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To ROBERT GLADSTONE, Esq.

Chairman of the Liverpool - Ship-owners’ Association.

Ser,

I¢ is not the less in compliance with
the wishes of several Members of the Association
over which you preside, than it 1s tn accordance
with my own inclination, that I dedicate the

following pages to you, asa small testimony of
the gratitude, your unwearied atlention to the
interest of the British Ship-owner, has inspired.

To you, however, with whom the effects of
the New Code of Navigation, are so fumiliar,
this work will be of little value; bui there are
some, whom its contents may awalen to that sense
of duty, every\ Englishman owes to himself, and
his Country ; a duty that imperatively calls upon
all, to unite in endeavouring to procure a Repeal
of those Laws, which threaten the destruction

of the Maritime Supremacy of this Couniry.

£ have the honor to remain,
S,
Your faithful and obedient servant,

WILLIAM W. MORTIMER;

Liverpool, Ath January, 1827,




ImporTANT as the prosperity of a
mercantile marine must be to all powers, no
proposition appears more firmly established,
than, that to any state claiming naval superi-
ority, it is indispensable. To an island, a
strong and well-disciplined navy is as essential
to its existence in freedom, as that that navy is
dependant on its mercantile marine. The his-
tory of the world presents no record of the
navy of any free nation having flourished, or

perhaps even existed, without a correspondent

maritime commerce in its own shipping. -

If these maxims be true, how especiéill’y‘ do
they apply to this country! Every one knows

the feelings of rancorous hostility which the
more powerful kingdoms of Europe have, at
all times, evinced towards England; and so
long as the difference exists in their religion,
laws, and constitutions,"it is to be apprehended
that that animosity is not so much subdued as
the ability to show it. This feeling. has not
been confined to late years; it appears to have
existed for centuries ; and with it, a correspon-
B




6

dent desire on the part of the Rulers of these
realms, to take the only efficient means—if not
to curb those powers—to prevent this country
being made the theatre of their wars, by afford-
ing every encouragement to its subjects to enter
into commerce,—and more particularly into
such branches of it as were connected with
navigation.

The recent material alterations in the mari-
time code of this country having drawn general
attention to the subject, a short sketch of the
rise and progress of the maritime commerce of
Britain is here presented, in order to show how
mtimately its welfare has been connected with
that of its navy:—thereby demonstrating the
danger of any concession to the mercantile
shipping of other states, and the manifest im-
propriety of further relaxing in the * preserva-
“ tion of that palladium of our national inde-
“ pendence, without whose tutelary aid, these
‘““ realms must sink into a state, which, how
“ specious soever the appellation that may be
“ bestowed upon it, they would soon fatally

“ experience, to be that of provincial subju-

& orafl 9 3
gation.

ki

Amusing as it might have been, to have
inquired into the earliest histories of commerce
and of ships, and to have marked the distinction,

* The words of a foreigner, written sixty years since.

yet intimate connexion, between those for war
and trade, in this brief notice, we must pass
over the early voyages of the Pheenicians and
of the Carthagenians,t the traffic of the Egyp-
tians and the Romans, and proceed at once
to the commerce of this country. Its earliest
records are, however, so buried in oblivion,
that it must suffice to say, that its first trade
was confined to the coast between Kent and
Cornwall, for metals and skins; that this was
afterwards extended under the Romans from
the Thames to Bristol, and. that - the traflic
consisted of the exchange of metals, lime,
chalk, cattle, dogs, pearls,} and slaves, for
various articles of brass, ivory, trinkets, bridles,

&e. &c§

Though the vessels of the Britons, mentioned
by Cesar, are described as being made of
hollowed trees, withies, or osier, | covered with
skins, it is more than probable they had better;
for he speaks of an engagement in which they
and the Veneti had 230 large and strong ves-
sels. They, however, were unable to resist
the Romans, by whom they were defeated.
This may account for the latter more easily
passing into England the following year, since

+ Some idea may be formed of their extent, when we read of the number of persons
sent under Hanno to found colonies, being 50,000 or upwards.

1 See Pliny, Nat. Hist. 7ib. 9, ¢. 35. § Strabo, 0.4, and Ceesar, lib. 5, 12.

II Boats of this description are yet frequent in Scotland and in Ircland; they arc
also occasionally scen on the Severn and the Wye.
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it would seem the Romans had not very pow-
erful vessels ; for, though they left France with
a fair wind, their infantry were ten hours on
the passage over, and their cavalry could not
be got across for some days.*

During the continuance of the Romans in
this country, its commerce slowly but gradually
increased ;—their departure, and the subsequent
inroads of the Scots, retarded all marine
adventure, and consequently there was a de-
crease in the Britons’ shipping ; which, built in
so fragile a manner, soon decayed. Under
the division of the Saxon heptarchy this could
hardly be expected to improve, though, among
the early institutions of the Saxons, a law had
been passed, that if any Ceor! made three voy-
ages beyond the seas in a ship of his own,
and with a cargo belonging to him, he should
be advanced to the dignity of a Thane, a minis-
ter, or honorable retainer.

