) ﬁerfking.chargés on vessels under 240 tons are

‘payable in respect of each day, or part of a day, as followss:=

' Vessels not exceeding 60 tons - 2/6
Vessols over 60 tons and not exceedingl20 tons - S/L
Vossels over 120 tons and not exceeding 180 " = 7/6
Vessols over 180 tons and under 24C tons - IO/L

(b) Tonnege rates on vessels of 240 tons and over are
ayable as follows. For each complete period of 24 hours the rate is
%de por-ton; and for periods of less than 24 hours at the rate of
S/iGd. por ton in rospoot of oach six hourse

(¢c) Storago charges. A4ll goods imported or landed upon
any wharf orshed'! have to be romoved within 48 hours after the discharge
of the vessél at any ono berth (excluding wockonds and holidays). Lfter
theo expiration of 48 hours, storage charsaes must bo paid accordlng to

Vtho following scale:-

L _ Timber = for the first & days, 1d. por t 3 per day,
\_-‘ - thoreafiter, 2d. per ton per day, 9)
All other yoods - 2d. per ton per day for the 1st week
33, 1 " n ) ft " n 2nd fn
aq, " " W n n "o Zpg M

6d. - fn n o n 1 n 4th and
- ' subsaquont weoks.

(d) Tharfete or harbour rates for seleotod commodities aro
set out in Table VI below, (10) viz:-

/

’ Inward “harfage|Outward Tharf-
Articles & Harbour Rate |& Harbuur Raks

‘land fencing wire, wire notting, single-

_|lingots (per ton) . ‘ 2/6 : -
Timber (sawn) per 630 ft, super - 246 -
[Road metal and gravol (per ton) Zd. -

. / " )
(a) Shipped at and Arriving from any port " ;
) within the Commonwealth. ’ ‘ :
Bacon bark, bones, butter, cheess, croam,
egrs, fish (fresh or frozon), hams,
oysters, poultry, rabbits, tinned : :
milk (per ton . , 3 2/6 -

Iron and steel, pig iron, galvanised iron

strandod drawn coppor wire, bar coppoer,
drawn copper and brass tubes and ooppor

(9) 630 foot of rough timber or 620 supor feet of sawn tlmber is taken
to bo the equivalent of 1 ton.

" (10)  Sourco: Schodulo of Tharfago, Harbour and Transhlpmont Ratos pay—

able under the port of Sydnoy Regulations published irytho Government Gazotte
No. 9 of 3rd July 1925, including additions and emendments published in
Government Gazette No, 104 of 3rd August 1928,No. 57 of Bth May 1931,

Noe 165 of 11lth Novomber 1933, No. 44 of 17th march 1939 Noe 16 of 2nd
February 1940.» '




L e itk

%}

£ , Roturnod emptios (diroet from original
- _ , consignoo, but oonsigned to original .
x ' consignor) (per ton) - o 1/3 ‘ -
- |Bricks - not exe 9" x 43" x 3" (por 500) .2/6 -
s Conl (por ton) . c 1/- Bde
Ve C Iron and Steel (serap) (por ton) h , 2.6 -
é' {' Oore (por ton) . : 1/3 43,
' Yheat (per ton) i . . ‘ - 9de
: Potroleum, orude (per ton) o 2/- -
‘4 ) ‘ . o » )
o Flour Bran, Pollard, Sharns and mil% offals - 9d
] ' : por ton .
] . Roturned Empties (excl. bags or bales, casks _ »,
S T : and cases in shooks and tunhs(per ton)) 2/- ~ Free .
% : Returned Fnpties (bags or bales and oasks and
. - |oasos in shooks) . . 2.6 Froo
. f‘~ - _ Timber sawn or rough poer 630 super feet 3/% . 1/%
b | Vogotables (per case) - ' 1. -
3 Tool per butt, fudge or bale . o 9d. 9de
: TWol, per bale ‘ 4%d. -
Goods not enumerated (per ton, by woeight
or pers ton at 40 cubio feet measuroment) 4/~ 1/6

196, fLdelaide (a) Under the State Harbors Act 1913~
1927 port duos are payable on all ships arriving in any port in
South Australia or in the wators of the State, according to tho
‘following scale, viz:-

From or to any port or place beyond the fLiustralasian
statos d3de por ton (both in andlout), provided that
24d. por ton only is peid, (a) on any ship calling
: ... for orders and noither discharging or loading any
. ' . .cargo and, (b) any ship on route to or from any Aus-
tralasian Stete and discharging or loading cargo in
South Australia.

'The tommage of a ship on which port dues are to be paid is the not
rogistered tonnage and no vossel pays more ‘“than 9de. per ton for port
dues 1n any 51x months.

K (b) Any ship sailing.beyond the State via -
Port Lidelaide or out ports is in addition charged ocoasting duos at the !
rate of 3/4 per tons
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(c) Tonnage rates are payable on the gross
reclstered tonnage of vessols which have no exemption and which berth
directly or indirectly at any wharf under the control of the South
Liustralian Harbors Boards The schodule is as followss= :

R
NN R R vy

-

; : For ocach G. RoTn of the vessol S/Zd. per ton for the
| . ' first poriod of 24 hours or part thoreof, 3/16d. for
each additional period of 6 hours or part theroof.
_ © . Vessels trading interstate pay 90% only of the abovae
e . r&tOSo

. R 197v Fromantlo (a) The rogulations for the Port of
Fromentle are framed undor the Fremantlo Harbour Trust Lct 1902-13. _
Tho tonnago rates poyable are assessed at 1/24d. per ton gross roegister
of a vessel for each complete hour during whioch the vessel occupies .
a borthe The minimum charge for oach entry into the port is that
. payable for 12 hours, but in the caso of a vessol occupying a borth
"~ in the outor harbour only tho minimum .oharge is for threo hours.

‘ (b) Gonerally, goods landed from a vessol
'\ S must bo removod W1th1n sixtocn' working hours. Transhipmont cargo is
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is allowod a froe storago period of 24 working hourse If goods
aro not removed within tho ‘specified time, storago ront is pay-

eble at the rato of 1/L por gross ton for the first weck and for =

ovory esubsequent weok the sum of 3d. por ton additional to tho
amount payablo for each procoding woek. No goods aro allowod

to remain in any shod or upon any wharf for a period longer than

four weeks. Tho storage rato on transhipment ocargo and cargo
landed and roshippod is 6d. per ton por woeks

(o) 411 goods are subgect to wharfago

hargos and the following table has been compiled from tho schedule

publishod in the Handbook of Harbour Trust Rogulations, viz:=-

| Inward cargo

Outward Cargo

s L

iy, FALES Rt gt 2 ¥
P

Desoription of Goods

Fharf-

Handling Ch

ges| Tharf

\&)

a
rA
k—r

ago

Handling @Goaros
P X

L1l goods without
spocific rates

Chaff in bags

Hay end straw in bales
not compuressed.

Coal (in bags) per ton

)
)
)

afe
5/

o

‘5/%‘

2/6
o

Z/L.

of =

2/-
2/6

Empty Returns " 10d. 3/6 10d. | 3/6 | 2/-
Timber' = por ton. . 2/6 5/~ 2/ 1/6 5/~ 2/-
Mool, (per single bale) Nil 7de | 5de 9d. 74 5d.
f‘inimum charges per :

gonsignment 6d. 6de | 6de 6d. Bde 6d
(X) Delivered over wharves, Irust receiving and delivering.

(+) Discharged direct from ships' slings into railway waggons.
(#) 8Snipped over wharves, Trust roceiving and delivering.

(#) Shipped dlreot ox railway Waggons.

198. Tho Tasmanlan exportor whon oonsigning goods
to South Lustralia and Tostern dusyralia on the onc hand and
Queonsland on the othor froquontly finds it negossary to ship

© via Molbourne end Sydney. Transhipment ohargos and their re-
lation to the costs of distribution of specific oexports will
be discussed in Chapter VII and here we shall bo concorned
only with the actual rates peyabla.

(a) Sydnoy.
by the port authorities of Sydney relateg to transhipmont within
the port of goods, othor than ballast, brought by sea into, and
to be seaborne from the port. Tho charge levied on most goods

- is 6d. per ton but there arc a numbor of spocial rates, vizi=-

74nLE viTT(ll)

The dofinition of "transhipment" adopted .

Lrticle Transhipment Rate
_ |{Timber (sawn or rough) per 630 ft. supor 6d.
- |Timber (in shooks) 40 ft. cub. 6ds
-|Palings (for fencing) per 630. 6d.
Road metal and gravel per ton, ‘1d.
Fruit (green) per package per ton. 6d..
Bacon, butter, cheese, eggs, fish, poultry, -
Hams, timmed milk poer ton. 6de :
Bricks, not oxcoeding 9" x 43" x 3" per 500, C6de §
Kerosens, por casc. T 3d.e
TWool, perbubtt, fudge or balo. . 3de
Goods not specified, per ton by weight or por
ton of 40 oubic feot moasuromunt (ot tho option .
of the Commissioners) 6de
¢ . Minimum Chargo (por ton) - 3d.

(11) Compiled from tho Tharf, Harbour and Trenshipmont
the Fort of Sydney Regulations (Government ‘Gozotto No.

amondmonts (publishod 1928-40)

Ratos payable under
91 of 5/y)&935 ) and

T
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(b) Melbournes The regulations of the Melbourne
Harbour Trust define transhipment as transhipment within the port
of goods to be seaborne within the porte Goods trenshipped
within the port not later then ten days after such goods have -
been discharged are oxempt from rates.  Thoreafter, the tranship-
ment charge is equal to a wharfage rate of 1/~ per ton

199, From the above review it will be seen that although
the aggregate sum payable may be substantial the total effect 12,
on shippiug freight rates of all Government charges on shipping
- 1s rolatively small, It is computed as a rough estimate, on the
" basis of the inadequate data available, that such charges represent
only 3 per cent of tota% ship operating costse

200, Honoo,it is not 50 be expected, nor is it practica ble,
that a reduction in these charges would have any corresponding-
effect on the ruling freight rates. A4gein, the charges payable
by the shipper of goods are, as such, insignifiocant. However, .

" they are additional oosts inourred by, say, the Tasmanlan exporter
and not by his Vlotorlan rlvalo

PR

(12)- Inoluding inoomé tax and duty on ships' stores, as well as
. port and tonnage duos, pilotago and light duose
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CHAPTER V

THE ECONOMICS OF SHIFPING FREIGHT RATES /ND SERVICES.

201, The present ohapter mall be concerned with

. _various aspeots of the economics of shipping Breight rates and

\- services with special reference to the following:- '

. _ o g Schedules of shipping services to Tasmania.

o ' . (b) Orgenisation of the intorstatc shipping companies.

- -~ (o) Trends in ruling freight rates 1913-1945.

(d) Factors determining the level of freight rates
for ény particular route.

(o) Distribution of shipping as between. Tasmanian
’por‘to- )

) 202. In reviewin* the shipping services and freight

S N rdtes availablo to Tasmanian importers and exportors since the pre
' 1914-18 war period our main concerrAvill be the interstato trades
since Mainland mafkﬁts absorb on the average over 70 per cent of
Tasmanian exports Ligain, although froight and charter rates
fares, routes ancd sailings in the ooastal tsades may be capable

of -control by the Commonwealth Qovernment there can be no such
control exercised over vessels plying ovorsoas trados.

203. Three ship operating oompanles are engaged in
the Tasmanian trades, namely:~

Huddart Parker Limited. ‘
.Union Steamship Company of New Zealand Limited.
William Holyman and Sons Pty. Limited.

(&) The firm of Huddart Parker Limited dates from
the arrival in Australia of Captain Pster Huddart in 1852, and T. J..
Parker in the following year. By 1870 Huddart Parker and Company
had a fleet of sailing craft regularly plying the coal trade bstween -
" Now South Yales and Victoria. In 1880 the first steamer was purchased
and in 1889 the firms entored the Tasranian trade having boen requestod
by the Tasmanian Yioolgrowers Agency Company to oarry stud shoep from
Launceston to Molbourne.
(b) The Union Stoamship Company of New Zealand
- Limited commenced oporations in Dunedin in 1875 with a fleet of five
L _ o ~ | stcamers aggrogoting 2,126 tons. Tho Company entered the inter-col-
’ “onial trado betwson Australia and Now Zealand in 1877. In 1904 the
Loongena was espocially built for the Tasmanian soervice. Those two
companios merged for spacific-purposes and formed Tasmanien Steamors
Pty. Ltd., which owns the steamshlps Nairana and Taroona, serving
Bass Strait.

(¢) Williem Holyman and Sons Pty. Ltd., is on=- .
, gaged in both the inter and intra-state trades. This company is not
i , o a member of the hustralian Steamship Owners' Fedoration but it has
! ' never been challenged on this ground by other ship operators owing
, to tho small volume of cargo offering in the minor coastal portse.
i - In any oaso Holymans'! have built up firm business contacts and com-!
‘ potition on the basis of rate cutting would be not only costly but
. long and hazardous. In any oase tho Union Steamship Co. and
'Huddart Parker have shares in the company.

B

. A 204. Tho shipping sorvices to Tasmonia will first be
n1a531fled on tha ba31s of the. yoars 1913, 1920 and 1927, (3) vizi-
Ll ’ : // -

L | . - T

’ (1) Vide, Chaptor VI
! ' (2) Or, alternatively, Stato Governmonts mey (and with tho holp ‘of the
v Commonwonlth) subsidiso sp001f10 industries i .
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1 ' . TADLE I

SHIPPING SERVICES DETWEEN TASMANIA, THE MAINLAND i

L " ' , ‘ AND NET, ZBALAND. o .

- Route

1913

1920

1927

Romarks

Melbourne -

Passgengor

Passconger Twice WQekly,:

Devonport,
Burnie

Hobart

Strahan
Hobart .

.'Sydney -

Launcoston

Sydney =
Hobart

-Launceston and Cargo

Twice
Yoekly

Molbourne - Passonger

and cargo
twioce
woekly -

Melbourne -~ Passenger

and cargo
onoo a
OOk e
Sarvica
en route
.to and
from Ne.Z.

Melbourne - Passenger

and oargo
‘sorvice
. evaery 10
'~ dayse

Passenger

& ocargo
sorvice

Fortnigh-
tly.

Passenger
and cargo
gervice
every 5
doys Jan.
“to FObq
waokly.
March *to

A.Nov.Every

4 days in
Decomber.

and Cargo lst Lpril -
Thrice  15th Sopt.
Toekly. Thrice weekly
rost of year &
o additional
sailings 18 =
26 Docembor.
Passengor Passcngor and
and cargo cargo twice
twice woekly.
weekly Additional
~sailings 10-
26 Dacembar
Jan.to Cargo Sorvice
Feb cargo  wookly.
sorvice ‘
Fortnight-
ly March
to Decome

bere

Large % of un-
occupiod berths
and space excopt
at holiday time'’

Ditto

The passonger
servico was dis-
continued in 1916

with thoe abandon-

mont of Melboume

" Now Zoaland conn=

Passonger Monthly cargo

and cargo
sorvice

scervicoe,Molbe.
to Strahan &

at regular vice versa.

intervals Cargo soervico
' botween Hobart
& Strahan
woekly.
Passon-  Cargo service
gor and  fortnightlye.

cargo sor- :
vicg fort-

-nightly.
Passen~ Passongoer an
ger and  cargo sor-
cargo vices weokly.
service  Passenger
.woakly.- services for-
' tnightly
during
wintor
months.

ection.

The 1927 service
was quito adoqu-
ate owing to
docline in trade

The passongeysor-
vioce was discon-
tinued in 1921
in .view of the
poor support. In
1920 vossols av-
oraged only apps
32 per trip from
Sydney.The 1927
service was able
to cope with far
more cargo than
was offering and
the steamer fro-
quently had to
proceod to Burnio
or Devonport to
obtain a full
cargoe

Tho steamors
wore running with

~a vory largoe naw

of berths ocach
way woocupioed,
also high % of
onArgo space un-
occupied.fi largo
nuber of over-
3085 Vvessoels now
oall for wool,

s e s e

L2 e gty s wed T
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l : Routo 1913 1920 1927 Remarks
1 . : : zinc and other car-
’ . o go which previously
. ' was shipped to the
" Mainland for trans-
: hipmnente.
1 -+ | Sydney =~ tookly Woakly Weekly cargo No ochanges The scr-
. | Ne¥eCoast cargo cargo servioe vice was not utilisod
G A A service service (mostly 2 & to full oxtont.
A _ - B somotimes 3
f ’ » o S - steamers).
fq ‘ .| Hobart - Pasrang- Poeriodical "Same Passengor and cargo
: . © | N.Z.(diroot or and cargo sail- . - sorvice discontin-
- ' | sorvice) cargo ser-ings as ro- uing 1916. 1In 1915

teking tho year as’
a vwholc the total
nunbor of persons
averagod to Ne 2.
.8 saloon, .11 stoor-
ago and from NoZ.

- .‘ vice week-quirod;but
' o - 1y little or

\ AP R : L no general

b ; I : _ " ocargo off-

P o . ering, ship-

' ments con-

pitigpei4

Ry e

Ayt

s
e

Saw

k] b s
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. Port Pirie

Maria Ise=-

Y elbourne - service. -
Hobart - - Fortnightly Besides the above
Huone<Brisbane during fruit sorvices thero are
and vioce season March mostly 2 cargo ve-
versa to September. ssels weekly be-
: twson Molbe and
Py Launceston, a pass-

“

. sisting 13 saloon, 8 steer-
. mostly of- ago.The cargo pos--
; * timbor, ition was equally

§ : » bade.
5 Hobart - - L boat every - B
Fremantle 3 months. i
Low Head = One oargo Same -
Strahan boat mon-
thly., .
: Strahan - Lvernge  Average of
Hobart of 1 cargol cargo B '
' boat a boat woeokly.
wWeok. ’
‘Risdon = - Fortnightly -

to 3~weekly
cargo servicae

. Maria Is. - As roquired
] Sydney about month- -
ly cargo
service.

Weekly ocargo

onger and cargo see
vico woekly between
Molbourne.

-

-
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205. ~ As from July 7th, 1921, overseas ships, while
oontinuing to oall at Tasmonian ports coased to ocarry passengers
\ ~or oargo between Australian ports. The only line that did so wag

(3) Note in respeot of the yoars solectod:-
1913 - Pre 1914-19 war period,
1920 - Yoar of proclamation of tho ocoasting trado :
- provisions of the Navigation Aot. ;
1927 - Post Navigation Aot oro. N '
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’ was the Commonwoalth Govermment Lino which catered for cargo ! .
in speoial ciroumstances. Table II below comparas schedules : .
l : of oversoas shipping services in 1913 and 1929 vizs - &
‘ ‘ TABLE I1I | oo
OVERSEAS SHIPPING SERVICES CALLING AT ’ g
. ) o
TLSMANTAN PORTS. I
o
» i
. ) Route 1915 Service 1929 Servioce k? .
b Wi ol
. |Hobart from London and : B
' . * |South Africa (FeZ%. SeS.| 14 days Nil ﬂ,;‘
g o Co. and SeSe & heCos) " ﬂ’l
' ' Hobart-Now Zesland - :
T R fonte Video - Rio =
. v - - [London (NeZeSeS.Cos .
. " . - |SeS. AND Lo CO.) 14 days . Wil
' .. |Hobart - British Ports |Evory few days| Every fow days
A o (all Overseas Companies|from February |during fruit
1 calling for fruit ote.)|to May. | season (Feb-
? ' ' May) No inter-
! 'state passen- - -
: _ gers or cargoel— "
- Hobg rt-Continental :
O Ports (NWo.D.L.Co. and |Monthly Nil e
o German Australian Line ' _ ”_///"///.'
S ‘ : 206, 4 cla551flcat10n of shipping services in the
N — ~ immediate pro-war year of 1939(%4) on the basis of Operutlng
’ o oompanlos, is now presented, viz:~
1 . | ' TABLE III
} \ A SHIPPING SERVICES BETWEEN TASM/NIL LND’ THE MLINLAND
| ) o AS OPERLTED IN 1939.
; (a) Huddart Parker,Ltd.
» Frequenoy of
‘ A o Route %ervico
S Hobart-Brisbane (Direot)®*|Monthly (Cargo)
‘ - S . |[Hobart-SydneySe Summer months -
. ’ weekly - ‘
Wintor months =
B fortnightly
, (Cargo & pgsson- .
! 5 ‘ gors% : ' L
- R Hobart-Melbourne™* .| Fortnightly S
‘! . ' o _ (Cargo) i :
5 _ ‘ ' (b) Union Stoamship Co. jﬁ
) ’ ' » : Of NeZo Ltds ’ '
‘ - Routo - _ Froquency of Bervico
. ' L Hobart-idelaide - - Fortnightly (Cargo) | :
‘ Hobart~Fremantle Cno evgry 3 gonths > S
, ! . e ?oargo) A
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(¢) William Holyman and Sons Pty. Ltde

Route : Froquency of Sorvico.

Launcoston/ﬁelbourne ‘Twice weekly, sailing Tuos-
days and Saturdays.
Leaving Melbourne esach Tues-
day for Burnie, Ulverstono
and Devonport. Departing 1
from Burnioe each Saturday. ‘
Leaving Melbourno sach gat-
urday for Stanley, Burnie e
e and Devonport. Departing
from Devonport each Tuos=- ,
day for Melbourno via "
- : Burnie and Stenley. R S
Port Adolaide/Tas- Ono vessel oporated this
' meniae .. | service providing fortnigh-
' ‘ tly sailings from Pt.Ade=-
laido, alternatively for
‘ S Northorn and Southern Tas-
k ey menian ports, (0ege. tho
o ’ vessol would leave Ldelaide
on Thursday for Hobart leave
Hobart the following Thurs-
day for isdolaide on the third
Thursday leave Ldolaide for
Launceoston énd on tho 4th
loavo Launceston for Adelaide)
Calls were made at North-
Wost Coast ports-Devonport,
T ‘ Burnie and Stanley inward
A : and outward bound to L!'Ton
A as, tho volume of cargo warr-
anted. It usually was arran-
god to work one ooa?t port
only on each voyage
4L fortnightly service,main-
tained by one steamer. S
Friday sailings alternatoly.

North-Wost Coast/.
Molbourne.

Hobart/folbourno’ ®

/
]

207. Sincoe 1929 V. Holyman and Sons have maintained
the oconnection botween King Island and Melbourne. This service
was previously maintained by the Stato Government. Undor the
Straits Islands Shipping Services Agroeement hot, 1934 8) the com- -
pany now receives an ammual subsidy of £4,000. Under tho Agreo-

ment a rogular fortnightly service is maintained to and from

I.elbourne, the vessel calling at either Currie or Narracoopag (also
kmown as Fraser River/ on each cf such trips. Alternatively, the
Ligreemont provides for runs from Molbourne to King Island and return,
and from Launceston to King Island and return. In addition to these

(4) Of oourse, all vessels oporating tho Tasmanian trades in 1939 havo
since beon takon over by the Bhipping Control board which has assuned
rosponsibility for all oontracts and nominated tho oporation of the shipse
The oompanies now aot as agents for tho Shipping Control Board under the
direot control of the Tasmanian Traffic Committoe (Vide Chapter III).

(5) Run conjointly with the Union Steamship Co, of N.Z. Ltd.

(6) For the relation of the number of 'ports of call to the ocost of

ship operation and, henoe, to. tho detormination of rullng froight ratos,
vide parase. 229—51. :

(7) Both the Huddart Parker-Union Stoamohlp ocombination and holynans'

,mantain an alternate fortnlght&y sorvice by arrangonent, and honce a weekly
.- sorvicae is available.,

(8) Following on protests from shippers in tho 1slunds (both King Island
and Flinders Island and thoe Furneaux Group) regarding the inadequaocy of .
existing sorvioos the State Parliament appointod o Seloot Committeo

.
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. tkips tho oompany is required to mako spocial tonnage availablo,
* when required, for the carriage of livestock boetwoen King Island,

lielbourno and Launcoston. Escoptions are made in all casos

" whoreo woather conditions render it impossible to fulfil the torms

of the igreemont. The rate of freight Currie-Melbourne and vico
versa, as fixed in the Agroemont, for general cargo was 28/%d. per

ton in 1938-39. This rate is now subjoect to a war risk surcharge

of 10 por ceont, a wartime increaso which is comparablo to an 2
advanco of approximately 40 per cont in most other Australian trades.
It is not intended to pursue further the question of Tasmanian ’
intrastate trades although the rate of water trensport in south-
eastorn waters should be noted. During the past 25 years wator
transport has suffered from road competition, except to isolated

ports on the Tasman Peninsular, Bruni Island, Port Esperanco and
Southport. Only a very‘%mall percontage of products are d?ggn-

dent now on river and coastal craft for carriage to market

Services range from one or two trips per woeck end rates of froight
botweon 9/- and 15/~ per ton. Statistical records of cargo lifted,
much of whioh is carried at package ratos, are not compiled by the
Stato Statistician or any other Government authority end tho oom-
panies plying these trades advise that estimatoes would be subjoeot
to orror. : :

_ 208, The following table presents data relating to
the various vessels owned and operated in 1939 by thoso shipping
companics interested in the Tasmenian trades. Only thosd
marked with an asterisk, operated in Tasmanian wators.

- Ship Operating Coy. . Vossol Typo ﬁg?ftGgggs
Tine Holyman & Sons Ptye Ltd.| Lass O'Lovriex Froighter S.S.| 1878 | 244
N Tarsate Freighter S.S.| 1883 475

SR També.r}(}l Froighter S.S.|1912| 306

| LoattaX Froightor S.S.[1938| 247

: TonioraX Froighter S.S.|1913] 823

LaranaQX Préighter SeS.|1914| 701

Tannon , Freighter S.8.11917} 567

Lanena% . Froighter S.S5./1925(1018

Lutens? | Froightar S.S.|1922| 918

Lorinhaf Freightor M.V.| 1937 (1185

 (Huddert Parkor Ltd. | Bagle : Froightor S.S.|1889] 431
‘ ‘ g Yarra® _ Freightor S.S.|1907|2257
Corio Froightor S.S.[ 19193346

Colac Freightor S.S.| 19203341

Adelong Freighter §,5.]1936 (3577

Darvwon ;( FrOigh’tor SeS.] 153914239

Zoalandia PassongarSS. . . | 19106683

Also (" MoV, 1929 |8108

(" M.Ve  11938|9576

Tas. Stonmers Pbys Ltd. Mairona§ ] "s.s. - |1917|3042
' Taroona’ "M eV 1935|4286

Union Stoamship Coy. of - | Kowhai - Froighter S.S.] 1910 792
‘Ne Zo Ltd. KoranuiX Froighter 5.S.|1914|1266

' ' Kini Freightor S.S5.[.1930|1388.

Gabriolla Froightor S.S.|1520([1587:

Kahika Froipghtor 1M.V.| 1938|1537

Goulburn Froightor S.S.[1914[2367

Omano ’ Froighteor B.S.j1915(2550

Kalingo : Froightor S.S.{192712047,

Talumo X Froightor S.S.{1930|2742

Thnaka Froighter M.V.| 1938|2259

Kokerangu £ Froightor SeS.| 1919|3146

Matun Froightor Ne.U.| 1936|4193
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Foderation", viz:-

6

The total gross registerod tonnage of these vessels is 81,244
tons ropresenting approximately 18 por cont of tho total Aus-
tralian floet (10 Vessols serving Tasmanian ports reprosent
29,906 tons, or 6466 per ocent of tho total fleet. Vessols
undor charter to lift bulk cargoes of such commodltles as zino
and copper have been excluded.

209. Before procoeding to analyso tronds in tho
ruling level of freight rates and factors determining same, some
roforence necds to be made to the orgenisation of the intorstate
shipping companies. The following are membeors of an association
registered wndor the name of "The nustra11an 8toamship Ovmors'

Adolaido Stoamship Company.
Australian Steamships Pty. Ltd.,
j'.l..he UoSeNe Coe Ltd.

Huddart Parkor Ltd.

Melbourne Steamship Co. Ltde
McIlwraith, McEachern, Ptys Lide
Jamos Patorson and Coe Ltde

Those oompanlos operate wder a working agreement which came into

offect in the following circumstances.

210« As noted in Chapter III, at the outsot of tha
1914-38 war the fleots of the interstate shipping companios wereo
requisitioned by the Commonwoalth Govornmont and the services wero
carried out under the direction of a Controller of Shipping,
appointed by the Government. This control operated throughont

tho war period and for a timo afterwards. i This oontrcl o

operatoed throughout the war period and for & timo afterwards.:

. In the oarly part of 1920 the Controller of Shipping intimated

that the Commonwealth Government was prepared to release the
vassals from control provided that the shipping companios
continued a joint system of working the vessels on lines similar .
to that which obtained when the ships were under Govornment
controls The Controller pointed out that with the deploted
tonnage available on the coast at the time a better sorvice

ocould be maintained by this means.

21l. The shipping companies agnéod to comp,y with

tho docire of tho Governmont and a tentative agrooment was made

in May, 1920, Ln agreemont was formally exocuted in lay, 1921.
This agroeoment provided that tho totel tonnage of the seven
companios should be jointly ocontrolled. Undor the arrangement a

permanent Traffic Committee appointed by the companies party to

the agreement meets regularly and allocates tho services, In

" the ovent of a disagreoment arising botween the mambers of the

Committee, the principals of the companies aro called upon to
detormine the matter at issue.

212, The financial side of tho arrangement was put
in the hands of an indepondont firm of chartored aocountants

. appointed by tho Fedoeration, who were given absolute control

of the adjustmont of accounts as botwoon tho rospective parties
to tho agroemont. Tho agroomont provides forthe payment of
proscribod chartor rates to the owners of tho vossols oporating
undor it. - An account of each voyage is to be rondored by the
owners to the accountants, by whom poriodical adjustments are
made. Under these adjustments the profits or lossos made by
tho companios ovor the period covered by the adjustment are

~ shared on the basis determined by the accountants. Lit-the

outsot thoe scale of chartor ratos paid to tho ownors rosultod in
lossos by the Federation, notwithstanding that the rates wore tie

22nd May 1945, to consider the provisions of tho Agreement of

, 1934. The Committee tabled 1ts Roport on 27th Septomber, 1945

(Govornment Printer)
(9) Tith the exoeption of timber

" (10) Totel gross rogistored tomnago of vessels on tho Australian

rogistor in 1939 was 449,143 tons (225 vossols)
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;; o normal chartor rates ruling before the war. This fact, howsever,
. did not necessarily mean that the actual trading resulted .in

N - losses, the position being that the chartoer rates were too high

‘ - to permit of the Federation.showing profits. In order to fac-
~ilitate the adjustments the rates were reduced.

' 213, Naturally,the researcher has not beon abloe
| - to poruse the full text of the document but it can fairly safely
a bo said that the agreoment has been a decided bonefit to both
N . the interststo shipping industry and the community; in that it

: ' has made for rationalisation of services without which it is
k doubtful whoethor they could have bgen maintained wd er tho same
b conditions of efficiency and at the same ruling freight ratos.
‘ Moroover, certain overseas shipping intorests later moved ina
similar direction with a viow to brlnglng about & moro oconomic
runnlng of their vessels.

214. Apart from the Australasian Steamship
_Owners' Foderation other agreements betweon interstato shipping
_ companios are in existenoco. One such has already been noted,
! ‘ .* namoly, thc arrangomont between the threc companies ongaged in
tho North-Wost Tasmania-Sydney-Mclbourne trades. Again,
Tasmanian Steamors Pty. Ltd. connocting Melbourne with Launcoston,
. Dovonport and Burnie, is undor thae joint management of tho Union
| : . Stoamship Coe and Huddart Parkor Ltd.

: _ 215. Thoerae socms to be little doubt that tho
- Austrolian Steamship Ownors! Fedoration is but ore scction of
tho English shipping combingknown as the Inchcapc Groupe  Tho
! combino is oponly dofended in the United Kingdom for it is
\ . . " c¢laimod that thc monopolistic methods adopted oliminatos wasto,
' and that tho English companies combinod aro enabled to competo
: with foreigh shippinge With the same¢ motive, namoly to aveid
e |, '~ costly compotition with the Australian companies, the English
combino has chosen the easicr way and acquirod thoe cortrolling
: . interests in evory Australian company. - Thus the AeUeS.N. Com-
L pany is a subsidiary company of the British India S.N. Company,
) a mombor of the Inchcape Group. Tho McIlraith, McBacharn Lino
is also an English company, the majority of the sharos boing
hold in Englande Burms, Philp and Compony is an Inchcapo Companys
Tho Union Stoamship Company is also an Inohcape Company, and with
Huddart Parker Ltd. has a largo intorest in the Melbournc Stoom-

K
. ) ' ~* ship Companye. Tho firm of . Holyman and Sons Ltd. is controlled

by the Union Steamship Company and Huddart Parker and Companye

‘ Tho firm of McDonald, Hamilton and Co. is also ownod by British

ﬁ i - intercsts, and thc largost shercholders havo largo interosts in '

' Burns, Philp and Co. and tho P. & 0. Company, both Inchcapo Companiog.

———

216, If tho Navigation Act doos, in offoct, protoot
pert of the English shipping oombine, whet is tho scopo of its mono-
poly powor so far as Australian shipping is concorned? It is diffi-
oult to assess the oxtont of the oporations. of the shipping companioes
of Australia for thoy havo many other interests, apart from shipping.
In some oases they aro intorlinked with cach other, and also have
oross rolationships in other industries.- The oxtont of these rolat-

. S "ionships and co~partnerships are very diffioult to dotermino.

! ... Offioial records of lists of sharcholdors are incomplote and mis-

LI lcading. For examplo, a trustoo agency or & bank may bo found to
! _hold a large parcol of shares in a companys There is nothing to

f S " show for whom thoso sharos are holde.  Cther "dummios" are usod,

£ consisting of officials of companies and relativos of directors.

. . A .217. Some indication of tho ocomplex intorlooking of
AustraliaQ uooondary industry in goneral is revealed by tho follow1ng~
/ examples, vizi- |

+

Y~

(a) Tho Adolaide Stosmship Company holds about half
“the shares of the fbermain-Leaham Collieries Ltd.,
. ' , : and about 35 por cont of tha North Bulli Colllory
! ' ' . Ltd.
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servicos to a specified port. Conference rate agroomonts usually
dofine the minimum rates at which specific comnodities will be
transported. The rosultant stability in theo rates enablos tho
shipper to conduct businoss on tho basis of a constant transport
factors  Such is preferable to a fluctuating rate ovon though it
may fall to en oxcoddingly low level when the companies aro ongaged
in rate wars. o ‘

21S. Grantod, (a) that tho intorstato shipping
companies oxerciso monopoly power through the Fedecration and, -(b),

~that they hold shares in a numboer of industrios other than shipping
-is it possible to ascertain the extont to which the companios may,

or do, engage in monopolistic praoticos?(16) Three specific
examplos will sorve to illustrato tho type of discriminatory mono=
poly that may be exorciscd by tho shipping companicse

220. Evidoncefms submittod to the Royal
Commission on tho Navigation Act 1924 that vhile thoe timber froight
from Cairns to Brisbane was 6/- por 10C foot super, the freight
from liourilyan to Brisbane (a shortor distance on tho same route),
was 16/4dy from Tcwisvillo to Sydney th2 rato was 7/3d. and from
Mourilyan to Sydnoy )a shorter distanco on the same route) 17/7d.
Tho roason given for this romarkable differonce in freight rates
was teat tho domands made by tho watersido workorght }Mourilyan wore
so great that extra freight had to be chargod. The watorside workers
were taken from Innisfail (12 miles from Mourilyan) to Mourilyan

-~ be special train when requirod, and roturnod home by similar moans.

Their working day commenced from the Boarding of the train at
Innisfail, end coased on their return from Mourilyan. Tho highor
rate rosultod in the Cairns mills, ousting the Innisfail and liour-
ilyan products from the markets.  The roasons givon by tho ropro-
sontativos of tho shipping companics for tho high rates from
Mourilyan wore not satisfactory. Hendling charges at Mourilyan
wero undoubtedly heavier than at Cairns but not to the oxtont of
the penalty rates chargod. The Commissioncrs concluded that tho
Adolaide Stoamship Company, which has vessels on the North Quocns-
land Coast, had financial interests in the Cairns timbor industry,
end, &s a natural result, proforcntial troatment was given to
timbor cargo from the port of Cairns. That is; tho industry at
Cairns was assistod by a low rate being quotod, whilo tho rival

company operating at Innisfail was penalised by a high rato.

22l. Our second example cf monopolistic action

is 'drawn from the Wost Australian timbor industry(17).  Froight
‘rates orn Timber from Yostern Australip to the Bastorn Statos in

the early 1920's was found to bo prohibitive and mills bogan to
olosos Roprosontations were madc t6 tho shipping companies that

e reduction of 20 per oocnt was nocessary. Tho shipping companios
offered a redustion of 10 per cont and rofusod to roduco any lowere
Reprosontations worc then made to Scott Foll and Company, a company

‘outsido the Shipping Foderation, who agreod to carry timbor from

(14) ¥any oxamples may be quoted subh as the Australian Associations .

of Toxtile NManufacturcrs, Cement lianufacturers otc. Vide Chapter VII
(15) Compare the conjointly run sorvices, oach company operating '
altornative trips, Hobart/%risbane, Hobart/%ydnoy, Hobart/ﬁolbourno.'
(16) Tho offoct of tho absonce of conditions of froe entry should be
ncteds For exemple, no oversecs shipping company is likoely to ontor
‘into oompotition with such.c servico as that operated botwoon Molbourne
and Launceston by Tasmanian Steamships Pty. Ltd. The Inchoape Group

has sufficiont intorosts at least to oxort influence with one of the
companics controlling this sorvico (as noted oarlier, Tasmanian Steamors
Pty. Ltd. is a combination of interests of tho Union S.S. Cg:_ggd;f»~"'
Huddart Parker Ltd.) ; . .

(17) Note that both examplos arc drawn from industries situatod at

a long distance from the market (o/- Tasmania). North Queensland,”
Western Australia ond Tasmania may bo considerod in torms-of tho

throe angular points of a trianglo which is tho Commonwealth. ,
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Wostorn Australia to tho Eastorn States at a rate oqual to a 20
per cont roduotion on ruling rates. Theroupon, the Fedoration
reduced their rate by 20 per cont and nogotiations botweon tho
timbor industry and Scott Fell werce droppod. “hon it vas ovidont

- that tho latter company was not soing to competo the Fedoraticn

raigsod the rate quotod by 10 por cent. Tho timbor industry again
opened nogotiations with Scott Fell end Co., the Fedoration retale
iated by threatening the sawmilling companies with practically

a "boycott" if they patronised Scott Foll and Company's vessels.
Nogotiations again fell through on account of the conl strikee

222, Finally, about the middlaof 1919, in
which year there wore heavy crops, tho shipping facilities at the *
ports of Burnie, Devonport and Stanley were so inadoquate that
producers were unable tg place their produce on tho mainland markots.
Public demand forced the State Govermment to cnter the North Yest
Coast trades (vide Chapter III) but immediately the interstato
companios entorod into keon compotition. (The chief market for the

.primary products of the North Yest Coast is Sydnsy end the intor-

state companios synchronized their sailing dates with those of tho
State vessols). This attempt to drive the State shipping servico
out of businoss gave the North-west coast ports a vory frequent

.servico. Tho amount of ocargo lifted incroased and Ulverstono rose

o From -
_ Brisbano Sydnoy | Melbourno |/idolaidoe|Fremantlo
{1913 (5o/sT<19) » |
Hobart (31/6D(20) 13/6 13/6 28/e | 38/-
Lawncosten 31/6 .13/ 13/6 28/ 38/m
Devonport 31/6 13/6 13/6 28/~ 38/
Burnie .31/6 - 13/6 13/6 28/~ 38,/
1921 (Aug) :
Tovart 45/6 1. 20/- 20/~ 46/~ 61/-
Launceston - 45/6 20/ 20/~ 46/~ 61/~
Dovonport - 45/6 " 20/~ .20/~ 46/~ | 61/-
Burnio SR 45/6 20/-| 20/ 46/~ 61/-
ot e ol eofe | s | wf
‘[Hobtart L 42/- 20/ 20/ o a6/- | 81/~
Launceston - w/fe - 17/8 17/6 46/~ 61/
Devonport . 40/- ' 20/ 17/6 | 46/- 61/-
Burnio ~ 50/ 20/-| 17/6 46/- 61/-

to tho status of an interstate port. (For the distribution of
inward and cutward tonnago among the varicus Tasmanian ports sco
following chapter). Not only doos this oxamplo draw attention to
tho funotional rolationship betwoen shipping foacilities and the
level of production but also rcfutes tho shipping companies old
contontion that thoy .aro the sole judges of the scrvice rcquireds .

223+ Boforo passing to our considoration of
those factors which determinc tho ruling level of shipping froight
ratos at any particular timc it is dosirable to prcsont data in
rcspact of freight rato gquotations on general cargo por ton weight
or measurement for selected ycars within tho period 1913-45. Tho
years sclooted roughly correspond to those usod carlicr in Chaptor
1V, "Thoe Econcmics of Port Torzinals" (Vide para. 184).

] .

TLBLE V. ' /
.+ Capitals Intcrstato Shipping Freight Rates for Goneral Cargo

(Ta smania ﬁ;alnland)(la)
(Pcr ton weight or mcasurement One ton mcase= 40 cubic ft)

(18) Tho rate quoted for ecach yoar was that ruling ct thet'30th June,
Since tho main purpose of this study is to examinc tradlng rolations
botwoen Tasmania and the Mainland no specific referonce to freight rates
botweon Australia ond cversoa ports will be made in this Chaptor. However,

: aooount will be taken of ther, whoro nocossary, vhen dealing with tho
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‘ ' . _ : ' . From = ‘3 )
\! To "Brisbano | Sydnoy |[Melbournc |Afdolaido | Fremantlg : ﬁi
1 . 1929 : . ' ' S
- . | ®rart 45/ 22/~ 22/ 33/~ 55/~ lé
Lawmoeston . 43/6 22/ 19/6 33/ 55/ K
) o Dovonport Ay 22/- 19/6 33/- 55/~ o
1 . | Burnie ' 43/- 22/~ | 19/6 33/- 55/- |} .
o 1933.1934.35 . : i;‘j
: Hobart , 4.4;-13 ~ 20/- 20/- 28/6 63/- i
' 43/-D - : i
launceston . 44;4 20/- 18/~ 28/6 63/- !;g; ‘
, | - 43/-D : it
Devonport . 4%-1*' .20/~ - 18/- 28/6 63/- g .
43/-D < ST
t. : Burnio | a4/-7 | 20/- | 18/- 28/6 63/- R
| ' 43/-D ‘ I
A 1936 and 1937 ' N
| Mobars | 44;67[’ 20/~ 20/~ 28/6 | 52/6 {Ei
i ' 39/~D ) . ,!'
i Lawnceston - 44§6T 20/- 18/9 28/6 52/6 i :
34/-D | , L
‘ Dovonport : 4{};61" 20/- | 18/- 28/6 52/6 W
’ 34/-D SN
{ Burnie : 44§6T 20/- 18/- 28/6 52/6 I
. YO ' |
1988,39 (to 22/10/ l; s
. 389) | , ' ' .
Hobart = | 44?5? 20/- 20/- 28/6 52/6 i
. 59/=D I Wk
| Lawmooeston 20/6T | 20/- 18/- 28/6 52/6 W
| 34/-D ' ' W
Devonport \ 40?61‘ 20/~ 18/- 28/6 52/6 35;‘ v
o ‘ L " 34/-D xl .'-
i Burnio . 40/6T | 20/- 18/- 28/6 52/6 B A
i .| 23/10/39-1/10/20 E b
B | Hobart 48/6T | 22/- 22/- 51/4 57/6 -
I ‘ - . ’ - 42/11D ) A : : . 15‘: .. )
'| Launoeston , 44/6T | 22/- 19/9 31/4 57/6 St
37/5D . L
Dovonport , ~14§6T 22/~ | 19/9 31/4 | 57/6 o
_ ‘ 37/5D | 1 o
'| Burnie 44/6T7 | 22/~ 19/9 31/4 57/6 g
37/5D ] . =
2/10/40-15/2/4422) - 1 o
Hobart . 51/2T | 23/- 23/~ - 32/8 60/5 I
’ 44/10D ' ‘
Launceston 4671" 23/- 20/7 32/9 | 60/5
39/1D : _ . o
Dovonport 46¢7T 23/~ 20/7 32/9 60/5
' . . . 39 1D . ' ::‘f L
‘-,, Burnie 46/7T | 23/- 20/7 32/9 60/5 11N
o . . (2%) 39/1D , ] 4 e
L 16/2/42-31/12/45 A P
LI ~ |fovart 657T 28/7 | ‘28/7 37/1 | 68/3 ?
L , 50,/9D : P
/ © | Launcoston ' 51?21‘ 28 /7 26/- 37/1 68/3 i
R : 24/2D | . .
Devonport 51?21 28/7 26/ 37/1 68/3 - i
' 44/2D : : -
Burnio ‘| s51/2T | "28/7 26/- 37/1 68/3
44,/2D : ,

. cost structure of partiocular industries. Exoopt in a fow casas, whoro
- speoial contracts have been struck and in the caso of timbor, all inter-
state rates are 'quoted on a genoral ocargo basis-only.
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224, In rospect of the data above throo points in
partloular should be notod viz:-

\ o " ; o - (a) tho hﬂPD rise in fr01ght lovols 1913=21.

: , - (b) " the stability of tho rates in the intor war poriod,
! S ‘ (¢)  The wartime inflation .of ratecs as a rosult of the

' war wisk surcharge imposed in Ootobor 1939,

T : : - (d) +tho differential botwoen tho cost of transhipped
b : A " and direct cargoos.

225, So fer as tho movoments in the rates botweon 1913
and 1921 aro concerncd it must bo romombored that whilo world freight
rates foll after reaching a record high lovel in tho peost war period

©  of 1918-21, in Australian coastal waters thorc was no such tendoncy
for thoro was nO»ooﬁponsating docrease in the cost of ship oporation.
Tho sharp rise in rates was brought about by tho inoroases in wagos,
.ooal, viotualling and overhea? oxpensass - The avorage inoroase in
theso ocosts wore a3 follows:-(2% ‘ ‘

TiBLE VI
| =
: o - . ' % Incroaso
1 o _Ivem in 19220n 1413
I , | ~{ Labour : 63
R _ o . : Deck and Stewards' stores 16l
Engincers' Stores 99
Victualling . - 83
| _. Fagos R S E
; _ : ‘ . Coal : 155

'Tho above increases do not inoludo those direotly brought about by

tho Nav1gat10n Lot, namely,

- (a) Cost of altcrations to vossols to comply with tho"

' : ' S provisions of the Acte

= .o, (h; Cost of wiroloss servicos. |
(c Cost of oxtra manning.

266, Tﬂblo VIO bolow prcsonts figuros for tho porocontago
inoroaso in ratos over the period 1939 (Soth-Juno) to 1945. It will
bo obsorvod that apart from the Hobart/Brisbane (tronshipped) route tho
greatést inoroasc in freight costs since 1939 has been on theo shortost
and most frequently usod ruutcs of Hobﬁrt/?olbourne and Northern ports/
Melbourne.

TADLE VITT
. Percentage Increase in .
Rbut?‘ Preizht Rates 1945 T e
. r s o :
Hobart/Brisbane o Transhippod = 47.19
' Direct T - 30478 '
3k o _ Hobart/Sycney & Melb. | 42492 "
| Hovart/idelaide o ' 29.82..—
o -+ | Hobart/Fremantle | . 30,00
LT La unceston) Transhipped -~ 26434
: Devonport ) to Brisbane| Direct - 29,50
Burnie '

d as compored with 19539,

) o ) . :

. — . .

[ . . . . ~ . B
[

(l9§\T = including transhipment.
(20) D = dircot shipment.

(21) 1938-39 rates plus 10% wartime risk surchargo.
o (22) 1938-39 rates plus 15% wartimo risk surchargo.
" - (23) Scme of tho 1938-39 ratos wero advanoced &t the beginning of this
~ poriod wvigs- Hobart-Brisbana (transhipped), riso of 6d.
Ta'smanion Ports - Sydtey, rise of Z/L
Tasmanian Ports - Molbourne, risc of Z/L
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* é- o | Launcoston ) I , ' '
' Devonport ) to Sydney : o 42492 | S
Burnie ). o | I
Launceston ) o co _ : -
’ , Devonport ) to Malbourns 44444 e
&Y I S Burnie ) - oo
' Rauwnceston ) _  ;"1§
| Devonport ) to Adelaide o 29.32 S
; Burnie ) ' TR
1 Lawncoston ) : , ! T
b Dovonport ) to Fromantle 30.00 . o
Bumio ) © (-
¥ L . :
\ 227.- The table above doos nct allow for tho addit-
1 .~ ional costs resulting from the wartinc shortago of shipping.
‘ - Vory few direct boats have bsen available for the carriage of
I © *  goods exported to Brisbane, idelaide and Fromantle.  Honoe,
shippars now often have no option but to tranship at Sydney
or Melbourne at the following additional costs per shipping ton:-.
l TABLE VIII

) . , Dircot|Dircet (ITonsy Total(' incr.

Route . ’ Reto | rate | 3% ff Bogc orggrar
- 193904 1945 (3) (&) shipmans)
Hobart/Brisbanc 39/- | 50/9 | 14/10 | 65/7 | 66474
Launcedton ) ' ’
Burnie ) Brisbane 34/- | 44/2 7/~ | 51/2 | 50.02

\

- - Devonport ) v
; Tosmanian Ports /Adolalde 26/6 37/1 | 25/% |62/5 |117.92
1l ’ . Itasmanian Ports/Fromantle] 52/6 68/3 | 15/6 | 85/9 59,52

= ; 2,

i L In addition-to -theso extra costs vxporters in the south of the State,

- ' who normally ship through Hobert, frequently have had to rail goods -
to Northern ports. -~ Furthor expoenses have beon inocurrod in tho fomrm
of Storage charges on the ¥ainland whilst waiting for boats to Ade-
1a1do, Fromantle and Brlubanoo

- 228. As noted oarlior shipping freight rates on tho
A Australlan coast are quoted on a goneral oargo basis only with the
- oxception of a fow special oontract rates (¢ege for coment) and
j .. ratos for timbor. Timber rates for the more important Tasmanian
- " trades wore as follows:- ‘

TABLE IX

s e o

Timbor Rates, 1939

[ ‘

f Route = . - | Rate por 100 super £t
. } o : ~{Launceston/ ' _ o
o ' Melbourne - 5/ - E L

‘ NoS. Coast Ports/ :

Molbourno 5/~ (Dovonport, )
‘ SR | - ’ Burnie, Stanlay) '
| ‘ .y UM verstonoMelve 6/~
o Launcoston & No%e o
Y A Con st ports/hdelalde 7/~ !
| - Holbart/Molbourne - S5/~
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229. Having survoyod the shipping froight retes
ruling in thoso Australinn coastal trudos rolovant to this study,
it is now nocoessary to rcfer to tho preblenm of ratc makinge
Contrary to two widely accoptod notions tho rates are rercly )
detormined on tho basis of cither, (a) tho numbor of soa milos -
travelled or (b) tho cost of ship oporation. On tho fustralian

. coast tho lowest rate por mile is &hat ruling between tho most
important ports. For oxample, botwoon Melbourne and Sydnoy &
distanco of 564 milos the rato in, say, 1936 was 20/- per ton
and it is.tho same for Hobart to Melbourno yct the distanco is
.only 47C milose On a pence per ton per mile basis Molbourno/
Sydney cost »348d., whilst HobartAtolbourno cost »511d., dospito
a difforoncc of 94 milos. It mey be urgod that the lower rato

- botwoon Molbourno and Sydney is due to outside compctition but
ovon if such is the casd, the compotition itsclf may bo atiri-
butod to the greator volume of business offering botween tho

two ports. Regarding (b) above, the ship operator rocognisas
that tho tonnago availatle on somo routes scrvod will bo insuff-
iciont to cover running costs and hence a certain degroo of
disoriminatory monopoly has to bo coxoroisod in dotermining ratos
for tho soveral routes(2®)., Assuming corroct judgmont on tho
part of the ontreproneur, the ship operator, tho overall rosult
will bo an adeauate rotwrn on total ocapital investod.

23C. Tho costs of ship oporation are diffioult to
-dotermine end it can fairly bo seid that little. cffort has cver -
been made to analyso the cost of transporting any particular
‘commodity over a certain rovte. The main items involved in
ship opoeration are as followsi=

Fuel .

Port chargos.

Yages (including overtimo)e

Insuranco.
N\ Stores and Provisions,.

: Repairs and ovorhaul.

Comnission.
Hiro of goarse , . .
Tharf labour., (26) / A ‘
Claimse.
Tharf ronts.
Goneral oxpenses and managcemont.

It shoi.ld boe noted that the abovo list excludos purcly overhcad
charges such as interest charges and the like. No attempt will
bo made to analyse cach item end relatc them to total oporating
costs for not only are the necessary data not awvailable, but
also such detailed analysis would hardly be relevant to this
study. ‘@ necd simply understand that ship oporating costs
probably sot a lower limit in rate making disalloving special
oonsiderations involving disoriminatory ratos. (27 The upper
"limit to bo obsurved is whot-the-traffic-will-boar. The rate,
in preotioce, will be detormined somewhere betweon theso two A
(shadowy) limitse L fow fjoneral commonts will be mado in rospoct
of soveral of the above items with special roferencoe to the cost
of waterside labour, This latter has baeen the subjoct of con-
siderable oriticism by exporters vho b%am thae cost of wharf
handling for some of the higher rates. ~ It is probable that
tho cost of waterside labour represents as much as 35 per cent

_of total opcrating costs. On the other hand the wages of tho

'ship's crow ere not likely to oxcoed 7 or 8 per cont of this
total cost. -

(24)-DatshAn Table VI have bocn oxtractod. from the Report of thoRoyal

-Commission on the Navigation dct, 1924+ The Commissionors after examining -

the increased percentoge of oarnings and costs of certain vessels in the
. o . . &
intorstate trade concluded thet the post war inorease in rates was

~justified. Cfoourse, the Navigation Lot was not sclely responsible for

tho inoreased cost of ship operation. (ther factors should be inocduded
such ag the determinations of tho Lirbitration Court and tho Customs '
Tariff.
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231, Port Charzos.

» Ls roferred to in Chaptoer IV port and harbour dues
payable in Tasmenia compare favourably with those ohargod by
harbour trusts on the Mainland.  However, facilities at.all
ports aro inadoquate for the expending volume of tho Stato's
o trade and tho installation of mochanical devices such as the
| o fork truck lift would speod the turn round of vessols. However,
v " . it is understoocd that most harbour authoritios in tho Stato
' : : 'are-contemplatinr or plenning extonsions. The "deoentralization"

aﬂla borno tra ) amo ¢ a p of gmall ports is reflscted
: qntg re;v r0%0 n% viously, BGdlS% butlo% of ‘cargo
Cl : C 106 i 8UBTnS rnz-s.mu towﬂ Co rluV n p1~uor 1on.

2., . -
232, Commissione

i . ' ‘ Sinoce the main busineszs of a ship is to carry ocargo
o many spocialised ways have been devised by shipovmers to obtain
CAY{Oe It is obvious that a cargo of “assorted commoditios
y _ ~ sufficient to fill all awvailable spaocc is more profitable than
| T ' a part cargo. Cvorhead expenses of working tho ship must be
T o - mat whethor it is fully or partly loadod. The profits of a
: . voyage depend usually on the last, say, third or quarter of a
full oargo. Froight brokors act as go betwoons for the shipper
and shipowner; the brokerage foe rangos up to 3 per cont. 4
freight forwarder is an export in tho transportation dotails
of oxport shipments, espocially in respoct of the oxport declar=-
- "~ - ation, consular invoice, bill of leding, marino insurance corti-
; ficate and so one  Furthermoro, an inland oxporter can consign
goods to the freight forwardoer at tho port, who will be respon=-
sible for booking space on a ship and attond to the roquisite
papers. Tho forwardor received a fee from tho shipper and also
brokerage from the shipowner for service rondered in the fomrm
. of asscmbllny many small packapes(29) for shipment in bulk.

SRR L

, R ' © 233. Tharf labour.

: _

' g - ’ , Representations woro made to the Stevedoring lndustry
=y .. Commission for data relating to tho cost of watorwide labour in

E o " Tasmanian ports but the roquest was refused. 4 sacond approach

% o was mado oftor the oessutlon of hostilities but without success.

The position has undoubtedly
beon distorted over tho war poriod for the i‘ollowlm3 reasonss =

. L ‘. (@) Ships have boon oporated continucusly

‘ . S L --and, in consequenod, the amount of

1 ' o ovaertime worlked has caused wide fluc-

: - ) N tuations in costse

y : B -~ (b) The typo of oargo nandled during the war

' e ’ differed considerably from that handled o
g B R pre~uwnr. o
_ . _ (o) ™ages havo increased (both through inoreases—

: T ‘ " in tho ocost of living and ovortime ratos)

S o . : - but output per man hour has declinod. PR
o o T : ' (d)  Tho larger cargoes lifted resultod- in con-—" '
Bt R - gestion at the wharvos and incroased- handllnﬂ
o o o . costs further. '

‘ﬁ : : B ‘ 234. (a) The. conditions of work and rates of pay of
' permenent and casual waterwige workers in iustralia are determined:
by tho Foderal Court of Conociliation and Arbitroation. Tho last
~judgment was made by Judge Becby on 2nd July 1937 and tho minimum
ratos of wagos to be paid was fixed at £3.16.C plug/%onstant
; amcunt of S/L por weok of 44 hours. The abovo amounts aro ad=
. - Justod overy throo months accordlng to tho position and fluc-
A . tuations of the Court's "All Items" reteil price undor nﬁmbors,
L : ., viz=- : :
o o TABLE X

St b . - .

/ . .. Woeokly Tago Rates for- Watorside Workors
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36.
Indax Noo Indux Noe

Divisionse Rate divisions Rato
o £ S D £ S8 D
6465 =~ 6544 3s 160 O 7065 = 71la4 40 2o O
6505 = 6664 3¢ 17 O 7168 = 7264 . 4 3¢ O
6665 = 6744 3s 180 0O 7265 = T3e4 4o 4e O
67.5 - 6804 30 190' 0 7306 - 74.4: ‘f’:o 5_. 0
8 . IS 68.5 - 6904: ‘ ' 4:. Oo 0 | 74:.5 - 7504: {-."o 6. 0
! ' 6905 = 7044 4e lo O | 75.5 - 76.4 4o 7+ O

i , ' Tho emounts of the ratos assizgned to the index number divisions
| ‘ " . abové do not.include a margin of 6/- and the constant addition of
’ _ S/L roferrod to. Any extension of the above tablo must bo of

b tho same oonstruotion. ) : '

: A (b) Rates of pay for overtime are prescribed as
v+ follows:= ' - e ‘
B _ ‘ -Betwoer. 6 pem. and midnight, Monday to Friday inclusive -
! SR ordinary rato and a half. '
' o Botwoen midnight and 7 aem., Monday to Saturday inclusivo =

' double ordinary rataes o
Saturday noon to midnight and midnight Sunday to 7 aeme

Monday Double ordinary ratace , : -
Ordinary holidays - '
Botween midnight and 7 ae.me - two and o half times the

“ordinary rato. '

Botwoon 8 a.me 8nd 5 peme - ordinary rate and a half.
Botweon 5 peme midnight - double ordinary rato
Sundays and Othor holidays - For work donoy
botween midnight on Saturday and midnight on Sunday,
and betwoen midnight and midnight on extraordinary
holidays, two and a half timos the ordinary rate
mus 4 bo paid. :

, (¢)  So far as the- conditions of work are concorned

, : " the clauses in the award aro comprshonsiveo but necd not be

| . roviewed hore, They include provisions for werking through

i - moeal hours, time off for smokoe-ohs, duty away from home ports,

' conditions of work in respect of the maximum woight to bo

lifted por man, tho number of mon per hold, transfer of labour,
timos and placos of engagemcent, penaltios and so one Tho
Eleotrolytic 2inc of hAustralasia Ltd. and the Mount Lyell liining

and Railway Cae Ltde are included among thoso omployors oxempted

 from tho provisions of theaward, sinco these companios employ"
permenont hands to work the ships borthed at tho companies' wharvas.
Owing to the importance of a speedy turn rcund of vossels.which is,
of coursoe, dependont upon the speed of loadini and wloading it is
interosting to note the provisions in the award relative to the
minimum nunbor of men to bo employed to work a hold or on deck
loading anc¢ unloading; viz:- , : . _

' (a) Six, if the vessol bo moro than 500 tons (net register),
(b) Four, if tho vessel bo more than 100 tons, and not
. _ ~ mora than 500 tons. ’
'1h S " (o) Two, if tho vossol be not more than 100 tons.

. [
Z\ ' "~ (25) Examples in ralation to Tasmania are the Bass Strait Island end the
: A Ulvorstono/Melbourze and Stanloy/Molbourne sorvices. 4 good oxample of
- ‘ . tho roal detorminants of freizht rates is obitained from the King Island/
: Melbourne service., Pre-war the rate ruling for Norther ports/ﬁolbounne
‘wo s 18/-; that for King.Island/Mol‘oourno was 28/6. Tho margin was to
covor tho rolatively highor cost of running small vossols,tho ismall volume -
of- eargo,tho delays caused by woathor conditions, lack of ocargo-handling
. - facilitios and consoquent glow turn-rcund of vessols
it s (26) Includod,since the rate quoted indludos thq/%%s
f : " "7 unloading as well as sea ocarriafge. ' :
© (27) Vide para. 229. -
(28) Again, the shipping oompanies statod to the researchor that genseral
cargo ofton costs £1 to load and wunload, a sum oxooceding the pro-war
rate botwoon Melbourne and Northern portse

L4
foading and

e
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I attompt was made oarly in 1945 to cover employees

envagod in the stevodoring industry by a stato award under the Tages
‘Board fLiot, 1920, ;
May 1943 was amendod as from 7th March 1945 to include omployces in

The determination of the Shipping ‘ages Board of 4th

‘the ports of Hobart, Port HMuon, Port Cygnet, Launcoston, Boauty Point,.

Devonport, Buruie, Stanley and Strahan engagod in supervising loading,

_discharging and staclking of cargo on vossolse

The ship oporators

appealod to the High Court against tho now determination and woro
uphold on the grounds that stevedores belonged to an interstate
industry cnd, therefore, conditions of employment cculd not be

'detormined by a Statgbribunal.

Howover, the Tasmanian lepgislature

recontly passed.a Wages Doard Bill (No. 3 of 1945) providing for a
detormination to be made in respect of ono section of an industry

to be roinforced.
themselves through wion circlos has rosultod in rates of wagos
and overtime boing paid which apprOX1mate to the gchedulo in the
award.

'fho
4/2, a total of £4/ﬁﬂ/L per weake. The 'needs!'

236.

.and henco the dotermination disallowed by the High Court is likely

In adtual fact pressure from the stevedores

. (a) The determination was mado by reference to = -

'noeds" basic wago of £4/10/- a week, with a fixed loading of

basic wage is

that assossed on tho Commonwoalth Statistician's 'all-items! index
numbor of 1105-1107, being tho index number for Hobart, for tho

Docomber quarter 1944.
.wago ratos wore to be adjustod according to movoments in tho

The award provided that the prescribed

indox, such adjustmonts to be made on the first pay period in
a May, fiugust, November, and Fobruary of any year.

in supervising the roceiving, loading, discharging, sorting and

(b) Tho award providod that omployeos engaged

stacking of cargo wora to be paid at the following ratoes of
pay per woek of 44 hourss

(i)  Pormenont employeos vho are paid for
\ working overtime Be 40 O
(i) - 'Pormonent omployeces who aro not paid

for workins overtime 9e14s O
(iii) Casual opI]oyoes (per hour) . 4e T3 L
(iv) Employoos assisting classos (i) or
. _(ii) or (iii) above (per hour) 4, 0

In addition, casual employoes had to be paid a minimum of 4 hours' pay
for any timo worked up to ¢4 hours, and 8 hours pay for any time in

excoss of 4 hours and up to 8 hours.
a var loading of 6/- per weck

The forogoing rateu included
for permanent hands and Sgd. por hour

for casual hands to continue for threo years as from 10th Octgber,

19440
‘a half,

237

influence in rate

" Viz i

‘(c})

Overtimo rates wore to be computed on the basis of time and

Sevaral othor factors having a greater or lesser
making at any particular time may bo montioned,

Typos of Cargoe Typos of ocargo which involve
special risk take higher retcs than goneral
cargoe  On thoother hand, such commoditios
as oro and ceal which are handled in bulk and
by means of spocial large socale equipment
usually take lower rates than general cargo.
Some referenco will be made in Ckapter VII
to the possible advqntagos of tho use of
"spooial purposo” as opposed to "genoral cargo"
ships in the intorstate trade with speoial
reforonco to such bulk commodities as cemont
and timbor. Howéver, so far as Tasmania

- ) . poncrally is concorned the possibilitiocs of

~oxploiting the advartages to boe derived

(29) Roprosent an important scotion of Tasmania's oxport trades
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from large socale transport are slight owing = . ;
to the large number of ports to be served in

Tasmanio and the limited tonnage available
oven whon concontrated at ono or two controse
It should be notod horo that tho very fact that
small vessels only aro suitablo to tho Tas-
monian trados results in highor rates than
: : : would apply on runs operated by largor vossolse .

E . . For the difforonce botweon the working , .
‘ exponses of a large and small vessol is less ' E.
. . _ .. than the differenco botwoen thoir respoctive
: L : C o earning capacitios. 4
i} . ' . T : It will be emphasised in
i g R Chaptoer VII that insofar as soa transport is
‘ ' . considered as a factor of production tho true
e ) . measure of the cost of this factor, as is tho
S o : case with all other factors, is not its
| B T S ‘ f. obsolute purchaso price but tho proportion
: ' which the price bears to the totel costs of
. , o A production(Bog. It is obviously more expen-

1 L : ' . sive to carry frozon meat than ordinary ocargo, _ A
& A L : because of the refrigoration equipment and g
: ' ' - “insulation necessary. A brief discussion of : &

soms of the structural changes necessary in, st
. . say, a fruit ship will show how the character | R
i . N o - of oargo carried influences rates. 4 fruit '
i . = o - ship is usually -faster than a general cargo
co : ' ' : ship sinoce the oapital expenditure involved
1 . h : . is approximately 40 per cent more. This
‘ ' I - ; . -higher original cost roquires a higher spood

. ' . with facilities for rapid turn-around in port, :

o S L - if an equal ocarning power per unit of capital - S

‘ ) investod is tc be obtaineds The altermative '
- is to charge higher rates. .In practico a

" . ‘comprdmise results; the fruit ship is soveral

TR WP O )

. . \\,‘ . knots faster than a cargo vessol and rates. in
B _ "~ . tho trades whore theso "special purpose" ships
s ' _(”\' ply are usually higher than for trades of
v : . - comparable length olsovhore.  Other reasons
D T : ' : - for the higher rumning ccsts of fruit ships
‘ ‘ .arei-
‘ S ‘ S0 (1) Refrigeration apparatus to maintain
\ ' o L o E constant temperaturos.
i ‘ . o ‘ (ii) Ilarge number of .small hatches, and
A / o S S o . often side ports, to expedita
i . RS o " unloading.
= o S S (iii) Since bananas, for oxample, stow
* I o 150 cubic feet to the ton tho
4 - ' omphosis in construction is on
“ . Spaccoe :
: RN : _ : a
' K c . o (v). ' Competition. Competition as/factor in Australidn

R - ; " Goastal rate making is lergoly eliminated by the
o ‘ ' "Cenforence™ but in cases where a company (cege!
. Wn. Holymar and Sons) is outside the Foderation'
- - thero is always the possibility of a rato war
. e - when rates could bo cut to lovels out of all
K ' . o o proportionto the cost of servico. However, the
. .- ’ ' degroe of ccmpetition possible at any timo is
, S e ~ always dopondent on the physioal conditions
' determining the degree of freoedom of entry into

7 -tho particular trade.

(30) Thoro commodities are bulky and roalisc a low sale value tho
proportion of froight costs to total ocosts of production and narkoeting

will bo highe In such casos the shipping. companios quoto spooial contract
ratos, Geife comont is froipghtod by Holymans' at 11/- per ton from Devonporte
Lpgain ohaff, & bulky product is carriod on a woight basis Launcoston/fiolb.
22/- por 20 hunderdweight. Neithor of thosc ratos are proportional to the
goncrel ocargo rate Devonport/Molbourno anl LaunoostonAiclbournos

- - -8 & . e
R Y A
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\ . (o) Compétition of markets. Assuming oqual
: o costs of production in Tasmonia and Vio- ' |
toria for a commodity the aoxportable » !
surplus of which is to bo sold in N.S.i.
and that ocompotition for tho availablo ) .
‘markot is koen, unloss the rate quoted per '
unit by the shipping companios from
Melbourne to Sydney wes as high as that '
quotod for the Hobart-Sydnoy trip the : ‘;
Viotorian menufacturers would capture ’ CH
tho market. (On tho assumption that =
tho Tasmenian producors rofuscd to cut i
. S profits and soll bolow market price). ' :
{. ' : ' - Tho ,company operating tho Hobart-Sydnoy ' g.%'
|
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: ‘ ... service would thon bo . fased with a
1 o " loss of tonnago to the Molbourno-Sydnoy
, e rune In order to equalisc tho available
4 ‘ : : : - cargo on a por capita basis somo adjust- : ' o
' ' ment is likoly to be made in the original ‘

-

_.
e

ratos quoted,vhich wore probably basod on.— >
purcly technical considerations » I

R A

¥ S 238, DBofore concluding this chapter it is necossary EH
' ‘ to rofor to the method of collection of shipping statistics and the -
_distribution of shipping; amonf; tho several Tasmanian ports. Spocial
_ provisions in the Customs fLict 1901-1U36 require the mastor of any i
P ' vossol arriving from any cowntry outsido Australia or from eny othor » s
‘ State of tho Commonwealth to entor "inward" at tho port of entry A ’n}[
and similarly on departure the ship must be ontorod ocutward. Jmong - R A
- the documonts which must be lodgod by the master of tho ship is a Gy
form for Statistical purposes setting out the following. particulars:- LiE

. Name of ship (Detnils of ship, cargo, ports, !
.- ° Nationality of ship./rew, passergors) i i :
‘e Steam or motor driven. . Cg

. Sail or cuxiliary. : : g

Net tormage of ship. - o

" “hother carrying oargo or,1n tallast. _

- The original port of departure on the voyago !

: to Lustralia. !

The terminal port of voyage on departuro from’
Number of crow. /Auo‘crallo..

239. Those forms are lodged at each port and in addition
1 _ to tho partioulars rogarding the ship particulars are furnished of
! : . ~ the passengers and tho tonnagoe of cargo loadod or discharged. The
‘quantity of carjo is stated either according to woight or bulk according
as froight is chargod and the bulk cargo is convortod to tons avoirdupois .
on the basis of 40 cubic feot to the Ton. i point of somo significance
in the statistics of shipping is their limitation in indicating the
trading rolations or Shlppln” connections hetween difforent countries
or statos inasmuch as it is practicable in a statisticel prosentation
-of the direction . f shipping to associato only tho torminal ports to
j"- - . ¢ tho exclusion cf intermediate ports of call. For instanco a liner
‘ leaving Sydnoy for London via lobart, Molbourne, 4Ldelaido, Fromentle,
: Qurban, Capo Town, Canary Islands will appoar in tho Commonwoalth Stat-
} istics as a vossel from dustralia to the United Kingdoms In tho rocords
o - of tho different Australian perts, of this ship for State and port
] . statisticsy tho statistionl troatment will vary. On loaving Sydnoy,
Mclbourno and fLidoleido the outwnrd movomont of tho ‘vossol will bo ro-
cordod a5 an ovorsoa vessol coparting for the United Kingdom wvia Statces;
from Fremantlo the final port of doparture, tho roocord will bo (ovorsca)
ship departing diroct to Unhitod EKingdom. DEntoring from Sydney (whloh
is the point of commoncoment of the voyago) into ? clbourno, tho record’
~will bo arrival ovorsoa ship from Few South "mles. A4t Addlaide and
Fromantle the rooords will be oversea ship arriving from N.S.#. via
Statosoe It will be noticed, too, that at Melbourno, sdelaido and
Fromantle this vessol on its coastal itinore ery is rocorded twico inward
and twico outward, whoroas Sydnoy, tho terminal port, rooords ono move-

H
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: . :
mont inward oand ono outward - tho ontranco into Sydnoy of this
, ship ropreosents the tormination of ono vouage; ond tho depoarte .
: : . uro from Sydnoy roprosents tho commoncoment of anothor voyrgo.

-~

240, Similar differences occur in the records of
L ' fLustralian ships in the intorstate trade.whoro the intrasteto ' B
’ novomont bocomes & featurc. 4 vessel arriving at Burnio from '
i"elbourno is interstate direct; leaving Burmie for Devonport -
is an outward local movement from Burnie. Arriving at Devon-
port it is interstate via ports; departing from Dovonport on the
roturn trip to lielbourne is intorstate via perts; arriving at
Burnic from Devonport is local; departing from Burnie for iol-
o bourno via King Island is interstate via ports; arrival at _
1 o - King Island is loca; and departure from King Island is interstate
. direct. These rocords @pply to tho statistics of the soveral
. i ports; in compiling the rosults for the State as a whole, how-
/ - ever, tho arrival and the departure can oach bo rocorded onco
; only, and in the casc qucted above the arrival will be cradited
h "~ to Burnie and the doparture to King Island; s¢ that if such i
: voyages aro frequont, and they are, thero will bo many moro '
ok . .~ arrivals (intorstatc) thon departures shown at Burnio; and many
e : A " " more doparturos than errivals at King Island. The explanation
i " is thet tho results aro for Tasmania as a whole and that for tho
N i voyagos concerned Burnie is the port of arrival in Tosmania-and
E A

L ey em——"
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King island is the port or placo of departure from Tasmania.

o 241ls - Table XI below presents date for solected years
{ - _ . rolating to the total inward and outward tonnago of shipping classified
: _according to the first and last port of call in Tasmania. It will

bo obsorved thet outward shipping is somewhat more evonly distributed
among tho ports than inward shippinge Although the figures recorded
for Hobart still lzad tho ficld in bLoth cases by 1943-44 +there had
boen a dofinite shift in favour of the Northern ports - a shift due
almost ontirely to wartime control of shipping sinco 1539

\
N
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R AL -aﬁ;,f; l_ ‘,'“' " TARIE XI - ' 3
e A SEIPPING - OVEPSELS END INTERSTATE; 3 j
B i PORT RETURNS OF INWLRD AND OUTTARD SHIPPING, TAS%ANIA..; e T
~ ©1923-24 = 1943-44 ) S
S 1923-24 192829 1931-32 1935-36 - 193¢ ~39 ' 1943-44 2 o
_ . ‘ ' 39 ; u :
Port (+) Tons % - Tons % Tons % Tons A Tons ) % Tons . -% - i
_.Hobart I 682,528 49,31 | 688,586 155,77 747,260 57,19 945,762 | 47.84] 1,058,979 47.47! 340,303 42,76 3 :
_ | o 632,430 46,05 | 615,378 49,15| 749,962 57428 901,562 | 44.94 934, 548 43.68| 284,431 37,37 ® ]
" lawnceston | I 313,727 |22.67 | 250,646 20,30 | 282,130 21,59 368,206 - | 18.63| 405,454 | 18.18| 115,091 14446 :
e . }o 287,168 20.91 | 282,345 22,54 | 272,638 20.82 ! . 402,979 | 20.09, 413,949 13.18| 114,746 15.08 . L
" Burnie I | 181,543 13.2 150,191 12,16 129,535 . {.9.92 376,752 | 19.01| 465,141 20.85| 156,119 19.67 j K
A 195,825 14.48 | 163,339 13.04| 148,605 11.35 431,551 | 21.51! 496,43 21.80|  120,872" 15.88 ~ | :
Devonport | I 134,272 9,70 81,129 .. | .6.57 71,066 5444 172,215 8.67 173,021 7,76} 128,514 16420 3 :
1 , 0 196,134 -{12.28 | 133,570 10.67 88,395 - 6475 182,904 9.121 257,721 11.21{ 161,506 2r.22 | ;
] King Islend| I 21,740 1.50 | 21,500 174| 25,466 1.95 6,200 | 0.31 11,416 0l61f - 10,689 | 1.3¢ | '
S : o 22,400 1.63 21,920 1,75 | . .- 22,740 1,74 6,377 | 0.42 11;892 . | 0.fL 5,981 . 1.31 - :
Smi thton 1 " 7,597 0.50 5,642 .| 0.45 4,288 0.33 5,038 0.41 10,257 0448 3,660 0.46 - §
: N . 8,727 -} G.63 - 5,688 0.45 4,573 0.35 9,632 0.4% 10,=98 0.4 ] - 3,493 0446 ’ g
Stanley I . 24,832 1.80 26,576 2,15 28,669 2419 66,128 3435 . 48,673 | Z.18 14,915 1,87 :
| o 0 112,138 0.88 | - 21,255 “l70) 7,831 0460 - 35,080 - | 1l.75)" - 42,87« 1.83 33,044 4.32 |
Strahan I 14,202 1.00 9,264 0.75 15,012 1.61 31,092 1.57 - 46,663 2,07 20,651 2459- |
|o 10,065 0.73 6,980 0,56 13,344 1,08 | 32,699 '1.63 46,120 2,08 T 27,499 3461 !
Ulverstone | I 2,538 - 0.22 - - 2,110 0.16 1,413 0.07 10,973 0.49 5,514 0.69 i
o 4,147 0430 .586 . C.05 507 0.10 2,762 0.14 13,042 0.13. 5,514 Qe72 ;
) 4 ) g B ) ‘ o : ' - o E
. Total I | 1,383,987 100.00|1,234,589 100,00 | 1,306,625 00.00 | 1,976,896 R00.00| 2,230,587  [60.00| 795,856 100.0C :
o | 1,373,199 100.00 (1,252,153 .00.00 | 1,309,400 00.00 | 2,006,239 [L00.00| 2,276,7¢S - lOC.OC| 761,086 10040 ’
: Note: The flguros tabled abovc for .each port do not take into accourt coastul movermmts of shlppmg. Shlps are v'eccrdeh as a.rrlvals at
' the flrou Tasmanian port of call only, and as deoarturos only at the lhst port of call in Tasmania. - 8
(#) 1= 1nward ' ' -

oubtverd ‘ ’ I e : : , . S o : : I : o . E3
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3 AW ANALYSIS OF TASMANIA'S INTERSTATE AND OVERSEAS TRADE

! . 242, Prior to Federation each Australian Colony
' published statistics of its trade with the other Colonies. A similar
record was continued by the Commonwealth Government under the provisions
of the Constitution Act (Section 92). On the expiry of the "book-
keeping" poriod, these rocords wero discontinued as from 13th.Scpt-
ember 1910 and the latest published returns were for the year 1909,
Iater the Governments of Westorn Australia and Tasmania (in 1922-23)
g ' " revived the regcqrds, and hence statistical data are now available for b
l N . these statos.ez 3 The fact.that practically the total trade of thesey i
b : ‘states is scaborne renders the collection of such data relatively :
: simple. At tho Conference of Statisticans held in January 1928, L
it was resolved that efforts should be made in other States to record A ﬁ'_.
|

e V353

RGN O]

the 1nterstate movenent of certain principal commodities, but to date
no such action has been taken by the Burcau of Consus and Statistics . Lo
or by the Govermment Statisticians in statos other than Wostern o i .

Australia and Tasmania.
)

v

k . H . 243, The Government Statist for South Australia ‘ i_ L
‘publlshos limited figures for that Statc made up from the rccords I e
ﬂ . .
i
!

. of Westoern Australia and Tas manla and from various other sourcos.
Since February 1940 statistics in some detail have been collected
. by the Government Statistician of Quecnsland.  The statistics of
_‘ interstate trade for New South Wales and Victoria are very meagre.
; "~ The Melbourne Harbour Trust publishes, in its annual report, the: .
g : quantities of various commodities of interstate trade loaded and - Q]
fi i' : " discharged at the Part of Melbourne. The trade with individual %
‘ : states is not disclosocd. : ' §

» 244, A word neods to be said at the outset regard--
I 3 . o ing the valuation of "imports and oxports (oversea or 1ntcrstate§
' [ . (a) With respect to imports, acting upon a recomm=- -
A o , cndation of the Tariff Board the relevant section of the Customs L
N , Act 1901-1936 now provides that, when any duty is imposed according
' { ' . to value, the value for duty is to be the sum of the following:-
. . .