By the middle of the eighth century, Offa,
of Mercia, had so powerful a marine, that he
ventured to dispute the sovereignty of the seas
with Charlemagne, previous to his intimate
alliance with him : and in the reign of Egbert,
(827) London, Exeter, Bristol, and some other
towns, are recorded as considerable trading

places. The vessels must, however, have been

# See Cuwsar, lits 4, ¢, 18, 19; they landed at Dover 26th August, A.C. 55.
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still of a most defective description ; the ra-
pidity of their decay is proved by the great
variation in their numbers at different periods.
Alfred, soon after his coming to the throne,
(875,) had only six vessels; these, by the
greatest possible efforts to increase the traflic
of his country, in which he partially succeeded,
he raised to 120 (in 900.) Following the steps
of his illustrious grandfather, Athelstone in 932
exerted himself to the utmost to extend the
commerce of the kingdom, and revived the
old Saxon law, conferring nobility on him
who had traded to a cerlain extent abroad.
His example was followed with such zeal that
Edgar in 970 equipped a fleet of some hundred
if not thousand vessels;* of which, however,
only the very largest could carry 50 men. It
was the greatest England ever possessed,
(Chron. Sax. p. 137,) and its owner, priding
himself on its magnitude, styled himself ¢ Km-
«« peror and Lord of all the Kings of the Ocean,
<« and of all the Nations which it surrounds.”

The first establishment of German merchants -
in England, took place in 979, in the reign of
Ethelred. They were permitted to buy ships,
and to trade in every thing ; but not to fore-
stall the merchants of London. Their tolls,
which were the origin of the Customs, were three

« Dr. Henry supposes the number to have been only 360, Other writers vary it
from 3000 to 4000, -
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pieces of cloth, five pair of gloves, ten pounds
of pepper, and two vessels of vinegar. In 1007
a fleet was raised, by a levy on the land, of 800
vessels, which were however soon dispersed by
the Danes, whose force at sea was far superior
to that of the Saxons or Britons. The latter
entered into an engagement with the Danes
that they should receive a tribute for abstaining
from ravaging their coasts, equal to 1s. at first,
but gradually advanced to 2s. a 7s. per hide
(or 100 acres) of land, which was made payable
at Greenwich under the name of Dane Gelt.{
Thus having no longer any marine enemy to
oppose, naval affairs were so neglected, that
William the Conqueror, in 1066, landed at
Pevensey, in Sussex, without any opposition
from some hundred vessels and boats. Aware
of the disadvantages to which the want of a
naval force, superior to that of the opposite coast,
exposed these kingdoms, he, in 1077, founded
the Cinque Ports, obliging them, on forty
days’ notice, to provide him with fifty-seven
ships, and to give their crew fifteen days’ pay.
His introduction of the feudal system was
injurious to commerce, which would doubtless

have decreased much more but for the estab-

lishment of the Flemings in 1100. On the
whole, however, the naval shipping of England
continued to increase, and before the death of
Henry the Second, English sailors were so

+ See Roger de Houeden, p, 603
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much approved of for their dexterity, that they
were forbidden to enter into foreign service.
The fleet which conveyed Richard the First,
in 1190, to the Holy Land, is described as
having surpassed all others in magnitude,
having, in addition to many tenders, 53 row
gallies, 150 buss@ or ships of the second class,
and 13 dromones or those of the first class.
There is, however, great reason to believe that
part of these were hired, particularly some of
the larger, one of which, from her then amazing
capacity, was called Z%e World. On his
return he promulgated the code of maritime
laws of the Isle of Oberon,{ which was speedily
followed by those of Wisby, governing the cities
of the Hanseatic League.

In the following reign was fought the cele-
brated battle between John and Philip the
Second, when 500 ships were engaged, whose
crews excelled, says William of Malmsbury,
all others in the art of navigation, though their
largest could not have carried more than 40
men. The result of this engagement was, that
the English fleet burnt 100 French vessels, and
carried off 300; and even more would have
been taken or destroyed had not Philip, has-
tening from the siege of Ghent, obliged the
English to leave the combat ; not, however, till

+ To these Laws, Chief Justice Abbott in his book on Marine Insurance says, the
greatest respect continues to be paid; not so much from them having been formed by
an English Monarch, as from their intrinsic merit.
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he had destroyed many of his own vessels. So
elated was King John, that he thenceforward
expected  from all nations obedience to his
maritime ordinances, having, in the second year
of his reign, ordered the vessels of all nations
to lower their colours at his command, and to
pay that respect generally to his flag.

In 1846 Edward the Third required 738

“ships for the siege of Calais. The roll of this

fleet is very curious, as it exhibits the relative
proportiohs of the naval force of the different
seaports in the kingdom. The King's own
fleet (probably, however, composed of hired
vessels) consisted of 25 with 486 seamen ; Lon-
don is fixed at 25 only, whilst Fowey at 47 ;
Dunwich at 49 ; Liverpool is not noticed ; Gos-

ford (now unknown) at 13 ; Spain furnished 22,

and Flanders 15 ; Ireland contributed one
vessel only. The largest ship mentioned had
only 60 men: the average is under 20.{

Thirteen years afterwards the whole shipping
of England is recorded at about 1100, so small

and so weak that the greater part of them were

ordered to be drawn on the beach, and none to
leave port without a license, except they were
able to defend themselves. But the kings of
this country seeing how essential to its pros-
perity was its commerce, imitating the example

+ See Record in Tower of London, as published by Hacluit, Lediard, &c.
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of other states, were anxious to promote it.
The coal trade had become then of such im-
portance as to bear a duty of 6d. per ton on its.
export ; and the commerce of the country was
gradually extended to Spain, and even to Italy.
In 1381 Richard the Second laid the founda-

tion of our Navigation Laws, by ¢ declaring:

« that none of the king’s subjects should carry
“ or bring in any merchandise, but only
«in ships of the king’s allegiance.” This
would have had the effect of increasing the
number and strength of the English shipping,
had there not been several associations of
foreigners, which were allowed to trade in

their own ships. Against these the English.

merchants were unable to enter into compe-

tition with any prospect of success. The.

parties who availed themselves with the greatest
advantage of these privileges were the German
merchants, a branch of the Hanseatic League,

who were associated at the Steelyard-house.
Henry the Third, in consideration of the many

services they rendered him, presented them
with several further immunities. The. com-
plaints of the British merchants, of so much of
their trade being destroyed by this company, at
length induced Edward the Sixth to take away
their exclusive right of trade. " The good effects
of his revoking their charter were immediately

felt : the export by the Brifish merchants

rapidly increased, and the trade came nearly

C
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all into their hands. The former privileges of
the League were, however, temporarily restored
by Queen Mary, who was married to Philip,
the son of the Emperor ; but an entire stop to
their traffic took place in the reign of Eliza-
beth.  Mistaking their own power and the
spirit of the Queen, they directed the banish-
ment of all the English merchants from the
cities of the League, with a view to enforce
a renewal of those immunities, which she had
suspended on her coming to the throne. Instcad
of granting their wishes, she ordered, that the
very day any of her subjects were obliged to
leave Germany, on that day the Steelyard-
house should be closed, and the right even to
trade at: all taken from them.  She had before
reduced them to the same footing as her own
subjects.

Up-to this-time  the history of the eommerce
of the Hanseatic League nearly comprehends
that of this country and of the world. Pos-
sessing establishments in all the principal ports
of the Baltic, of Germany, of the Netherlands,

in Portugal, in Spain, in Italy, and in Sicily—

the interchangé of all commodities was nearly
confined to them— their vessels were the general
carriers of all Europe—their ships, and those
of Genoa and Venice were the largest in: the
world, and the most ably navigated. ‘The
discoveries of the compass and of America
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made a great alteration. .Sovereig‘ns then saw
their true interest was comimerce ; and that to
protect their subjects from the monopolies of
the Hanse Towns was more valuable than to
waste their treasures in useless wars. The fall
of the Leagueis justly attributed to its becoming
warlike instead of commercial, and it sunk into
insignificance when the monarchs of Europe
turned their attention to trade. Twelve years
of continued war, in the middle of the fifteenth
century, completed their ruin.

About this period (1386) the French naval
power appears to have been considerable ; for
we read that Charles the Sixth, having revived
the project (from which his predecessor had
been dissuaded,) of invading this country, he
equipped a fleet of unexampled force. The

people contributed one fourth, and even one

third, the produce of their land, and the
nobility rivalled with each other in their exer-
tions. Arms, soldiers, and provisions, abounded
to superfluity: ¥ but delay and indecision
brought this mighty fleet to ruin, and an ex-
pense of three millionis of francs thus fell on
the French. In the engagement wliich occur-
red between the French and English fleets,
cannon appear to have been used for the first

time at sea. Quick lime was till then a favorite

article of marine warfare.

+ “ Ever since Gop created the World there were never seen so many ships and
“such large vessels together,” (says Froissart, 2.3, ¢. 36.) ¢ From Seville to Prussia,
< therc was not left on the sea one large vessel, that was not at the service of France.!

.
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Henry the Fifth, the victor of Agincourt,
encouraged the ships of England, and had
actually some of his own, of which the two
best had purple sails. He gained several great
naval victories, and benefitted his navy by
building after the model of some ships that he
took from his opponents, hired by them from the
Genoese, more powerful than any belonging
to this country.  His reign is remarkable for
disputes with the Dutch, which continued,
with little interruption, to the time of the Pro-
tectorate. In the reign of Edward the Fourth
the navy continued to improve, though, in the
time of his immediate predecessor, it had

‘declined. He had several vessels of his own,

used both in trade and in war. The first ship
built solely for war was by Henry the Seventh,

(perhaps the first ever built of two decks ;)

her burthen 1000 tons; she had jfowr masts;

cost £14,000; and named Harry Grace de
‘Dieu.

Henry the Eighth must be considered as the
greatest encourager of our naval force. He
built the dock-yards of Deptford, Portsmouth,
and Woolwich; and to him we are indebted
for most of those rules which at this day consti-
tute the basis of our present naval government.
Though he had many ships, it would appear
they were more for parade than any thing else ;
as he was obliged to hire those of Lubec,
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Hamburgh, &c. At his death, the tonnage

was only 12,000 tons, which declined, during
the reign of his successor Mary, to 7000 tons,
in 27 vessels, navigated by 3565 men.

The reign of Elizabeth will ever be memor-
able in the annals of the English marine.
Finding the sea was the element of her sub-
jects, she did all that could be done to increase
the mnaval force of England.  She well
deserved the title of the ¢ Restorer of the
“ Naval Power of England, and Queen of the
« Northern Seas.” With the money, her
economy enabled her to lay apart from other
purposes, she built vessels of war; and truly
might the French ambassador, Castelnau, say,
(L. 3, c. 1,) “such were the palaces the Queen
« erected.” At the same time she gave a
bounty upon the building of ships above 100
tons burthen.