[

|

i

(l) (i) #%he actual money price paldlér to be paid - A
for the goods by the importer plus any ' : SR

. ' , speoial deduction, or

.; ‘ L (i1) the current domestic value of the goods whlch
) C N . ever is the higher,

B S ~ (2) all charges payable for plaolng the goods f.o0.b.

J S at the port of export; and
S . (3) 10 per cent of the amounts specified under (a)
{ . and (b) above.

Current domestic value is defined by the Commonwealth Statistician.as’
"tho amount for which the seller of the. goods to the purchaser in
~Australia (or a State thereof) is selling or would bc prepared to sell
for cash, at the date of exportation of those goods, the same quantlty
; of 1dont10ully gimilar - goods to any and evory purchasor in the country -% o
of export for consumption in that country". L
~ (b) Since lst July 1937, the following (revised) . | TN
i definitlons ‘have been adopted for exports gonerally:- S Eooe

(1) .Goods sold to overseas buyers before export - the
f.o.bs equivalent of the price at which the goods
wore sold.

(2) Goods shipped on consignment - the Australian f.o.b.
equivaleont of the current prico offering for similar
goods of Australian origin in the prineipal markets

‘ i of the country to which the goods were dispatched

3 : ' SR - for sale.

& ‘ N

. - | IR
(1) Collected through the co-operation of the ¥arine Boards and not’ a
the Dopartment of Trade and Customs.

o
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The Trade Position.

93.

The following table

.shows clearly tho v1slblo balance of trade for the years 1923-24 -
1943-44, viz:-

TapLe 1(2)
1 Tiports | ., Excess | Excess ‘Exports as
Year g223e : ?g) Ez?gggs Exports&mports a % of Ex-
£'000. _£'000 £'000 | £'000 ] ports.
. [1923-24 | 18,652 9,809 8,843 - 965 | 110.9
11924~25 | 17,656 8,808 8,848 40 - 99.5
1925-26 | 17,162 8,451 8,711 | 260 - 97.0
1926-27 | 18,843 9,406 9,437 31 - 99.7
1927-28 19,490 9,529 9,961 432 - 95,7
1928-29 | ~ 18,998 9,235 9,763 | 528 - 94,6
11929-30 | 18,936 9,88 - | 9,088 - 760 | 108.4
1930-31 | 14,328 7,344 6,984 - 360 .| 105.2
1931-32 | 13,726 6,683 7,043 | 360 - 94.9
1932-33 | 13,623 6,937 6, 686 - 251 | 103.8
1933-34 | 15,097 7 587§ g 7,510 - 77 | 101.0
1934-35 | 16,229 8,148 8,081 | = 67 | 100.8
1935-36 | 19,125 9 816(4; 9,309 - 507 | 105.4
1936-37 | 21,320 | 10,722(4)|10,508 | - 124 | 101.2
1937-38 | 22,992 | 11,855(4){11,137 - 718 | 106.4
1938-39' | 23,734 | 11,501(4)|12,233 | 732 - 94.0
1939-40 | 25,386 | 12,483 |12,903 | 420 - 97.0
1940-41 | 25,706 | 12,120 |13,586 |1466 - 89.2
1941-42 | 29,348 | 13,192 |16,156 |2964 - 8147
1942-43 | 30,607 | 14,382  |16,225 {1843 . - 8846
1943-44 | 33,184 | 14,391  |18,793 |4402 - 7646
246, In view of the many "invisible" faoctors involved -

in 1nternat10na1 exchanges a precise statement of the "balance of pay-

as at any partioular time for any country is a difficult matter,

and the oase of Tasmania. in this regard is not less difficult than

that of most other cowntries.

services such as

of accuracy.

oan be given.

247,

3 Subject to theso limitations, therefore,
was a large balance of imports over exports. in 1923-24.
. ponds with governmental borrowings on Loan s#ccount outside Tasmania

In Tasmania an important activity is
the provision of services for tourists, which has the same effectén
the trade balance as an.export of goods, though no entry appears on
the trade statistics on this account.

On the other
shipping, banking, insurance and so
the equation, but vhich cannot be valued with even a
Hence, tho figures -in tho above table:
from the visible 1nterchange of commodities to whioh

hand, there aro

on which entor into
roasonable dogree
-are those arising
definite value

there
This corres=

end the investment of external capital in local industrial enterprisaes.

" From 1924-25 to 1928-29, exports oxceaded imports in every instanee,

the surplus in tho lattor yoar reaching tho figurc of £528,000. In
1929-30, tho balancd was again largoly in favour of 1mports, the oxocess

amounting to £760,000, despito an oxport of £426,000 of gold in connootion
with tho Australian oxchango difficulty. -

Again in 1930-31, with gold

exports amounting to £120,000 imports were in oxcass by £360,000 after

-corrooting tho storling values of oversea imports, but in the following

yoar a favourablo balanco of £360,000 was shown withcut tho assistanoce

For six years tho bal=-
swung in favour of imports to tho oxtent of £251,000 in
£77,000 in 1933=34;
the balanco was again in favour of exports to the oxtent of £731,600.
This favourablo balanco has been maintained throughout the war yecars,
as might be oxpeotod, tho parcentage of imports to exports falling from

anco again
1932-33;

94 in 1938-39 to a rocord low of 76.6 in 1943-44.
. tho oxoess of tho valuo of oxports over imports was recordod as_£4,402,000.

£67,000 in 1937-38.

of any-accumulated gold in the Stato's axports.

In 1938-39, howaever,

In this lattor yoar

J
S e g 5
o ; .

]
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(2) Thilo and subsoquont tablos have boon compiled from,Statistics of tho
Stato of Tasmania, Part IV (Trade and Shipping) proparod by the Doputy:
Commonwealth Statistioian fOr Taomanla (Govornnont Prlntorg
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94. y B
\{ ‘ | 248+ Table II below prosents data relatiﬁg to | 3_],
‘ ’ tho trade por hood of the mean population, vizi=- ]

TABLE II

Trado per Hoad of Moan Population 5. .
‘ .
Yoar | = Imports : Exports ggig:o gg Trade '
£o So D £o. So D : Ee SW \l
1923-24 |  45. 6. 8 404 17. 5 - 4. 9 3 |- d. .
1924-25 " 40e 150, 7 40. 19. 3 +0., 3. 8 1
1925-26 39, 6. 10 40, 11. 1 +1. 4. 3 b
1926-27 dde 2. 4 . 44, 5. 3 + 0, 2. 11 Fo
1927-28 . 44, 10, "2 . 46. 10. 6 +2, Co & v
1928-29 42. 13, 6 45. 2. 4 + 2, 8, 10 i
1929-30 44, 18, 3 -~ 4l. 8. 11 <3, 9 & o
T 1930-31 32. 8o 11 - 3le 6e 10 -1le 2. 1 K
i 1931—32 2801.180 2 310 8» 2 + 20 50 G ".' .
' ' 1932-33 29, 16. 4 . 29. 6. 8 -J¢ 9. 8 f <
- 1933-34 32, 8o ' 7 32. 15. 9 + 0 7o 2 %”}g
193435 34, 15, 1 35. 5o 4 . + 0. 1% 3 | SO
1935-36 42, 13, 2 4, 8. 6 -2, 4o O B
1936-37 46, 3. 9 45, 12, 11 -7, 10, 8
. 1937-38 5(o 8e 9 47. Te 7 -3 1la 2
V o 1938-39 48. 10, 11 51. 13. 8 + 3, 1le 9
) : . 1939—4“'\ 52. Go 3 54. 10 6 + 1. 150 3
1940-41 51 1. 1 57. 4. 8 + 6. 30 T
i : 1941-42 55 2. 1 67. 9« 9 +12., 7. 8
ia - |1942-43 594 17.-11 670 17e 6 + 7,12, 7
! - |1943-44 58.19. 4 77. C. 1 +18. . 9

"Excopt for tho dopression years when both imports and exports per
head foll sharply the table revoals a steady upward trend in tho
dopendenco of ‘tho Tasmanian consumor on trade rolationss - Tho
‘rato of incroase during tho period 1923-24 - 1938~39 is computod
at 1.6 porcent for imports and 1.8 per ocent for oxports; and

for tho pariod 1923-24 -~ 1943-44 tho rato is l.6 por cont for
imports and a1 per cont for oxports.

249. Boforeo procooding to the main scotion of this
chaptor, an analysis of the actual contont of Tasmania's intorstato
and oversoas trado, it is convonicnt to rofer to tho distribution of
imports and cxports among diffcrent countrios. 4s will bo ovser-
vod from tho data in Table III tho valuo of Tasmania's interstato
trado (1938-39) was 4.76 timos groator than tho valuo of hor ovor-

_ - soas trado. In othor words, approximatcly 8" por cont of tho import
i _ . and oxport trado of Tasmania is connocted with thoe liainland States..
For this reason, the scope of this study is mainly conocorned with
Tasmania's intorstate trade. ! '

'
1
i

(3) The rocorded figurcs for overscas imports includo an allovanoco
for froight and other chargos. Thig is not sc for intorstate imports.

- It is ostimatod, howcver, that tho froight on tho lattor approximated £4in,
{’{ par annum pro-war. This figure has probably inorcaded by
£1G0, 000 gincg 1941-42.
(4) Valuos calculatod for tha purposo of this tablos Tho rocordod
valuos woroi- 193%-1, £7,237,0(; 1931-2, £6,53%,™.7; 19323, £6,796,3™";
1933-34, £7,427,97¢; - 1934-35, £7,963, 77; 1935-6, £9,564,1CC; 1936-7,
£1-,461,5° ; 1937-8, £11,466,7°"; 1938-~9, £11,215,500.
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The peroentago distribﬁtion‘of imports and

oxperts among- tho Australian statos, tho Unitod Kingdom, Now
Zoaland, othor British possossions and foroeign oountrios for solootod

years is prosontod in Tablo IV bolow viz:i-

TABLE IV -
— ——
PERCENTAGE DISTRIBUTION OF TASMAN I/N - TR»DD ’
(Porcontago of Valuos £A) ‘;////
Imports Exports
Yoar‘ Auste |thit. 1. %S?gfﬁbrokp Auste| Us Now ggggf Foreign
States |King. | Z0al{Pcss.| ComdStatos|Kinge |Zoals |Poss. Country
dr‘ .. .

. 1923=24 8Le47 1114350457 {1625 {5+36 |69.75 |16+454 | 0640 {0455 |12.76
1928-29 80489 [1085][1,79[0¢89 [6407 {71689 [12402 {0416 | 0455 {15437
}931—32 91,35 3478 11,09[0.95 |2.83 | 70486 [18.26 | 0,16 | 1,74 8. 96
.935-36 89,57 534106301697 | 3.81 | 70.44 116,99 | 0.27 | 3.60 8469
.938-39 87,66 5.74|0.66 {1.62 {4628 | 72.22 {16.03 { 0411 ] 3,56 8,08
£ 943=-44 90989 | 1479049071 |B8.12 | 93,89 | 2,12 - 0.17 3481

‘Imports from fLustralian statos

wore at their maximum in 1931-32 (trough

of deprossion) end oven in 1938-39 tho percontago of imports from thi
source was 699 highor than the percentago in- the pro-deprossion boom

- yoear of 1938-39,

The perecontago of exports absorbed by the Australian
" states reached the abnormal figuro of 93,89 percent in 1943-44.

Howover,

as soon as normal trading relations with overscas countrios are ronewed

an increasing proportion of Tasmanian oxports
"~ .markots, although ono can only speculate in respect of absoluto quantlt-
" ies and tho dlstrlbutlon as among British and foroign countries.

251,

will bé shippod to oversecas

So far as the valuo and peroontage distribution

of imports and oxports among the scveoral Lustralien states is conoernod ~
data for the years 1938-39 and 1943-44 aro presented in Table V bolow,

vig:=-
TLBLE V
TASMANILN IMPCRTS FROM LND EXPORTS TO
LUSTRALIAN STATES, 1938-39 AND 1943-44
(A) Imports
Yoar -
Victoria | NeSe¥. | Q'Ld Solis Wohe
1938-39 : .
Valuo £L 16,981,829 {2,585,215(20,377 494,563 | 408
% Distribution| - 6925 | 25.64 | 0.20 | 4.91 |0Q.004
(1943-44 o ]
" [Value 4 9,270,189 {2,804,774 ) 1,107 [L,004,668] 11
% Distribution 70 .87 21044 lo,oos %68 -
»(B) Exports
Xbar
Victoria | NeSeWe | Q'LD | Soiio Woko |
1938-39 .
Valuo Th 3,420,776 {4,264,809 613,718 {349,883 (186,036
7% Distribution 3872 48627 | 6495 3096 2411 ¢
1943~44 . _
Value th 7,705,029 |7,580,643 |10 87560 [K-2674®  B44,628
‘15 Distribution 43467 | 42496 | 6416 5482 1439
] o R
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Apart fsom o slight doclinc in rospoct of tradd with Now South

Vblos (partly compensatod for by an incroase with South
hustralia) thero was littlo chango in the roletivo distribution , o
of imports and oxports from and to the five statos concerned.
Approximately 70 per cont of goods importod are of Victorian
origin, whilst noarly 50 por occnt of tho Stato's exports wero
shipped to New South Whles (1938-39). Goanecrally, tho diroction

. of Tasmaenian oxports is a function of tho distribution of the
Lustralian population but there arc a numbor of other factors
oporating as will be obsorved in Chaptor VII.
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L ‘ 252+ Tho proe-war year of 1938-39 has beon sel-
" octed as a yoar of averago oxporience insofar as the product
structurs and directiom® of the Stato's import and oxport trade
. 18 concorned. It will be observed from Table IV that, in
1938-39, 87.66 por cont of oxports wers sold in Australian
markots. In ordor that the offocts of ngﬁnising for total
- S war on tho charaotor of the State's trade nay be observed
SR A data relating to the year 1943~44 will be includod in the
. 5 . eanalysis to follow. - I

R e S it S

258, For statistical purposos goods enterlng

into intersteoto and/br ovorsoas trade aro groupod into twenty o
;o o _ orc major olassos, which aro furthor sub-divided into 301 sub- :
‘ classos. (Tho classification of factorics usod in tho Production
. . .~ Bulletin consists of 16 clesses with approximatcly 160 sub=—m—""
. - : classos)e  The numbor of items or sub-classes recorded as
: oxports is only 154, As woll as & card numbor ocach itom is
S . - allotted a "statistiocal numbor" in connoction with the admin~—"

' - istrotion of the Customs Tariff. The twonty-ono olassos

montioned above aro listod as follows:- °

LT R

- ., Class I - = Foodstuffs of 4nimal Origin'

i N " (but oxcluding living animals).
‘ . ‘Class II - TFoodstuffs of Vegsetable Origin
. : - .Class III =~ = Spirituous and iAlcoholic Liquors
I “Class IV - ‘Tobacco and ;Preparations thereof.
' ‘ o Class V - Live fnimals
i ‘ . . ~-._ Class VI - Lnimal Substances. (moinly unman-
| T o A .. unfactured) Not foodstuffs.
§' ' Cel T - Class VII e Vogetable Substancos and Fibres.
, ' < ‘ Class VIII =  (a) Apparel.

£ S o . (b) Toxtiles.
3 PR . : (¢) wanufactured Fibres.

Class IX -~ Qils, Fats and Vhxos. ' i
. ) ‘ . Class X B Paints, Colours and Varrishes.
‘ ~ _ . Class XI - Stonos and Hinerals (including
: : ' - . ores and concontrates).
Class XII - Mctals, Motal hanufactures and
' . Machinery.

Rubboer and. Loather Manufactures and

‘ Substitutes (including boots and shoes)

. Class XIV Vood and Wicker (raw and Manufaotured).
Class XV - Earthenvare, Comonts, China, Glass and |

' - Stonewara.

. - . Class XIII

. . ; _ . Class XVI - Papor and Stationerys
1 o o " ClessXVII - Jowellory, Timoepiecos and F\noy Goodse
: ' o Clags XVIII = Optieanl, Surglonl and Sciontifio Instu-
B a o montss ,
Class XIX - Drugs, Chomicals and Fortilizerss .
g Class XX - liiscollaneouss
Class XXI - - Gold, Silvor and Bronze Specie.

55) Due to wartmme rationalisantion of transport. * ;
6). From the point of view of, : !
(a) the typo of goods ontering into trade; and ; N

(b) the percontago dlstrlbutlon as botween states.i

i T
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25&. Spoocial text tablos have beon propared which
oomparo tho nature and value of imports and exports in the yoars
1938-39 and 1943-44¢ aoccording to tho country or stato of origin.
The porocentage distribution of tho various classes of goods abovo
has boon computed for cach of the two yoars under review, vizie-
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TABLE TII

Ta'smanien Impoi‘ﬁs sand Exports from and to Different .Countri'esl 192324 ~ 1943-44.

Yoar

-Valus of ‘Imports

£A (Direct shipments) from -

Valuo of Bxports £4 (Direot shipments) to -

" Australian

Australian United New BOJ?’}cl?rh Forei United New ng}tlz?.ls'h Foreign

Statos Eingdam Zealand Possessions Comntrios States Kingdan , Zeaiand Possessions | countriss
1923-24 7,991, 349 1,113,382 55,811 122,727 525,384 6,168,322 1,462,857 35, 377 - 48,658 1,128,013
192425 7,127,401 980,661 99,414 0,377 51G,607 5,541,927 1,844,887 50, 763 57,556 1,313,040
1925-26 6,932,583 834,928 90,689 113,583 479,010 6,132,004 1,084,468 46,567 52,038 1,395,778
1926-27 7,673,368 944,191 88,725 148,530 551,459 6,960,518 1,198,814 30,235 52,872 1,194,932
1927228 7,887,940 i 9C7,125 43,746 145,751 544,204 6.832,367 1,477,124 22,976 - 52,604 1,575,846
1628.-29 7,470,193 956,103 165,474 82,569 560,507 7,018,914 1,173,870 15,525 54,008 1,501,035
1929-30 8,013,572 998,090 161,562 . 155,801 . 569,077 6.598,439 1,508,185 | 39,173 54,283 886,934
193521 6,438,849 492,195 50,563 49,043 199,016 4,877,167 1,404,072 22,457 52,978 627,282
1931232 . 5,968,950 247,262 71,328 61,750 184,612 4,950,139 1,285,871 | 11,456 124,357 631,161
1932-.33 6,231,574 322,818 21,208 63,293 157,212 4,895,268 1,065,825 20,030 124,824 579,751
1635334 6,790,706 373,525 48,577 60,867 354,260 5,126,460 1,301,663 26,100 161,372 894,205
1.934-35 7,226,139 427,588 29,431 70,013 210,339 5,922,609 1,511,766 28,936 140,221 477,872
1935-36 8,566,835 511,089 28,811 93,064 364,346 6,557,469 1,581,299 25,133 335, 337 809,412
193637 9,428,850 550,197 29,601 139, 395 273, 469 7,188,014 | 1,474,348 26,806 443,730 1,465,778
1937-38 9,926,803 930,075 61,186 112,656 435,978 . 8,249,446 1,679,273 41,726 .. 235,580 930,504
1938-39 10,082, 392 659,687 76,027 186,525 296,951 8,835,222 | 1,960,428 13,879 434,977 988,646
"1939-40 10,890,248 799,733 19,655 250,728 523,231 10,476,992 1,526,769 7,811 357,572 534,083
1940-41 10,937,932 432,098 34,268 450,061 - _ 265,332 12,026,589 692,027 6,082 278,748 - 582,807
1941-42 12,138,243 388,423 20,014 227,460 417,679 14,283,405 613,644 . 4,976 145,688 1,108,161
1942-43 13,117,873 445,056 24,659 251,978 . 542,421 15,340,468 156,366 75 74,821 653,617
193444 13,080,749 257,775 70,077 2,068 880,497 17,644,600 399,398 22 32,494 716,845
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: : : LABLE VI, (a). .
) SUMMARY OF THE NATURE AND VALUE OF IMPORTS INTO TASKMANIA 1oy
FROM THE AUSTRALIAN STATES, 1938-39 and 1943-44. ~ D
Statec of Origin Classes Class =~ Class | Classes Class Olasses Classes Class nsaes Tt i ;z’
. . i -div: v - vii viii | xi-x xi xii & xxi! x1i & xVv X1V xvi - xx ‘Classes [« ~
New South Wales. : . ’ ' , N N S
Value £4 - 1938-39 1,015,754 60,869 151,604 53,783 : 163,238 702,535 94,253 42,279 300,900 : 2,585,215 iy
194344 856,082 55,103 185,246, 45,893 271,678 879,988 83,403 15,350 412,031 2,804,774 |
- 5.86 2,08 6431 27.17 3497 1.64- 11.64 100,00 | |
Percentage 1938-39 39.29 295 a . . .
Distributiorl94-44 | 30.52 1,96 6.6l 1.6 9.69 81.37 2.97 0.55 14.69 | 100.00
Victoria - ' ' ‘ T _ S 4 3
Value €A — 1950-39 1,452,705 297,316 1,526,858 256,819 5 32,778 | 2,146,894 263,066 99,267 906,126 5,981,820 | . -
- 194344 | 2,518,688 800,944 1,728,189 307,693 50,358 | 2,211,921 277,221 44,698 1,330,477 9,270,189 |+ . -
Percentage 1938-39 | 20.81 4.26 .| 21.87 3469 0,47 30,75 3477 1.42  12.98 Too oo | |+~
Distributionl943-44 2717 8.64 18.64 3432 0.54 23.86 2499 0.48 14.35. 100.00 RS

' Queénsland . : | e

Valuegh - 1938-39 8,552 92 497 30 49 1480 119 8,615 943 20,377 T

- 1943-44 108 - - - - - - "999 - 1,107 |
Pcrcentage 1938-39 @ 41,97 0445 Q.44 0.15 0.24 7426 0458 42,28 4,63 100000 | e
Distrib. 1043-44 0,97 - - - - - - : 99.03 100.00 '»5 :
South Australia - - S : | T R S )
Value £4 - 1938-39 | 148,201 28,123 7,453 5.149 | 255,787 58, 399 568 1,201 9,282 494,563 |

194344 240,242 127,449 3,108 . 12,768 525,132 44,504 i 2200 243 49,022 1,004,668 i

Percentage 1938-39 29697 569 1.81 1.04 51.72 7.85 - 0.12 0.243 1.87 100. 00 e
Distrib., 1943-44 23 .91 12.69 0.31 1.27 | 52,27 4,43 0.22 0.024 0.49 | 100.00 | [+
Western Australia : ) _ -
Value £4 - 1938-39 121 222 - - - 61 - - 4 408 b
Percentage 1938-39 29.66 54441 - - - 14,95 - - 0.98 100.00 | [

_ Distrib. 194644 — - - - - - - - 100 100.00 =
Totoal All states ' ' ‘ . _ o A : - o -Lﬁ-
Value £i - 1958-89 2,625,333 586,6221,686,412  315,78| 451,852 2,689,760 | 358,006 | 151,562 | 1,217,255 10.082,592 |

1943-44 3,615,120  983,4961,916,543 366,354 847,168 5,136,413 | 362,824 ,61,290 . 1,791,541 13,080,749 |
Percentage 1933-39 . 26,04 3483 16.72 3413 4.48 28.66 | -3.55 ~ 1.50 : 12.07 i 100.00 5y
Distribc 194_'-"4‘4: 27- 65 7. 52 140 65 2. 80 6. 52 25. 98 i 2. 78 0047 15.70 100.00 i . ‘
. i ’ - —:Ww i :’ : i..'-;'
- - = - S bl PGS s - & - Vasm—— T s s - et . —— 1.‘{;:‘ . -
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TABLE VI. (b)
SUMMARY OF THE NATURE AND VALUE OF IKPORTS INTO TASMANTA i
FROM BRITISH COUNTRIZES 1938=39 and 1943l \\ \\
Country of Oléss i -iv  Class Class Classes Class Cl"ss \; g \
Origin. v - vii viii ix & x xi | xi; & wxi g:iiisgsm C}?ss Pﬁ%rissi}s: ngt:,a.l all
: : I #VL TEX asses
United Kingdom : A ,
value £3. .1938-39 = 15,105 8,152 62,461 ,080 11,239 | 274,841
= - . : l ‘o ‘c 2
. 194344 | 1,166 872 22,222 927 "7 163,653 12’262 7’222 124,966 | 526,696
Percentage 1938-39 2.86 1,55 11,86 0,77 2.13 50°18 5’54 1,57 61,309 " 257,775
Distrib.  1945-44 = 0.45 0.33 8.62 - 0.36 0.34 63.48 St 1.37 23.73 100,00 -
Canada L ‘ : =2 100.00
Value £&. .1958-39 = 4,258 127 926 176 136 14,864 112 | 29.486 ' a
' - 194344 - 30,235 3,978 1.400 5,269 37148 2,112 22’3%2 7,598 59,686
PGl‘-CCDtagG 1908"‘59 7.1 0-21 1. 55 O. 29 0“23 24:.90 5 54 . 6 /'O . 980 519022 .
Distrib.  1843-i4 = 59.26 7,80 5449 10.33 5,83 - I1ve 1§.gg. ©100.00
_ . . . | | , . . 100.00
India and Ceylon :
Value £4 . .1938-39 120 106 13,511 | - - _ N - ) ‘

o 194344 - 258 2,173 - - 5 7. 12 310 .. 14,059
Percentage 1935-39 0.85. 0.75. 96.10 - - = - - - B4 . 2,493
Distrib.  1945-44 - 10.35 87.16 - - - - - §.§$ iSS'OO

! ; — - . : - . ) 0.

. New Zealand . Co - _ : :

Value £a . 1938-39 1,761 36,578 93 - 17 ' 17.908 _ R .
: 194344 1,075 29,928 - - ~ 50,227 7 L _ §,346 60,700
Pcrcentage 1938-39 2090 60.25 - - - 59. 50 _ » 846 70,075
Distrib.  1943-44 1.53 42,17 - - B 2%.18 T - 1Z‘é2 %88.88 |
Other Brit.

. Possessions : ~ S .

| Value £ .1958-39 ;| 59,194 372 131 249 - 159 - 6 | ,

1945 —~ 44,626 21 - ' 3,265 - - - oo 140996 75,177

| pércentage 1938-39 78 T4 0.49 0.17 0.33 - 0.21 - 0.10 o%0 1., 48,853

L Distrib. 1943-4:1 91,91 0,04 - 6472 - a _ 0-19 19,95 . 100,00
Total Br. Countries 50.438 . . 1.12 100,00
Value &4, .1938-39 » 45,331 77,122 4 505 11,392 307,772 | 20,738 A 5

| 1045-44 = 46,867 61,314 28,373 5,592 6,146 | 147,016 6,565 38 oo ls | 152,216 756,518
Pcrcentage 1938-39 | 10,92 ‘6,16 10,47 0.61 1.55 £1.80 - o) g2 5900 . ¢ 71,934 129,920
Dlstrl'b. 192344 | 10.90 14.26 6.60 1.30 - 1,43 5.83 1.55 5 %g Sg 160.00 .

o=t — L o T S s = I B ....A_-___.‘_A..,*..._.—f-\_. A___,ﬁ,,_(_: N ”::‘ . A 100000 ! . ;".
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Countrics

 Per. Distrib.

8430

1.99

4:0 . 71‘

(7)

69,381

17.48

Figures for 1943-44 are not included in this table because, although

I
the total valuc of imports into Tasmania

44342
1,09

119,323

4,87

83,489
21,04

from forcign countries was £4880,497, (C.f. 1938-39, £396,768); 96 per cent are classified as "Other Forecign
and Metals

Countries?,

and Manufacturcd Metals (£i81.8,352):

O e e e S e e

The most predominant classes were Oils, Fats, Waxes, Paints (£4270,527),

596,768

100,00

e e e ———mEa T 1

SUMMARY OF THS NATURE AD VALUE OF TMPORTS. INTQ TAS- i

MANIA FROM FOREIGIN COUNTRIES 1938-39. ;

* Coun§?y of origin Classes Classes Class Classes ; Class xi Claascs 'Gléss- " Class Ciasses Total ££1;

) - 1~ ;v v o= vil viii . ix & x X1i & xxi | xiii & xv Xiv xvi - xx_  Classes

Belgium BA - &a - | sA2,488 | A 114 zA - £ 1,058 | £A 2,181 igA - | gA 1,205 gA 7,046 |

France. 589 928 188 '450 - 215 | 147 .8 | 2,851 5,571 E
Germany 69 - 900 1 - 10,588 908 20 | 18,859 31,354
 Japan 1 - 639 - - a0 69 9 248 1,006
- Netheiigggg RBast - 80 = 134,091 - - - - 3 134,144
forway . - 621 - - 10 - 51 "o - T 1,508
Sweden 62 3,964 - 1 17 5,103 106 | 2,695 '1,852 11,770
Switzerlund - - -271 1 1 5,977 9 | . 1,245 | 7,50@
United States 902 20,763 396 494 2,682 47,026 247 | 16,335 5,665 | 94,508
Othééoﬁiiiiig. 12,612 7,215‘ ‘ 3,010 26,497 .§ 1,365 675 252 50;%0 102,470

 Total Forcign 15,056 | 32,920 7;892 | 161,659 2,706
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- - © .. UDARLE VIT (b)Y - e e e R
SUMM.\RY OF THE NATURE AND VALUE OF EJPORTS FROM TASMANIA to
- : _ BRITISH COUNTRIES 1938-~39 and 1943-44, ,
.Country to which ;i Classes Classes - " Class Classes Class Classes Classes Class Classes Total all
Goods were i-iv v - vii . viii ix - x xi xii & xxii xiii & xv; xiv Xvi - XX Classes
~Exported. ' - ' : : ' : :
United Kingdom - _ - S _ - , _ ,
Value £4-1938-39 1,326,518 | = 344,133 - 1,290 - - : 275,993 50 12,005 439 1,960,428
: © 194344 216,871 90,220 - C - - 92,274 - - 33 399,398
: Percent. 1938-39 67.66 17.55 - i 0,06 - - 14,08 - 0.61 0.002 100.00
Distrib. 1943-44 54.30 22,58 - - - - 23.10 - - - 100,00
: Canada : / ' ‘ '
‘Value £A-1938-39 - - ‘ - i - - ' - - - -
194344 - 19,019 - e T - . - - 500 - 219,519
Percent. 1938-39 - - - - - .= i - ) - . - L -
Distrib. 1943-44 - 97,44 - - I - 2456 - 100,00 -
India and Ceylon : ' _
Value £i-1938-39 -31,048 17,960 - - - 355,479 - e R 228 404,715
S 194344 10,565 - - - - - - ' - - 10,565
. Percent. 1938-39 : 7,67 Lok - = - 87,83 - - 0.06 100.00
i Distrib, 1943-44 @ 100,00 - - - - - . - - - 100.00
. New Zealand o » | A - '
: Value £4-1938-39 1,222 1,194 - - 38 2,526 i~ 6545 2,354 13,879
P 194344 .22 - ~ ~ - - - - - 22
; Percent, 1938-3C 8.80 8«60 - - 0.27 18.20 - 47,15 16.96 100.00
.ﬁ Distrib. 1943-44 100,00 - . - = - - - - - 100,00
E Othcr Brit.Posscss, - :
! Value £1-1938-39 27,270 - 21 - 126 - 1,993 - 416 436 30,262
’f 194344 2,410 - - - - o= - - - - 2,410
: Percent. 1938-39 90.11 - : 0.01 ' 0.41 - . 6.69 - 1.37 l.44 100,00
E Distrib. 1943-44 100,00 - : - - - - - - - . 10000
. Total Brit.Countries : \ : *
i Value £A-1938-39 1,386,058 363,287 ¢ 21 1,416 38 635,991 0 18,966 34457 2,409,284
§ 1943-44 ¢ 229,868 109,239 - - - 92,274 % 500 33 431,914 ¢
{ Percent, 1938-39 @ 57.53 15,09 - ' 0.59 - 26.39 =\ 0,79 0.14 100,00 :
‘ Distrib. 1943-44 | 53,22 25,29 - - - 21.36 - 1.15 - 100.00
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TABLE VII (c)
SUMNMARY OF THE NATURE AND VALUE OF EXPORTS I'ROM TASMANIL .
‘70 FORRIGN COUNTRIES,  1938-39.- o ‘\
; ; : ' \ :

Country to which: Classcs Classes Class Classes Class : Classes : Classes ! Class Classes | Total all
Goods were i - iv v - vii viii ix - x xi xil & xxi ! xiil & xiv xvi -xx | Classes
Txported. L4 ' L4 LA LA LA £4 XV gAY A £A

Bel zium 28,652 19,154 - - 127,706 4,716 - - - 180,228
Franch 11,423 | 120,074 - P 2,698 - - - - 134,195
Germany 55,858 33,900 - - - 642’ - N - 90,400
Ttaly - 75,089 - - o= - - - - 75,089 -
Japan: - 15,270 - - - 236,582 - - - 251,852
Netherlands 65754 5,458 i - S - | I I R - 12,207
Unitcd States 1,448 16,486 | . - -1 148,268 | - - - - 166,202
of "America o _ ' ' ' B -
.bther Foreign 18,360 34,105 5. 2,564 - 11,125 - - 125314 | 78,473
Countries S : o - | . o | _

g 1 . r S 4 S 252,423 : -
Total Forcign | 122,495 319,531 5 2564 279,314 - - - 125314 | 988,646 -
Countries - ‘ _ : _ - ; ' : : S o
percentage DIs= = 12.36 52.52 . - 0.26 28,25 25,55 - - 1, 25  100.00
(8) Except for a small shipmant of foodstuffs worth £41106 all goods'exported oversea, to other than Britiéh.

: countries, in 1943-44 were bought by the United States (LA7T15,739). . _
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255« Imports from australian States (Tablo VI (4))

() Now South Walcse. Noarly 40 por cont of goods imported from
this Stato in 1938-39 woro classed as foodstuffs, liquor and tobacco
(Classos I-IV). Apart from tho motals grow (Classos XII and XXI)
distribution among the romaining classes was fairly ovone The
velue of imports from Now South Males incroasoed' from 2L 2,585,215

in 1938-39 to £2,804,774 in 1943-44, an incroaso of 8.49 per cent,
and tho peroontage of thé value of Loodstuffs to total trade
doclined by approximately 9 per conte

(b) Victorin. Foodstuffs (Claéses I-IV), toxtilos and manufactured

© fibras (Class VIII), tho metals groups (Classos XII and XXI)

aocountaed for 73443 per ocont ol goods imported from Vietoria in
1938~39s  Their rolative importanco had doclined but slightly by

" 1943-44, although thore was some shift in tho ralativo importanco

of foodstuffs in favour of motols. .

(o) Queonslond. Although foodstuffs and, timbor (Class XIV) eaeh
ropresonted 40 per cent of imports from Queonsland in 1938-39 by
194 3-44 foodstuffs had deolined to loss than 1 per cent. However,
the total value of tho Qucensland trade had deciined from £20,377
Yo £1, 107, . '

(d) South Lustralic. On tho other hend, the value of imports
from South fLustralia was doublo the pre-war figuro in 1943-44.
However, wartime controls had little offect on the character of
the import trado of mineral ores and concentrates reprosenting
in both years over 50 per cont of total valuo.

(6) Wostorn fustrelia. Evon beforce the war the valuc of goods
importcd from ¥estorn ALustralia was ncgligible and by 1943-44 tho
total valuc roocorded wos £11.

(£) All Statos. Tho total valuo of goods importod into this
Stato in 1943-44 roprosonted an incroase of £2,998,357 or 29.74
por cont over the valuc rocorded in 1938-39. = Taking tho flguros
showing tho porcontage distribution of imports into Tasmanid in
1938-39 it is convenient to arrcnge. thom in order as follows:&

Porcentage of
Total Imports.

Class

Classos XIT and XXI (Metals and Manu-
faoturos of motals, inoluding bulllon

-and spocio) ' 88666

Closses I - IV (Food drink and o

_ . tobaceo. 26 .04 ' !
Classos VIII (Appar<1, toxtiles and : '
manufacturcod fibros) : A 16472 :
Classos XVI - XX @ﬂlscollanoouu n.cal.) 12.07 oo
Class XI (Stonos and Minorals) L 4448 ' C
Class V - VII (Live 2nimals, animal and
vogotable substancos) 3483
Classos XIII and XV (Matorials, raw and .
manufacturod, of rubbor, leather,glass) 3655
Clossos XIV.- (Timbor and wood manufuotures) 1:5Q
Classos IX-X (0110, Fats and Waxos) : Held

100,00

2564 Imports from Brltloh Cougggagu. (Tablo VI (B))

(a) Unitod Kingdome Tho total valuo of imports
from the United Kingdon doolinod I by L42684921 or 51.06 por oonte.
Howovor, motals and machinory (Class XII) and Classos XVI - XX
raintoined thoir rolative importanco accounting for 52,18 and 23.73
por cent of totel imports respectivoly in 1938-39, end 63.48 and
23.86 in 1945-44o

- (b) Canadﬂo The vnluo of timbor imports from
Cnanada doollnod sharply over the war years, but tho valuo of imported
foodstuffs olassificd wder Classes V - VII incfeasod fram £4127 to




£430,235 and accounted for noerly 60 por cont of the total value
of imports in 1943-44. Maetals and machinory clso declinod both
rolatively and absolutely.

(o) Indic ond Coylon. Imports declined by 8277 por coent or £411,566.
Pro-vor the most impor rtent itoms imported woro textiles end manu- : y
facturod fibrose. _ _ _ , : sﬂ
(d) Now Zoalande - Llthough the ‘importation of foodstuffs (Classos V -
VII) had doclinod by 1943-44¢ ws compared with 1938-39, imports of
motals and machinery and of goods in tho miscellancous group repro-
sontod by Classes XVI = XX rose by 40,75 and 103.5 por cont rospoo-
- tivolys . '

a : (o) Other British Possossionse This group rocordod an ovorall

¢ . ‘ dooreaso of £626,68%, or-55.42 por cont. .In 1938=39 foodstuffs

/ . (Classes I - IV) nccountod for 78.74 por ocent of tho- total import.
: - o veluo and by 1943-44 thero had boen & furthor shift in favour of

D -~ foodstuffs, 1938-39 por centage rising to 91.91.

(f) A1l British Cowntries. Thc most important single class of g*
goods imported from British Countries is metals and machinory (Class '
XII) although (Classos XVI- XX) accowmted for 20.67 por cont of the

total valuo of importse. ' '

' &l
) ) ) . : T
: : - 267. Imports fram Forcign Countrios (Table VI (C)) - Fﬁ fo
: %
i

t ' The value of goods importod from Gommany, tho
: .Nethorlands East Indics and the Uhited States, £A31,354, £A134,]144
and £A94,508 respectivoly accountod for 65453 por cont of the total
rocorded value of imports from foreign countries. On the product
side 79.27 per cent of the total value was reprosented by Classos i XU
IX snd X (£Al61, 659), Classos XII and XXI (£A69 381) and Classes , 1
XVI- XX (£A83,489). X

[T

258, Exports to hustralion Statos (Table VII (4))

r (&) Now South Tales. The total value of goods M-
o :  oxported to Now South ¥ales increasod by £43,315,83%& or 77.75 per cont o
ovar the fivo yoars of war, but except for minor inoreases in respect ufﬁ#17:
of toxtiles and theo miscellanocous group (Classos XVI- XX), foodstuffs : 1
(Classos I = IV) and motals angmachinory (Class XII) continucd to
aocount for approximatoly 43 and 23 por. cent of total oxports rospect- ‘
) . ivolye. : . 4 SR
R FR : - (b) Vif€toria. Tho value of cxports to Victoria S
i rocorded an.incroasc over tho 1938-39 level of 125,24 per cont, or .
' 4,284,253, by 1943-44. Lpart from foodstuffs (Classes I = IV) . l
2| : ' . which account for morec than 25 per ceunt of the total value, tho per- A}
contago distribution of the various classes of goods is moro dispersod iy
I
|

. . than in tho caso of Now South Vales. It should further be noted
that tho opecration of wartime transport rogulatiens has resulted not
only in a greator relative increase of exports to Victoria as opposod
to New South lhles, but also, by 1'943-44, tho total value of oxports
"to tho formor state was £4124,386 moro than the value of exports to
the latter. Pre-war, the value of cxports to New South %alos was
worth £4844,033 more than those sont to Victoria. . : Ok

LS

(c) Quoenuland° In 1938-39 foodstuffs (Classos 1
I - IV) represented nearly 80 por cent of tho value of goods oxported ;
to Queonsland. By 1943-44 tho value had incroased by 77.21 por cont
and tho peroentage of the total valuo roprosented by foodstuffs had
doclinod to 70492.

(d) South Australia. Sharp inoroases in thefralug
of oxports olassified under Clacsos XII, XIV and XVI-XX rosulted in an
overall inorease of 193.45 porcoent, or £4L676,857 por oont. Tho damands
of a total war oconomy have wrought some changos in the volumo of

, different goods oxported, tho most important being a deoline in.stonos

¢ ahd minerals (27¢53 to 9+33 por cont) and an increaso in metals and motal
=" manufacturos (9.08 to 41.79 per oent)
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(e) ™ostorn Australiac. Finally, in the ocaso of -
Yostern Lustralia it may be observed that tho percentage of -food=
stuffs exported (Classes I = IV) improvod to 58.75 by 1943-44,
whilst the export of toxtiles and timber declined to £415,560 -
and £A4,729 respectively. ,//’f/

(f) A1l States. The outstanding fact to be noted
from the point of view of Tasmaniabs interstato export trade ovor
tho poriod 1938-39 - 1943-44 is tho ovorall inorease in tho total

. value of £48,809,378, or 99.71 per cente. Using tho data for 1938~

39 tho. various olassos of goods dxported are arranged in order,

as follows:=- ‘ Percontage of
- - - Classe - . votcl Exportse
Classes I - LV (Food, drink and '
: tobacco) .- 39.60

Classos XII and XXI (Metals and
metal nanufaoturea, including -

bullion and spocio) 17.52
Class VIII (4Lpparel, textiles and '

nmanufacturcd fibres) 10.87
Class XI (Stones and minerals) " 8aT2
Class XIV (Timber and wood manufs. ) 723
Classos XVI- XX (Miscellanocusno.is) 6.66
Classos V - VII (Livo animals, animal

and vogotable substancos) 6043

Classes XIII and XV (#otorials, raw and

manufactured, of rubber, 1oathor,

glass, otc.) 2.78 -
_Classes IX - X (0ils, fats, woaxos eto) 0417

100.00

259, Exports to British Countries (Tablo VII (B))

‘ (a) thitod Kingdome The pre-war value of
Tasmanian oxports to the Thited Kingdom was Lil, 960,428, 67.66 per cont
of whioh was in the form of foodstuffs (Slasses I - IV). By 1938-39
shlpplng rostrictions had roducod the state's. Ochrts to £4.395,398.

(b) Canada. Tho Tasmanian contrlbutlon
to thoe Austrulla-Canada Rociprocal Liid hgrosmont had the sffect of

oponing up & new market for Tasmanian productse. Foodstuffs (Classoes

'V - VII) and timbor to the value of £419,519 wero shipped in 1943-44.

(o) India and Coylone Apart from a small
shipmont of foodstuffs worth £10,000 exports to India and Ceylon by
1943-44 had ceased. In tho pre-war year of 1938-39, 87483 per cent
of the total export vqluo (£4404,715 ;. was r6001ved for goods classified

wndor Class XII°

(d) Neow Zealend. The main produot exported
to Now Zealand pre-war. was timbor, tho valuo of which equalled 47.15

“por oont of tho total export value. Exports to New Zealand by 1943-44
had virtually ococased. !

(o) Other British Possessions. Normally,
ovor 90 per ocent of goods exported to other Britlsh possossions are

' foodstuffs olassified undor Cloasses I - IV,

(f) 411 British Countriese. Although the
total value of oxports to British countrios declined from £A2,409 284

©in 1938-39 to £4431,914 in 1943-44 tho rolative importance of food-

stuffs (Classos I = IV) and metals and metal manufactures (Class XII) .
was maintainod. These two classos acoounted for 57.53 and 26439
por ocent of the total oxport value in 1938-39.

260 Ekports to Foreign Countries (Tdble VII (c))

in 1938-39, tho total valuo of goods oxported
to foreign oountrlos was £4.988,646, 53 78 por oont of this total being .
absorbod by minerals, metals and motal menufaocturos. Japan importod
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metals valuoed at £4236,502, whilst tho Unitod States and Bolgium
imported mimerals to the value of £4148,268 and £4A127,7C7 res-
peotively. Foodstuffs (Classes V - VII) exported wero valuod

at £1319,531 (32432 por oent of total) the.largest shipments being
to Franco (£4120, 074) and-Italy (€475 089)

. 261ls Since tho cost analysis of Chaptor VII
will includo inward froight charges only in so far aséhoy inc reeso
the purchase price of both imported raw matorials (and hence forco
up production costs) and plant and equipment (with higher roesultant.
overhoad chargos), tho following detailed examination of the prbtduct
structure of Tasmania's interstate and overseas trade will refer
only to those goods exported. Data rolating to seleocted commo-
ditios for the years 1938-39 and 1943-44 are collated in Table
VIII below. In making tho soloction of speoific items to be

"included oognizance Was taken not only of absolute quantities

and/or values, but also of tho probable difficulty or otherwise

-of obtaining accyrate data roelating to tho proportion which

shipping costs(9) bear to totel costs of production 10) and/or
final selling prloo(ll) Lis will bo obsorved in Chapter VII
it was not found practiocablo to amlyse the cost structuro of all

- produots listed for varloﬁs roasons.

{9) For tho purposes of this study the terms "shipping wosts"
oquals shipping freight rates plus all other incidontal charges
involved in marketing goods oxtra-state.

(10) Lgain, the term "costs of production" may bo dofined as includings
‘(a) the purchaso price of raw materials (including transport charges)

(b) overhoad costs (incl. rent, deprociation, etc)
(c) labour costs (including menagoriel costs) o
(d) markoting costs (inol. transport costs and selling costs, Cham-
. berlin, of courso, would object to the inclusion of selling costs
in production costs for he differontiates between pure and mono-
polistio compotition on tho basis of the prosonoe or absonce of
§0lling costs)e

(11) Solling price oquals tho itoms included under-note (10) abovo
plus a oortain pre-dotormlnod profit margin.
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: T TTTTTTTT T T~ SELECTED GOODS EXPORTED FROM TASVANIA (OVERSEL AND INTERSTATE) T - |
; . .- 1938-39 and 1943-44 . 3
- - o A - E
v _-__‘:"4-; L - S Unit of - ! Quantity . | - Value:.£4L Quantity _ ' Value LA’
- ‘ Lrticle -, 1 Quantity — ' - i st : S
IEREERIERE I . S _ ' _ Ovoersea Interstatg Oversea| Inter- . Oversea |  Inter- Oversed Inter-
TR - _ : - - . ' state states’ state -
SR CILSS I- : o , . )
P Eutter ] Cwt. . 9,391 43,143 | 62,641 297,777 4,064 17,44¢C 28,811 139,678 _
X S theeso Cwt. : ' - 24,936 - . 96,317 - 13,051 |~ =~ 69,928
LA B Fish (Fresh and Other Cwt. ' S| 3,653 14 5,977 - 42,591 - 85,887
except crayfish) : _ ' Ll : ' :
Crayfish : ' Case : - 13,968 - 21 2477 . . - 3,455 - 8,240
Bavon and Ham _ Cwte. . 1 - 3,018 - 16,285 - _ ,i77y - - - | . 8,249
“Lamb and Mutton _ " Lb. , 1,928,438 ‘18,816 | 63,130 250 4,748,913 26,880 186,122 391
- - - - S :
oy oy ‘ Q " 4
SRR CLASS II - _ _ . : . > =
ST Confoctionery, Cocca and ' ' I ~ : ’ - . .
N Chocolate - : (12) - (2) (12) (12) - (12) (1z) (1z2) . (12)
. Dried Lpplos -1 Lb. . 96,008 621,000 1,410 13,860 - 1 4,032,990 - 174,599
- Presh Lpples T " Bushel 4 3,341,065 1,753,864 918,793 - 528,741 - _ 1,607,630 - 641,503
. Peers , - ‘Bushel 244,386 10, 690 67,406 3,246 - 16,436 - 3,913
I'reits and Vegetables o - ' : : L L : .
S : Preserved in liquid Lb. , 2,720,053 8,532,494 58, 740 121,133 - 22,155,784 - 420,382 .
ISR I Fruit Juices and Syrups . Cask - 660 - 4,972 - . 10,933 - 1'43,5%9
Pulped Fruits Lb. 6,190,453 8,816,812 (121,422 104,9%]9. - 18,2Q5,707 - 232,720 ) [
- 5 ‘ 91,31C 52,617 22,678 9,9 - - - -
: Barley . Bl}ahel . ’ 17’821 : ) 6,898 _ 26,515 _ 22’115 . 13
“ Leens Bushel - ’ ? - 22,152 - . Z,615
2,810 169,9C2 478 30,618 s
(ets . Bushel s g - 294,782 - 216,948
Teas Bushel - 96,240 187,529 | 31,45 S5 24 = ‘960 | - ] 11,18
Flour ‘ Ton ' : 2 %’gzg 3 4.-279 : 2?: 693 - 783 - 1%8’%%2 L
) Catreal.and Rollod Oats Ton \ 2,9 5 037 120 4 146,986 - %,%2513,%2% 147081 | 8122562
o Heps - | Lo " 6.178,948 |15,087,865 |143,080 353,899 | 471,224 | 22,1%%, ’ :
SRR B Jams and “Jellies Lb \ A e 7 - 35,344 - 25,092 o
AT I Piclles and Sauces ' Case a - ‘ - - 132,408 - 1,631,328
IR B Potatooes : Ton \\. 2 77,045 22 | 974,266 - s ‘ -
R / |‘ [ . . . . N . \‘ ' i 3
(12) Notavailable as one firm only is engaged in the export trade.
1 : f_
[ . -
o L PO - — [ ./%
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— s o — .. Quantity " Value £ . Quantity: 1 Value £f 1
11t o T o 1 — -
S - ' Qu.ittatyr - Iyurece - Irtocres %9 - . vorsea Interstate| (versed ' Interstate 1 Cversea Interstate }
s o | EASS IIT ' 3 _ -, ' f ‘ 3
TS I " Spirituous and 4l- . - - S : e ' ' : o : ' -
g - coholic wines Gellon | . 5,45C | .- 207,115 - . 741 57,738 - - 68 | 63,022 ‘
: CL/..SS VI o o . 5 . o : , . 45,613 é _
¢ Celf, Cattle and Horsq | Cwt. ' o T- - 20,972 - r 41,229 .o i . 18,466 .- . :
:gkins o c o » . P - ) g
, Rabbit skins 1 b . 3,923 {bales 2,172 . 533 65,253 100,802 1,036,375 49,307 | 434,302 , 4
T : . . Sheeps_kins,‘ With O_!' '~ . . ) . ) . o ‘ ) » ‘- . 4 1
= . . without. wool No. o 249,608 |bales 1,782 41, 931 18,795 - L= 3,106 ; 26,071 . R
=7 " Wool, rreasy Lbe .. | 11,730,857 | 3,393,733 | 622,171 150,594 |5,423,800 1,396,785 431,796 | 86,034 i
T o %ool, scoured and ' . - : : ' Sl U ' ' ' :
SIS B :  washed Lb. 237,523 | - 15,960 | - - . 33,904 - C 5,943 ;
R Tool, Noils .| Lb. o 7,712 593 balos 518 7,867 +.29, 655 448,590 3,089 | 26,393 )
ChoE . o | cnass vIID B | - ] : v {
w1 .7 | THoollen and Worsted R : ; B ~ ' P o o
N Fanufactures | Cubic -ft. - - . 402,526 - 922,062 - 673,584 . - | {2,628,068
CLASS XI ' , R o B o '
"\ |} "Fyrites . Ton ' - % 53,225 - " 66,914 - 30,355 - . 38,015
Silver lead~ . - . | Ton 18,050 i - . - 273, ST - 12,482 ' - 198,720 -
JR- e . Ten - . - Ton - . o 2,128 - 333,786 - T 1,286 C - ‘ 288; 927 v
e - Tolfrem . | Ton : 13 1. . 295 2,698 62,155 | =~ - . . . 332 L - 146,504 P
! B ' Zinc . | Ton 2689 8,084 642 52,961 . o . -, : 2
B Zinc-residues - | Ton - - - 37,913 - 78,071 - . 5’1406 - 16,528 ¥ ' j'
Limestone | - | Ton - |. 269,340 - 70,703 - 122,153 - | 32,039 ‘ ;
e - - ' : ' : '
CLLSS XII . . N , . . R : . g
Cadnium : L Cvrte 1,454 1,887 25,570 44,463 - 33,576 - 107,261 i
Copper . Ton - - 12,602 - 568,548 - 10,256 - 823,232
Zinc Ingoﬁs, etc.  Ton . g . 42,587 28,230 | 847,692 520,334 " 10,102 61,707 227,291 1,379,515 :
CLLSS XIV - - : 3 Vo _ i r,
Timbor, drossed | Super. ft. | . 214,166 4,205,809 6,179 - 86,471 - 8,133,253 - 229,535 {
b Timber, logs _{ Super ft. - 216,064 - . 2,890% \' ' 45,750 - 435 '
£ I IR guiﬂfe,r, undressed NeGels! gupor ft. -31,097,567 . 41,209,7CC 11,481 434, 501\ \ = T 37,91C,90C - -
- alings . . 0. 125,420 1,499,700 1,265 15,918 - 10,10C -
. Staves, dressed and o -’ _ T ! s \ ’ 0,10 '11.6 1
| undressed .. - g¥ee ]l B.Ce0 | 331,852 29 12,376 - 29,095 - 991 E
I;aes.s o R - .- - 25,79¢C - - : - 18,133 L
cquets ' : . - C - - 39,213 - - - 1,239 1




i 1938 - 1939 1943 - 1944
"l mit - ' ; . . . l-,
of . Quantity Value £4. Quantity ' Value £A.
Article Quantityfveréoa Interstats Cvofsea. Intorstato {varsea £€§ Q- {varsea Intersfate
CLASS _
Cumont T - ) . : :
mont on 66,497 - 239,817 - 22,904 82,185
JLaf3 XVI , -
" Paper £nd Paper - - - (13)
pulp - ) - - 1,749,979
| aAss xax _ _ | . o : o
- Celeium carbido Ton 635 5,644| 14,606 | 125,164 - | s,276 231,516
‘Total Export Valuo A G
tof Sclected Commod- . ' . o § ) S
‘ities (A) - - .- 13,358,773 16,891,281 - - 1,146,334 13,187,467
Trtal-Export Valuo -
or w11 Corzodities: _ ‘ A ' o 1 . S
- (B) .- - - |339% 930 8,835,222 - - 1,148,759 | 17,644,600
1 Total (+) as Percont- v >
arc of_fTotal (B) _ _ _ | 99.87 7840 - - 99.79 7472

. (13)

<vorstated since ths figurb‘includos a'miscellanca of stationery prbducﬁ.

T
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. 262. It is not proposod to un&lyao gach
itan in tho tablo abovo, (13) but hors it should bo notod that
51, 29.48 pro cont, of the 173 itoms declared by tho Doputy

_Commonwealth Statistician to be exports are included. The

percontages of the total export value of selected commodities
(interstate and oversea ) to tho total export value of all

commodities are tablod above, tho figure for interstate

oxports being lower than for oversea. oxports for each yoear. 4
groater diversity .of commodities enter the Interstatoe trade
in contrast to the relatively few types of goods exported
overseass  Of tha 51 items included in Table VIII only 31,
or 60,78 percent, were exported overseas in 1938~39. By

. 1943-44 the values rocorded for threc commodities had risen and«

for 28 had fallen.(14) So fur as the valuos of goods oxportod
to interstate markets are concerned 27 rose, and 21 declined (one
to zoro) over the period 1938-39 - 1943-44, Two commoditios;
silver lead and scoured wool were not exported to the. nainland

in eitheryear.

. 263. Finally, it is neocoessary to turn our
attention to the distribution of the import and export trado among
tho nine Tasmanian ports (including King Island) for the six
selectod years in the poriod 1923-24 - 19%3-44.  From Tablas
IX (a) ond (b) it will be observed that the concentration of
trade in the two main ports of iHobart and Launcoston is more
marked in tho case of imports. Howevor, apart from tho increasing

. trade of tho North~western ports of Burnio and Devonport, and tho

declinc in thc casc of Ulverstono it is difficultto abstract any
particular trend in the volume of trade passing through the sever-
al ports ovor the twenty year period wndor reviow. ALs to the
offoots of wartime shipping controls on the distribution of trade
among the ports it should be notod that in 1943=-44, 52.99 percent
(1938-39, 45.95 per cont) of total imports were landed at Hobart,

-whilst only 41435 peroent (1938-39, 4514 per cont) of goods exported
- wore shippod from Hobart. On the other hand the Northern ports

'handled a proportionately groater amount of oxports duringhhe

war period than #as the custom in pre-war yearse Goods produoed
‘in Southern Basmania have, in many instancos, had to bo railed
to. Launceston, Devonport or Burnie for sh}pmcnt involving a oon=
siderablo inoreasc in marketing costsa (

264+ Although the product structure of Tasmania's

| oxport trade has boen analysod 16) some idea of tho gaographioal

looation of tho stoto's exportirg industries may be gleanad by
tabulating tho recorded valucs of oortain specific commodities
according to the port of shipment, ¥:ble X inoludes 82468 per cent
(£A10,114,406) of all goods exported from the State in 1938=39.

(13) Vide Chaptor VII.

(14) Of the 28 cugmodities for which tho oxportable value had deollnod

by 1943-44 21 had oceased to be oxportod altogethor. P
(15) Vide Chapter VII,
(16) Vido parass 260 and Tnble VIII,

A Y,

. . . o
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TABLE IX (a)

Recorded Valuc of

\

Imports into Tasmanian Ports, 1923-24 = 194344

LN
\ \ A
1923-24 1928-29 \ 1931-32 1935-36 1938-39 1943244
Port' 7 g - T - ———

_ Zof % of | ‘ o % of % of % of % of

" Value £4 rotal Value £4 Tota ] Valuo £4 Total| Value f£A %otal Valuo ia Totel] Valuo £4 Tobal

Hobart 5,007, 915 51.06 4,400,192  ]47.65 3,259,067 49.9f 4,726,146 454 | 5,103,858 5,65 7,626,187 5299
Lewnceston 3,311,969 33,77 3,534,140 3827 2,284,153 34.96 3,370,138 - (%24 3,550,614 35.22 4,453,405ﬁ" 30,0
Burnie . 549,423 5,60 549,162 5.95 346,305 5.30 558,996 5.80 949,62¢ 847 852,998 .5;93
|Devonpert 560,486 5.71 442,976 1,80 317,720 4.86 429,240 4440 815,737 5649 757,227 . 5.26
Ulvercstone 139,820 1.43 90,272 0,96 66,282 1.01 91,026 0.95 115,357 1.03 84,563 0.59

- |Strahan 90,905 0,92 8¢, 705 1.05 165,863 %63 238,060 2449 245,467 218 291,919 2.01
Stanley 72,573 0.74 45,260 0.49 . 29,466 0.45 ' 47,991 0.50 56,831 V.51 ‘63,757>‘ 0.44
b ) ) ) . ) . . ) N - . i
Smithton 45,205 CQ,46 45,847, 0,50} 35,212 0.54 59,047 0.62 £9, 500 0.62 65,491 0.48
King Island -30,357 0,31 . 30,392 [0.33 30,284 0.46 43,561 0.46 57,728 La51 191,639 1.33
Total 9,808,653 1000 9,235,246 looLo0 6,533,§Q2 " Roooo 9,564,145 100.00] 11,215,478 1000 14,391,166 1C0 {0

{12) launcesten for these years includes Flindors Island.

i
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TABLE IX (b) .
.Rocordod Value of Exports £&vr: Tasmonian Ports, 1923-21 - 1943-44.
1N |
| 1923-24 ' 1928-29 193132 1535-36 1973-39 194344 i
Fort , 7 of T or Bof | % of ‘ S or | %ot |
Value £4 Total Value £A |Totel Veluo £A Total - BValuo £f Total | Value £4 total | Valuo £4 | Total
Hobart 4,759,854 53.82 | 5,024,809 | 51,49| 3,679,139 52,24 | 4,629,322 49.73 5,522;241 (45.14 7,770,524 | 41.35 |
Laimeeston 1,570,795 22.28 | 2,593,888 | 25.66| 1,951,331 27.42 | 2,588,870 26.95| 3,070,124 25.10| 5,259, S6O és.zo |
Burnie " 680,916 9.10 661, 370 6.78| 461,387 6.55 | c67,283 7.68 1,356,749 11.25 2,555,030 | 13,46 |
Devonport 576,895 .52 532,307 |  5.45| 322,538 4.57 | 488,460 5.25 8%5,156 7.18 '1;606,475 é.ss.
Uiyérstonq A 200,897 2,27 108,151 | 1.11 40, 264 0.57 75,202 0.81 124;956 '0.98 : 164904 0.05
Strehan 351,050 4.42 541, 506 5.55| 405,078 5475 543,456 15;83‘ ~725,zo§ 5.92| 956,533 | 5.08
| stanloy 123, 748 - c1.40 179,823 1.84| 108,378 i.ss 175,685 1.89 | - 287,182 2.31| 428,002 2.28
Smithton 88, 251 0.91 48,851 0450 ' 31,621 0.45 | 59,322 0.64| . e4,273 0.65 67,361 0.46
King. Island 51,127 0.58 | 68,471 0.70| - 63,228 : 0.5 81,041 0.87 15(,972 1.361 152,769 | o0.81
Total 8,843,533 100.00 | 9,759,156 [100.00| 7,042,564 100.00 | 9,308,650  |100.00 12,233,1¢2  10C.20 18,793,359 | 100.00
o R — e — T B e e T —
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Table X
Solcctod Tasmenion Exports Classified According to Port of Shipmont
. i 1938~39
\ )
. < N King Laum- i - “ or-
\ Articla Burnio Dovonport Hobart Island colémton sné;‘ﬁh Stanlcy Strahan- E%Xng.
\ ﬂA £AO £-A. e £A. . ---
Alo and Boer .. e . 55,204 - EA 207 ﬂA.. fA:. e £he,
Bacon and Hem 11,013 721 se - X 4:,547 X 1 oo oo
Barloy, Poarl X3 oo 2,567 ‘e .0 oo X e oo
Buttor 147,758 881 13,866 28,632 109,245 oo 59,044 .o 1,062 | .
Cheese .o .o 464 58 604 3,962 10 33,277 ‘.e oe -
Cider 3 oo 2,522 “ee 8 . oo 16 .o ’
Fish 140 29 15,103 2,010 5,869 - oo 287 .o se 1
| flour oo oo ) 13,140 ve 13,383 oo -oo' X oe
rrult, rresh 807 32,401 1,317,184 ee 178,272 g T ‘oe 122
) Dried- oo (X} 15,506 C ee ’ 57 e oe oo e
:: ’ ‘irfsequd .22 . 2471 177,235 s 2,14:5 o ®o oo e
o ulpe e Cee 226,300 - es 56 X ‘ae
HOpS ’ oe oo 146:986 ’ ‘oo os 'u; ve ° ve ::
amS'and JOlliCS X ) 0o 496,978 s 1 : Py P
O'i'b"noal, Otop . ‘ .o oo 20,‘;27 ) 4,753 oo oo ' :: .:.
Oats ' ' o " 366 15,303 2,5%0 oo 12,803 e ve T e ) 34
Pcs‘z's, Iéhlirzparod ‘ 6,596 32,613 €,640 .o 44,394 .o 4,452 ‘e 4,672
P 1 S ee .e 4 965 oe ' ) - . . :
Pototoos - 247,811 311,045 1,204 . 55,050 .. 39, 553 o 105, 981
~ s s ‘
. %Ei;igi Dra pory and Textllos N E I. 1,851 83 115,621/, 539 20,297 105 33 ” ’580'
' oo X 39,770 os .o ) P - . )
Coment A . 239,817 . / | - i, °*
Hides and Skins - ‘ ’ ° o ' ° .
Furrod Skins 3,474 105 6,283 161 '
Shoopskins - 1 2,194 363 33, 755 578 | 21,054 o oe P 5
A 1, 327 . 22 1,655 78
Other 4,279 780 25,689 - 387
Linostono A . . ) ’ . 0. 703 _ 7,103 363 1,174 857 ‘562
Metels and Ores - - N ’ " o " . . . -
gi:;;:m .o . 70,013 . 20 .. .. .. S
Osmiridiwm - B o . . . . 568,548
Silvor-load Oro 236,454 °* 2,986 - e s o oo . .
Tin Ore » *e oo oo 39,520 ** **
65,186 : ' °° *° o oo
65, .o - 32 268,568 .. .. .. AJ
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.Tablo X (cont.).

. ‘ Zinc ’ E A : ve e 1,368,026 X X o .y e X
; ‘ ) Zinc %Sidues . (X ; e 78,071 e *e e ve e s
R \ I"Iac\h:’mary and other Metal Manufactse 7,229 2,483 33,847 876 23,063 264 1,524 3,533 659 !
Loy Timt\\er - - : : :
“‘. Drossed 369 oo 7836 .o 35,353 32,846 21,41Q oo 1,886 ;
i ' Logs 1,145 .o 12 . 75 e Y 242 1,315 101
1 ) Palings 1,739 635 10,648 .o 1,419 4 404 oo IS 2,238
| Sawn 46,511 19,053 32,331 oo 223,835 16,572 <1,899 5,401 380 .
. Staves . ] 1, 820 847 29 .o - 763 ‘661 ) 7,393 e 592
bod Manufactures, incl. Pegs & Rocquds 1,132 ‘82 | 33,749 T~ e 41,614 oo ve 12 13
"ol : 676 9 416,488 Go7 376,327 148 iy, 730 5 475
“foollon Manufactures 2,225 25,233 431 oo 894,173 .o .o P .s
Total Valuc £4 Of Sclccted Commodities(A) 990, 850 753,557 . 4,841,016 92,316 2_,451,165 82,112 222,201 ‘551, 381 116,778
" [Tot21l Value of All Goods Exported (B) 1,376,749 38786,136 5,523,241 166,972 | 3,070,424 34,273 233, léZ 725,209‘ 124,966
|Tot2l (&) os a Percentage of Total(B) 71,97 85432 87.65 55429 78.8 97.44 The LT 80,17 95.85
< . [e) : ' ’ . .
- . /
E
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AN EXAMINATION OF THE COST STRUCTURE OF SPECIFIC INDUSTRIES,

~ B 4 265. Wo havo now reachced the stage where we are ready to enter
. on the main task of this study, namely, the measurcment of the

extent to which shipping costs influence the costs of production

and output policies of specific Tasmanian oxporting industries.

I Ce 266, It was obvious from the outsct that difficulties would be
' - encountered in making a selection of industries for which a cost
. o analysis should be attemnted, for the State's exports aro rep-
' ' resontative of the three main fields of production, namely, agri-
culture, mineral and mamufacturing. (1) So far as the first two
categorics nre concerned freight rates, eithor rail or sea cannot
be considered as exerting an absolute locating effoct. But they
are a doterminant of output policies for on the level of markoting
costs depends the profit margin. (2) Since the prices of most
‘ agricultural products are subject to wide fluctuations owing to
: .7 . alternating ovor supply and undor supply, it is only to be expected
f ' ' ‘ that the ratio of shipping costs to selling price will vary
: from season to soason. In such cases it ‘is, perhaps, more satis-
? factory to compute tho ratio of shipping costs to total costs of
S .. production (including marketing costs.,) Naturally, a separato
, i ¥ . :' ' approach had to be made for each of the abovo throe sections of the
' , : survoy, vig:=

-——emm il

(a) Agriculture. Dala werc sought from the State Fruit
Board, Apvlc and Pear Acquisition Board, Potato Mar~
“keting Board and Tho Australian Potato Committce and
) the Tasmanian State Wool Comnittee. In this group
vl S = .~ also wo may convenlently include meat (Stqte Meat Board
S c \. of Tasmania)..

e e

_ _ (b). Hining. The rescarcher disoussed the shipping problem
; ' o o facing the mining and metal extraction industries

y o with the several companies concerned and in the case-
of tho Mt. Lyell Mining and Railway Company Ltd.
and the Elcctrolytic Zinc Co. of Aust. Itd. referenco
was also made to their hoad offices in Melbourne.
Valuable data were also extracted from a thesis entitled
"The Tasmanian Non-Ferrous Mineral Industry". (3)

o . T Ay Crantati et ) g —
T PR S FERA I e
. . e .
’ . .

(¢) Manufacturing. From the point of view of the survey
. . o this group is the wmost important, since the freight
- _ S _ rato factor can excrcise both a definite influence on
. : ' the problem of location and on the various decisions
involved in planning the level of output and markets
in which the product is to be sold,

ey F

267, In the agricultural and mineral industrics the shipping freight
problom conforms fairly closely to a certain standard pattern but
i in the case of manufacturing industrics the problem varics widely
o S _ , not only from industry to industry but also from firm to firm.

(1) This ola assification is, obviously, more satisfactory from
our point of wview than the broader dichotomy of pr1mpry
and socondary. » !

‘ , (2) Lsncc1a11" in respoct of agricultural industriess
' (3) Subrmitted to tho Univorsity of Tasmania by T. G. Brinsmead,
P B.Com. for the Dogree of Mas tor of Commorco (1943) .
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“A prollmlnnry list of 112 firms cn raged in cxportlng o proportion

of total output to Mainland or overseas markets wos prepared by
the Doputy Commonwealth Statistician, = (4) Many of these firms are,
of coursc, ecngaged in multi-product production.

268. Data wérb submitted by w'propoftion of all the firms con~
tacted; those who. failed to do so may be grouped into two broad

Jclﬂssos, vig:- :

<

(a) A small minority who were suspicious as to the purpoue
of the survey and who were hesitant to reveal inform-
ation which thoy feared might not bo regarded as
strictly confidential,

¢ (b) The remainder did not consider it worth their while to
oxamine the incidence of sea froight charges on their
cost structurc because of its rclative unimportance
in determining their output policy.

265, In respect of those firms which did submit dmta the outstand-

“ing difficulty was to obtain data which were comparable as between

individual firms within tho same industry, and, from the point

of view of the whole cconory as between separate. industries. (5)
Moreover, both the reliability. ard. comprehensivoness of the data
varies greatly as betweon firms and industries. (5) The present

. researcher has observed elsewhere (6) that the larger the org-

anization from which data are sought the more co-opcratlve is the

‘attitude with which the survey is received. . In respect of this

particular survey four main dlf;lcultl es in +he collation of data
should be noted:-

(2) The cessation of hostilities in August 1945 meant, in
‘ efifect, that threc periods, each distinct from the
other, ought to be considered.s The pre-war period -
~which may be regarded as indicative of normal experience
‘for some firmg only; the Wwar years 1939-45, with the -

, consoquent infllation of the cost structure, distortion
. of tho pattern of production for cach individual firm,
and the loss of mainland and/or overscas markets; and
the prescnt transition period, in which the bulk of
the field worl was undortaken, is beset with uncertainty,
and hence entrepreneurs are naturally cauvtious in
prcdlct1nx “the state of the ultimate post-war market.

(b) The number of'firms from whon data were sought made it
neccessary to determine uvon a standard form of approach.
Three different questionnaires were used, with
singular lack of successe A copy of the third draflt
1s included in Appendix A of this Chapter. The basic
problem was not merely to overcome the psychological
cffect of "just another form”, but also to adapt the
questionnaire to coincide with the particular account-
ing systems adopted by the individual firms. TFor:
examnle, one firm declared (and we heard no more from
them!) that it w 10 take their cost accountant six

(4) "It is desired to aclmowledge tho co.opcrqtion and ausistaﬁco
at all times of the Denuty Commomwon 1th ntqtlstlclan for

T&amanl'\, Hr, II J, u"(l("’v, l‘/[adn, I oSad

(5) Such difficulties are, of coursv, inherent in all cross

sectional stuiics which aim to survoy a ulngloeaupoct of
o wido selection of different industries,

(6) "The Location of Industry and Distribution of Emplovmont"

Research Monog raph, 1944 (Univers sity of Tasmania) Chapter III,
p. 43, : N o

et e (e
BN o A ¥ H .. - N
oo L

W




e
h i

C 8.

weeks, working full time with the assistanceof two
1erku, to arrive at an oxact figure for the pronortion
. of total costs of production absorbed by shipping costs.
' And there were 21.other questions, /,////

—

(¢) The above 4 1fflcu1ty was further cmphasisod by the fact
that fow firms can easily be poersuaded to divulge to

an outside organisation a cost breakdown, for, naturally,
costs are o cherished socret and partly determine the
basis of prcsent-day monopolistic competition.

(a) Finqlly, tho doplotlon of administrative staffs over tho

_ . - - six vears of war madec it difficult for firms to extract
o ' _ current statistical information, let alonc that for a

i : ) : A © number of pre-war ycars. The figures in o number of

. - ’ ocascs urc avorasges and hence suffer the usual limitations
; of averages. Nevertheless, they give a useful indic-
e © abion of the actual position from ycar to year and the

1 A . limits of probable variation are not wido.

o _ R 270. - Reference has been made in paragraph 269 (b) to the diff-
) ‘ iculties involved in compiling a suitable questionnaire which would

i nable comparablo data to be collected and at the same time allow -
! : : for a wide diversity in respect of the freight rato problem for

f - . each individual industry, As a first step two sample industries

; wore selected for analysis, namely, cement and patent rczcquets,
the former being a bulky low-priced product, whilst the latter
- . although light and highly-priced, presents some cost difficulty
, i. ' in packing for shipment and also, being a luxury oroduct, is
R A o dependent upon the prevailing pattern of consumer preforence and
S - the stato of demand gonerally. Moreover, being such a product,

\ . competition is on the basis of price, and quotations usually vary

e

90y

\ o , . around a small unit and hence an added cost of say 6d. per racquet
d- ' ' might place the Tasmanian producer at a considerable disadvantago
g o :

when competing on Mainland nnd/or overscas markets, Cement, on
* the other hand, represents perhaps the classic example of tho .
- , offocts of freight costs-on tho production of a tulky and at the
- ~° same time low-priced commodity. Except in the case of such
' products as textiles and the previously noted tennis racquots,
wherc competition for the available market is kecn and competition
is on the basis of a narrow price margin in any case, the freight
rete item cannot be considered in vacuo, but must be compared with
“final selling valuo. In other words, a freight cost of say £100
in respect of any two cowmmoditics may represent 3 per cont of
final selling price in the case of comnodity "A" (total annual
selling value of £30,000), and 30 per cent in the case of commodity
"B" (total annual selling value of £3,000). 'In addition, the
profits realised from the snle of commodity "A" might represent
say 15 per cent of final selling price, and in the case of commodity
"B" 1.5 por cent of final solling prioo.

. - 271, -Such was the general picture which was confirmed by the
- initial survey of the cement and the patent racquet industries,

" and in the light of the expericnce gained the original.question-
‘naire used as a basis of discussion when the rosearcher interviewed
the two companies concerned, was re-drafted in a less simplified
‘form.  When it became obvious that to attempt an analysis for

~- " many small firms would boc impracticable, owing to the limited

] . nature of. thelr qccountqncv systems, this second questionnaire
: -+ was finally re-drafbted as in Appondix A. Considerable criticism
. ' : has beon lovelled at the guostionnaire, but, since in the casc of
] ) C evory firm surveyed, the sonding out of tho quostionnaire has
. been followed up by a porsonal interview, it has boon possible to.
~omphasise that it waes not intendod that ovory question should be:

rolovant, -Agein, in the caso of a number of industries of widoly
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differing oharacteristics the particular approach adopted by the
questionnaire has proved to be quite suitablo.

272+ It was intended that the survey should trace through for each
individual industry the offects of shipping costs (vide para.

on individual industries from tho importation of raw material,
manufacturing accessorics, and plant and oquipment, through to the
exportation of the finished product to Mainland and/or oversea
markets, It is convonient to summarise bricfly the 21 questions '
included in the questionnaire in order that thoir logical connection
might be approciated, viz:=

(a) . In thoe case of a firm ongaged in multi-product product-
ion annual figurcs for ocach product were sought, and
~if tho firwm did not desire to reveal actual production
figures the percentago which each product boars to
“total output was askod as an altornative. If product-
ion was subjcct to wide annual variations and/or Wo.5
affected by wartime controls the firm was aslked, in
addition, to quote figures for a normal pre-war year.

(b) The sources of tho raw materials for the manufacture of
S ' the particular product or products, and the average
annual quantity consumed of each, revealed whether the -
particular industry concernod was dependent upon local
or Mainland (overseas) raw materials. (Note also stoclk
invostment risks and losses when isolated from raw
material mar“ot making it necessary to carry much
larger stocks than manufacturers in mainland capitals).

(o) The market in which tho prodvet is sold and the quantity
(or proportlon) which ecach absorbs. This is theo crux
of tho freight rate problem, for obviously the smaller

v the percentage of output exported the smaller the total

.shipping cost, and hence the smaller the proportion of

total production costs absorbed by shipping costs.

Howover, it i more likely that the limited local market

in Tasmania (7) will make the succcssful marleting of

— a considerable proportion of tobel output in Mainland

and/or ovorscas markets necossary in order that pro-

duction may bo expanded To that p01nt of equilibrium

. _ . where final selling price (or alternatively, tho. average

‘ _ © . selling price for cach market) is cqual to totzl costs

' of production (including marketing costs) plus a normal

roturn on -invested capital. Such a point of equilibrium

is, of course, not identical with the point of optimum
output under monopolistic competition, which is thati
output at which total profits arc maximised. In the
case of nearly all the industries surveyed it will be
observced that the limited Tasmanian marlot absorbs but

a small percentage of total outoput, and this™is the case

for practically overy secondary industry in Tasmania

employlng more than 20-25 wago earners. ///,

(7) Calculatlng on a populatlon basis the following general picture

. cmerges . .
*~.  Manufacturers inie Home Stato Market Outsido Home State
' "7 Marlet, f.0, in shipving catogory
3 S i - 7
Now South Wales. 3945 . . 6045
Victoria. - 27.5. 72.5
Quoonsland, _ 14,3 . : 85.7 :
South fiustralia. 8.8 91.2 ) = S
+ ~ Wostorn Australla. 6.6 : 03.4 : : L
Tasmania, o 95,4 ‘ 96,6 - L T

i

The figures above undorstats tho position insofar as manufacturers
obably enjoy greater per capita sales in thoir own states thus '
fﬁvzng 4 fugtge advqntgpo toptho Targorbstatos. ) ) ! o
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(@) We have already seen that the terms "shipping freight
, o : rate" and "shipping costs™ cannot be regarded as
N E . o .+ identical terms for the very fact that shipping freight
~ - - . rates are-incurred implies that a number of additional
' charges have also to bé paid., The term “"shipping
freight rates" in general includes the cost of loading !}
_ . - and unloading at the wharves, sorting and stacking and -
: - o tho nctual cost of sea carriage. (8) So far as items
PR o other than the actual freight rate are concerned those . Lk
a -~ . included under the heading "shipping costs" should only .
S ‘ ~© be those incurred by virtue of the necessity to ship. T
o . - For oxample, cartage to the waterfront should not be s
Y . " inoluded for & similar expense would be incurred whether G
: Ce E the oommodlty was sold on the home or mainland (overseas)
N (R ' B A ' - market., The following may be notod at this stage as
Yoy o ~ being of fairly general application, (9) viz:=

RN

I , o . (1) Special packing for sea carriage.
. , ‘ - (i1) TExport and import wharfages.
. | R - S (1ii) Storage charges.
' ‘ ' " (iv) Agency, commission and other charges
. involved in sclling away from Tasmania.

In the above list marine insurance has been omitted
S owing to the difficulty of obtaining true f.o.b.
- D - values of exports, In anyv case the omission is not
~* a serious one for in the case of low priccd commodities
the cost of insurance is very small; whilst in the
case of highly priced comnodities although the cost is
higher, it is of relatively 1little consequence for the
. very roason that total shipping. costs are not either
a locating factor or a determinant in output policy.
, . " The followingt:bla presents data relatlng to present
A S _ " rates.of marine insurance, viz:i- :

TABLE I. _
Melbourno | Sydney | Brisbane | Adelaide [ Perth.