The great success of her fleet under Drake,
consisting only of 20 vessels, with 2300 volun-
teers, against St. Domingo and the coast of
Florida, inflamed the spirit of the nation to
future enterprise, which the destruction of the
Spanish Armada in 1588 was not likely to
abate.  Probably to the support the Hanse
Towns afforded it, may be atiributed the des-
truction of their exclusiveprivileges in England.
The history of this expedition is so well known,

U P
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as hardly to admit of recapitulation. The

Spanish force consisted of about 150 ships, many
of them of 1200 tons, and of 50 to 60 guns
each; manned by 8350 seamen, and 2088
galley slaves, and mounting in all 2660 cannon;
37,000 soldiers were ready in Flanders and
Normandy .to join the 19,290 on board the
fleet; there were also about 350 volunteers,
from whose exertions so much may not have

‘been expected as from the chosen tribe of 100
Monks, under the especial command of Don

Martin d’ Alargon. To oppose -this powerful

fleet, the Queen had only 34 vessels, of 12,590
ttons, and 6279 men ; but all parties were eager
‘to contribute to the defence of their country.

London furnished 38 ships at her own expense,
and the nobility and gentry hired and equipped
43; which, with a variety of small coasting

vessels, increased the total number to 176.

The result is well known. Immediately
England became the aggressor, and her fleets
are found harassing the Spaniards.

At the Queen’s death her navy was 42 ships,

of 17,055 tons, and 8346 men; 8 of these

were under 100 tons, 8 above 800, and only
2 above 1000 tons. At the death of James the
First, though the number was decreased to
32 vessels, their tonnage was about 20,000
tons. 'This is easily accounted for. James
(1615) - commenced building larger vessels,
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capable of taking longer voyages than:

formerly. 'This, joined to-his continuing the

bounty granted by Elizabeth, and issuing an:

order in council, on the petition of the mer-

chants of London, prohibiting the export of

British commodities in any but British bottoms,

had such an effect on increasing the numbers
of English ships, that, though in 1615 there
were not 10 vessels belonging to London’ of
above 100 tons, in seven years after there
were upwards of 100 in Newcastle alone.—
The British vessels thus became of a better and’

larger description, and, at this period, they

were first seen in the Mediterranean. Charles
the First paid much attention to the navy ; in-

the early part of his time England had not more

than three ships of 300 tons, at the death of

Charles the Second there were 400.f These
vessels were chiefly launched at Newcastle,
Hull, Yarmouth, and the ports opposite the
coast of Holland, whose builders may be sup-
posed to have learned the art of building from

the Dutch, whose principal yards were at:

Saurdam.f To the first Charles we are in-
debted for our first three-decker, of 118 guns,
called the Sovereign of the Sea, burthen 1637
tons. He also gave a bounty of 5s. per ton
on the building of all merchantmen above 200
tons; and had, at the commencement of the
rebellion, 42 vessels of 22,411 tons:; which,

+ Child’s Treatise of Commerce, page 88,
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from Prince Rupert’s carrying off 25 vessels in
1648, were reduced to about 20 only. The
measures: of Cromwell not only replaced those
the Prince had taken, but increased them to
upwards of 150; of which, about one-third
were two or three deckers: at his death he
left 157 vessels, of 4390 guns, and 21,910
men. All who are acquainted with the history
of the Protector, are aware of his inveterate
hatred of the Dutch. This is the more easily
accounted for, by the connexion between the
house of Orange and the family of the unfor-
tunate Charles the First. By a separate
article of the treaty, enrolled 4th May, 1654,
it was stipulated, they should not invest the
young'Prince of Orange with the title of Stat-
holder or Captain General. His father, William,
Prince of Orange, who died in 1650, was
brother-in-law to Charles the Second, having
married the Princess Mary, his sister.

Having been so successful as to bring all
Ireland and the Colonies to subjection, Crom-
well apparently turned his attention to peace,
and despatched St. John, the Chief Justice,
to Holland, in 1652, to propose an offensive
and defensive treaty ; and even if there were
a prospect of success, to unite the two repub-
lics. The Dutch, finding the advantages would
be all on one side, refused to do more than
renew their former alliances ; upon which, St.
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John returned to England, and Cromwell, to
a{yenge‘ himsel‘f, framed the far-famed Act of
N angatjo;if?_ accompanying it by the issuing
of letters of reprisals against the Dutch.

Charles the Second profited by the regula-
tions of Cromwell ; and, on coming into power,
caused several of the declarations of the Pro-
tector to become the law of the land, among
which was the Navigation Act.

If these regulations originated in the animosity
of Cromwell to the Dutch, (which was doubt-
less increased by the use of their ships to carry
the King and his followers to Scotland,} and by
the other services they rendered him,) it might
have been expected that, on coming to authority,
Charles the Second would have been inclined to
more friendly relations with them :—but it
appears that he also entertained a violent dislike
to the Dutch, which was not at all decreased by
his great predeliction for Naval affairs. Charles
possessed an advantage Cromwell did not;
Cromwell had lost many of his shipsin war, and
for a time the English could not do without the
assistance of foreign vessels—a rigid adherence
to the strict letter of his celebrated Navigation
Act would have entirely destroyed the trade of
these countries—hence arose the exceptions in
Sections 12, 13, and 14, of the Act of Charles.