" AMarino Insurance 5/9% | 7/3% 9/3% 8/-% 11/-9)

. |less discount 15% 15% - 15% 15% 15%
. . |stamp Duty 3de7 5d;7 3d.% 3d.% 3d«%
K ~ & War Risk Insuranco |. 2/6% 2, % 2/6% 2/6% | 2/6%

‘. o o (6) Comments were then sought rogardlng oach itom compr131np
= - : .tho term "shipping costs". For oxamplo, an attempt vms -
madoe to arrive at some conclusion in rospoot of tho costs
. for loading and unloading vosgels at the wharves. The

! ‘ - L continuancu of tho 30 por ocont war suroharge sinco tho

' : S . ccssation of hostilities was subjoot to considerable

S o . ‘ critiqism.

Cok o e . ' (f) The method by which the production is quotod on the

o ' markot -

(1) ~ F.0.B. SALES. The soller dolivers the goods on
.tho export wharf, is responsible for goetting the

o _ ' (8) During the war yoars and up to the present timo (March,1946) the

' ordinary ratos quoted have boen 1nclusive of the special war
surcharge, -

(9) ‘Anothor goneral itom is intorest.on working oapitnl tied up in

N K goods in transit and in oxcess of stocks over and above the P
o v £ " quantity which would be held if the factory wore in close '
f o ’ proximity to the markot.v
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shipping documents prepared, and is paid, usually
in full but sometimes only in part on clearing
the bill of lading. The buyer's responsibility
‘then begins, freight and insurance being payable
by him as well as the usual costs at the overseas
end. [F.o.b. selling enables tho exporter to
recoive quick payment on shipment and he avoids tho
risk of overscas marketing associated with price
fluctuations and, in some casos, bad carriago.
(11) C.I.F. SAILES. Shipments made on ordinary con-
sigumont, local froight, interstate freight and
other charges being paid by brokers and chargod
© against the account sales, the net proceeds
- being romitted to the consignor. No advances
are made against these consignments. With
efficient agents the exporter gots a fairly
gquick roturn, = Oversea consignments are now of
two main types, namely:-
(A) Ordinary consigmments. The goods are shipped
to brokers who make an advancec, by means of
a confirmed credit arranged with o local
bank, to cover costs of shipping with a
varying margin over and above these costs.
After a salo has been effeccted tho broker
. . roenders an account sales showing roturns,
less costs, commission and advance, If
there is any surplus remaining, this is
credited to the exporter by the broker's
. . representative.
-(B) Assignmonts on guarantced advance. This
' differs from the ordinary consignment in
the respoct that the advance made by the
broker is a guarcnteed minimwn, virtually
. a minimum f.o.b. price, HNaturally, this
advance is in oxccss of the usual advance
but somewhat below the current fo.b. cquiv-
alent, If returns fail to .cover the advanco,
brokers' commission and consolidated charges,
tho broker has no claim on the consignor for
tho deficiency. On the othor hand, if ro-
turns excoed these charres, tho surplus
aoccruos wholly to the’ conqlgnor.

In a numbor of cases (esge chocolato) tho'product 15
quoted f.o.b. factory, freight allowed, this being doneo
in ordor to placc distributors in the various markoets

on an equally competitive basis. Again, f.o.be factory
freight allowed is used as a means to enlarge market
areas in order to increaso the volume of production, the
local market in Tasmania being so limited. ~Under the

. freight allowance plan buvers situated at the point of

production pay the same dolivered prices as those located
comparatively distant markets-of Hostorn
The manufacturer, however,
reocives p rate of profit which is proportionately
reducod as o higher freight burden is absorboede. The-
succossful oporation of the froight allowance system
roequiros a factory base prico high enough to return
sufficient revenue in nearbr markets to enablo tho
entrepreneur to absorb the froight charges to more d1stant
markets and still lecvo o satisfactory overall rate of
profit. As a rosult of such freight absorptions,
differing ratos of profit aro roecoived from each group

of buyers without a corresponding differonce in the
nature of thoe product or in terms of salee
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" oo L, e (g) Questions 7, 8 and 9, relating to the items covered by . N f

L : ' _ the ocharge made by tho shipping companies proved to he oo 4
. redundant as in every case (with an excoption in the S LR . j
p ' case of such commodities as cement) the freight rate ShoeL
v ~ o ‘ . charged for each product is the rato quoted for general R E
P ' cargo. However, attention was drawvm in many cases to b
the inflation of freight rates since 1939 due to the NN A
imposition of the war surcharge. N EYE T

(h) Having collected nll the necessary preliminary data the R S
: , approach then shiftel to the relation of shipping costs v
- I ~~ %n production costs and the final selling price, viz:~ S

(1) ° The proportion which shipping costs bear to the - W
price paid for imported raw materials and the . it
amount by which total costs of production are -
increaseod, . : | B

, -
—— B

.“i —_— ' o - (41) The extent to which freight ratos payable on the i
ok , : : importation of plant and equipment increase : S

I ¢ Co ' . - overhead costse. In so far as the machinery oo L

: ' ‘ imported is manufactured overseas, all manu- ‘ '

}ﬂ- focturers throughout Australia are affected R

equally for tho landed price is equalisod. T

Huwever, insofar as the machinery is importecd o B

i » from a Mainland state tho higher purchase price, [ =

: b : ' ‘a8 a consoquence of the shipping charges payablo, S ROV

“~N . _— ' ~ may react unfavourably on overhcad costs., VIR :~ni

B e PV et
.

| . (111) Finally, with rogard to tho marketing of the
e . S SR finished product on Mainland and/br oversoas
: ,i 1 “markoets the proportion of final selling price
| N ‘ absorbed by shipping costs was sought, ~If the
S N product was sold f.0.b, an attompt was made to
e o s estimate a figure on the assumption that the
] SRR . - product was sold at tho point of consumption.
. o ) (Cniofo) ) /
TR KX .
It will be ‘observed that (i), (ii) and (iii) roeprecsont
two separato costs of "isolation", namely, (a) the
higher prices that must be paid for raw materials and
. ) . manufacturing accessorics and (b) the oxtra costs
RENETS ' o . incurrcd by virtue of tho nocossity to ship the finished
o . - ‘ product to tho point of salo, (10) Although the ratio
Y : : of shipping costs to final selling price may bo subjcct
to. much variation from year to year, it is to be preferred .
to the ratio of shipping costs to total costs of pro-
. Co duction sinco that latter figuro is normally exclusivo
o . - -~ of profit, leaving aside the concopt of normal or
‘ : ' entropronourial profite It may be argued, of courso,
N ‘ ‘ o ~ that tho 'State's exporting industriecs must be able to
T ‘ ~ - - bear tho burdon of shipping costs, as othorwiso thoy
o o : would not continuo to oxport but such an argument
- ‘ o présupposos a frictionless economic systom which is far
from boing the caso. ~ Thero may be no other availablo
markots and great difficultics in changing over to
difforont forms of production, both of which apply to say
the cement, chocolate and apple industrios. This “™ul?

*®
S

. (10) Actually, tho cost of cxporting to an overseas market is
« 1 ‘ S "~ not one of the costs of Tasmania's isolation in the samo
Lo o genso as isolation from mainland markets, for all Aust-
. ~ralian producors are oquwlly placod in rospuct of the
' - formery- . :
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. “ >resu1tbin acceptance of less than the full costs of ’ C.
production with a consequent lowering of living standards T,

nnd/or the maintenance of production by Government
N : ‘ - grants, eithor directly, as bonuses on production or .
. § ’ S . exports, or indirectly, through cheap credit, low '
' , . L . freight rates, writing off debts due by produvcers to
' E ) "~ Governmental agencies, and through various other less N ET,
' ' ' important channels, R

(1) It was then nocessary to consider some aspects of the % ER
Tasmanian producers' rivals on Mainland or overseas (RPN
“markets. ' ‘

_ : o the extent to which they are affected by trans- AT o
. ' o ' port costs (either rail or sea) in obtaining o R
: ' S ‘ : - supplies of raw materials. In a very optimistio B SRR
. T . frame of mind an additional question was in- .
1 L e cluded in respoct of the relative positions of

' - the home and rival producers' costs of product-
ion,

“'}, : - - . ;):"'(1) With rogard to the rival's cost of production =~ [ .° 8

——

- — Crmstiniss * 7
[

7

R S (ii)' On the assumption that shinning. costd increas
o n the price at which the Tasmanian product has to
bo offered in order to realise a satisfactory
roturn, data were sought regarding the coffects
» . on the (Tasmanian) exporters' compétitive :
position on mainland and/br overseas markets.
. . S . - Or, alternatively, if the Mainland producors'
%f I S : .o - ‘price has to be accepted, the extent to which
. i " the prowortion of price going to profits is
bsorbed by shipping costs.

P

‘ \, " Do v~ '(111) Summing up, - the returns from a unit of the
vy : o o * product sold on the various markets were com-

¥ 5 o : c pared. In some cases  very full data were

Y » . ) . submitted rovealing the advantage derived from
: X o : ' © - solling in Tasmania and thereby incurring no
IR o o SRS shipping costs, In other words, ceteris

CR R : : ) - paribus, insofar as the product is markcted on
" : ' ‘ : Mainland or oversons markets, profits are ro-
.g,i L v ~ ducod pari passu with the 1ovol of the shipping
T : - _ costs payable. -

(j) In many casos, one market (o c.g. Victoria) absorbs tho
bulk of the total output of an industry. = The reason
was often stated to be that "tho market vms there"

[

. ‘ - ' An enlightening answer to say tho loast. ° The roal ) .
' . : o reasons vary {rom population questions to proximity to
’ o T : _ ‘ Tasmania, to consumer awnreness (c. g. pie anplo) to

v L the absence of competition from producers in other
_ . gtatos (duc to tho effocts of rail freight rates otc.),
¢ . - .+ . . %o the absonce of transhipment chargos, to comparative
‘ production.costs,
(k) The rosulting offects if shipoing frpight'fntes were
: lowored by shipving companios with the help, say, of a
. . A Governmental subsidy., It iu ‘considered that the
. _ ’ . ' ~ oxtent to which Tasmanian produoors are protected by
. ‘ _ ‘ ~ an artificial screcn of sea freights has been ex-
: ‘ aggerated in both State Government and ancademic circles.
Admittodly, a lowering of tho ruling rates may leave
_ , ) the Tasmanian markct open to Mainland produccrs, but
. - : .+ this market ropresents such a very small broportion of
‘ o " the overall Australian marlet. Tasmanian producers . . L
< R . would, on the other hand, havo access to the eoxtensive 1 4

—
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markets of tho Mainland capital cities.  However,
it must be admittod that the small local producer of
non=exportable commoditics may find himsclf in com-
petition for the homo markot with Mainland ‘companies
operating under a much lowor cost basis.  Morcover,
the mainland market is not available to him owing

to his high costs of production,

(1) The extont to which pre-war and/or present ruling .
froight rates noecd to be lowered in order to place
the Tasmanian producer in a satisfactory trading
position on Mainland and/or overscas markoets, and
the extont to which it would be possible to soll the
product not only in greater quantitios on presont
markets, but also Yo extend to other markets. The
‘elimination of sea froight would improve the Tasmanian
producor's prosent position as he would thus avoid '
ono' of the costs not borne by his competitors. For
-example, o New South Wales manufacturer boars no
“outward sea freight charges in placing his goods
on the Sydney market, nor does a Victorian minufact-
urer in.placing his goods on the Melbourne marlket, -
but tho Tasmanian manufacturcr must pay freight costs
to all states and then still pay tho distribution

‘o "costs which arc common to all manufacturors distrib-

uting from cach capital city.

(m) The freight ratc item is one doterminant in the loc-
ation of industry, and honce, if shipping costs do
roprosent a high proportion of total costs of pro-
duction, and if.the particular industry doecs export
most of its output to the main centres of population

A on tho mainland, othor factors must have weighod

. " moro heavily when the decision was made to locate in

" Tasmania., What these decisions werc proved to be

“varied. Tho whole quostion of the relation of
froight rates to the looation and docontralisation
of industry will be more fully discusscd in Chaptor
VIII,. ‘ :

(n) Tho possibilities of making o contract with the shipping
companics at lower raltes on the assumption that an
increased and steady quantity of cargo could be
guaranteod, Reforence was mande to the monopoly

- enjoyed hy the shipping companies, nnd little hope
~was founded in the economies of large scale transport,

" (o) Tasmania's oxport trade over the war period was affccted
. not only b rising freight rates, but also by direct
Governmsntal control of shipping space. It was

found to be important to consider the cxtent to which
this control has affectod the competitive position of
an industry in its pre-war markets., Again delays in
shipping movements have meant that there are extra
storago charges at the point of export and the burdon
of finnnce 1s also groeater. If tho exporting company
is selling f.o.b, then no roturn is received until =
the product is loaded on the ship. But the cowmpany
still) has to meet its weges bill and othor current
expenses of productione. A long period of waiting
roquires a fund of liguid capital, or ready access to
crodit accommodation involving extra costs.

(p) A general observation was invited rogarding tho stops
desirable to offset tho disadvantagos of insularity.
In the following disoussion special reforenco will be
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.made to the provision of "special purpose" as
opposed to “"general cargo" ships in the interstate
trade, so lowering costs for those bulk commodities
exported in large quantities..

. 273. Only those industries for which most reliable and comblete '
data were.available are included below.

" 27.. CEMENT. In pre war years the total consumption of cement in

Australia amounted to over 850,000 tons per year, having reached
this level by a gradual though steoady increase from the record low
figures reached in 1931-32 when the total Australian trade was below

400,000 tons per year. . -

275+ From Table II (page 126) it will be seen that the Tasmanian
industry at Railton has established an export trado to all-Fainland
states except Western Australia, with Victoria as the-Tain market,
normally accounting for over 50 por cent of total output. Peak
production was reached during the year onded 30th Septcmber, 1940
with a total of 93,428 tons despatched, of which 27,099 tons (or -
29 per cent) only were consumod in Tasmania.

2%ly The figures showing exports as percentages of total recorded
‘production reveal that there has been a distinet falling off in the
export” trade oompared with the pre-war level. This has been solely
due to the shortago of shipping space, since Tasmanian cement was

. not granted a high priority whilst supplies for defence and other

constructional works were availavle from Mainland producers. Of

‘Acourse, with the declino in the defence programme the over-all

Australian consumption of cement decreased, and is only now reviving
with the post-war roturn to private and public building programnes.(11)
277, Table III bolow indicates that the consumption of cement on the
home (Tasmanian) market has exceeded the pre-war averare of 30 per
cent during the vears 1942-44. The total production on the other

hand, has declined steadily sincc 1940, and the 1944 output rep-

resents only -30 por cent of the pre-war'(I?SQ) production,

TABLE III,

Year Ended. Consumed in Tasmania. Total Recorded
o (Tons) Produétion.
30.9.1938, - 22,439 (27.5%) 82,772
50.9.1939, 22,718 (25.2%) 90,042
30.9,1940. 27,099 (29.0%) 93,428
50.9.1941. 21,450 (26.0%) 82,532
30.9,1942, 25,068 (37.5%) 61,343
. ]30.9,1943, 18,116 (39.0%) 46,300
-130.9.1944, 15,335 (35.6%) 37,489
— ;
Total 1938-44. 148,225 (350%) 492,906

inward freight rates on manufacturing accessories are incurred.
Limestone, clay and ironstone are obtained from local deposits,

y——

AT 'Although the industry is located at the source of raw material,

(11) For o discussion on the ooonomics of Tasmanian cement see
C, P, Haddon-Cave, "The Location of Industry and*Distribution-
of Emplo
Tasmania

J

i

mont", Resoarch llonograph, 1944 (The University of
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; "EXPORTS OF TASMAWIAN CERENT 1938 - 1944, S B R
51 - , © 0 7. (Unit of guentity - tons)
i 3 Yoar , EiP RTS, (DIRECT SEIPMENT) TO EXPORTS 48 PSRCENTAGE OF TOTAL RECORDED PRODUCTS * ) L,
1Bnding Victoria JSa™e i Queensland S<A. | Overseas] - TOT:iL Victoria HeSeTe Queensland Sele Overseas | TOTZiLe AR
A : . ' ‘ :
] 3 30.9.1938 | .42,725 9,17° 4,570 2,441 - 59,333 - | 52.2 | 1l.2 8.l 3.0 - 72.5
5 5 30.9.1939 | 50,812 8,222 6,240 2,050 - 67,324 |~ 56.4 9.2 6.9 23 - .} 72,8
‘. . - K ‘ : L ' i c ' . '
3 : 30.9.1940 | 51,414 7,09% 5,791 1,857 155 i 66,529 55.0 - 7 <6 6.2 2.0 2 71.0
] i 30.9¢1941 | 46,876 =,4¢1 1 4,807 4,158 - | 61,082 56 .5 6.6 | 5.8 5.1 Ca 920
; 3 ‘ . b ' : o ' . ‘ 1 .
‘ ? 30.9.1942 | 26,924 L ,487 4,085 1,769 - © 38,275 47.2 - 5.7 6.7 | 2.9 - i 325
z : 30 .5.41543 19,979 1,183 £,477 - 1,545 - | 28,184 43 .25 2.6 -11.8 3.35 - 61.0
§ ‘|  {30.9.1944 15,051 1,72A Z,580 1,482 3,005 | 24,154 22.8 - 2.7 649 4.0 8.0 - 64 4
Q‘ ; . ‘o ) : . ! . . t i -
; & -y -t - ]
E ‘E'ﬁ b .
{ 3 TCTAL - v : oy A : - L : L ' _
g‘ R 1938-1944 . | 255,581 35,858 33,960 15,282 3,200 344,661 52,1 - § T.4 ! 6.8 3.1 ¢ .5 I 7m0
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Tasmanian Coal Productlon 1938 - 43. ' ‘

: Yoq£:~f;f.‘ 0. Quantit \ SO Value,

o - e T’rﬁf«é . L TEAY T y

-.1938 e © 83,753 . C 761,991 '
1939 " o0 90,092 N 0 74,460
71940 0 T 83,136 .+ 63,688 - :

1041 e 109,714 - o . . 85,311 . S
1042 P 134,442 ' 108,241 . R

S 1943 - .. 7. 145,882 : C117, ‘361 . S T

fc“’ Reforence hnsg alroadv boon made to the sevoral'warkets in ~. )

'" unduly incrcase production costs although'i r it should be noted N

~ loommodity. [ 1038 | 1939 | ‘1940 | 1941 | -1942 | 1943 | 1944

ifxfﬁs1ncc the Tasmanian product contains 20 per cent ash and the

. ‘‘increasing, with a slight fall in 1940, Referonce has proviously
" boen made (12) to the relation of a lowering of tho ruling freight

" is somewhat difforent, Would tho increased efficiency resulting
:‘price through reduced rates). by all industries requiring high burn—

t.lqbour and oapltql? . An answer horce .is not p0551b19. Coe T S i”i‘

¥
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3 whilst coal is brought from tho East Coast mines. . . 0
 Gypsum 1s imported from South Australia and paper bags, .
A ~ sparc chhlnory parts, bricks, etec. are also imported ‘ %
: . ~ from tho mainlond. = Annual inward froights paid reached
v, ‘ “their peak in 1940, but have sinco doclined to £2276 1o
o (194d) iz | L ‘ e
' ANNUAL INWARD FREIGHT COSTS PA1D (£) R

. . I3 / . . . . ., ) .

" |Baggs. C | 173e 1697 2092 | 1939 | 1425 | ‘569 607 | |
L c|Gypsum | 2579 2296 | 2640 | 2737 2787 | 988 1385 | ' | oo
A1l other 569 | - 303.| 585 478 501 532 284 f - e

279, Inward‘fréiéht charges on raw materials and plant do not
that, if the rates were lower on coal, Howcastle coal would be used

necessary burning temperature is, thereforo, not easily reached.

;<4pprox1mﬂtely 22 per cont of Tasmania's annual production of coal 3?*
is burnt in the cement kilns. Table V below presonts data relating v

~ to the quqntltv and volue of coal produced for the yoars 1938-43,
~and it will bé observed that thc level of output has been steadily

ratos and the consequont lowering of the "protective" screcén (if
thero is one) provided by the high rates., It vras denied that the

advantages to be derived by Tasmanian oxporters from tho rosultant ». .

.‘w1don1ng of the market would bo outw01phed by tho loss of markots
that might result by Meinland produccers underselling Tasmnnian .
" products, Tho case of coal, a factor .used in tho -productivo process,

from the burning of Newcastle coal (purclinsed at a nearly comparable

ing tompcraturos in manufacture, be equal to, or greater than the
cutback' in coal-production with conscquent disemployment of both

PR . , . ' : T BN
s \ : o

~which oomont is sold and the proportional amounts which—each
“absorbss The following tablo presonts confidontianl data with °
respoct to the porcontagoe of solling prices in four states, for
tho yoars 1938 Ak qbsorbod by shlpping froight rntes (not

o {0

b shlpnina costs)f— : . . - §
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N,S8.W.  30,9,1938,

. Vietorid: - 30,9.1046 . ; o .
- Victoria: - 30,9.1044 . ! |

;Pricé = IQA 1osa, nlus ZQJ freight, plus 90% other costs. .

New South Wales: 30 a9, 19>8.-

Prico = 117 profit, plus 17/ froight, olus 72% obher costs.

. . an 8 o s K] g N a . " X A . R N “0 - < . co - . - .- N
. L . . . o . Ve . . . . .
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Similarlys- T

i

Pr Jce &= 12p nrofit ‘plus .18% freight,"plus,70% othér costs.

' foe . .L‘,....A.‘)_sla.~.4. ' . .’ i‘
'm 6% 1dsu, pluu pr frelght plus 80% other costs._l o

Qucon*land uO D 1908

o oot tessmams v o o
\ R . . .

" Price :-10% profit piuofSB% freight, p1ﬁ5'57%no€her costs. . ¢~

L

115% proflt plus 36% freight,'plus 53% other éosts.

“tE

- South Australia: 30.9.38.. - L e

L,OOA/.L.'. ¢

' Bh loss, plus 247 A% fr01ght, ﬁlus.84% other costs.
{ . ) .

!

. 283, The whoﬁoaalo'pricéu of cement por ton ruling in the above
© . four markets for the vears 30.0 1959 t0'30.9, 1944  have been collated

and are prosont bclcw

]

"TABLE VIII.

ey 4 e e v .

1

Year. ""'L;Sydney(l4) Mélbourngl4) Queenslan§15) SeAe;

s - - o

1938 . - |90/ . 86/- . 86/- = - 87/-
1939 |’ 88/5 . - es/9 - | sbjl"i e 97§L :
1920 -~ T87/6. . o} 85/~ . | B2/- 87/~ 'l .
1941 .ooez/1 0t - .80/- N 47/ . 87/-." =

1942 .} o7/2 o Lo 80/~ o 78/6 .87/~ Tk
1043, 100/4 83/4 7s/6. 87/~
1944 1OQ/4J-, , 84/4 : 73/6 | .87/-

L-,...- :

e may now derivo absolute figures as the components of the ruling
prices ‘for the vears ending 30th Septemper, 1938 and 1944, viz:~

\

———— 5o S

" Price (90/-) = Profits (10.8 shillings), plus freight (16,2 shill-

ings), plus othor costs (63.0 shillings

1

"0.9_5*44. A o - Ce R

Praco (100/4 z Prof1tq (6.0 shillings), plus fre1ght (25,5 shill-
'inFs) nlus other costs (80,5 shlllings B)s o

et v

(14) Sydney {Portland) and Mo 1hourno (Aust. A.R.C., Portland Stan-

_dnrd Speclflcatlon) prloou supplied by the Commonwealth Statistician

' 1rmb Anu turing copont in th) Sato. The price. quotod ig, subject
’ { *? i q H' £ 3 d poiufau arede

Lanborra. . .
(5).uunn1ied by tho “uocnsland Stato Stores Board, thd bigrest buyer
of cemont in the State «nd hence it obtains a somowhat more  fav=
ourable price than commorcial buyorss . Contractors - the (ueensland
Cemont: and- Limo Company ILbtd. - . , :
(16) Supnliod by tho Government Statis tnnwun, who contacted the two

0 - ad tLon 1f the coment 1vornd ho motro
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Victoria: 30,0,1038,

d : - Prloe (86/L)= Profits (12,0 shlllnnpg, plus freight (11.2 shilllhgs)
s . ' _ plus other ccats (62.8 shillings),

I - ..' " 30.9.1944.

Price-(84/L) = Profits (2. 4 sh1111ngs) plus frei ht (16 9 shillings),
T plus other costs (75.8 shilllngsg

¥ . l - Queensland: 30,9,1938. ' '

A , " . Prioe (86/-) = Profits (8.6 shillings), plus freight (2846 shillings),
. - B . plus other costs (48 8 sh1111ngs) ' :

T S 50,9, 3041,

NS I Price (75/6) = Profits (8.1 shillings), plus freight (26.5 shillings),
' ‘ - plus other costs (58.3 shillings). :

f?”ﬁhll South Australia: :
R T . 30,9,1939,

‘ .

A | . ' .. Price (87/-) = Profits (9.6 shillings), plus freight (14.0 shillings),
' o plus other costs (62,6 shillings).

o D 30.9.1044;

——— ot

S  Price (87/-) = Profits (7.0 shillings), plus freight (20,9 shillings),
S : - plus other costs (73.1 shillings).

i1 :

wooo 28:s  The wholesale price of cement in Tesmania has been 90/6 per
'? : ton on trucks at liobart railway station for some vears., = It is

4 ostimated that a ton of Railton cement sold in the Tasmanian market
i realises an average profit of approximately. 27.0 shillings, or
) ﬁ . . 30 per cont of final selling price. This brings the above data |
EREN : - into relief and emphasises the relative trading disadvartages of the
IR . T“smqnlan oxporter. / .
S _ ' 2854 Befofo proceeding further it should be clearly understood that

P f- : : as in the case of many other products, the competition of producors
ST o on the various markets is not on the basis of price, but on the a
R o .. basis of cost components, for the prico is controlled by the manu-
’ facturer (or munufacturers) in the importing State. In other
‘words, the Tasmanian producer who exports to the Mainland must.
observe the prices ruling in oach of the several States. The

aim of such producers' agroemonts, known as "orderly marketing",
N ‘is the elimination of cub-throat competition on the basis of

Y : o selling prices. Such cut-throat compotition coi'ld -easily arise
i in the case of such a standard commodity as cement with a rel-
‘:‘l' ; . atively fixed market. Uo Tasmanian cement is exported to Viestern
L - Australin, It is interesting to note that so far as the selling
o -'% : ' policy of Goliath Portland is concerncd, Queenslend is divided into

{
3

two soctions, North and South. There is n coment company near
1 . Brisbane which dominates the "Southern Market" but in the "Northern
X . Market" the Wigh froight ratos affect both companics equally,
T S and the Tnsmﬁnian product can bo successfully markocted bocause
e of lower manufacburing costs, A cimilar situntion in roverse
[ - arisos in the case of competition betweem South Quoecnsland cement
T B ' and imports from oversoas., Ovorsea cement from, say, Groat

o ' - Britain or Donmark could not, pre~war, undercut the Australicn
A product at the point .of production. So far as Quoensland is.
IR L ' sondorned oversea cement cannot compete in Southorn Queonsland,
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but oversen vessels could place their "dump" rate cement in North
Queensland ports at a cost equal to or lower than the state company

f'located in tho South, counld land its cement. (17).

236+ If froight rates were lowered by shipping companies, or hy a
Govornmental subsidy, Mainland producers would certainly compete
on the Tasmanian martet, for 2t present the home producer is
sheltering behind the "protoctive screen" of high freight rates,

- However, the oxtent to which Mainland producers would in frct export

would be limited by the prevailing state of demand, by the oxtent
to which the ratc doclinsd and whethor they had an exportable
surplus, In any case, the Tasmanian industry is dopendent for
{ts continuod oxistence on an oconomic basis on its competitive
p051t1ou in Mainland markots, whore noarly 75 per cent of total

. output is sold. o

e37. It is probablo that the froight rate is maintained at its
prosont level owing to the fact that the cost of handling the cement
at Devonport is out of all proportion -to the value of the work doncs
The fundamental onrol » appeoars to lie in the cost of labour, for .
which high overtime rates arc paid. (18)  Again, the productivity

of the labour is said to bc unduly low, viz:i=

Tasmanian. Average of 24 tons per hour per hatch,
Helbourne. Avor age of 15 tons per hour per hatch.

20f. The lcworung of rates will be the main doterminant in any
future expansion of the industrv in Tasmania. Before the Shipping
Control Board came into existonce, cement companies enjoyed equal
bargaining power with the shipping companies, and could alwnys .

~use as a bargaining weapon the threat to run their own shipping

servicos, (19) In this conncction thc optimum size ship is about
2,000 tons. ‘

-

25% The. larger the quantltl s for transport that can’beo guaranteed

-t 0 tho shipping companies, the better the bargain that con be struck.

Regular shipments would enable special ships to be built for the
transportation of cemert and hence facilitate handling with a res-
ultant lowering of costs. The various'gbntracts~struck vrith the
shipping companies have varied according to the preovailing economic
conditions; the best arrangement was made in 1936.

29¢, Although due considerztion hns been given to the cost of
froighting cement by the shipping control authorities therc has boon
no loworing of the cement rate over tho war period. In fect
there has been a 30 per cont inerease when war surcharge is
'conujdorod. But it must be qpprcc1ﬂted that the export of a portion

¢ the Tasmanian ontmut is essential for the continuance of manu-

fncturlng operations. About four years ago ‘the company investigated
the possibility of transferring scetions of its plant ‘and equlpment
to other uses nt least for “he duration of the war, but the special-
{zod nature of tho equipment does not lend itself to anything ‘other
than the purpose for which it was built,.

“(17) It is intoresting to notc that both high and low shipping

freight rates nullify the tariff, (a) High intorstate rates nullify
the tariff whon it dosts the nroducer as much to send his product
from A to B as it does to bring the competitive product from overseas
to Bi (b) Low overseas ratos nullify the tariff when the overseas
companies land somo ovorsea products ot so far below the average rato
as to constitute to the importor a refund of the amount paid in duty.

(18) Vide paras. 233-236, Chwptor V.

(19) It was noted in Chaptor V that commoditics uuohahu]kv,slow
nricod commoditios as coment and chaff reoeived specinl concosgsion
rates from shirning comprnics. © The company at Railton being the
owlw Tasmanian oxportor mﬁnnu, in offect, that a priv~te ocontract

is struck botwoon the. shipping companics and the oemont company.s”
Vide ne:t pmrﬁgruph.
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291, CHOCOLATE AND COWF:ICTIONERY .

_As in tho case of coment, ‘only one firm is engnged. in this
{ndustry in Tasmania, namely, Cadbury-Fry-Pascall Pty. Itd, ot
Claromont, Very full and roliable data were submitted, the
products manufacturcd and the rglatlve proportlono of each boing
as follows*-' :

TABLE IX.
A Percent to Total, I
Product. » | : 1938-30 194445,
1. Cocoa o .18 . 17
2+ DBourn-vita : 2 7
3+ Chocolatoe and ohocolqto o . : - .
confectlonury_ ' : : 67 63
4, Sugar confectionery ° o - 15 13
00 -~ 7160

Therc has boen little shift in the pattern of pfoduction over the

“six vears of war except insofar as tho lines constituting items

three and four above were standarised, Of course, thero has also
been a shift in the scction of the population consuming the product,
togethsr with rationing of suppliocs to retailers. '

. : ' t ~-
292 The chicf raw materials usod in manufacture are coca. beans
sugar and milk, Cocoa beans are importeéd from British Nbst Africa,
sugar from Quoensland via Hew South Wales refineries, and milk from

"Tasmania, Victoria and New South Wales.  Other manufacturing cce-

ossories.are‘bougﬁt in many varts of the world.

¢ Tho T Tasmanian plqnt is merely one unlt of the larger Cadbury
organluatzon and hence caters for the :uotralla. market only, viz:-

S :,7.: N TABLE X.

Stato. » SR ’ _ % of Snles to
o ' Total Sales 1238-1939

“{Tasmania ' _ o
Vietoria . 32
How South Wales ' 34
Quoensland = ' . 11
South Australia ' 9
[Tostern Australia ' g ' 7

Oderseas (Brltlsh) - (very small %)

LS
1

e

Preo-war figuros only are given in the above table, as transport
‘regulations during the war have vrovemntsd tho Tirm from selling

chocolate and confectionery in New South Walos and South Australic.
It is anticipatod that theo post war distribution of output will be

_similar to the pro var distribution,

29:s  An analysis of shipping costs for cach Australian trade was’

. not available but a fair avorage may be dorived from the shipping

. ocosts involved in the export of/%oleoted lino, to tho nain dls—-
tributing ceqtro at Sydney, viz:- -

T
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- shipping costs to selling price has risen by 3.25 per cent.

Shipping containers have increased in cost by aporoximately 72 per
cent since 1939, The above costs for 1939 and 1945 represent 6.5

" per cont and 9,75 per cent respectively of the selling price of tho
line concorned. , The firm has been grsntod a number of prico in- -
oreases for the various products manufactured by the proportion of

¢85« The firm considors that all the items in the table above are
héavy but made special reference to the outstanding increase sinoe
1939, in tho cost of shipping containers. In the example given
above, the increase in the cost of fibre containers was 72 por cent.
The greater proportion of oexports is at present packed into fibro
board shipping containers, but as the range of lines is increased with
a return to peacctime production, a proportion of timber cases made
from Tasmanian hardwood will need to be useds These will cost
anproximately double the cost of the pre-war softwood cases mude of
Canadlan Spruco. : :

2¢Gs The company maintains its own distribution system throughout
the Cormonwealth and the various products erc sold at the.same prico
in -each State. Shipping costs are not allowed to affect. sales

.volume in any state even though some products might be sold at o losss

- In connection with tho ruling shioning freight rates vavable
particular refercenco was madc to the 30 per cent surchargo and the
additional costs incurred owing to the present shortage of shipning.
As referred to in Chaptor V there have been very few direct boats
during the war vears to Brisbane, Adelaide and Fremantle and hence
it has been necessary.to tranship at Sydney or Melbourne at add-
itional costs poer ton (for fi igures see Table VIII, Chaptor V).
Frequently, goods have also had to be railed to Launcoston whoen ships
from Hobart have not beern available. Again, additional storage
charges on the Mainland have been incurred while waiting for vessels
to Adelaide, Fremantle and Brisbane,
227, Rogardlng the proportion which inward shlpplng costs bear to
the prico poid for imported raw materials, it was found impossible
“to prepare more than a rough estimate owing to considerable
variation in the costs of transport on imports. For example, the
price paid for sugar includes froight costs, these being prepaid
by the supplier, A woighted avorage would probablv bo about 1
por ooent of the valuo of the poods. This is applicable to goods
imported from the Mainland only. The position in relation to
imports from overseas is much more complicated and cannot be ost-
imated, as in many cases the overseas freight charges are paid by
1mporters who partly process the raw materials (e.g. oversea paper
for 1ab01 prlnting) ‘

TABLE _XJ
Ttome o : | Cost per 100 1hs,_ of Product,
- ' 1939, . 1945,
S de Se de
Spocial packing for ueq Carrlage. 5. 6. 9. -3,
Export Vharfage ' ’ '
Sea Carriage . S : 2, ok 3, 11%
Import Vharfage RN L 8 62
"|Stack and Sorting ' % 3%
Cartage to Dlstributlng Contres . 5 7
Marine Insurance ' ' Sk -4
War Risk S - ks
Total - 9. 724, 15, 0d.

S\ T R
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293. Although the freight rates from the Mainland to Tasmania
inorease the cost of plant and equipmont by amounts varying say
from 1 to 4 per cent and thereby increase deprecintion costs,

~the total effect on production costs is immaterial, At the same

time Mainland manufacturers are on a slightly better competitive
‘footing. Again, many machines imported from overseas are trans-
hipped at Sydney or Melbourne which places the Tasmanian producer

at somo disadvantage owing t: the additional landing costs involved,

299+ It is estimatod that shipping costs normally represent 6.5

por ocent of the final price obtained for all lines on the averafe

of all (civilian) production. Cadbury products are in competition -
with all other cocoa, chocolate and confectionery manufacturers in
Australia, but prindipally Nestle's in Sydney and ifacRobertson's

in Melbourne.

3 . Transport costs in obtaining raw material and manufacturing
nocoossories affect the Tasmanian industry more than Mainland rivals,
‘a8 In a great many cases they obtain the necessary supplies locally,
wherceas Cadbury's have no option but to ship from the Mainland to
Tasmania. This adversely affects production costs to the extoent
of £5000 per annum,

1. This oxtra cost item of £5000, plus a further £15,000 on the
distribution of manufactured goods, results in a reduction of
profits, since prices are fixed (equalised) on a competitive basis
for the whole of Australia. Again, somoc lines cannot be marketed
at all owing to tho absence of a profit margin and the market is
such that higher pricos cannot be charged to recoup the Tasmanian

© firm for the extra freight costs involved in its Qaromont location.

©+ 3 ¢. Furthermore, and as emphasised earlier (20) manufacturers in

Sydney or Melbourne are dependont on an export market to a limited

degroc only, since they arec located in the main contres of population;
- whereas tho Tasmania n industry can serve only a very small looal

markot. The table below compares the percentages of final selling
price absorbed by profit for a "typical" line sold in all Siates.
Of course, account has been taken only of the variation cauged by
shipping freight rates and landing charges, viz:-

I ¢

TABLE XI. o T

% of Final Price % of Australian

Market. going to Profits. Populatlon in each
Ut'lt@ Y

Tasmania ‘ 12% : 3.4%

Victoria 5?% . 27,5% . -

New .South Walos A 55% 39.5%

Quoens land ~ 2% 14.3%

South Australia 12% 848%

Wostorn Australia " =27 (loss) 6+ 6%

Ovorsdas (Price- fixed according to costs and only small quantity
- exported. ) '

EA
N

(20) Vido para. 272 (o)

.7, A loworing of tho freight rates botween Tasmaninr and tho
Mainland would assist manufacturers in tho Mainland statos whon

compoting with thoe Tasmanian industry for tho homo market, but tho
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advantago to bo derived from lowor rotos would bc very much in
favour of the latter becausc their competitive position wovld be
improved in a market of approximately 7,000,000 as compared with'
tho limited size of the Tasmanian mnrxpt ﬂvallablc to the Mainland

manufacturers, (21)

i1 In actual fact, however, the mero 10wor1ng of the rates botwoen
Tasmania and the Malnlqnd would not place the Tasmanian manufact- ‘
urors in a "satisfactory" position in the market to which thaey

were shippod, in comparison with the local manufecturor in that
markoet. Thoro are other exponses incurred arising out of the
necossity to ship such as, for example, cases or containers, and -
stock investment risks or lossos owing to the isolation from raw
nmatorial markets.” (22) However, ﬁhe lowering of the rates would
improve the Tasmanian manufacturer's present position as one of

the costs not borne by competltors would be avoided.

.5« Moreover, a lowering of freight rates between Tasmania and

tho Mainland would so redvucc costs that a substantial incroease

in productive capacity would bo possible owing to wider markets.-

The home industry would bo able to manufncturo lines previously
unprofitable if sold at the ruling mainland prices for similar lineses

"And, of courso, the olasticity of demand is such that a more highly

pricod Tasmaninan product would sell in vory limited quantities only.

L 6+ Since froicht rates do ropresent o high proportlp“ of total
costs of production, since they arc a dcberminant insofar ns output
nolicies are concerned, and since the industry is dependent on
Mainlond markets why dld the Cadbury plant locate in Tasmania? .
To an incalculable extent the deccision of the parent firm to commence
operations at Claremont was basod on idealistic considorations.

In respect of freight rates they reprosented a smaller proportion

of selling prico owing to lower retes and higher prices. In add-
ition, there wero other advantoges at the time, but these have since
been lost in comparlson with mainland manufacturers over the past

20 ye'\.I‘B. : : o
377. During tho war period transport restrictions interrupted cx-
ports to New South Wales and South Australin.  In the other States
shipping control has restricted selling oporations but has not .
seriously interferred with either business cont wcts or competitive
p031t:on.