+The resolutions of the Commonwealth were dated October, 1651.

1 Charles the S 3 ' i
sorenpres sl?ipseg?l{%’ ;f:ﬂ fox Cromarty on the 23d of June, 1.650’ accompanied by
D

o
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In proceeding to review this celebrated Law,
(the 12th, Charles II. chap. 18,) we cannot but
be struck with the peculiar propriety of its title,
which so justly called it ¢ An Act for the in-
« crease of Shipping and encouragement of
¢« the Navigation of this Nation, wherein,
« under the goed providence and protection of
« God, the Wealth, Safety, and Strength, of
« this Kingdom is so. much concerned.”

Its first Section enacts,* Z'hat from and after
December, 1660, no Goods shall be im-
ported. into, or exported from, any of the
Colonies in Asia, Africa, or America,
but in such Vessels as are built in and
belong to England or its Plantations, and
of which the master and threefourths of
the mariners are English.

Though this enactment might be nearly new
to England, it was no invention in the art of
legislation. The Spaniards had long before
acted upon it, the Dutch invariably ; and the
Portuguese likewise refused to allow other
nations to visit their Colonies. In thus con-
fining the traffic of our settlements to our own
vessels, we only followed their example. No
ill feeling could be excited towards us by this
measure. These Colonies were exclusively our
own; their defensive establishments supported

« In quoting these Clauses, the words have not been exactly copied; the law
phrases are abridged, but the meaning is preserved,
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at our cost,  The people of this country were
taxed for their benefit; it would, therefore, ill
have become even the colonists to complain
of those regulations, which confined their trade
to the shipping of that country, by whose
liberality they were maintained and defended.

Section 3d. No Goods, produced or grown
i Africa, Asta, or America, shall be
umported into England, &c. or her Colonies,
but in English vessels, built and navigated
as before.

After the restrictions levied upon our own
Colonies, in whose welfare we were so much
interested, it was but natural we should direct
correspondent enactments against the Colonies
of foreign countries, (for such were all the ports
of Asia, Africa, and America, then considered ;)
more especially when the effect of those regu-
lations would be the increase of that shipping,
which the preamble of the Act had just before
declared to be so essential to the Wealth,
Safety and Strength of these Realms.

If the expense, which was borne by England
in victualling and defending her Colonies, was
by Section first, to a certain extent, thrown on
those Colonies, by the carriage of their produce
being confined to English shipping ; so, on the
other hand, this Section gave them an advan-




:';;.{ !

24

tage over the settlementb of other States, by
obhgmg the latter to send their produce, if at
all to this country, by English ships. As
English. shipping were excluded from these
settlements, the monopoly of the markets of
this kmgdom was thus secured to our own
Colonies.

-Section 4. No Foreign Goods shall be im-
ported into England, &c even in Englzs/&
built and .navzgat,ed »_slnppmg, but by such
as come directly from the ports of those
countries where the Goods are produced,
or the usual ports at which such Goods are
Jirst shipped for transportation.

This clause, though in such general terms, is
particularly levied against the Dutch: they
were then, as indeed they have been to a very
late period, the carriers for all who could em-
ploy them, and were possessed of decidedly
the best vessels of that day. It will be seen by
Sect. 8, they were prohibited bringing to Great
Britain about twenty-eight of the more bulky
articles, except in their own vessels, and direct
to this country, such goods being the produce
of thelr own states in Europe. Their great
carrying tlade from other ports on the Conti-
nent to Eng 1and was thus atanend. The owner

~of any goods, 1es1d1ng in Prussia, &c. who

might formerly have sent them to the free ports

of Holland as a dep0t, to be ready for the first
market in England or the south of Europe,
was, by ‘this clause, excluded from all chance

of afterwards forwarding those goods to this

country even in English vessels. He would of
course hesitate in consigning them to Holland,

and thus the Dutch vessels were entirely
deprived of the carrying of -any goods, so far
as England was concerned, except such as
were the produce of their own states. The
limited extent of these territories, and their
own considerable consumption, made the quan-
tity of those goods they could spare for export
very trifling.

Section 6. Al Fishing was confined to
British vessels and crews ; and by Section
6, All Coasting Trade to British vessels.§

"The wisdom of these regulations is sufficiently
proved by the fact of their being continued
among all the changes which have latterly
distinguished the present system.

The Coasting trade, the Coal trade, and the
great Sea [isheries have ever been the best nur-
series for seamen : and it was our duty to confine
so much of them to our own shipping and our
own sailors, as was essential to the wants of the

§ Smith’s Wealth of Nations, &. 1, ¢. 3. and Plullps’ Iuland Navngatlon, fully
demonstrate the neressity of these enactments.
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country. These exclusive regulations appear
to have met many admirers even on the Con-
tinent. A French writer says, ¢ Far from

¢« censuring these articles, or considering them

“ unjust, we cannot too much admire them.”

Section 7. No Ease or Abatement of Duties
granted to English ships, except three-
Jourths of the seamen were English.

As at this time the number of English sailors
was small, it was a wise measure to endeavour
to enforce such steps as would tend to their
increase. At subsequent periods this law was
obliged to be altered, from the absolute impos-

sibility of obtaining a sufficient number of

English seamen ; and at one period, by George
the Second, even three-fourths were allowed to
be foreigners. Centuries before this the value
of British seamen was so well known, that the
Kings of England, solicitous for their increase,
prohibited them entering into the service of
any foreign state. Richard the Second, who
framed several commercial regulations for the
benefit of the shipping of this country, was

particularly anxious they should not be em-

ployed, except on board of English ships.