508, In dealing vith tho problem of Tasmania's insularity it was
“emphasised that the Tasmanian industry must carry much larger stocks
of raw matorials than those plants located in the mainlond capitals.
Not only {s there the additional intcrest on capital, storage and
insurancc costs, additional losses through doterioration and changes -
in market values, but also - important in the case of such commoditios
a8 chocolate - the manufacturor is unable to quickly vary his

pattorn of production to meot changing conditions. . Thore are other
df'sadvantages dorived from the Claremont locntion, and which must
adversoly iAflucnco entroproneurs whon considering the projection

~of now industries in Tasmania, For example, the lack of shopping
- freilities, particularly whore girls arc cmployed. Oxinpg to Sat-

urday morning elosing, and no roinstatement of a shoppling night,

it is impossiblo for employces in industrics outsido Hobart to0 do
any shopping. This forcos ‘employees to seck work in Hobart where
they can hurriedly shop in lunch hours or.after finishing work at
night, but it is also incroasing the inefficiency caused by absontco-
ism amongst employces who cannot or do not wish to, change theilr
emp]cymont - :

- o s, o

(21). Of. statoment in parn. 272 (%).
(22) cf. para. 272 (m) .
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323. The labour market is extremely limited in Tasmania owing R

to the small population. The inability to oxtend owing to short-
ago of the labour supply is a severe handicap to existing industries
and must deter the establishment of new industries. (23) At tho
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" presont time at the Cadbury faotory, production has boon curtailed ‘ﬁ :
end male labour reduced owing the shortage of female labour, L NN
517, TEXTILES. e

"
W

The two scctions of the toxtile industry with which we shall
be concerncd are engeged in the monufacture of wool yarn and
woollon flanncls, dress goods and blankets.. Since production is
mainly divided botwocen two main concerns wo shall treat them
soparately, viz:-o

’ S (n) Patons & Baldwins Itd.,

f A (1) This company is engaged solely in the production of

' o : wool yarn. Considerable quantities of raw material
have to be imported from the malnland and for a normnl
yeoar are as follows:~ : s

Commodity ., Quantity., . Sourco.

Wool _ 7,287 tons Victoria.
Chemicals 1,170 tons o Victoria

General Supplios 490 tons ) Victoria, -

Weol 663 tons ' South Austrolin.
Wool . Lo 6L tons New South Wales .
Chomiocals , 18 tons . New South Weles,
Supplies | ' 41 tons . New South Wales.

' ' /

Various minor items are imported from the United Kingdom
but these arce landed at the same cost at every main ’
Australian port and hence all manufacturers are on an
equal basis.

(11) Only a fraotion of %total output is absorbed by the
Tasmanian (homo) market as is revealed by the follow1ng
table, viz:-

TABLE XIII

..... —

: Markot . Avorage Quantity. Porcont of Total Output.)
.k . 1 . .
o . - (cubic tons)
Taamania o | 200 : 1.4
Victoria T 4,860 34.4
Now South Walos 5,920 42,3
nueens land . 1,480 ° 10.5
South Australia : - 990 6.9
Wystorn Australia 620 4.4
Overseas - ' 6 -

(23) Tho textiles industry in the North also oxpericncoes
frequont shortages in the femalo labour market. 2
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(b) Kolsall & Kemp (Tas.) Itd.

137,

No special commenbs need to bo made in respect of
distribution of output which is determined on the
basis of the distribution of population, -

(11i) Wool yarn, being a fairlv hirhly priced product,
the proportion which shipning costs bear.to final
solling price is only 2.85 per cent. (This figuro
is ocalculated by taking a weighted average based on
the quantitv sold in each State). Such expensos
are recognised as a factor to be considerod but
only one among many. (24.) It is estimated that
inward shipoing costs increasc total production
costs by an average amount of ;84d. per 1lb. of
varn, The Tasmanian yarn is quoted ot the same
c.i.f. price in each capital city.

- .'.. s

S,
gL TR

, ‘(iv) It is undorstocd that given another chance the com-

N pany would not.locate in Tasmania for the factor
of humidity is not now important with technological
advences.  Again, the labour being isolated io
unskilled. (25) Hydro-olectric power is not a
locating factor so far as the t-axtile industry is
concerned for thoe average annual cost is only £9,000,
Electrical stoaming is more cexpensive than conl -
and local Taswonian coal mined at Stanhope can be
oconomically utilised provided thut suitable equipment
is used, ' ' :

k3
2k

)

R T
v Ce

v

.
o

’

(1)  Although the pattern of production varies according.
' to changes in demand it can be stated that this
Company divides its total outout as follows:-

TABLE X3V

: /
Product. Porcent of total output.
Domestic Flannels 50
Dress Goods, Blazer Flannels !/ 30
Blankets 20

(11) The raw wool usod in manufacture is purchased in
Victoria, New South Wales, Queensland and South
Australie, as well as locolly. Aids to manufacture
» are imported from Vietoria and, through agents, from
q . “oversoas.
(iii)\Tho ontire output is sold on a f.,o0.b. Leunceston
“basis to all buyors in all states except Victoria.
So far as this latter state is concerned, in order -
to comvete for the available demand on o slightly
more favourable basis the goods are quoted c.i.f.
Victorin. Rival manufacturers quoto f.o0.be-
Nolbourne. .

(24) It is likoly that a reduction of the lLaunccstpn-Brisbane

and launceston-Perth rates wonld widen the market available in those
two cities. At prosont only very small quantities are oxported.
(25) The fact of isolation, of sourse, minimises to soms oxtont
industrial warfare, :
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(iv) The proportion which shipping costs bear to the
' imported value of raw wool varies, of course, with
. the ruling price for wool., Tho range is from 2
to 4 per cent whilst an average is approximately
3% per cent. The proportion which shipping ,
‘costs bear to the total value of .all raw matorials L
is 2 per cent; it should be noted that this .
firm has bought larger quantities of Tasmanian
wool during the war years than normally. i

o~

o _ (v) Ovorhead costs are increased by the froight rates
1 E ' ' » ' and landing charges payable on imported plant
- : - ' and equipment. - Operations were commenced in

1923 and hence the present plant is 22 vears old.
A . .~ Plant replacement should have becn carried
! ' ' L through in 1939 (6% depreciation rate = 16 years) !
] o ; ' Although imported plant is frec of duty shipping '

' ' o ‘ costs, insurance and oxchango chargos often in-.
{ . : v - oroase tho landing price in Tasmania of plant
e S between 80 - 100% on the sterling valuc.

-

Seariec
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(v9) The table below shows the proportion of total

output absorbed by the various mainland markets, .
vige~

g o ey A

T

TABLE XV
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R
.

Market Percentage of Output
(Averago)

Victoria 54
Hew South Wales 31
Western Australia
; . : : Tasmania .
: o _ . lﬁouth Australia /
Voo : . 2

R S R R
13

Queensland

TR RY

13

(vii) A figsure of 1.84 was abstracted from theo Company's
books showring the average percentage of the final
_ . vricc obtained on mainland markets which is
. ' . : _ absorbed by shipping costs. (Or %d. per yard,

: : : 27 inch cloth). So far as the total costs of
production are concerned shipping costs account
for 2 per cent only but this is said to be a con-
sidorablo item from the point of view compotitive
markotlnp In tho d cpression vears competition

- was so keen in tho Australian market for standard
a ' flannels that prices wore quoted. in sixteenths of
. - a penny. iainland manufacturers have certain
freight charges also but no dat - arc available
for a comparative survey. The main factor det-
" ermining the maintonance of a .sompetitive position
on mainland markets is a roduction of the excess
_ productiva cavacity normally oxisting This ‘
R B . froquently, resulted in compeotitive praco cuttlng
ol o and a - lowoznnf of profit margins,

ERSE)

[S VA4 K o>}
e

™~
“

(viii) Thoe main rivals of the Tasmnnian firm.are tho
Victorian and New South Wales mills which operate .
~to satisfy tho home demand; surplusproduction
_ only 'is sold in othor states, mainly in the form,
S : . of made up garments. The Tasmanian firm, of
S ' course, has no extensive local market. The prices

el
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of standard domestic flannels are fixed by tho
Associated Yool and Worsted Manufacturcrs of
Australia and hence thero is competition on a
product basis only. So far as dress flannels are
concorned thore is too much variety in the products
for any price fixing agrecments to be effective;
hence, there is an intensc vrocess of product
“differentiation the emphasis being on ‘novelty
lines. (26) ‘

(1x) Although the shipping cost item is not one of
© the main determinants of output proximity to

omarket is advantageous for other reasons; - and
although the earlicr history of this plant is

obscure it is quite
location was choscn
derstanding betweon
(]1g1aud) directors

certain that the Tasmanian

only as a result of a misun-

tho Anstralian and Head Office
In respect of power, quite

apart from the fact that power is

not a large

‘recoipt of the wool into store,

‘timber production costs no such figures were forthooming.

" C element in cost, the differential advantago of
Tasmanian powoer, as compared with Viectorian,
has becn lowered with the incroased rates charged
by the ilydro-Electric Commission. (27)

SED SKINS.

311, WOOL AND PROCESS

As the British Government arranged with the Commonwealth
Government to acquire the Australian wool clip for the duration of
the war and one full wool scason after the cossation of hostilities
it was not vossible to obtain data from private wool brokers, and
the Tasmanian State Wool Committec advised that spoeial freight ratoes
on wool were arranged by the Australian Wool Realisation Commission

with the ship operators.

312,
wool tops, r. il--and waste not requirecd for use by Australian manu<

facturers. The principal conditions are as followsti-

(1) Tho United Kingdom to pay 15.453126d. per 1b. (4ust.)
flat rato price for the wool ih store at the oversea
port of' shipmont.

(2) .The United Kingdom £0 pay 3/4d (Aust) per 1b. to cover

" all cosbs from store at port of oversea shipment to

ship.

313, In Australia the schowe is administered by tho Contral Wool

Committoo (with subordinate State Committecs) which controls tho _

its appraisement and shipment overseas.
From the lst July, 1942 the prico paid to manufacturers™ias fixed

bv the Contral Wool Comuittee according to a dotermination notified

to it by the Commonwoalth Pricos Commissioner who determined the.
"appraised pr1co excluding cost of delivery and a special surcharge

of 10 per cont.. »

51l4. A woolscouring, carbonising and fcllmongory compqny ‘ealculated

~that total shipping costs incurrcd on both imported raw material -

and finighod exports equal 5.66 por coent of total production costs.

TIMBER .

———— s an

315,

Ropresontations were made to both the Tasmanian Timber Asgs-
ocintion and 'the Deputy Controller of Timber Suonlies mnd although
both sources admitted tho oxistence of a detailed brealdovm of
Referonco

was then made to a sample of timber exporting companies.

316, The special timber rates charged per 100 super feet by the
shi.pping companies are referred to in Chaptor V. . The totql v lue
of timber cut in 1938-39 was £706,756 of which £571,110,

81 per cont, was exported (218, 904 OVG?»B&Q) In 1945-44 totnl

The arrangement with the British Government ombraces all wool, <
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mainly from Queensland. , /

L

140,

oxports roalised'£812,326 all of which werc shipped to the Mainland.
Normally, the Tasmanian market absorbs 19-20 per cent of total
surplus, and Viotoria, as the main market, 60 per ocent.

317, The Viotorian millers could afford to reduce their prices
below the landed cost of Tasmanian timber, Victorian timbers are
sold at the same price as Tasmanian but the proportion going to
profit so far as the latter are concerned is less the shipping costs
payable per 100 super feet. Lower production costs of Tasmanian
timbers do not entirely offset this disadvantage, but a lowering
of the freight rate would not enable Mainland producers to sell in
the Tasmanian wmarket. Pr -war total shipping costs, including
export and import wharfage, shipping freight S/L), insuranco,

and stackngoe oto. on the Mainland, amounted to 6/6 ox Hobart or
Launoceston. The imposition of the war surcharge has lifte.” this

~ preo-war figure to 8/7 per 100 super feet. The production costs

of a normal mill run (28) of scasoned undressed timber delivered
into Melbourne vards is approximately 67/; per 100 feet supor.
Using this figure as a base it is estimated that shipping costs now

‘absorb 20 per cent of final sclling price (approximately 16 per cent

pre-war). A reduction of the pre-war rate will be necessary before
markets can be extended under normal conditions of supply and demand.
Such a reduction could possibly be achievod by the provision of a
special timber ship and the installation of mcohan10a1 handllng
oquipment at port terminals,

318. PLYWOOD.

The Tasmanian plywood industry is of comparatively recent origin
and tho finalpattern of production is not yot stabilised as exper-
imental work on differcnt grades to be deovelopod is still in -progress.
At pregent the Tasmanian market absorbs approximately 30 per ocent
and tho Melbourne market 70 per cent of the total output. Thoe
compotltlon for the availablc market in Victoria is mainly on the
basis of produot. The distributors of such products as masonite

and caneite also inocur shlpplng froight rates and/or rail freights
I

319, The Tasmanian product is priced at the same level on an f.o.b.
basis as the ¥ainland product f.o.r, Howover, to place the Tasmanian

" Plywood f.o.b. costs 3d. per 100 super fcet more than the f.o.r.

costa, Approximately 7 por cont of the.final selling price is
absorbed by shiovping costs Lowor froight rates would assist the
Tasmanlian industry in compoting with substituto materials. The
present shipping services aro said to be adequate but frequently
stocks have had to be accumulated until space is providod,

320. NEWSPRINT.

’Tho avorage annual outout of the Boyor mllls is 27,000 tons. The
major raw matorials used are wood, in log form, obtained from

. forcst aroas in the Derwont Vqlloy and transported to the mills
~ by rail, and unbleached sulphite pulp approximately 7,000 tons of

which are imported annually fromCanada.

321. The total output is sold in Australia the approximate dis-

tribution as betwoen States beling as follows:~

.

(28) Inoluding all tho main sizes cut,

(26) On these @ higher margin of projit is obtained. .
- (27) The Commission took ovor the Launceston City Coun01l powor

- scheme under & rocent agroomonte
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TABLE XVI, | o N SR
: . o
bR I
K o t. t .t‘ ’
3 Stato , o Porcent, of total output, L
Tasmania ' 1
: o Victoria 31
! ' - Neow South Wales 50
‘ ' |Queensland ' 5
South Australia 8
] Western Australia 5
322. Tho company is required to pay on all Tasmaniq/Mainland trades
, the basic general carpgo ratc plus 50%, tho loading being applied
; o bocause of the spacc lost by the shipping companies due to the
{ , L cylindrical shape of the rolls., Data for 1939 arc not noccossary
' as tho Company was not opera ting pre war, the rates below (inclus-
_ive of 30% vwmr surcharge) being those at present ruling, per ton
weights- ' -
TABLE XVII.
; Routc. | o . Rate per Ton.
{ S Hobart to Melbourno and Sydney. B 59/~
: .+ - |Hobart to Adclaido. : 45/6
1 : Hobart -to Brisbanc., ~ 78/-
' iiobart to Fremantlo. ' 102/4
{ 323+ A broakdown of shipping costs pre unit (roll) of product .
‘ roveals that the sea carriage (incl. wharf handling) rate represents
] 74.6 por cent of the total cost, viz:i- - % s
o © . IiBLE XVITI.
{% A T : ~ Amount, Percentage of Tot-1l.
4 T Shordnjur stel ' 4., O, 6.3
; o Sea oarriago ‘ Te 2 . 74.6
E Mar'ino Insurance A 7. 11, . 12,5
War ‘Rick T ' 4. 24 6.6
‘ o 63. 3. 100, 0
324. The oroduct is sold on a c.il.f. basis in accordance with
N a provision in the sales contract with purchasors. It is calculated
that the shipping costs above rovresent on the average 1l.5 per cent
. : of the final sclling price. This is fairly high but is to be
j : ;- - oxplained in terms of tho bulk naturc of the product, difficulty of
] ' o handlirg, and the fairly low price ruling. = The main locating factor
: is of course, avallability of material in the form of suitable pulp--
l o E woods The proportion which inward shipping costs bear to the k
: e purchase price of raw materials is 40 por cont and this incroeases ]
g R total costs of production by approximatoly 10 per cent. On mainland
: . “markets the main rivals are Canadian manufactuors but no data wero
‘j c
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- averange cost of production of a racquet is £1.

142,

available regarding the cost of landing ovorseas newsprint in
Australia. ' '

PATENT RACQUETS.

Normally the Alexander Yatent Racquot Company is engaged solely
in the production of sporting cquipment, although during the war .
vears sections of the plant were switched over to the manufacture of
cahle drums, switch boxes and munition boxes.

%26+ So-far as s?orting goods are concerned the bulk of the raw
materials used in manufacturc are imported including ash from England
and Canada, cane from the Celebes and gut, binding, lacquors, paints,

.thinners, leather and tools from New South Wales and Victoria. A
- chenper line of racquets is also made from Tasmanian timbers which

are substitutable for ash,

327. It should be borne in mind that the location of tho Alexander
Company in Launceston was purcly fortuitous and it is freely admittod
that from an economic point of view it should be located in one of
the mainland states., Alexander was a carpentry teacher who ¢could
not afford to pay the necessary £5 for a racqueot. In making his

own he invented a new method of manufacture. "“Iaminated" racquets

- mado possiblc mass production and the division of labour now extends
- to 30 separate operations,

. A company was floated in 1926 and by
virtue of tho fact that a laminated racquet withstands high tension
they soon broke in on the world's markets.

320, This Company also operatcs under a systoem of price equalisation
and delivors goods froe to any store in any capital city. So far as
country districts are concerned the goods arc consigned to agents who
distribute to country areas and pass on the road or rail freight
oharges incurred. Tasmania absorbs only 3 per cent of total output,
whilst the Mainland Statces absorbd 7o per cent and 22 per cent is
shipped overseas.

329. So far as froight costs on imported/raw matorials are concerned,

~tho cost of importing English ash 1is raisod about 47 per cent. The

timber is transhipped at Melbourno, the cost of which reproesents
noarly 3 per cent of total freight costs from Lbverpool to Launceston.
Losses are incurred in storing the timber Because insurance for theft

" will not be aocepted by insurance companies.

330. It is calculated that inward shipping costs inorease the total
avorage costs of production by 35 per cent or 6d4. a racquet. The

The outward shipping
freight rate represents a further 2.5 per cent of production costs;
whore rail freight is necessary a further 3d. per unit- (1.25%)

1s incurred.

main rivals on Mainland and overseas

331.. The Alexander racquet's

' mquots are the Slazengoer, Spalding, Dunlop, Brewer and Hedley.

They are affected by rail freight rates to an oxtent and also by
shipping freight ratos so far as they sell in Tasmania, but the
proportion of the Tasmanian output oxported is greater than the
proportion of Mainland.racqueots produced that are imported. Hence,
tho total shipping feight bill payable by the Alexander Company 1is
groater. A lowering of freight ratecs would not increase sales,
but would raise tho profit margin undor which the Tasmanian 1nduatry
is operating. It should be noted that Governmental control of
shipping spance reduced considorably export trade in raocquets over the
wvar vears and it is likely that a percentage of overseas bUnIHOSB
has been lost as a result, —

. & N
532+ To offsot - shipping costs, it was suggested that a Government
subsidy should be made to industry based on some unit_cost, or
on a percentage basis according to total value of oxports. Henoe,
shipping costs as a faotor retarding production would be discounted.
Aotually, a subsidy of d“ per ocent (outward shipping costs - inward
are inourred by all Auutrallan manufacturers equally with the exception
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of minor items suoh as those on gut, tools, eto. from New South

Walos and Viotoria) would not overcome the disadvantage, of Tasmanian

location beoauso of the difference in Commission chqrges (not in-
cluded in the 2% per cent above). Mainland companies, selling

the bulk of their output on markets in . close proximity to the factory.
incur fewer costs of commission tha: the Tasmanian industry. However.
the offsetting advantage enJoyed by the latter is lower productlon

Y costse

333, WOODWOOL.

The actual position relating to tho level of productipnﬂénd
cost structure of the main firm engaged in this industry is .obscure
“owing to the destruction.of all plant and equipment by fire several

‘yoecrs ago and a recent change of management. However, it _is est--

imated that normal production would be equal to 22 tons a week
or npproxlmately 1100 tons per annum. -All raw materlals and man-

L ufacturlng accessories are obtained loca 11y. . .

334, The dlstrlbutlon of output uocordlng to the markets in.which.
1t is so0ld is as follows' -

* TABLE XIX, -

"IMarket. - - "+ | * "Porcent of Total Output,
Tasmania ., ' . : Less than 1 - ' L S
Vietoria -~ = . L . . .- . 50 C
New South Wales ... | = - .20 L
Queensland - ' : T 28
South Australia : ‘ _ ' 4
1 T

Woodwool is used mainly for packing glasswnre and fruit nnd vas oneo
sed extensively in Tasmania for. packing apples. ~ Queensland
produccs large quantities of the product mainly for packing around

- r.pineapples during cortain stapges of growth.

I}

"3356+ The Tasmanian product is usually quo€ed f.0.b. Tﬂsmanlan ports
a]though in some cases it is consigued to agonts, e.g. in Victoria
where the Company has established a firm agency system. Victoria
.provides the main markct owing to the shorter sea route to be trav-
ersed and lack of serious competition. However, the Queonsland

. market is the main factor in determining the stability of the . .

_-.'!.'

.Company's activities for unless: at least a quarter of total output
(275 t6ns) can be s0ld in that market the production would have
to bo curtailed with a consecquent rise in costs and dccline in the
_profit margin, The Tasmanian product has to compete with the
“Queonsland product on the opon markot on both « price and product
basis and an important factor in the former is the freight burden
that has to be borne by the Tasmanian product. A fagtor inflating
the actual freight charge that has to be p11d is the ocost of trans-
hlpplng ot Sydney. ’
336. 1t was not pO“”lblo to obtain completc dqta rolqtlng to the
financial operations of the Company for a normal year 'since to date
no year can be described as normal. = Instead, the researcher

. soloctod sample items.from the year .ending Novomber, 1945 from the
Cnmpnny ] books with the help of tho accountant v1z.
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IABLE XX,
b
Final Selling Comnission Freight Rate Marine
Price of Shipment (10%) (&)~ Paid (BJ. ITnsurance (C)
EELVictorla.
£13583 : £138 £209 : £6
2206 _ £221 £.258 £13
54434 _ £443 £759 . £15
. .

L e

- (C) Total Flnal Value of Output (Selling

337. Figures for minor items involved in exporting such as cart-

age and packing were not available but the three above are the

most important expenses. (Note inclusion of marine insurance).

In respeoct of the three shipments above the total of columns (A),
(B), and (C) represents 25.52, 22,30 and 21.48 per cent. respectively
of final (gross) selling price. The average percentage figure is -
23.10:8¢ far as Queensland shipments are ooncerned approximately

© 28 per ocent of final selling price is absorbed by shipping costs.

Such & high ratio of shipping costs to total costs (including profit)
is to be explained by the low selling value per ton of woodwool and -
its relatively large bulk (of. cemont). The main variety (medium)

is now selling at £12.10.0 per ton f.o.b. Pre war this same
variety sold for £8,10,0. per ton f.0.b. but realising £10.0.0. on
the Tasmanian wmarket, whore no shipping costs were involved. The
Company stated emphatically that a lowering of rates would enable
larger shipments to be placed on Mainland markets., Wartime
rationalisation of shipring did not affect shipping space for
woodwool as the product was granted a priority, large quantities

‘being used for packing parachute supplies.

' 338. METAL LOCKS.~

The firm investigated is the largest Australian manufactuer of
locks. All metals are iwported, including sheet and ingot brass,
castings and keys. Locks represent an extreme case of a product,
which is of low bull but high selling value. Hence, shipping costs
may not be expected to be a dotermining factor in the planning of -
output policies.  New South Wales absorbs 50 per cent of total
output the remainder being distributed among the Victorian, Queens-
land, South Australian and Now Zenland markets. Only a negligible

- proportion is sold in Tasmania.

339, The locks are consigned direct and are sent package rate

through a shipping agent who pays all shipping costs-and charges

the appropriate fec. Date relating to the proportion which shipp-

ing costs bear to the cost of raw materials purchased and final

vc}llng price are presented below for a year of average experience:- -

(A) Cost of Imported Raw Materials and Accessories. £3,223.

(B) Inward Freight Charges (Included in A) . —7 . 180,
Percentage of (B) to (A) . '5.58% '

prlco) £21,000.
(D) Shipping Costs Incurred in Marketing ' _ _
Output (Indluded in C) £120.

Porcentage of (D) to (C) . 0.57%

Percontage of (B) plus (D) to (C)
(i.e. of total imvard end outward
shipping costs to orice) 1. 437

Hence, insofar as shipping costo are n burdon at all it is in

relation to materials impnorted. That is, shipving costs .represent

-
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. which is at present £31.1.11 per ton o.i.f..

145,

tho price of locating at a distance from the supply of raw mat-
cerial not from the main markets. Competition, at presedt, is
not keen enough %o make the shipping cost item a factor affecting
the firm's ability to place thoe product on the mainland market,
although competition may be expected from American imports at a
later stage.. ' ' o

340, CARBIDE.

The Tasmanian firm at Electrona is bound, under its arrangemont
with the Commofwealth Tariff Board (being sole Anstralian manu-
facturers of carbide) to delivor carbide to all the main ports
throughout the Commonwealth ot approximately the same. landed price,
The average annual
output 1939-42 was 9,000 tons, declining to 6,500 tons in 1943
owing to a reduction in the requirements of the services. The
distribution of consumption as betwoen states is as follows:= -

TABLE XXI.

Stato ‘Consumption. Percent of Total.
(Tons)

[Tasmania 100 " 1.3
Victoria 2,000 26,6 .
How South Wales 5,000 40,0 '
Quooensland , 1,500 20,0
South Australia 500 6.6
Westorn Australia 400 5.3

. ‘very inelastic.

An overseas market existed prior to 1941, about 800 toms per annum
- being absorbed.: A

341. The average cost of landing carbidé per ton copitel cities

is £3.8.2, the average [{.o0.b. value being £27.13.9 and avorage

cost of production £23,.,3.9, Hence shipping costs represent '
10.76 per cent of final selling price (£31.1.11), or 12.81 per cent
of totanl production costs (including shipping costs). :

342, Twenty vears ago carbideo vms used for domestic purposes such
as home lighting, but the demand was small and elastic. The main
use now is in industrial procosses, and this industrial demand is
A rcduction in tho shipping costs incurred in maXe.
et would lower selling prico but the resultant effeot on con-
sumption would bo negligible. Howevor, freight costs would play
a major role if Tasmanian carbide is to be marketed oversseas.,
Again, inward freight costs on raw material are a considerable item.
Anthracite imported from Wales at £2.12.3 per ton in 1938, now
. costs £9.11.0-per ton this sharp increase being attributed to highor
landing oosts.
- 5,000 tons of ¢coke and 130 tons of tar per annum,

34%3. CANNED AND FRESH FISH.

- " Reference was made to several firms engaged in the export of
frosh and cooked fish to the Mainland but the data available was.
very unsatisfaotory. In particular, the ratio of shipping costs

.%o selling price varied widely from firm to firm, vizi- Melbourne,
12.5 to 1.75 per oont. , Consoquently, we shall be concerned,solely
with a now firm engaged in both the frosh and canned,fish trades,
Fish Canneries of Tasmania Ltd. Canned fish roepresents approximately
four fifths of totol output, The Company maintains five centres,

Interstate imports include 700 tons. of steel sheots,
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~cost.

" the raw matorial (3d. per 1b.) tho ratio is .13d: 3d (4.33 per cent).

'544.

.of shipping costs to price is3.1 per cent;

nll availabhle suool1us.

146,

namely, at Dunnalley, I'linders Island, Devonport, launceston

and Margate, A Commonwealth wide warket is envisaged when -
tho necessary production is achicved, but at present Victoria
is the main market with Tasmania absorbing 10 per cent only of
-output. The decentralised nature of onerations results in

o somewhat complicated system of distribution. The Flinders
Island catch is shipped to Launceston and thonce transhipped to
Melbourne, although occasionally a direct service may be avall-

ables Hence, total frelght costs aro as follows:-
Flinders Island/Lo.unco.;ton £1. 8. 6.
Launcoston/Molbourne "£1. 0, O. plus 8/-
transhipment and other chargos.
o)

343. The output from the Dunalley and Margate works is shipped

via Hobart although a jetty is now being constructed at the latter
centre to borth 1,000 - 1,500 ton vessels which will be able to 1ift
tho fish dlroct A11 frbnh fish from both Flindors Island and

The cannod fish is sold dircet to wholosalers at an average-
Where transhipment costs are incurred

184 6.1 por ton, the ratio
where shipment is
dircct from Flinders Island or waunceston this figuro is-1.6 per
cent, Data rclating to Hobart shipments are not available as
the Dunnlley and Margate plants are not yet working on a normal
production programmo. lowevor, the figures above are sufficiont
to indicate tho relativo unimportance of shipping costs in the
canning section of this industry. The marketing of fresh

price of £95 per ton.
the total shipping costs being £2.

.fish so far as this Company is concerned is secondary to canning

and is the means whereby non-canning varieties included in the
catch are disposed. Viectoria is at present the main market owing
to that State's proximity and superior handling facilities.

The Australian canned fish markot has always beon under '
supplied and, in any casc, thero will be a complete absence of .
competition for the next two years as U.NLR.RLA. will purchasc
Ultimately, serious competition from
American imports must be expected though horo the dollar queut1on
enters, and in respect of such a commodibty as canned fish dollar

purchasos may woll be limited to hoelp ration out the available
dollars for more essential purposos. Hence, the Australian (Tns-

345,

manian) industy may roccive for a few yoars a certain degree of

protection.

346, .The problom of rail freight charges incurrcd in trans-
porting frosh fish from )nvonport and Burnie to Launceston should
be noted. The rail freight rate from Hobart to Launceston

is uJ/L por ton; from Surnie to Launceston it is 45/L per

ton and as o rosult no supplies aro obtained from Burnie fishermen,
The rate Devonport/Launceston is 52/- per ton and Devonport is
the main sourcc of supply for the Launceston works except in cer-
tain hoom sepsons when supplios are also obtained from Dunalley.
At present fishermen recoive £28, 0., O, per ton for couta, the -,
main canning variety. The cost of canning 1 lb, of fish is at
present 10d. (also selling oprico). The rail freight cost is
equal to .13d per 1b., (or 1.3%) and is included in this total
Relative to tho value of the finished product, the rail

freight cost is insignificant. However, relative to the price of

$47. IRUIT JUICHo, VIINES.

3 : 3 2 13 i » g
The two main companies engaged in this industry were approached
and it is conveniont to treat them separately, viz:- .
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(a) Lochiel Liguers. (Launceston).-

present productive level in the last few yéars and henco
it is not realistic Yo refer to pre-war data.

Actually, the liquour industry in Northern Tasmania
commenced operations in the form of a hobby in a
busincssman's week-ond cottage on the banks of the
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(1) This Company has only expanded to anything like its "%
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in Sydney and Melbourne are 3/- %o Western Australia-Z/G
and to Brisbane G/L per case. Respectivoly these

costs represent 2.7 6,8 and 5.5 per cont of final
selling price.,' lence, thc overall relation of shipping .
costs to (equalised) selling price is § por cent
oxactly. This feirly low figure is to bo expected

from the naturc of the product, Howover, it is
understated to the extent of insurance charges which

are at a high.rate to cover the effects of wharf
pilferage, ospecially in Sydnoy (during the transhipment
poriod.) Another coricealed cost is the inability to
ship direct to Brisbane and Perth thus preventing agents
buying in large quantities of say 300 - 600 cases.

At present direct boats run to Brisbane once every two
months only and to Perth once every three months only.

River Tamar., With an export markot absorbing 85 per e
cent of a total output of 12,000 cascs por annum the %%f‘
plantis not well situated at Launcoston, Again, I
three~quarters of the raw materials andaids to manu- j§‘
facture are importod from the Mainland, including ‘sugar i
. from Sydney and bottles from Melbourne, i
: 3,
(11) The averago price realised per oase c.i.f. any capital i
"~ city is £5.10,0, Shipning costs to the-main markets i
{

(b) Port Huon Fruit Juices Pty. Ltd,

(1) This Company comnenced operations in 1940, the present
annual level of production being as follows:-

TABLE YT,
Product - Quantity (1944 figures)
_[Raw Fruit Jduicos) ' 210,000 gallons,
Fruit Syrups ) : -
Liqueurs 10,000 cases
Wine Cocltail 2,000 cases

Raw fruit totalling 1,500 tons annually is obtained
from' local growers, whilst sugar 1is imported from Sydney -
on a o.i,f, basis.

(i1) Most lines are quotod f.o.b, except tho® exported to

- Viotoria, which are quoted c.i.f, for competitive
roasons. (Average Victorian production of wine and
spirits is approximately 7,000 proof gallons annunlly),

(111) Berry syrups, cherry J4gqueur and othor liqueurs aro
pricod f.o.b. dobart at 19/-, 110/6 and 135/6 por
dozon, Total shipping ocosts to Victoria (main markots)
equal 1/@ poer dozen and henoce shipping costs represont

, . 8.4, 1.6 and 1.3 por cent respootivoly of selling prico.

N
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The main factor in markecting this product is not one : .
involving transportation cost but the sales efficiency g
of agents., For example, the South Australian market pkff‘gA‘<‘
. for Port Huon fruit juioces is an extensive one due i o
solely to the vigorous selling policy of the firm's
agencies, Wherever possible, shipments are sent direct
from Hobart, but those for South Australia have to
~be railed to launceston because of the lack of direct
shipping contact between Hobart and South Australia.
The shipping cost item of 2/3 per dozen Launoeston/
Adelaido is, therefore, increased by 2/@ per dozen to
cover the rail freight. Using the same price data
as before the proportion of selling price absorbed by
shipping costs is 18 .9, 3.8 and 3.2 per cent respect~
ivoly.

'} co '(o)'General.

A reduction in the ruling freight rates would almost cortainly-
S result in competition from Mainland manufacturers, who are only
prevonted from breaking in the Tasmanian market by the freight costs
. they would inocur. So far as overseas markets are concerned, orders
could not bo accepted during the war but it is anticipated that
shipments will soon bo scnt to Iraq, Africa, India and the East:
Indies. Availability of shipping rather than freight costs will be
‘tho determining factor, since the lines to be oxported are the highly
priced liquers. : '

.//‘

346, JAMS.AND CANNED FRUITS AND VEGETABLES. (29)- -

In order to errive at an average distribution of the products
of this important industry (or group of industries) as betwoeen. local .
-« -+ and oxport markets an average of five selooted yearshas been oaloulated,
vizs-

TABLE XXIII. -
)

Market. Percent of Total Cutput.

Tasmania

~ [Viotoria

_[New South Wales

< lQueens land

" |ISouth Australia
iostorn Australia
Overseas 2

LAV IO
N MN®WN OO

3

349, Only very limited data wore available in respect of the rolation:
of shipping costs to the cost structure of the industry but the ,
: largest concorn (H. Jones & Co. Pty. Ltd.) submitted a figure of N
R E 3.5 por cent as tho proportion of total cost of production absorbed : ,3  B
by shipping costs. This 3.5 per cont is in excess of the 3 per cent L -

gross profit margin (30) on wnich the Company oporxtos. The present e
" levol of not profit is onlv 1% per cent on that part of total output = S
50ld in Australia. Any rise in the present profit deponds upon SO

. o

(?9) For obvious reasons it is more convenient to 4roat prooesued
applos with fresh \pplO& in the agrioultural group.

(SQ) Out of whlch taxes are pald. . " o .‘;}&ﬁ‘?“
N o ¢
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oither a reduction of Company taxation, or a rise of final uelllng
pricos or a reduction in shipping couts.

550, Although, the Tasmanian industry has the advantage of long
1 . esbtablishment and is atle to exploit the cconomies to be derived
; .. ’ ' from large scale production mainland factories situated at the
source of supply for tinplate, sugar, labour and all other
factors (with tho exception of berry fruits), are lowering their
cost structure. Hencc, it is likely that shipping costs w1ll be
a more important factor than in the paste.

351. Boeforo proceeding to our noxt scction, a discussion of
the effocts of shipping costs on the Tasmanian mining industries,
J ' : - it is convenient to summarise the above data relating to the
- o “proportion of final selling prlco absorbed by shipping costs, (31)
‘ S vizs
TABLE XXIV,

i SN : L < Percentage Relation of (Out-
1 .« . | Commodity. Reforence Parase | ward) Shipping Costs to Final
o ‘ - : Selling Price.

Comomt | 274 - 200 . | 1938 (Average) - 20.19
- -~ . 1 1944 (Average) - 27.52

Chooola?e and - Normal average for all pro--.7
Confectionery 291 ~ 309 - duction - 6.5

Toxtiles - 310 (a) & (b) | Patons and Baldwins:- Normal
‘ " | average =~ 2.85

Kelsall and Kemp:- Normnl

average - 1,84

Wo?l and Processed - | Snipping costs as a % of
: skins. -] 311 - 314 ' Production costs ~ 5.66
E Timber - S 314 - 317 ' Eresent £ -
f o T | Brosent figus - 88,
| Plywood N 318 - 319 - | Present figure - 7
3 . |Newsprint .| 320 - 324 . Average figure = 11,5°
Patent Racquots 325 - 332 .| Shipping costs as a % of Pro-
. I _ b : duction costs (Avorage all
o I = lines) - 2.5
Woodwool l 333 = 337 . | Victorian shipmonts - 23
o ' ' Queensland shipmonts - 28
Metal Locks. . | 338 = 339 "Normallaverdge - 0,57.
Carbide ]340 ~ 342 ‘ Presont figuro (Fair average)
) ’ - 10,96
o ) Canned fish =~ | 343 = 346 , Prescnt flgures - 3. 1 1.6
P bl . .
- o : (Av.-2.35) S
Fruit Juices - o Lochi@l(Liqucrs). .
4 ' c and Winos, | 347 (a) & (b) | Vie. & NE\W. = 2.7)
I o B © - | Quecnsland ~ 6,8 JAv. 5.0
i o . S i B WA - 5.5
N N B - : _ . - Port Huon Fruit Juico P/lta,
S - S : A : | Vie, Borry Syrups - 8.4)av 13.6

Cherry liquour - 1.6)
Av, 5
Othor Liquers - 1.3 ) Ve 2.

S.Ah. Borry Syrups -18.9)Av.. 10.

Ui-” . o ' o . - Uherry Liqueur - 3,8)
: : ' ' " {Obher Elquors - 3.2 )Av 125
Jams and - : . . | Shipping costs as a % of Pro-

Canned Fruits etcl 348 = 350 duction Costs -.3.5,

'.(31)( Vido also Chapter VIII, -




Class II. (11-20 por cent)

150,

It will be observed that the above percentage figurcs range from
0.57 to 27.52. Of course, any average figure for the ovorall
relation of shipping costs to final solling price would not be
realistice, and, in anyl case, tho data are not strictly comparable
and hence not amenable to such treatment. We may, however, group
tho industries according to the percentage figure of shipping

costs to final uolling price, viz:-

Class I, (Over 20 per cont)

Comont - 20.15 to 27.52 .
Woodwool - 23 tp 28, '

Timber - 16 to 20,
Berry Syrups = 13.6
Newsprint .= 11.5

Carbide - 10,98
Class IIT, (6-10 per cont)
Plywood -7

Chocolate &
Confectionory = 6.5

. Class IV. (&5 »or cont) oo ' .

Wool and Prooessed Skins - 5.6
Lochiel Liqueurs - 5.0
‘James and Canned ¥ruits - 3,5

6

Class V. (less than 3 per cent)

Yarn (Patons and Baldwins)— 2.85
Port Huon Liqueurs - 2.5
Patent Racquets - 2.5
Canned Fish - 2,35
‘Woollen Cloth (Kelsal & -
" Kemp) - 1.84

Metal Locks - 0,57

It should be remembered that sach of the above industries have one

faotor in common, namely, that the bulk of total output is exported

"to interstate or overseas markots. Of the six industries in

Classes I and II, although shlpping costs represent an important

+ itom of oost it is not likely they played a decisive influence:

in the location choice, But, with the sole exception of carbide,
they do lower the proportion of final selling prico available

for profit and hence place the Tasmanian oxporter at some compet-
itive disadvantago. In respect of the eleven industrices included
in Classoes III, IV and V it is only necessary to roefor again to
the' problem fnood by Cadbury-Iry-Paseall. There can be little
doubt that the factory, from an oconomic point of view, should
not bo located-at Claremont and the freight burden is one of thoe
main costs of isolation, ‘

o o _
"352, It is now proposod te analyse the shipping cost problem

in relation to the overall cost astruoture of tho main Tasmanian
Mining industries.

- 863+ COPPER.

Tasmania is the chiof source of copper in the Commonwealth,
approximately seven tonths of total production ceming from this

.State. The Mt. Lyell Mining and Railway Co. Ltd. at Quecnstown

operates the State's largest copper deposits at It. lyell, in the -
Wost Coast Rango, from which eleotrolytic copper is produced.
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~ mined what course was adopted. A premium vas allowed on wire bar
- above cathode copper, If wiro bar was required for cxport, the

151.

" The only other producer is the eleoctrolytic zinc company qt

Rosebery which treats complex ores containing a small percentage
of coppor.

354, The copper mined in Australia is sensitive to price movements. '
At the outbreak of war in September 1939 the price of copper in
London was £.5tg.51 per ton. This was subsequently increased to
£.5tg.62. Australia's annual production is between eighteen and
twenty thousand tons of which it. Lyell produces 12,500 tons.
Prior to the war Australia produced suffioient copper for her own
needs and had an exportable surplus. Soon after the outbreak of

“war in Septembsr, 1939, the British Ministry of Supply expressed
its willingness to purchase, under contract, any surplus electrolyt-

ic copper up to 7,000 tons but with expanded production in the
munitions industries no quantity became available for export.

In fact, the Commonwealth, during the latter war years,. produced one
ly 50 per cent of its total requirements.

355, In Australia the price was fixed at £A63,17.6 per ton on

19th December, 1939. Increased mining costs-raisod the price by
various steps to £100 per ton plus a £5 bonus on all copper produced
above the basec tonnago set by the Commonwoalth Controller of iine

““"erals for each company.

356. Coppor is marketed in differnet shapes and forms. On the
London Mctal Exchange unrefined copper is deliverzble in slabs

or bars, fire refined copper can be delivered in cakes, ingots
and ingot bars, while electrolytically refined copper is deliver-
able in the form of cathodes, cakes, ingots, ingot bars and wire.
bars. These extorior forms of copper are mostly determined by
the purposo for which the wmotal is used. Thus the cake is par=-
ticularly suited for rolling copper plates, the wire-bars for '

“wire production, and the ingots for casting and tho production of

ullOyB- . -

8E7. Prior to the imnediate pre-war years, when the Commonwealth
began to consume the whole of Mit. I&ell’s copper output, the
Company oxported to Great Britain and sbld its copper on the

- London Metal Exchange in electrolytically refined wire bar, or as

cathode copper. The course for either wire bar or cathode deter-

L

cathodo copper had first to bo shipped to Port Kembla and there
melted into wire bar by Metal Manufactures Ltd., a Company in

" which Mt. Lyell itself is largely a shareholder. From Port XKembla
it was reshipped to London. A ‘

358, Eactora entering into markotlng, or what the Company calls
rcallzatlon, costs at this stage were:-

(1) Freight charge to Regatta Point \Mhoquarie Hhrbour) por

A K the Company's railway.

SN, : .

(2) © (&) Shipping and insurance charges to Port Kembla (32)
togothor with handling expenses, if wire bar was
required.

(v) If not wiro bar, but cathode, then shipping and
incidental exponses to an Australian port where
it oould be picked up by an overseas ship.

(3)  Molting into wire bar at Port Kembla if (2)(a) oporated.

(4) Reshipping to England, together with insurancd and handllng

charges, .

B

(6) Storago and marketing costs ohargod.by tho London Motal Ex-
chango.

= e — .
T32) Vossols plying tho Strahen trado are of the ! 'special purpose™

olngs., - Thoy must be able to work Mac uarie Hard n rolativel
shallow draft whon loaded. ua ar our.o " rolativety

e,
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For that part of the copper which was required in Australia,
numbers (4) and (5) do not apply. Realisation costs over the -
poeriod 1921-39 wore maintained at a feirly steady figure when
accounting for approximately 9.6 per cent of total costs of pro-
duction. It will be observed that item (1) above should not be
included according to our decfinition of shipping costs but the

‘available data do not separate out each item. However, it is’

not likely that the inclusion of local freight costs exaggorate
to any groat extont the ratio of shipping costs to total costs

" of production and/or selling prioce.

TABLE XXV, (33)

Q
ANAIYSIS OF COSTS OF PRODUCTION AND MARKETING OF COPPER PER TON( A.)
Ttem. v 1916-2}//1933 1935, [ 1936, ] 1937.1088. | 1939, *
Mining 29 | 4.8 | 20,0 | 23.2 | 25.9 |29.56 |28.8
Troatment 33,5 |14.8 | 14.0 | 14.2 | 15.8 |18.2 |19.2
}-’Ianagomem 3 1.8 1.3 1'5 108 1-7 103
4.6 | 4.5 | 4.2 | 4.3 | 4,5

Roalisation(A) 12 | 5.2

Total 77.5 |46.6 | 46.2 | 43.4 | 47.7 | 53,7 |53.8

less Procious
Metals and ‘ L
Pyri’be_s. ' - 4;9 605 6.7 6.3 702 7.4:

Total Primary

Costs (B) 77.5 |41.7 39,7 | 36.7 | 41.5 |46.5 46,4

Prospccting & . : : :

Dovelopment. 5 2.3 2.0 2.5 2.2 1.6 2,0

Depreciabion 4.5 | 2.2 2.5 5.5 3.8 4,0 4.8
/r‘

Total Secondary ¢ ' _

Costs (C) 9.5 | 4.5 4.5 6.0 | 6.0 5.6 6.8

Total Costs (D)67.0 146.2 43,2 | 42.7 |/ 47.5 |62.1 53.2
London Price o
of Conpor

lea(E) ©102,0 [46.0 | 41.8 | 50.9 | 75.5 (56,0 | 61.6

~A Profit or .
LOSS per ton *15.0 -*-0.2 -1.4 '&8.2 428.0 4319 48.8

L e e bow 10 vt e . m——

Porooent of ’ : :
(4) to (B) 15.5 |12.5 11.6 | 12.3 1 10,1 | 9.2 9.7
Percent of” -

(A) to (B) =

It will be observed that tho proportion of both total costs of
production and solling prioo ubsorbed by shipping (realization)
costs has stoadily declined since 1933, and in 1939 representod
8.5 and 7.3 per cont respectively.,: Note, howover that the
market prioce of covper was often so low that tho industry had
diffioulty in meeting total costs. During the war years total

plus (C) ° 13.8 [11.2 10.4 | 10.5 8.8 8,3 8.5

Poroent of _

(A) to (BE) 11,7 {11.3 11.0 8.8 5.6 747 7.3 i
— : ‘ 1 I R

(33) Data for this tablo oxtractod from Mr. Brinsmead's thesis.
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‘costs have risen due to (1) the increased prices of factors enter=
ing into production and (2) an intensification of the socale of -
operations with the existing plant and a dwindling supply of
"labour.. .It is likely that costs are now approaching their

; - - -+ previous high level for the 1916-21 period of £87 per ton., This
1 ' L " is largely due to the diminishing returns arising from the

' geographical nature of the oopper lodes (see(2) above). The

R S + faotor of diminishing returns is the main determinant of the’ lovel
1 - of costs and the profit margin.

369. Since 1939 markoting prooedure has changed somewhat. MNt.

Lyell's ocopper is all shipped via Regatta Point to Port Kembla

where it is melted into wire bar by Metal Manufactures Ltd. for-
. the Commonwealth Government. This process is an expensive one.

" Tho Australian price for refined electrolytic wire was fixed at
£100 per ton delivered buyer's premises, Just where the Common-
wealth Government has required delivery is not known. Metal
Manufecturers Itd., acting das Agents, sell the coppor to the
Commonwealth Government receiving payment in full, and out of such
deduct all marketing expenses, and remunoration for melting. The

' ., main difference is that price is, for the time being, no longer a
" "7- fluctuating factor, and all copper goos to Port Kembla. The

- Commonwealth Government purchasos the whole supply and export is

banned,

.. 360, EINC.. | !

Of the 163,386 tons of zino produced in Australia in 1938,
Tasmania contributed 25,366 tons from ores mined in the state, and
produced 69,820 tons of refined zinoc at the Risdon plant, The
_chief source of zinc in this state 1s zino blende, a sulphide
. of the metal, These deposits contain silver, lead, coppor and
gold the recovery of which adds to the profitable working of the
zinc, Tho best knovm deposits are thos of the Reed-Rosecbery ficld
whore reserveés of 1,500,000 tons oarry from 18.4 per cent to 21.3
per cent of zino, 6.4 per cent of lead, 8.5 ozs of silver and

© 2,12 dwt. of gold per ton. = Thoe acquisition and final successful

- exploitation of the large zine body came as a result of the
successful refining of zinc concentrates to the pure metel by the
Eleotrolytic Zinc Co. of Aust. Ltd., at Risdon,

361. From the point of view of the theory of the locatlon of
industries it is interesting to note briefly the following. 1In
the pre 1914~18 war period such factors as cheap fuecl, low labour
costs, long exporience and close control prevented Australia
competing in tho world market by treating her own zinciferous raw
matorial. Further, in 1913, Australia was importing from 30,000
to 40,000 tons. of brimstone from Sicily and Japan for sulphuric
acid manufaoture. Henco it beocame obvious that if Australia could
treat her own zinc sulphide and recovor the sulphur for superphos-
'ﬁpnté manufacute, for which therc was o growing demand, zino
production would boecome much moro profitable. North Broken Hill
Ltd., South-Broken Hill Itd., and Zinc Corporation Ltd. becamo
intorestod for thoe roeason that thoy wore anxious %o find cheap
trontmont in this country for thoir zino concoentrates shipped
ovorseas. By applying tho .eloctrolytic process to their sulphide
ores, theso oompanies developed a suitable way of troatment. The
deciding factor in the choico of location for a treatment plant
» . S dopended upon cheap elcctrical power, In this regard Tasmania
! . ' oo had the outstanding advantago, for choanp hydro-electric power
L _had already been developed by an oxtensive Government hydro-olectrlc

schomo (commoncod in 1914.) Tho presont Company now has o paid

up capital of 3% million pounds and production has now roached the
Lo capacity of 200 ‘tons of zino por day, using approximately 42,500 H.P.
s - of power (34). The works are situated at Risdon, five miles from

(34) ouppliod by the Hydro-Electric Commission ab a contract price
Of £20 pOr }I P. . :
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Hobart on the banks of the River Derwent, Besides the production
" of Zinc, superphosphates fertiliser are manufactured from sulphurio T
aoid recovered as a by-product. Another by-product is oadmium, S
small quantities of which are present in the zinc concontrate. S

362, At present zine ooncentrate supplies are drawn from Broken «jf
Hill (N.S.W.) and Rosebery (Tas.) in the approximate proportion . SN
of two thirds and one third respectively. Approximately, k
70,000 tons of zinec and 175 tons of cadmium are produced annually
together with a lead silver residue containing approximately
2,400 tons of lead and 211 ozs of silver, The approximate pro-
duction of superphosphate fertiliser is 22,000 tons por annum.

o :
-363. The production and marketing of zinc may be summarised thusi-

L SR R ST
' -

. .
‘ ' ’ .

e

Mining ot Read-Rosebery.

Concentration at Rosebery.

Roasting or calcining at Zechan.

Transport to Risdon. :

Purchasing of Broken Hill concentrates and transport to. Risdon.
Risdon Eleotrolytic treatment.

Marketing costs (Australia and overseas).

e o ol e ot
Ty s e o =
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-
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Ttem (a) above may only bo considered the cost of locating in vl
‘Tasmania in a limited sense, for transport costs of a similar kind B ORI
would have been incurred wherover the plant vas located. S

364, The first transport phasoe is the conveying of the orude ores . I
from the mines to the Rosebery reduction mill, Thc copper con=- FCoasT
centrate is railed to Burnioc and shipped to Port Kembla where it
is smelted, refined and melted into metallic copper., With the
copper the greater part of the silver and gold is recoverecd. The
lead concentrate is railed to Burnie and thence shipped overscas
e.fs to the United Statoss This concentrate containg 35 per cent
of lend, The production of these two motals is on too limited

a soale to allow profitable troatment by the Company, and is

thoroforo disposed of as indicated. /

365, The third and final float, that of zinc, is railed to Zechan
for further roeduction in the rogsting plant which reduces tho

- . sulphur contont by about 50 per cent. It is then railed via
Burnie to tho Risdon trcatmont float. - This concentrate consists
of 82 per cent zine, I% is understood that tho Zeehan plant is
to be superseded by a roasting plant at Risdon whero it is hoped
to make use of the sulphur. As the Electrolytic Zino Cé. is
primarily a treatment company, it is concerned with the purchasing
of additional zino concentrates to allow economic treatmont of its
ovn ores whilst concerning itsolf with the production of eleotro-
lytic gzinec. ' :

5686+ Tho additional concontrates which form tho bulk of the raw

matorinl aro purchased from North and South Broken Hill ahd Zine 'jﬁ;a*i ,
~ Corporation mines. The oxisting contract governing the purchaso AU
of this conoontrato supply was made in 1930 and expires this year S
(1945). Tho price of the concentrate f.o.b. Port Pirie, or other 'ﬁ{ T

Mainland port, is based usually on the average prico of zino
rooceived each year, -

yoo 567. As mentloned earlior the deciding factor favouring the choice
of Risdon was tho availability.of cheap cleotrioc power, ossential
for the metallurgical process cmployed in zinc manufacture. The
required quantity of power (45,000 H.P.) is mado available by the o
Hydro=-Electric Commission for the low price of £2 per h.p. Two S COE
othor locating factors should bo notod. Firstly, Risdon's ‘ N
facilities for interstate and overseas shipping made it ideal S
for the shipping of concentrates from the mainland and for tho o O

- oxporting of refined electrolytic zinc to overseas and mainland | S
markets, Secondly, Hobart was of sufficiont siza to supply labour L
(now approximately 1500 employees.) A A K .

B
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368, No data were available in respect of production costs and
hence it is not possible to compute the ratio of shipping costs-
to total costs. A dividend of 14 per cent was declared in
1939-40. We may, however, relate the shipping freight rates
(only) ruling pre-war to final solling price, vig:=

(1) L.M.E. price (Aug.1939) : £A25.8.9 per ton.
(2) Freight rate to England, - : 28/~ per ton.
(3) Percentage of (2) to (1) : 5.5
- (4). Australian price (delivered
buyers' works) _ 2 £420,0,0. per ton. -
(5) Freight rates. (35) :
(Melbourne : 20/~ per ton
’ . (Sydney ‘ : 20/~ por ton
" Hobart = to (Brisbane ' : 39/~ per ton
(Adelaide ' : 28/6 per ton
(Perth ~ {52/6 per ton
. (6) Froight ratos (5) as a
percentage of Aust-
ralian price.. '
(Melbourne : 540
, (Sydnoy ¢ 5.0
Hobart to (Brisbane . 9.7
(Adelaide : 7.0
(Perth :13.1 .

369, Although Tasmania ranks high as a producer of zinc conoen-
trates, tho output of metallic zinc output is small. This
indicates that smelter accommodation has been provided cheaper
olsewhere, principally in Belgium and Germany. Tho only plant
operating in Australia is the Risdon works. The advantagos of
cheap ~=»:rund water transport facilities have resulted in very
low production costs. The oapacity of the plant has increased
during the war, and but for wartime difficulties production would

. have doubled. If the demand for zine oontinues to remain firm

it-1s likely that all zinc concentrates produced in Australia
will find olectrolytic smolting accommodation at tho Risdon plant
which will becomo onec of the leading zine smolter countries in
the world. ' . .

. 370, SILVER LEAD,

e ey N

Productive silver mines have generally beon confined to tho
Wost Coast Range and the chief sources of extraction have been

" from galena, a silvor lead sulphide mined at Zeehan, Dundas,
- North Mt. Farroll, Ht. Magnet and the Mt. Claude district, sccondly

Tfrom blistoer copper mined at I+, Lyell and thirdly from complex zino
lead sulphide ores of the Read-Rosebery field. With the re-
oponing of this latter ficld by the Electrolytic Zinc Company

in 19386 the zino lead ores from that field thon became easily
tho.most important sources of silver in this stato. Load on the
othor hand, has been produced in joint supply with either silver.

or zinc or both, In 1959, 11,020 tons of lead woro produced

and 1,278,116 ounces of silver, being valucd at £4173,670 and
£118,310 respectively. ' o

371. Transport costs first enter thc cost structure of the Tas-
manian industry in the carriago of the ore from minos to milling
plant. A company's loaso may be oxtonsive, covering some

hundreds of aores, or a company may minc sevoral loases at vary-
ing distonces from the rcduection works. Tho reduction plant

is placed so as to roduce costs of transport from all those points,
Sooondly, therc is the transporting of the concontrate to tho
smelters. For this roason smelters aro gonerally in close prox-
imity to the recduction plant as at Mt, Isa, Whore the output,

of a mino does not wnrrant tho ercction of a smelting plant, thon

~the- trqnsport of the concentrate becomes nooeseary.
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The Tasmanian companies, having no smelter acoommodation must
forward all concentrates overseas, and henoe shipping costs are
a large item of cost (reducing the selling price if sold f.o.b. )

372. For the reason that produotion of lead is too small to
warrant local smelting, marketing for the Tasmanian producer
finishes early. These producers are approximately 80 miles from
the port of Burnie, and the freight cost over this distance
approximates tu about 10/~ por ton for Rosebery and £1,5,0 for
North Mt, Farrell, The foreign buyers sometimes purchase f.o.b. .
Burnie, and others require delivery to their smelters. North

Mt. Farrell and Magnet concentrates are concentrated to about

70 per cent metal and, pre-war, were shipped to Belgium,

Rosebery conoentrates of 50 per cent metal have been sold prlnc-
ipally to America. '~ The disadvantages of transport are moére than
offset by the concentration of smelting in the low cost plants
provided by continental and American interests., Further, as lead
oxports from Australia are very considerable, and even if smelting
took place in this State, the bullion would still have to find
overseas markets the only advantage being that of shlpping/hetal as
against concentrates, which carry anything from 30-50 per cent.

©of vaste material.

373, The North Mt. Farrell Field.

After the ore is milled to a 75 per cent concentrate carrying
approximately 88 ozs of silver to the ton, it is railed to Burnie
at a cost of 23/¥ por ton, Prior to the war, a most remunerative
market was found in Belgium for the concentrate, where there is
also smelting accommodation.s The wartime procedure has
been to ship to the United States, where it is sold as a concen-
trate to smelting companies for approximately £18 net per ton

- oalculatod on the metal returns, although prices vary from month

to month in Amerioa.

374, Tho wartime shortage of shipping space has meant that large
quantities of the ore have had to be stored at the Burnie wharf
in anticipation of a ship boing available. Handling and wharfage
charges total B/L per ton., The American smelteries purchase the
ore delivered at their premises. Such a procedure throws the
burden of shipping and insurance on the Company. _ Insurance rates
are 20 por coent of the declared value on all concentrates entering
tho country. Were it not for the dollar exchange ratio, which .
is now in favour of exporters, markecting in the United States

~would bo uneconomio.

575- —I}_O‘{}Pborzo

This field is, of oourse, the chief source of lead and silver
in Tasmania. Howover, the mine is mainly worked as a zinc mine
and the continuance of the mines at Rosobery as silver-lead pro-
dlcers is largely dopendent on tho profitable production of zinc.
Production costs are carried by a number of metals produced, but
n serious faTl in the zino market could bring economic production
to a olose,.

376, TIN.

Tasmania ranks equal with New South Wales as a source of tin in

Augtralasia. Production has declined since 1918 although inoroeas-
The annual value of tin mined has also
declined for somo yoars, yet recent years have shown a material
increase duo to the high fixed prices for the produot in this

country,
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TABLE XVII. |
Itom ) Porcentage of Total Cost,
. ‘\,_Jr

Wagos ' ‘ 53

Genoral Stores 19

Water (Lease Rights and Races) | 11.8

Power (Eleotrio) _ 10

Administration 6.1

Ronowals and Repairs 0.1

Freight and roalisation expenses are normally deductod from gross
profit (36) but on the basis of say 1/3d. gross profit per cubio
vard of drift, freight and realisation expenses would not absorb
more than 0,3 per cent of total production costs or 0,14 per cent
of final solling prico. (37) y

38l. Quite apart from the low absolute figure for transport costs

. they cannot be considerod a factor having any bearing on entre-

prencurial policy. Either high extraction or high reduction ocosts
result in an over-all high cost structure, High oxtraction or

reduotion costs are due to a combination of the following factors:-

() Insufficiont mechanisation, scaleAand modernisation of plant.

" (b) The nature of tho doposits worked, vhich are oither of small

oxtent or low content,

The hopo of substantially reducing production costs can only como
by =

(a) Botter deposits. /.

'(b)' Improved technical mothods.

!
(0) Incroased mechanisation and modernisation of plant.
(d) A roduced wago rato for operating labour.

It should bo notod that the wartimo increase in output was only
possiblo due to the high pegged price of tin, resulting in former
extra-marginal produclﬂg fields ro-entering production and an
influx of new and modern capital equipment.

382. Summing up we may say that the factor of transport (both

rail and sea) looms large in the mining cost problem. Tasmania,
however, is fortunate in that her mineral lodos are reasonably
closo to thé ports, but thore is tho high cost of railway operation
over difficult and viet terrain ovor stoep grades.

'383. Mincral oros are not only bulky and heavy but their value

oopecially in the case of non-ferrous metals, is low Tolative to
thoir weight. Copper and tin ores in Tasmania carry only a
little more than 1 per cont metal, and zine lead ores,.although
carrylng 20 por cont zine and 6 per cent lead, are- proportionately
lower in valuo,

(36) As also are the cos sts of prospecting, dopreclaulon, 1noidenta1
oxponses and head office administration, .
(37) In the case ofsohncli%ts the percentage of uhlpplng costs

to final selling prlce is a maximum of 0,5 per cent,

~
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. For non-ferrous orcs particularly the close proximity of the gQ:\_IA,
J reduction plant is important and in Tasmania all ores arc con- JEEREENU

centrated by reduction plants at the mines. Transportation
is tho prime faotor dotermining the location of crushing and
concontration mills, with power considorations ranking high,

384. Smelting, refining and processing plants are determined
. by severa 1 factors. Tho size of plant with access to agents
" and encrgy resources is the most important. Transportation
costs compel the location of smelters as near as is.practicable
aftor considering all factors to the placc of reduction. Refining
and oloctric smolting plants are primarily driven to choap electrio
. pOWer resourcos. Hence, the reason why Tasmania vmas chosen as the
location of copper refining, electrolytic zinc manufacture and

aluminium smelting.

385, Finally, we must turn our attention to the primary industries
nearly every one of which is dependent upon mainland and/br overs=
seas markets. Hence, although transport costs cannot be con-
sidered a factor determlnlng location, they are worth closo study
from the point of view of their offects on markoting and the

net roturn to the producer.

386, MEBAT.

, As a rosult of tho report of the Board of Enquiry appointed
in 1933 to investigate the oporations of the State Meat Board
and questions rolating to the Meat Export Industry; tho State
“Govornment decided to ropeal all legislation framed under the
Meat Industry Encouragement Act, 1924, to 1932, and on.the 22nd
Docomber, 1933, an Act was passed called "Tho Meat Industry Act,
1933", The Act provided for the establishment of o “"State Meat
Board" for the encouragement of the export of moat from Tasmania.

" 387. In November, 1937, the Act was amended to allow the Board
.wider- scope and nlso to .release the capital of the Board for use
in developing the export industry. (083 The amendment provided that
. tho Board may apply any moneys at its disposal for the purposc of
engaging in and carrying on, any business in relation to the
proparation, processing and marketing’of moat for oxport, Prior
to the Board, operators from private companies bought on the hoofy
Such spoculative guosswork is now eliminated for the grower is.
paid on the basis of a weighed and gradod carcase at full export
price.

388, In ordor to control the standard of cxports the Board has
"agroemonts with privatc freczing works at Somorset, St. Leonards
and Hobart. The o onditions of the contract cover the receiving,
processing, bagging, freezing and transport of the carcases to the
. ship's sido. Procossing charges undor the agreement aro at the
§rnto of ld. por 1b. dry womght for lambs and.7/8 penny for sheep.
389. The Board arrived at a dofinito cost of placing carcases
- on the London market (1937-9), and the following figures give
“the actual cost of thoa exported from Somerset, viz:=

- o , (38) Originally, the Act provided that after dofraying lia- RN
: bilities, the -liquid assets of the Board werc to be invest- AR
ed in Commonwealth Inscribed Stock. Hence, the powers 2
and functions of the Board were restr1cted to n1 advisory
capacity. - :
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1 o | TABLE XVIII.

Vel N
A
. b .

Item, : Cost per caso. |[Cost per lb. out- E?

' _ turn weight. - N

- 8e d. de . AER

Processing, Wraps, Storage eto. 3. 0,00 1,016 ' : R
~{Wharfage ) - ’ 0. 1.19 0.034
Agency Charges 0. 0.481" 0.013
Insurance 0. 5.46 0.155
Overseas Freight and Customs 3. 8.93) 1.275
|London Consolidated Charges 1. 2.66 0,418

o )
Total Cost of Export 8. 6.74 2,911
1 .

The following figures show the actual amount realiseC on the

Somersot export 0’0008 1~ .
TABLE XIX.
Details o ' Per Caroase, . Per pound.
Se d. ‘ de i
Gross Amount Realised, London 20, 6.58 6.996
Less London Consolidated Charges| _l. 2.68 0,418
Not amount Received London 19, 3.90 6.578
Add Exohange 4. 7.86 1.642
) Total Amount Received ‘ 230 1,76 8.220

' e
'390. In summarising tho above figures the following
t 1. (v ) shows the average value received

&

)
'by exporters from Somerset, viz:-

TABLE XXX.
Deotails. ‘ Por carcase. Per pound.
. S. d. d. T
: Tobal amount received 24, 1.76 1 8.220
! Less Cost of-Roalisation
(Local charges shipping eto.) 7. 4.06 2.493
Net export value 16. 9.70 5.727
Net Value Skins Sold 2. 8.39 0.920
Net Value to Exporter. 19. 6.09 6.647

Hence, the percontage of total costs of realisation to total amount
receoived was ‘30.34. . '
391. Reference to Table XXXI below will show that the prices for
- Tasmanian export lambs in London have varied little over the five
vears 1933-34 - 1937-38. The lowest net prico obtained was for )
the season 1935-36 while tho highest net price was for lambs é
i ' + procossed at the Somorset works in 1937-38, vigi- -

T,
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TABLE XXXI. 161.
.Gross London Net

Yoar., Price- Charges Price

London per lb, London

ver lb, per 1b,
1953-34 6.790 .500 6,290
s < S 193435 [ . 6,037 .492 5.545
Hobart Exports . 1936-36 6.593 502 6,091
1936-37 6.960. «515 6,445
1957-38 6.980 0510 6.470
’ Somerset Exports 193738 7.020 380 6.640

e

© 30th Septemboer, 1940,

392, The season 1931-32 was the commencement of procossing lambs

for export from Tasmania, and a total of 18,986 carcases were
shipped overseas. This quantity was not exceedod until the-
1037-38 and 1938-39 seasons when 27,222 and 56,242 carcases wero

- oxported.  Average gross prices reqliscd on thb London market

Tor the 14 different grades varied from 5,41d., per 1lb. to 7.07 per 1b,
giving a rangc of 1.66d. The ovorall average price (unweighted)

- was 6. 17d, per 1b,

393. TFollowing the outbreal of hostilities, a contract for the
sale, by the Commonwealth Government, of Australian meat to tho
British inistry of Food was completed, covering the year ending
Undor the contraet, tho United Kingdom
authorities agreed to tako a total of 240,000 tons, plus additional .
quantities should thoy be available for e“port and roquired in the
Unltod Kingdom,

394. Tha nain clauscs of the contract 1ncludo the follow1ng.-

(a) All meat for export to the United Kingdom to be consigned to
the British Ministry of Food at fixoed prices, feoube Aust~
ralian ports.

(b) Ninety per cont of the contract price to bc paid to exporters
’ by tho Brltlsh #inistry of Food on shipmont. ~

(¢) The remaining 10 per cont of the contract price to be retained
and paid, subjoct to satisfactory delivery as to quality and
weight, within 28 days after arrival of the vessel in a United
Kingdom port, or due date of arrival on vesscl being lost.

4

(a) Overseas froight and marine insurance, including war rluy to

be paid by the British inistry of Food.

(o) All mutton and lamb carcases shipped to tho United Kingdom

_ to be "tcloscoped" - the British Ministry of Food to compen-

¢ . sate for this sorvice ot the rate of L/Sth of a pemny per 1lb. -
(m )

395. The nrices fixed, as per quality and weight, for the various
classes of Australian meat were based in the main on the average
prices realised for Australian meoat on the United Kingdom market
during 1938, and provided a botter rebturn on the whole to the
oroducer than that obtained by him during the 1938-39 socason.

396, Tho contract vms rencwed Por the year 1lst October, 1940 to
30th Septemboer, 1941, and covercd beof, veal, mutton, porker pork
and baconer pork, Under this contract there werc ,slight variations
in somne prices, Owving to an acute shortage of shipping the
original conbract quantity to be lifted hy the British Ministry of
Food had to be reduced from 249,000 tons to 144,000 tons, although
tho Tasmaniqﬂ industry suffered little oconomioc loss.

e
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397. To mect tho position which had arisen, the Commomweszlth
Governmont adopted plans with the objective of canning such
surplus production of beef, mutton and pork for which shipping
spacc was not available, and as regards lamb, of increasing the
local demand for this product. As from lst July, 1941, the
Commomwealth Governmont introduced its Lamb Purchase Schemo
which provides for the purchasc of meat accepted for export at

-fixed f.o0.b. prices, less costs (including 28 days storage). The

Commonwealth Government's scheme has, in particular, given valuable
protection to export lamb producers against those extraneous charges
which have occurred during the war period, namoly, storage costs

and intra-state transfors of frozen lambs for shipment oversoas.

Ia)
398." The following tablo shows the prices which obtained for
spring lambs during the 1944-45 season, (1.0. tho prices at which
the_Commonwealth Government purchased from Tasmanian exporters),

vig:=~ '

TABLE XXXII.

"t {:ht. 1044-45 Scason
Australian Currency.
1st Quality., .
20/28 1bs, 7.97d.
29/36 lbs. 7.89d.
37/42 lbs. S 7.81d.
43/50 1bs, 7.34d.
2nd Quality. : ' o : R
20/28 1bs. 7.584.
29/36 1lbs. - 7.50d., -
37/42 1bs. - : . 7.03d. .
43/50 1bs, o ; 6.64d. }
|3rd Ouality. - | ‘
20/28 1bs. " 7.26d.
Over 28 1bs. 6.64d,

400,

399, Charges made by the Board on lambs processed for export are
now caloulated at the rete of 1/10thd. por 1b, = This rcoresents a
charge of approximately l%-pcr cent upon tho average net return
to producers who deliver woolley skinned lambs for export. With

the funds which have becn so derived during tho past five years the

Board has dirooted its efforts toward the egualisation of returns
to producers. Uniform processing charges have been maintained at
'%hc three processing centres. Prior to the implementation

of the Commonwealth Lamb Purchase Scheme, the Beard met the full
cost of additional storage charges where lambs remained in Tasmanian
stores for a greater period than tho 28 days! storage, provided

for in the processing charge to producers. Rail freights on

‘frozen meat shipped from a port other than the port nearest to the

processing works have been borne by the Board., Rebates of rail
freight costs have been made to producers where their lambs during
past seasons have been diverted to a works other than the works
nearcst to the point of production,

The following table presents data relating to the number of
lambs treated for oxport during the past sovon seasons, vig:=
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. TABLE XXXIII. - : $ 0
) yg St Sy
"forks. 1938-9 | 1939-40 1940-;. 1941-211942-3 | 1943-4 | 1944~5
Hobart 20,426 | 16,140 {12,698 | 11,523] 9,228 | 26,941 | 15,810
Somerset - | 35,817| 39,078 |30,363 |33,190{31,634 | 36,396 | 12,440
St.Loonards - | 53,127 {53,122 |46,181]46,915 | 54,094 | 33,400
Total 56,242 {108,546 |96,183 |90,803/87,777 {117,421 {61,650
- U N

401, DAIRY PRODUCE. 1

The Dairy Produce Export Control Act 1924-38, was introduced
into the Commonwealth Parliament at the request of the dairying
industry with the object of organising the oversea marketing of
Australian dairy produce. A Dairy Produce Control Board was
aprointed, and was in oxistence from 1924~35, In the course of its
functions the Board regulated shipments to ensure regularity.and

. supply in the London market, controlled forward selling, obtained
" roduction in oversca freight rates and insurance rates, and part-
icipated in an advertising campaign in tho United Kingdom.

. - 402. Tho Dairy Produce Export Chargos Act 1924-37, provides for tho
U . "~ imposition of a lovy on all butter and cheosc cxported from Aust-
' o " ralia to covor the administrative oxpenses of the Board,. for adver-
tising and other purposes. Tho rato of the levy is fixed by
‘rogulation. ‘ '

403, Under Stato Legislation prior to the Dairy Produco Act 1933~
36, regnlating authoritios fixed the proportion of the Stato's
. ontput to be sold within respective states. The Dairy Produce
Act was passed by the Commomwenlth Parliament to protect these
“quotas from the effects of interstatec competition. A decision of
the Privy Council in 1936 however, held that the Commonwealth had
no power under its constitution %o control -interstate trade and
‘the Commonwealth legislation is, thercfore inoperative. The
industry is now carrying on its stabilization plan on a purely -
voluntary basis, through the medium of the Commomvealth Dairy
Produce Equalization Committec Limitod. This is a Company,
. limited by guarantee, aud includes producers in the States of
- Quoonsland, New South Walos, Viectoria, Tasmania, and South
Avstralia (cheecse only). Its function is to equalise rcturns from
nanufacturers irrespoctive of the markets in which the commodity
is disposed. The local market is preserved at a fixed price, and .
Great Britain absorbs tho surplus, Pre-war, under open market
conditions, the local price and the expert price diverged widely
and a tendency was sot up for sellers to rush the high price, with
a consoquent instability in the returns to producers year by yeer.
Under the voluntary equalisation scheme the individual factory
obtains the averago roturn declarecd, and hence it is a matter of
indifference whether the commodity is sold on the local or overseas {
. market. The averazs is struck of realisations from disposals, an
allovmnce boing made for administrative charges and expenses involved
in oxporting. Those charpgos common to all markots are not deducted.
In respect of interstato marlketing, transport charges between i
stetos are regarded as charges against tho whole industry and borne i
by the whole industry., ilence, the Tasmanian producer, does not o
i
\

e e e

incur any nxtra charges by wirtue of the Island's insularity, for
all transport costs are spread oqually over all producers. In e
actuanl fact, the Tasmanian cost structuro is lower than that for '
many mainland producers since. hoavy rail froight rates are not ' i
incurred in transporting the product long distances inland. : o

o A A o e b b~ et o 4 e e
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404.  Tho original aim of equalisation was to maintain a high

nrice in the home marlket, since such a price was not possible in
r08poct of the overseas mar“et where the world parity had to be
accepted, At present the industry is operating under a 3-year
wartime contract which terminates in 1948, the United Hingdom
having contracted to. purchase the butter and cheese export surpluses
of Australia and New Zealand at firm prioces., The future state of -
overseas markets is doubtful, and the most reliable information
available would seem to suggest that the only difficulty in Furope
at the moment is fodder, for the Germans did not slaughter herds

to the extent originally thought. Hence, it may not be very long
before European producers, with hand grown feeding, are in full
production. Consequently, the present high price ocannot be main-
tained.  Owing to thecold climate in Tasmania during the winter
months it is not possible to maintain full production throughout
the year, and henco considerablo quantities are usually stored.
Such storage charges are borne by other members of the equalisation
‘agreement, This reprosents a considerable saving to the industry
in Tasmania, ' B : o '

405, POTATORES.

_ In Australia several differont potato sales methods are used.
Each State has developed its own methods which have 1argely been
diotated by local conditions, viz:-

(n) TASHMANTIA.

- -Growers in Tasmania have the option of selling to produce merchants

+ at their port of shipment or of forwarding their con51gnments to
“.Sydney to be 's0ld by commission agonts.

. - . F.,o,b. Saless Tasmanian merchants  purchase supplies from farmers

v+, . largely in order to fulfil orders from merchants in Newcastle and

. Queenslend ports. = Experiences have showm that the requirements

of theso two Mainland markets can best be met by purchases rather

than consignments., Frequently thoy have considerable local supplies

and by purchasing to make up any’ ostlmatod shortago over supply is

avoided,

Some Tasmanian growers porfer to scll f.0.b., and merchants wust
be prepared to purchase at any time that the farmer has put t.4s
. for sale, This means that they usually buy more than required
. for Wewcastle a-nd Queensland. These are offered to Sydney brokers
or merchants and 1f unplaced they are forwarded to uvdnev for sale
on commission. : :

Sudnov Commission Agents: Thws tyre of business commenced about 1°06.
The percentage of growers' .consignments to f.o0.b. sales iQ normally
betweon 40 per cent and 60 per cent, but 90 per cent of Tasmanian
ghipments to Sydney would be on consignment., In order to sell

. “growers' consignments at satisfactory prices, the Commission agent

. must have a clientele of buyers. As growers' consignmonts from
Tasmania vary in volumc, commission agents sometimes find it
necossary to make purchases from Tasmanian merchants in order to be
sure of hav1np sufficient supplies for their vvdnoy customers,

Prlcosz Rather a unique system has doveloped for determining market
prices for Tasmanian potatoes in Sydnecy. DNormally, two ships
“arrive in Sydney cach weeck carrying potatoes. At 10 a.m. each

Monday y morning the agents meet in their committee room. The
Potato Marketing Board supplies the official figurestrelating to
“the shipment and carryover of Tasmanian potatoes on the wharves.,
The figures rolating to local or other Interstate forvardings
arc collected Ivr the mocting and after considoration of the
quantity availablo and the estimated demand, prices are fixed by
rosolution, Ono ayant has one voto prov1ﬂed that he has the
noecessary quota of 2 per ocent of the total Tasmanioan shlpmant.
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Prices arrived at are regarded as fair average nrices, but
is not nossible to sell particular consignments at the price fixed,
then agents use their diseretion.

(b) MEW SOUTH VALES.

The main crop of N.5.W, potatons sent to Sydney is sold principally

. at the Alexandria Goods Yards. The early Northern Rivers crop

is sold from tho North Coast wharves. The general system is to-
offer them by auction nnd if not sold they are dlsposeu of by
private treaty.

(¢) NEWCASTLE.

Wholosale merchants in Hewcastle and Maitland purchase their
W

"requirements from ¥,S.W., Tasmania or Vietorian sources and

distribute them from their stores. It is claimed that this
system makes for a nmore rchTar supply and thereforc steadior prices
than would be the case if 'consignment' bu51ness was developed.

(d) VICTORIA.

it gt e

For many yecrs the bullr of the Victorian main crop sent to lel-
bourns was delivered to the railway goods vards, but the advent

of motor trucks has considerably altered the system. It is doubt-
ful today whether 50 per cent is sont to Melbourne by rail. These
are offered by vprivate treaty and cach seller operates on his own
idea of wvalues. Supplies delivered by motor~truck chiefly go to
the Victorian markets but quantities are also delivered to suburban
produce stores and to retailers. In some cases the truck ovmer has
turnod potato merchant in ordor to obtain freight. In others, the
buveor goes to the country and doals directly with farmers or country
merchants and then arranges transport. These sales are made by

-private treaty.

Vietorian forwardlnws to other Stqtos are usually on 2 f.o.b.
basis. The growers' consxﬁnment trade has since been developed.
Most leading merchants in liclbournc Have their country agents and
forward purchases from farmers and sales to Interstote merchants
are quite routine business, Generally, Tasmanian growers do not
favour forward sclling. ' . '

(o) QUFENSLAND.