Section 8. No Geods of Russia, no Masts,
Timber, Boards, Salt, Pitch, Tar, Rosin,
Hemp or Flax, Raisins, Figs, Prunes,
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Olive Oil, no sorts of Grain or Corn,
no Sugar, Pot Ashes, Wines, Vinegar or
Brandy, should be brought into Britain,
 §ec. in any ship or vessel, but in such as
did belong to the people thereof. And no
Currants or produce of Turkey, but in
English built, owned, and navigated vessels
and no other, excepting such as were built
in the country of which the goods were the
produce, or vessels of such ports where the
goods can only be or usually are first ship-
ped for transportation ; under the penalty of
Forfeiture. And Section 9, apprehensive
that endeavours would be attempted to
evade the former Section, levies penalties,
(viz. raising to the Duties which alien’s
goods had to pay,) on any such imporia-
tion, except by British ships. '

The intention of Section 8 appears to have
been to have excluded all the goods named,
previous to Currants, from being imported in
any vessels except British. But the enforcing
of the double duties, enacted by the succeeding
clause, seems to have raised a doubt whether
they might not, on the payment of such duties,
be imported in foreign vessels. As the duties
were then trifling, it is more than probable they
did not operate as a sufficient preventive. to
such importation: for we find that shortly
afterwards, in the Customs’ Act, 13-—14, Chas.
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II. chap. 11, section 23, a clause inserted to
amend and explain what the vagie language
of the preceding Act had léft uncertain, viz.
“ That no Wines but Rhenish, no Spices,
<« Groceries, Tobacco; Pot Ashes, Pitch, Tar,

-« Rosin, Salt, Deal Boards, Fir, or Olive Oil,

¢« shall hereafter be imported into'England or
«“ Wales from the Netherlands or Germany,

“ upon any pretence whatsoever, in any sort of

« vessel.” - This clause was strictly consonant
with the general principles of the Act; for, as
few of these articles could be produced in Hol-

“land, it was only enforcing more strongly the

intentions of the legislature, as shown by those
previous enactments, forbidding the importation
of goods; except direct from the places of their
production :—a measure which most vitally
affected the coasting trade, at that period so
extensively carried on by the shipping of Ger-

~many and the Hanse Towns.

Section 12, gave an exception to English
vessels loading Levant goods; which were
allowed to be brought from the usual
places of shipment, though not of pro-
duction ;. and the 13th Sectioii also ez-
cepted certain portions of the East India
trade.

Section 14. English vessels may load at any of
the ports of Portugal, Spain, Azores, &ec.
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all goods the produce of any of them or
their dominzions.

Desirous as England was of engrossing all
foreign trade, from the limited number of her
ships, she could not. She was obliged to
make this and other exceptions ; and even two
or three years afterwards, much of this Act was
disregarded ; for, as d’Estrades (in his letter to
Colbert, 8th Nov. 1663,) says, the English
““ employ, in the trade to the Canaries, Le-
‘“ vant, and the North, Dutch vessels—an in-
“ fraction of the law, which is unavoidable, and
“1is connived at.” It is also more than proba-
ble that to distant countries the trade was still
continued by Foreign shipping, in preference
to English. The merchant would naturally feel
less anxiety in entrusting valuable cargoes to
the Dutch ships, which he might have employed
for many years in those particular trades,
than to the vessels of his own nation, whose
captains were unaccustomed to them. On this
head there is great difficulty in arriving at the
facts, from the different points of view in which
the subject is presented by different writers.
This will be however readily excused, when we
see even an official gentleman, a Vice-Presi-
dent of the Board of Trade,* rising in his place

@ See the speech of Mr. Charles Grant in the House of Commons, 12th May, 1825,
when Mr. A, Baring appears to have stated, at the same time, * that nine-tenths of
the trade of Liverpool was carried on in foreign vessels,”

E
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in Parliament, and gravely detailing the reasons
why the British ships in the trade from this
country to the United States now meet so much
greater encouragement than those of the Amer-
icans— why the English ships are always pre-
ferred to them, and even at higher freights too !

Various successive Laws were passed to
permit the importation of Silk, Drugs, &c. until
the number. of these enactments rendered their
compression into one Act almost indispensable.
It is strange that the inconvenience should. not

“have been remedied till so late a penod as the

third year of hlS present Majeqtys reign,

Section 18. After April, 1661, no Sugars,
Tobacco, &c, should be carried from any
English Colony to any place except
England and her dominions. (The clauses
relative to- the Colonial Trade, were fur-
ther explained by 7th and 8th William

* the Third, chap. 22.)

The previous enactments applied only to the
shipping. 'This is the first, applicable to the
couniry to which the produce of the Colonies
should be carried ; and without a strict atten-
tion to this clause, they would have been of little
use to the mation, how profitable soever they
might have been to individual proprietors.
Though these colonies, or (as then stiled) plan-
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tations, were dependant on this country, if their
trade had been left as free as that of other
powers, they would not have been of any value
to Great Britain, so long as that unlimited
trade enabled ' them to carry their produce
direct to for elgn countries.  Those nations
alone would have been benefitted by the lower
price at which the colonists would have laid
down their goods, from saving the char; ges inci-
dental to bringing them to this country. In the
early state of the Colonies, the monopoly thus
enforced could however have been of little con-
sequence to them, as this kingdom required far
more produce than they could furnish.