Brisbane trade in local potatoes (which includes Northern H.S.W.)

is a mixture of purchase and consignment. The lattor when for-
vmrded by rail are submitted at the daily produce auction sales

held at the goods yards. Trade requirements over and above local
supplies are sccured by lwtﬁrstqto merghants usually through
brékers. In Coastal towns /b FNARI LR similarly with the exception
of auction sales. Inland towns secure supplics from merchants in
the nearest port connceted by rail. Thoey rarely deal direct with
other Statds.

(2) SOUTI AUSTRALIA.

Local supplies come chiefly from the Mills district around
Adelaide and Mt., Gambier. The trade is conducted by merchants
on a privato treaty basis. Additional supplies are imported from
Vietoria and Western Australia,

¢

(g) ¥WSTERN AUSTRALIA.

‘s s i * . R
Lho development of cortified seed and irrigation has resvlted in

“tris State becoming seolf-sufficient in potatoes as well as having

available an export surplus of 10,000 to 15,000 tons (usually
ilovember to Yanuary). In order to stabilise the home market
oxperiments have been made with several schemes of voluntary control.
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406, In goneral, there are four systems of wholesale selling, viz:- RREA
. ¢ - ’ ;f :
' ~ : (a) Controlled solling; control by pool, boardror Prices > :
| Commission (1939-45). : e ;
a*
. - i
1 : ' (b) Private treaty; merchants determining their own scale - 3
of values. - . , o
' { .
(¢) Auction sales. o v

(d) Agreod averago values, as dotermined for Tasmanian
potatoos by the Sydnoy meeting of produce merchants.
o : :

407, Auction has the advantage that it ensures quick disposal,

and returns which more fairly approximate relative values of diff-
erent olasses or qualities of the same kind of goods, but may
result in wide fluctuations from day to day. It does not contrib-
ute to a steady flow of deliverioes, ;

i Gt

T
’

408. ‘The agreed average value system as used for so many vears :
in the Tasmanian trade has holped to give growers a steadier price
, . level than auction sales and steady prices Bave alwavs besn considéred
! o : to be desirable by Tasmanian growers. A definite advertised
4 wholosale price nlso wmakes for chcaper distribution.  Only when
prices are so controlled can they be used to regulate deliveries
and to assist in achieving a msasure of stability. On the other
hand growers are not rewarded in strict accordance with the catre
thoy have takon to put up a quality sample. :

P ot
PRI

409, Although practically no datn is collected in respect of
Intorstate trade (other than Tasmania and Westorn Australia) figures
arc available of the Interstate movement of potatoes (up to 1940)
vizie, ' '

co ' ' - TABLE XXXIV,
S o j
Potato Imports and Exports - Various States, __ -

g

Yoar. N,5.W, Victoria. Queensland. |South Aust. WA, -

Imps. Expts. | Impts. BDxpts. |Imots. Lypts. Impts.kxpts {Impts.hxnts,

. . 193§ 69,264 818 Hil, - 22,075 | 10,607 1,429 5749 888 1907 2318

- 19§§ 60,450 1,077 Nil. 11,231 | 16,111 ~ 116 | 7856 483 18 8307

:zgiz 26,086 1,004 405 41,596 | 22,596 N,A, | 5883 . 783 [354 6995
: (c) :

.lgég 92,700 - 985 6,214 35,624 116,474 . N,A, | 6658 1043 3000 £062

, : (a) (x) (x)

1239 7},914, " 815} Incom, 11,895 11,594 71  Incom. 394 |Ni1l Q4

_ . N - A (x) ! . (x)
L : . 19%9 93,738 933 |17,123 7,874 | 21,056 29 ;ncom. 2,445 Nil 1004

Tasmania,

Tmports. Exports.

avaneien -_...._J‘.... —— e s o s

¥il. 54,452. .
Nil. 66,792 : h .
037 Nil. 85,774

8 ¥il. 73,702

55 N1, 66,444 o | :
¥11. 91,280, | .

fv . : ORET OIS
- Ta) "Ficures are for Year bndod 515t Dooombor. , ;f}}§' 1f
.(b) Figures are for Year Endod 3Cth June. o ORI
(6) Partly Estimeted. . . R -
- (x) Ovorseas only. ‘ ' , o , gf,ﬁ*g.fnl

3

fn n " -y ~ -
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‘These figures reveal the absoluto dependonce of the Tasmanian industry
on export markets. The following table showing total production in
tons brings the above dwta into relief, v1z.-

. TABLE XXXV.

A ®ctsn s imat

. Potato Production in Tons - Various States.

Year. N.S.W. Vic, Q'land.| S.A. WA, Tas, ‘
; hy ; - "“"“‘1
19’4/55 46,033 109,329 | 21,627 19,377 | 19,162 70,018
5/@6 62,882 | 104,125 | 24,765 |[19,257 | 26,278} 85,808
1936/37 66,255 | 196,623 | 14,826 .}120,923 | 22,916 | 178,557
A 1?07/38 50,833 | 134,712 | 16,565 |21,615 | 21,587| ©9,969
1038/39 | 39,385 | 81,415 | 19,183 |18,487 |-26,532| 89,330
. [1939/40 | 40,659 | 87,931 | 28,306 |21,251 | 30,761 114,409
11040/41 | 80,562 | 216,568 | 21,745 |25,583 | 51,487 | 114,041
1641,42 38,634 118,454 19,040 24,142 25,600 ] 110,000
1942/43(x)64,943 186,008 | 22,438 |32,866 | 32,246 | 135,930
1943/44 | 60,802 | 209,799 | 37,329 |31,099 | 33,265 | 199,141
. -—
(x) Control Inaugurated.
A five ycar pfo-war average is computed as under:-
TABLE XXXVI.
State Tons Percent of Total,
_ /
HeS.W, - 53,192 / 16
Victoria 125,242 ) 4 37
Queens land 15,593 -, .5
South Australia 19,032 ' - 8
Western Australia 23,295 7
Tasmania 96,736 29
" Total 337,989 . 10057
" 410, Thoe market needs of tho various States have been calculatéd

by the Potato “arketing Board on the basis of reasonahle prices

being maintained, which, whilst payvable to growers are not unreasonable
to consumers, The following gives the distribution of these market
needs amongst the various Statos and also the needs per head of the
'ponulutlon. ~Average annual production (338,000 tons) is just below
_this lovel,

Y-
=

TABLE XXXVII.

Estimzkod Av-

bt Total #arket Re- | Requirements
ALe. quirémonts (Tons) Bor qcn‘ of erago , Produgt-

o . | _populntion. ion, (Tons.) “”’i
How South Wales 123,000 105 53,192 i
Victoria 120,000 146 125,241 j
uaons land 53,000 S0 15,593
South Australla 25,000 100 1,932
Mot Australla 12, 000 05 23,295

p Tasmania. 15,000 145 96,736
Total 349,000 111 337,989
——en - : e X
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An avorage rather more indie-tive of normal pre-war ckperionoe is
caloulated at 364,000 beoing tho average for the period 1928-1937.
This makes the average production just above the total market demand.

L o _ 411, Prior to 1030 the ovdnev market was supplied approximately as’

follows:=

New South Wales Local Supplies »l_ - 20% of total demand
Victoria and Other States - 30% of total demand
Tasmania - 50% of-total demand

For the six yoars onding 1938 the position was approximately:-

ievr South Wales® Local Supplios = - 40% of total demand
Viotoria and Other States - 8% of total demand
* Tasmania - 52% of total demand

It is thus apparent that Tasmanian growers mado a slight advance
whilst other States lost heavily to New South Viales production.

412. For the year 1942-43 the Potato Marketing Board arrived at
an average cost of production ner ncre based on a three ton crop, viz:-

TABLE BAVIII.
ITRM . ' £. 5 D.

1. | Rent - average per acre 3 0. od.
2. | Cultivating before ploughing - 10. 04,

C 3. | Seed - allowing for transport and loss by , .
e ‘ decey, etc, : 9, 0., 04,

Sl 4, | Fertiliser at quota limit (o cwt. Super L
plus 1 cwt. Sulphate of Ammonia, Cartage, .
. ‘ oto.) . / l.. 12. 0d.
1 oo : 5. Ploughing (usual single furrow plough) 1. 5. 0d.
a 6. Cuttwng and planting. 12. 0Od.
7. | Sowing fertilisor ' ' , ' - 12, Od.
: 8. darrowing ¢ times 3 ﬁ/L per acre. . . ‘ 8. 0d.
-l e, | Discing twice @ 5/- per acre. . 10,  0d.
e 10. | Scarifying twice @ 5/- per acre ' ' 10, 0d.
11. | Flat hoeing. . . 1. 5. 03,
12, | floulding I ‘ . Od.
13, | Digeing @ 2/6d. per bag. - C . 5. 12. 0d.
14, | Sacks - 45 @ 1/1d. _ . 2. 5. 0d.
15, | Twine and Branding. . ‘ ' : 5. 6d.
T 16. | Carting (Average) ~ 2. 5. 0d.
Lo 17. | Weighing ' . 1l.  0d.
’ -~ 118, | Unloading ‘ ' . 3. 0d,
1@: Inopertion and attendanco o » 4, 6d.
T R E = - _ - - o

R IR .| Total o : o ‘£3C, 4. 0Od.

413. The above sum of £23.4.0. represents tho total cost involved to

_ the point of export. An oveorall sum of £4.10.0 neods to be added

‘ o S . to the above total in ordor %o bring the figure up to the cost level
. "~ ruling in 1945. For the year 1938-39 a figure of £27.4.0. would

| S approximate to the averapgo cost por acro of a 3 %on crop, costs

o : rising by 10 por cenmt over the venrs 1938-59 - 1042«43.

- 414, The present levol of shipping costs per ton Burnle/bvﬂnev is
o : comoared with thoseruling in 1938-3¢, visz:~
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TABLE XXXIX. RN
iy — —— e 3 f-
[tem, -1938-39 , . 1944-45 AT
] ' boongo
e [ ié R
| R
Port Chargos - Burnie. o .
j {::L Tl.' U
: Insurance, stamps, bill of v ?"
’ lading, and exchange. . o ‘ l. 9. | ‘1. 9. e E
harfage = - 1. 8. 1. 8. 5 f
Forwarding o ‘ a l.. 6. le- 64 136
. i (:“
Freight Rate , 20, o, 28 T7.. 1
Port. and Other Charges - Sydney. b ' B
Sorting and Stacking. 3. O. 3. O,
harfagoe _ ; 4, O, 4. O,
Woighing and Loading 1. 9. l. 9.
Tnuurance 3. 0, 3. O,
nopoctlon : : : - G. 6.
- |Exchange . 8. 8.
- ICommission @ 57 on a £15 market 15, O, 15, O,
(39) ‘ .
Total . 52. 10, 61. 6.
It will bo observed that total shipping costs have risen by 8/%
per ton or 16.25 per cent over the period 1038-39 -. 1944-45.
415. Relutinr the above figures to f.o.b. costs we can arrive
at the oost of landlng tho potatoes per ton in Sydney’ markets, viz:-
TABLE XL. /|
— - - —
¥ 0ar,. ‘F.o.b. cost. Landing costs. Totale
1938-39 | 9. 1. 4. 2, 12. 10. 11, 14. 2.
| . 1944-45 | 11, 1. 4. | 3. 1. s, 4. 12. 9.
‘That is, shipping costs represented in 1938-39 and 1944-45, 22.6
and 20,9 per dent of the total cost of landing potatoes. in Sydney.
Hence, potatoes represent the unusual case of a declining fPeight
burdon over the war years due to a rapid rise in other costs.,
416, The following table prcseonts data relating to the umveighted
.averagos of tho weekly top prices for Tasmanian pétatoos as fixed by -
the wholesale Produco Merchants' Association of New South Wales for
the years 1935-36, 1936-37, 1837-38 ond 1938-39, viz:-
Lo TABLE XLI'
_ Shipping costs T
Yoar. : (Unwoigptod) Lrorage as a Porcoentage of RIS
: : Ir1CO, . : LT
, I Selling prico, 1 r*%;f
. . : : . [ s
. g 1936-37 - £12, 12. 0. . 20,9 ,
3 - 1037-38 - £10, 0. O. 26,4 f;{fy:
4 SR 1938-39 £18. 7. 0. 14.4 L '
| o -
4 o et s e s i .
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- The net return to.the growof in tho immediato pre-war yoar of 1838-39
‘vwns £6.12,10, the Sydney market being under-supplied in that year.

It should also bo notcd that the range of woeokly potato prices per

(32420.-#7170)

A T e
AT e

N :

b.‘  ton, Sydnoy market, 1930-39 vas £16.5.0.

417. Beforo proceecdingeto analyso the proSoht relation between shipping
costs and selling price it is necessary to refor briofly to the war- - ¢
time* marketing of potatoes, = The Australian Potato Committee was set J
up under National Security (Potatoes) Regulations on 27th April, 1542 g
the purpose boing to cnsure that adcquate supplies of potatoes would R .
be available in Australia to meet the noeds of the defence forces . ﬁ, R
i*
L

and civilian population. Production was increased substantially
but fluctuated year by year, and with increasing demands, it became
necessary to ensire that the acrenge was maintained at a maximum,

As pointod out earlior, production is closely related to price.

Tho Committee first assurcd a reasonablo price to growers by giving

o guaranteed minimum price of £10.0.0. and allowing growers the

~_ bonefit of the market pricec when it oxceeded the minimum. In the

] - socond soason of "control" this was altered to a fixed contact price.

‘ . .~ . Thoe guaranteod minimum frequently rosulted in the most profitable mar-

. ’ - ¥ot, boing one to which potatoos should not be sent, oither becauvse

o ‘ of transport difficulties, cross traffic or the nceds of a less
“profitablo market. Under the contract system, the price to growers
is fixed and supplies arc directod according-to needs rathor than.
market ratos. Thoe fixod price for the two main variectios (Bismarcks
and Brownolls) (fO) is £12.10.0. being ooqstqnt at that level until

“ecarly August cach yoear whon it riscs at rogular intervals to a max-
imum of £14,10,0, viz:-

TR

TABLE XLII.

Period. Price (f.o.b. Burnie).
13th August to 19th August, . £12. 12. 6.
20th August to 26th August. P 12, 15. 0.
_ 27th August to 2nd Septoember, - 12, 17, 6.
~ 3rd Septomber to 9th Septeumber 13. 0. O.
: 10th September to 16th Sontember 13. &5 - 0,
17th Septembor to .23rd Septomber " 13. 10. O.
24th September to 30th Septembor 13. 15. 0.
1st October to 7th October 14, 0. O,
8th October to 14th October 4. 5. 0.
15th October and after 14, 10. 0.

a8,
of final (gross) selling prlco, Sydney;

Hence, shipping costs now represent from 19.6 to 17.5 per cent

the net roturn to the-grower
varving from 17/9 to £2.18. por ton. :

‘___'//*

419. It is not possible to obthn comparablo figuros for tho cost

of landing potntoos in Sydnoyr frou the scveral Augtrnlign potato

growing areas. . Howovor, thoe table bolow doos provide a fairly acc-
- urato basis for a compquuOﬂ on a reolative basis, vizi-

TABLE XLITI

' D Landod Cost, of Totatoos, Sydney. (1945).
From: ALL PORTS TASVARIA - BY BOAT DIRECT.
Ireigit : 1. 8. 7.
Sorting and stacking 3. 0.
iharfage 4. O,
Weighing and loading. l. 9. :
_ » Inspection e 6, Total “1. . 17, 10,

{ s - (40) The price fixed for Snowflakes and nll other varietios was £ll
T : " being rnised oarly in 1945 to ‘12. :
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TABLE XLIII.(Continued.)
Froms  VICTORIAN RAIL STATIONS - based on Average Cost of Rail
: Froights.,
; : |  Freight © 1.15.0,
' S g Weighing & Loading 1.6,
' » . Inspection A 6.
Totals - . £1,17,0,
. e
From: MELBOURNE 3Y BOAT
: o 7.+ Froight c ©1.9.9.
R o Cartago Rail to Ship o )
- .- . . MNelbourne 5.0, i
- - Sorting & Stacking 3,0,
RS -~ Wharfago . 4.0,
| EE R Weighing & Loading 1.9.
. R ) . Inspection 6.
Total - . £2.4.0,
‘ Froms-  ADELAIDE BY BOAT
S .. Froight : 2.0.6,
PR ©. % Sorting & Stacking - 8.0,
I ' " Vharfage © 4.0, 58
Weoighing & Loading © 1.9, !
Inspection . ' 6 L
. / : i
S Total , £2.9,0, %
R . . _|From:  ADELAIDE BY RAIL !
. . . K Froight . 3.2.30
IR - Weighing & Loading 1.6.
L : Inspection N Se
/ . - .
| Total 8443,
'!‘ N e
Froms  MOUNT GAMBIFR RAIL DIRECT
Froight o 2.8.1.
Weighing & Loading : 1l.6..
Inspoection : : 6.
Total . £2,10.1,
S . -
.
t N




R S NPT NP G E LI R IR Y WP AL SRV WP

S «.t.‘_.g,-.uax;y .u.z PSSP S ,,«N;.. waa

4L WMV""‘ ot sl et Bed et s gt e g st g ; St e s dd e s 0 S A ek B e o
a)
172,
TABLE XLIII. (Continued)
L —— —_
] : | Froms HRN’-DW”IRmemMmﬂE
. Freight 2.15,11
Cartage Perth to
, Fremantle 7.6.
' Inspection Porth . 1.3,
; Sorting & Staclking 3.0.
V\rhﬂrfage ’ 4.00
Weighing & Loading . 1.9. )
Inspection 6.
. : ‘ - Total £3.18.11,
From: BRISBANE BY BOAT
Freight : - 1.11.0.
Cartage to boat . 3.6,
B Sorting & Stacking - ‘ 3.0,
“harfage ' 4.0.
Yeighing & Loading 1.9.
‘Inspoction 6.
I B ‘ '~ Total - £2.3.9.
o o i e - . ——
| From: . BRISBANE BY RAIL -SCUTH PRISBANE- SYDNBY DIRLCT
I | - . Froight ‘ 1.2.5.
1 » _ : ”01gh1ng & Lo“danr 1.6.
. Inspection 6.
. T
Tota) £1.14.5, °
i "
Froms . ROMA STREET, BRISBAWE VIA VIALLANGARRA.
Freight and Transhipping cost 2.6.6.,
T Weighing & Loading 1.6.
B ‘Inspection 6.
Total | £2.0.6.
420, The staté.of over-production, likely to persist.for some -
yvears, will inevitably rcsult in a collapso of the present stable price
level if, and when, control is lifted. Tho target acreage 1044-45 vas
66,000 ncres, tho "normal" acrcage being usually 35,000 acres.
Hence, since domand is verv sensitive to price, lowor freight costs
wonld enahlo prices to be lowered swrith a consequont widening of
demand. Table XLIV shows the exbent to which domand affects the
wholesale price of potatoes, viz:=
) o -+ TABLE XLIV.
Year. Avgtralian Average Approximate oonbunptxon
Production Price. (unces Per Yead Per Day.
’ : 1937 461,141 £6.17.0. 5.7
1 o 1938 345,312 11.15.0, 4.0
A © 11239 272,441 4 17. 4.0, 3.3
: - R - el
A
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' It should be noted that the light crop of 1939 restricted the supply"
by approximately 2% ounces per head per day and made a difference

, of over £10 per ton in the average price. It is, therefore, 'safe

! ’ - to say that if sufficient advertising and publicity could be carried

‘ : out to increase demand by 1 oz. per head per day it would add £3.

I : _ to.£4. to tho wholesale price. The normal average rate of con-

' sumption in Britain is 9 ounces per day. - . :

421, The two major problems facing the potato industry, namely;

(a)‘ Fluctuation in total production ocaused by seasonal
conditions, which may result in a shortage one
year and a glut thg next,

1 . o ' (b) & steadv decline in the consumption rate per head -
' - of population,

E o ~ appear to be common to all potato growing countries of the world.
' ' In Avstralia thore is no doubt that a great improvement in consumer
~demand could bo achieved if a greater degree of "standardisation"
of both quality and price could be offected.  Irregular price
. . levels have discourages scveral firms who are interested in the
: - - packaging of potatoes. It is interesting to note Amorican experience.
' Washed potatoes such as “ilebraska Triumphs" are now regularly quoted
on the wholesale markets. lMachines have been developed for washing
and drving potatoes and the process adds anything up to £2.0.0, per
ton to the wholesale price. Attractive "consumer packages™ of
7, 10, 15 and 50 1lbs. of choice goods are being marketed under various
trade marks.

422, Intermittent supplies and prices also react against consumption.
Every timc a rise in vrice causes people to buy less potatoces, they
buy something else as a substituto. A part of that demand is perm-
anently lost. llence, the reason for the falling consumotion per
‘ hoead for seach ten year period in Australia. In other words .high
s prices have more than a seasonal influence on consumption.

423. An ever-increasing range of foodstuffs to choose from will
naturally tend to decrcase potato consumption but it is difficult

to find an adequate renson why consumption of potatoes in Australia
is normally little more thon half British consumption, and one~third
to one~fifth of consumption in parts of Europe. The only way to
-increase consumption is by standardisation of quality at a uniform
L ~ .+ prico, and by advertising. Investigation is needed to develop the
: - D potato by-product industries, e.g. starch, alcohol, potato poultry:
.. . menl, potato flour, etc. '

1 . a24. APPLES.

Reopresentations have beoen made to the State Fruit Board for data
rointing to the cests of production and marleting of apples and the
rosoarcher vas invited to meet the Board. Up to dato o meeting
hqs not been possible, and until a meeting has been arranned only
vory limited data (pre-war) are ava)lablo.

425. Tasmania is dependent to a very much creater degree than uny

' . . other on outside markets for the disposal of tho apple crop. Local

' ' . consumption of fresh apples is normally no more than 100,000 bus-els

' per annum, or about half a bushel per capita. A somewhat larger
quantity is normally sold to factories for various purvoses and the
balance’ (usually about 94 per cent of the erop) is exported to over-

- soas and interstate markets. No other State gives rise tc a

v 1 . - comparable movement of apples into trade channels. :7estern Aust-

] ' ralia exports oversens a fairly high proportion of her crop but the

i total production is only one fifth that of Tasmania and her inter-

. - state exports are negligible. Vietoria, New South ¥Wales and South e T
" Australia export a much smaller proportion of their crops oversoas SRR
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~this period consignments averaging from 25,000 to 100,000 cases are
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and Victoria in particular is the source of a moderate interstate.
movement, but the Tasmanian crop is the dominating factor in the
overseas market and the interstate markets of New South Wales and
Gueonsland. The Tasmanian industry's dependence on interstate
markets means thet in the event of restricted overseas markets,

or exceptionally heavy crops, leaving a large surplus both the
home and Mainland price will collapse. It is, of course,
arguable that in the event of intensive competition in the Aust-
ralian market over a period, Tasmania, by reason of her relatively
favourable production conditions might capture a larre share

of the markets in New South Wales; Queensland and possibly Vlctorla
at the exvense of the growers in these States. But advantages in

marketing mothods., Another factor working in the same direction

is the wider opportunity in tho more populous States for selling
. low grade fruit locally that is, with wlder local markets and smaller
volume of production, mainland growers are able to dispose of a
largor proportion of their total crop, With a lower percentagoe of
unmarketed fruit a better groas return is secured.

TR

TRE; TS

426, The Department of Agrioulturc has estimated that the averarme
cost of production per bushel is normally 1/-; items such as
spraying, manuring and pruning will vary widely with the type of
troo and prevalence or otherwise of the various pests. Such being
Atha case the cost of production ‘per bushel may vary to about 2/6

427, The overseas trade to England is limited by a quota svstem to
Zﬁ'million bushels. The oversens export season commences at the
ond of February and continues until the beginning of June. During

loaded. The average prices received for good qualltv fruit vary
from B/L to 14/L per case according to voriety and condition and
the etate of the market upon arrival. The lattoer is controlled
largely by the quantitwv of English cool-stored fruit and that
available from Ameriocan and Canada.

| :
The pre war costs of shipping fruit to the United Kingdom were

428,

as follows, viz:~ . A ' .

TABLE XLVI. ‘.

Itom, Cost per Bushely‘
.
Export Wharfage eto. = - 2d. .
Overseas Freight Rato 3/6d. & 23d.
Insurance = 14.
London Charges 1/-d.
301lling Broker's Commission 6d.
Advortising. Lovy . : 4.
Total ) 5/6d.
L

“ports were actually rising.,

Henoe, the porcentage of overseas selling price absorbed by
shipping costs varies from 40 to 68 per cont, Despite this freight
burden aoreage was not decreasing in the pro-war deoande whilst ex-
In any case the quality of tho
service rendored is more important than theo rate charged,

In a normal system exports to interstate markots approximate
the Sydney and Brisbane marlets absorbing four-fifths
The war- shipping costs were as follows:=

429,

7,250,000 bushels,
of this total,
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TABLE XIVII. 175, -
Itom. | . Cost per busheol,..
Tasmania/Sydnoy. o o - Be do
Export wharfage otc. 0 1.0
Freight Rate 0 10,0
. Sorting and Packing A 0 1.1
Inspeotion : v 0 0.8
Yherfagoe 0 1.5 B
Receiving and Dellvery 0 2.5
Commission, - 0 6.0
1 ngdo -
Tasmaniq/Brisbane.
" Export wharfage, otc. 0 1.0
- Freight Rate 1 9.0
Sorting and Stacking 0 1.1
Inspection 0 0.8
Wharfage 0 1.5
Rocoeiving and Delivery 0 2.5
Conmission 0 9.0

(VM
(@]
)
(o
ja7)
-

— s 82 — - a bam o

The prices received in a normal season, when the market is not
subject to a shortage of supnply, or glut, range from 5/; to IS/L
per bushel, the latter figure being obtained for fruit sold ex cold
store, to which a charge of about 1/3d per case must be added.
Hence, the percoentage relation of shipping costs to selling price
varies from 12 to 35 per cent (Sydney); and from 20 to 62 per cent
(Brisbane). It will bo ohscrved that no ‘attempt has been made to
arrive at an average price and relato shipping costs to it, for tho
price varies so widely with differences in the quality of the paclk,
the varicties sold and the seasonal period. The averaco figures
computed in the case of potatoes are, to an extent, unsatisfactory
for these reasons,

430, Beocauso of tho dislocation of markets vrith the outbreak of war,
the Commonwoalth Goverument promulgated the National Security (Apnle
“and Poar Acquisition) Reguletions on 14th November, 1939 %o provide
for tho acquisition and orderly marketing of the 1940 crop., A
Marketing Committoe of the Australian Apple and Pear Board (a1)

was appointed to supervise the marketing arrangoments, As from

1st Maroh, 1940, tio Commonwoalth acquirod all applos and poars in
Auutralia. T S

431, . Advqwcoo worc mode to growers at tho rate of 2/; per bushel on

apples and 3/~ per bushol on vears on the basis of 75 por cent of their

ostimnted production which was detormined by an official assessment
of the individual crops. In addition, growers recoived a furthor
advance of l/- por bushel on apples and penrs of prescribod quality
Aelivered to places or to agents of the Board. All advances in
rospect of compensation were on the basis of bare fruit the costs
of cases and packing, freight, storage and all marketing exponses
boins met by the marketing autherity, Agonts have becn apvointed
throughout Australia to roccive and doal with apples as directed,

* and a system of distribution devised to meet the partic%lar needslbf

— L — e

(41) Constituted under the Apnle and Penr Organisation Act

(December, 1938) .,
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' ' 176,
Insofar as shipping space has
en available, oversca shivments have besn directed from those
est quantitics availablo for oxport.:

_the domestic market in each Stote.
bo
statos having the larg

Tho Acquisition Schcme was continued for the 1941 ssason but

fiarkoting Board was oconstitued under .
the regulations to administer the schemc. State Cormmittevs contin-
usd to assist in the administration of the schemo.  Acquisition
arrangements under the revised orpf“lsat1on provided that instead

" of making advances to growers at flat rates a unit system wms
edopted which provided for differcntial rates as between States, and
as hetween varioties of apples and.pears produced in onch oState.
Again, tho fruit had to bo detually delivored to the Board before
qualifying for advances except whorc delivory was not required for
marketing, -

’
432.

433, In lator seasons the Govornment Hqu talkon action to acquire
the Tasmanian and Vestern Australian crops only. In all other
States the growers oaro not now subject to any control by the Board,
and are free to disposc of th01r ;rult through the normal channels
of d1str1bnt10n.

434. The nature of thec by-product vroblem varies from industry

to industry. In tho Tasmonian apple industry it is chipfly concerncd
vrith tho utilisation of the surplus and uncxportable apnles, the
quantity of which varios from season to season, The pre-war

averago percentage of processed to fresh apnles cxported wms 10,
. Of course, the demands of o war oconomy have vrought a vast change

in the composition of the state's apple exports, nearly 1/3 of total
gxports in 1943-44 being in driod form., Vhereas in 1938-39,

717,000 1bs of driod opples were oxported in 1943-44, 4,032, 990 lbs

werc exported.

435. Pre-war there were many reasons 11V an apple gurplus should
xi8t c.g., limits on overseas markets for fresh apples and the
existence of 2~ standard of quality for export apples. It follows
that there was normally o surplus of apples on the growers' hands
every season aftcr the demands of the overseoas, interstate and local
markets had been satisfieds  Utilisation of the surplus as by-products
affords the grower some roturn towvards costs of production and romoves
o possible liability from his hands /
436. So fnr as tho various avenucs for tho utilisation of apnles
are concerncd the production of driecd apploes forms tho largest and
most profitablo market, It should be noted that a widening of the
market for solid pack apple is likely in the future. In pre~war
days the apnle evaporating industry with an egtimated capacity of
50,000 - .70,000 cases per scason was meroly a convonionce to the
‘Lrower, The maximum normal price which the evaporator could
afford to pay the grower was not sufficient to induce the latter
to grow mood quality fruit. A higher price for dried apnles would
enahle the ovaporator to pwy wmore for frosh apples. Increosed | ’
consumption of dricd apples is showm by the wartime incronse. Vhat
aro likely to be the permancnt effects on domand? Here it should
be noted that, on the average, Tasmania produces 90 per cent of
the total output of dried applos in Australia. Unfortunately,
_none of the evaporators keep adequate costing systems., However,
shippine costs are high onough to divert the bulk of the output
to interstnte exports. ried apple in bulk realises a lower price
than tho same product pacied in cartons - in the case of the former
it is likoly that the proportion of shipping costs to final selling
price is 8 per ccnt and in the case of the lattor only 5.5-6 per
cont. Pre-war tho industry nocded complete reorganisation and
modernisation both in respect of production and marketing methods
for thore was a latont domand in Australia to be exploited. It is
"not proposed to trace through wartime developments hero as the - ’
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greatly incroased output has becn called forth under dofence A
contracts and can have 1little bearing on the post war market. ko LT
.~ liodern plant and equipment, rigid grading, both as regards quality R P
{ ' ©  and colour and morc cooperative advertising on the Auutraliqn merket et ey
are.necossary if the industry is to expand. AREUR SRR

437, Tho changing nature of the form in which apples are being

demanded is reflected in tho expansion of activity in the canning sec=-

tion of the industry. Solid pack apple is now being used in ine’

oreq51ng quantities by bakers, pastrycooks and rcstmurqnts partic-

‘ularly in Victoria. (42). The percentage of final selling price

: . absorbed by (interstatc) shipping costs is approximately 6.5

] - - It is likely that when the post war overscas market is stabilised

! ! most of the low priced varieties will be exported in solid pack
form thus lowering the freight burden which is as high as 68 per

‘ " cont of ‘selling price. (43) It will be first necessary, however,
to lowor production costs in order that prices comparable with
Canadian and Americen producers may be quoted,

438, Finally, we moy summarise briefly the rosults of our invest-.
A igations into the relation of shipping costs to the exportation
ot Tasmanlan primary products, viz:= i

TABLE XIVIII.

; - -

Product . Paras. . Porcentago Relation of Shipping
~Costs to Final Solllng Price,

;V.."‘ Moot . 386 ~.4OO §°°§4
| Dairy Produc;,e_ . 401 - 404 - | '
Potatoes ‘\ , - 405 -’421 ‘ 19.65 (Average 1935—56»5~1938-39)
Applés - Fresh

- [ . . : R ‘ 422 .' ' / . . o ) NN
: ' o Overseas . . 40-68 ;

W

Interstate | .- 4o 12-35, (Syaney); 29-62(Brisbane)

Apples - Dried - . 5.5-6

: 435.
Apples - Canned , - 6.5

Strictly speaking, of course, dried ond canned applos are manu-
‘factvred products but thsoy have boen included in this section

in order to emphasise the lower froight burden as compared with -

qnplds in fresh form.

e

439. Referovco»hqs already been made in Cheapter V. to the general
cargo ratos ruling on the hustralian coast. = So far as overseas
ratos are concerned somewhat differont principles apply in rate

making, viz:-

- ———— o -

~ (42) Sales in this State arc high (75% of output) because of-
. CONSUMEr AwAreness and'the\absenoe of intense competition from
tropical fruits {of Svdney). - - , 0

a

£ (43) Vide para. 42 .
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(a) Different rates are applied to differcnt classos of cargo
according to their ability to contribute to the fixed
charges of ship operation. Some rates, e.g. on wheat
and coal cover little more than.the prime costs of transport,
while others, o.g. on apples, buttor, cover total costs
with something to spare. If it were not possible to charge
differential rates a very great deal of the low grade freight-
would not be moved at all because of its inability to boar
its total cost of tranport, and it is possible that rates
for high grade Treight would bo even higher than under this

"proferential® svstem (or the service less efficient).

(b) ¥Mmat the traffic will bear deponds on a number of consid-
erations but mainly on tho "spread" between f.o.b. costs and -
cii.f. values, and on the nature of the commodity and the
conditions of its production, which determine whethoer con-

~traction or expansion of output can bo achieved easily, and
whether the demand for carriage is, in consequence, elastic
or otherwise. In the case of meat and apples for example,
Yhese factors are all favourable to relatively high shipping
Bosts to oversoas warkets. There is, on the average, o wide
. spread botween f.o0.b. costs and 0.i.f..to values. At
tho same time tho demand for carriage is inelastio becauso
production conditions are unfavourable to a rapid adiustment
of’ output to price changes, and there is virtuelly no altern-
ative to shipment overseas and/or interstate.

440, 1In Chapter VIIT we shall be concerned with.the relation of

"shipring costs to the decuntralisation of industry in Australia with

particular reference %o the future of industrial development in Tas-
mania (44). The Commonmvealth and State Governments are now comm-

“ittod (45) to a policy of docentralisation of secondary industry,
and the Commonwealth, as part of its post war shipping programmes,

plans to control the freight and charter rates, fares, routes of
gailings of ‘all vaessels plying interstate trades. Subiectto

certain conditions thosctrades will e SJbSldlSOd whlch serve
'1ndustr: es looated in dccevtr"11sed 1ocqtions.

,.
K

NONN

"'(44) Compare the terms "industrial development" and "decontralisation

of industry”, the latter being applicable only to the States of New

" South VWiales and Viectoris where the movement is from the crovided

metropolises to the country. In the case of Western Australia,
South Australia and Tasmania the problem is to develop new industries,

But = fuller discussion will be rosorved until the following Chapter.

u ..
(45) fido rcsolut1on adoptcd at the Pronicr"' Conferenco, August, 1545,
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An Exanlnatlon of Shipping Costs and th01r Effoots v
pon Tasmanian Exportlng Industrios.

e m i Y
- e

QUESTI(N¥LIRE (GUIDE (NLY)

d - _ loe Products manufacturced and the rolation of each to total output?

- Qa . ‘ (If you do not wish to revoal actucl production figuros, would

B ' ' you please quote tho percontage vwhich each product bears to your
total output. If your production is subject to wide annual
variations and/or was affocted by war time controls, ploase

quote alsc figures for a normal pre-war yoar, e.g. 1938 or 1939).

A e et
i o .

2o The sourcos of raw materials for the manufacture of your product
or products?

S In what markots are your products oold, and the quantlty (or

proportion) which each absorbs? i
/

4e Vhat aro tho main items vhich go to mako up tho term "shipping
oosts" so far as your industry is concorned.

5 Thich items (if any) do you consider to be unrcasonable and dis-
proportionate with the sorvico ronderod, and why? (cego Liro the

. ~costs for loading and unloading vessols at tho wharves out of all

, SR proportion to the work donae?)

6o Thich products do you quote "free on board" (F.0.B.) and whioch do
you quote "costs, insurance, freight" (C.I.F.), and why? Do you

quote any of your products "F..B. factory, freight allowod" (or
allowed and propaid)?

1 © - - Te Vhich of tho above items (question 4) are covered-by the charge

B rmade by tho shipping companios? (Thet is, doos their charge' covor
cost of sea oarriage only, or such items as loading and unloading

.- export and import wharfages - insurance etc.)

P R LIE R

8s Froight rates quoted by tho shlpplng companies for the transport of
your products?

9o How do you contract with the shipping companies? (By special
agreement for a stated period, guarantceing a certain minimum amount
of carzo; or do you simply book space for oeach partlcular voyago
and pay tho ruling rato?)

e

" 10.(a) Vhat proportion do shipping costs bear to the prico which you

1 \ pay for imported raw materials? (Normal yoar) f{!{lli
lﬂh(b) By how much par unit dQ&hobshippin costs which aro involved ' : 51 f&l{ﬁ
in the importation of raw matorlals increaso totol produwstion. SR
P ‘ uovta? Fﬁ
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12,
*© land or overscas markets, what proportion of the final prioco

C 13,

15.

16,

17,

18,

19.

2T

21,

- war freight rates ncod to bo lowerod? %\

(11)

That aro tho effocts of froight ratos on tho inportation of
plant and oquipment? Do thoy grcatly incroaso overhoad costs?

i th rogard to the marketing of your finished product on maine-

obtainod is-absorbed by "shipping costs" as dofined in question
4 above? (If you scll -your products fe0.bs could you ostimate
figuros for tho above tablo by assuming you soll c.i.fw

“he aro your main rivals on mainland and/or overseas markets?

(a) with rogard to your rivals' costs of production, arc thoy
cffectod by transport costs (reil or sca?) in'obtaining
suppliocs of raw materials? Coubd you roughly comperc your
rclative positions with rospoct to costs of produotion?

~(b) 1f "hlpplnb costs D" increase the prico at which your product
- or produots havo to be offurod in ordor to roalisc a satis-
faotory ‘return, how is your compctitivo position on mainland
or ovorsoas markots affocted?  (“r, alternatively, if you
havo to accopt tho homo producors' prico, is tho pcroontage
of prico which goos to normal profits largoly absorbod by
shipping oosts?)

() Could you compara tho rcturns from a unit of your produot
(or products) sold on tho various markots.

If ono "oversoas"markot (o.g. Victoria) absorbs the bulk of your
total output, could you state why?  (cegs Is it becauso it is
noearest to Tasmania; is thore loss competition from the home
producer in othor Statos (compare offocts of rail fr01rhts) or
overseas producers; arc the soa froichts the most favourablo

on that voyago; 1is it becausc no transhlpnont is necossary; aro
your production costs lower thﬂn rival producors' etc?)

If shipping freights woro lowerod by shipping companies (with
the help, say, of a Governmental subzidy) would mainland or over=
seas producsrs be able to cxport to Tasmania and compete with your
-product on the home market? .

1

To. place you in a "satisfactory" tradinz position on malnland Q/

and/br ovorseas markets, by how much would prosent and/or pre¥#-

If they “VERE lowerod, would it be possible to soll your product
not only in greater quantitios on present markets, but also to
extond to other countries?

If froight ratos do reprosent a high proportion of total costs

of .produotion, and if you do oxport most of your output to the
main contres .0f population on the mainland, why did you looate

in Tasmania. -

“hat are the possibilitios of meking a contract with the shipping
oorpanios at lowsr rates, if you could gusrantee them an inoreasod

and steady guantity of carso? (i.o0. Economies of large soale
transport).

. Tasmania's export trade over tho.war period was affocted not only
by rising freights but also by direct Governmental control of
shipping spnoce. How has this control affected your industry in _so far
as your compotitive position on oversoas markets is ponoornod?

iith a view to post-war output noliey,what steps would you suggost
should be taken to offset the di sadvantages aoccruing to Tosmanian

" industry throubh Jbhe islandts 1nou1ar1tv7 (e.gs tho provision of

"spocial purposo" rathor than "general oargo" ships might lower costs
for those commodities oxported in larko quantities)s
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