Such were the provisions of the old Act of
Navigation. They promoted the mercantile
marine of England, by confining all her Fish-
eries, her Colonial trade, and the more profit-
able branches of the European trade to British
shipping. The beneficial résults of these regu-
lations are best proved by the fact;" that in a

very few years the commercial marine of Eng-

land was doubled, and with its increase came
that accession of force, of vigour, and of cha-
racter which gave to our navy the superlorlty
it yet possesses. As the defeat of the Spanish
Armada transferred the soverelgnty of the seas
to the Dutch, (whose maritime power was far
superior to that of this country) so the laws of
Chailes took from the Netherlands that ti ade



32

without which their previously possessing naval
superiority was of little avail. The Dutch made
most violent efforts to oppose the effects of these
laws; their exertions were useless: the only
slight deviations which were permitted, owed
their origin to our own necessities—not to their
importunities. The alterations, which neces-
sarily took place when our Colonies in North
America became free States, were of course
considerable ; but they may be briefly disposed

of, by stating they only tended to place the

United States in the situation of the more fa-
vored powers of Europe.

The subsequent wars of this country obliged
its West Indian Colonies to have recourse to
those States for supplies, which otherwise could
hardly have been obtained at all. Orders in
Council were therefore issued by ministers, al-
lowing them to draw their stores from Ame-
rica. For a time this was sanctioned by the
Americans, until finding the great value of this

‘trade to us, they prokibited it, exceptin Ameri-
~can shipping.

This gradually led to the Acts
of 1822, which permitted a trade between the
Colonies and the United States. (This inter-
course has been suspended by Order in Council
since the first December, in consequence of
the restrictions and charges imposed in the
United States on British shipping.) Until that
year, the principle of the Act was adhered
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to as closely as possible ; and in the Eufopean
trade, little if any alteration was allowed.-—
With such protection, our maritime commerce
could not fail to succeed, and with it our naval
power. We acccordingly find, that, although
our navy has had alternately to contend with
those of all Europe, since the time of Charles

the Second,* it has continued to rise superior

to. their whole collective force. During the
same period, our commercial shipping, uncheck-
ed by so many wars, though burdened with the
heavy taxation which the expense of those wars
incarred, and by the independence of the
United States deprived of many of its original
privileges, has attained the highest pinnacle of
mercantile greatness. It has supplied the means
of keeping up the Navy ;—a navy to which it
has been indebted for obtaining so many fresh
branches of commerce in the New World ;—
a navy, which alone has prevented this country
from having had to endure those miseries of war,
that the superior military force of the Con-

tinent, under the command of the late Ruler

of France, successively carried into every
country of Europe, and which we have seen
were formerly inflicted on England before

her increased naval power enabled her to keep -

that force from the shores of these islands.

* Heallowed (per Act 13, 14, Charles IL. ¢. 11, s. 87,) one-tenth of the Amount
of all Customs collected on goods in vessels of a certain size to the owuers, as a far-

ther bounty. for building them so large, which allowances were continued for seven
years,
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A decided alteration took place in the char-

acter of the British shipping soon after the-

commencement of the late war. Previous to
that period, the shipping in the foreign trade
consisted of vessels belonging either to the
owners of estates abroad, or to those persons
who were in the habit of importing their own

goods. The coaster alone was in the habit of

seeking cargoes on freight. If the coasting
vessel obtained one cargo to the Baltic in the
summer, it might be considered as the extent
of the trade to foreign parts in hired vessels.

- The tonnage of this country, in 1792, was only

1,640,145 tons, in 16,079 vessels. About that
time more vessels were required to supply
the increasing wants of the foreign merchant.
Many were then first built by persons who
had no regular trade in which to place them,
but sought for their employment in the freight
market. They were, in fact, common cairiers,
at the service of the best payer. So profit-
able was this business: found to be, that the
number of vessels belonging to this country
was, by 1816, raised to 25,864, of the burthen
of 2,783,940 tons. This was probably the most
profitable period of employment to the British
shipowner; certainly, the mercantile marine was
at its greatest height at the close of that year.

Let us now proceed to an examination of the

leading features of the New Navigation Act, the -
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Oth Geo. IV. chap. 109. 'Its indulgences have
destroyed those privileges which, for years, the
English shipowner was taught to consider as
an indemnification for the risk he had to
encounter in competing in the carr ying trade
with the low-priced F oreigner. That Foreigner
is now admitted to the enjoyment of almost all

‘the Foreign and Colonial trade open to the

shipping of" this country. In some respects, the
Foreigner is more favored than.the Englishman.

He is indeed excluded from a direct intercourse
between Enwland and her Colonies, but he has
the liberty and avails himself of the right of
trading direct to Ching from our ports:; and,

more than once, goods on Liverpool account
have been sent thence to China by American
ships.

Its ﬁrst Section fixes its date to commence on
the 5th Jan. 1826 ; and its second enacts,
T'hat the several sorts of goods commonly
known. as the emumerated articles, shail

ot be imported into this .country, to be
used therein, excepi either in British ships,
OR in ships of the country of which: they
are the produce, or in ships of the coun-
try from which they are imported,

Note.—~These are Masts, Timber, Boards, Pitch, Tar, Salt,
Tallow, Rosin, Hemp, Flax, Currants, Ralsms, Iigs,
Prunes, Olive Oil, Corn or Grain, Pot Ashes, Wine,
Sugar, Vinegar, Brandy, and Tobacco.



36

1t will at once be observed, that as the im-~
portation is only forbidden for home use, they
may be imported to be warehoused for expori-
ation in any ships. This was formerly prohibit-
ed by three regulations, the removal of each
of which must have the effect of lessening the
employment of British shipping. First by allow-
ing them to bring these goods (which from their
great bulk are considered as especially valuable,
and, being subject to peculiar restrictions, are
called enumerated,) from any port where they
may find them, contrary to the provisions of

- the old Act, which confined their import from

the countries of which they were the produce.
Secondly, by allowing their importation in any
foreign vessels, it promotes the employment of
such. vessels in the trade to this country; and
thirdly, by making the markets of the Hanse
Towns, or any other place near ours, the depot
for the goods of the Northern States of Europe,
(from whence they may at any time be brought,
either by vessels of the country whei'e these
goods are deposited, or belonging to the coun-
try where they were first produced, or by any
British vessels,) it encourages the carrying to
those towns in Foreign shipping. '

All former restrictions on the import of any

goods were, by 6th Geo. IV, c. 106, repealed.
At the moment of the date of that Act, all
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goods might freely be admitted : this still con-
tinues, except in so far as the Provisions of the
Law now under consideration do not enact the
contrary ; and so far as articles for emportation
only are concerned, it remains in full force.
The 21st Section distinctly permits- all goods of
any sort, or the produce of any place, (not
otherwise prohibited than by the Act of Navi-
gation) to be imported from any place.in a
British ship; or from any place, not a British
possession, in a Foreign ship of. any.country ;
to be warehoused for exportation only; without
payment of duty thereupon. A

Section 3. Goods, the produce of Asta,
Africa, or America, shall not be imported
from Europe ento the United Kingdom,
to be used therein, excepting Goods from
places within the Straits of Gibraltar,
which may come from ports in the Medi-
terranean, or those of the FEast Indies ;
which, having been tmported in British
ships into Malta or Ghibraltar, may be
tmported from thence, Prize Goods, Bul-
lion, and Precious Stones.

Section 4, enacts, No Goods of Asia, Africa, -
or America, shall be imported into the
United Kingdom, to be used therein, in
Foreign ships, unless they be of the country
of which the Goods are the produce, and

F
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from which they are imported ; except ali
Goods, the produce of Turkey in Asia,
or Africa, which may be imported in
Turkish ships from Turkish dominions in
Europe, and some articles in the same
ships from the Levant, and Bullion.

By an other Act, (7th George 1V. chap. 5,)
the ships of Columbia and: Rio de la Plata, no
matter how built or acquired, are, for seven
years, to be considered as the ships of those
states, in all things connected with the British

- Navigation Laws. The high-priced ships of

England can hardly look for a sale there, or at
the other States in: South America, to which
this privilege may be granted.

The 6th, 7th, 8th, and 9th Sections, restrict

-~ the trade between Great Britain and the
Colonies ;* also the Islands of Guernsey,
Jersey, Alderney, Sark, and Man ; as also
the Coasting trade, to British vessels; as
does the 10th Section, ¢rading from one
Island to another. 'The 11th declares
that no Foreign Goods shall be imported
into the British Colonies in Foreign ships,
except such as belong to the places of which
the goods are the produce, proceeding direct
Jrom thence. :

* Vessels of the Uuited States of America may, however, elear out in this
Country, with or without cargoes, for Madras, Bombay, Calecutta, &ec.
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In these few regulations will be found all the
enactments relative to the Navigation Laws.
Comment upon them is unnecessary, for their
intentions are too clearly shown; their effects
too severely felt.

Let us next compare the . privileges that
English ships formerly possessed with those
they now enjoy ; always bearing in mind, that
the difference in their price and in the subse-
quent expenses is very nearly the same. There
has been no relaxation of any of the duties or
charges that exclusively attach to British ship-
ping; indeed, so far as charges of Dockage,
Pilotage, and Lights extend, the privileged
Foreigner is to partake of the benefit of any
reduction that may be granted to the former.

In order to prevent the At this moment all such

carriage to, or tranship-
ment from other ports on
the Continent, no Euro-
pean goods could be im-
ported into Britain, but
in English ships, or those
of the countries where
produced, and coming
directly from thence.

Discriminating Duties
were charged on all goods
brought by Foreign ves-
sels to this country.

goods may be brought
into Britain jfor exporta-
tion, in any shipping, and
from any Country. And
nearly every article for
home use, in any Foreign
shipping on thesameterms
as British.

All which Duties are
now at an end, on goods
from such States as do not
impose extra duties on

British shipping.
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The enumerated, or
more bulky articles, could
not be imported (even by
a British vessel) from any
countries, to which they
had been previously car-
ried by other shipping;
they could only be brought
direct from the place of
their production.

All Foreign commerce
with our Colonies was
prohibited.-  They nei-
ther could import nor
export, but by British
shipping, ¢rading direct
with this country.

No productions of Asia,
Africa, or America, were
admitted, except in Brit-
ish vessels.

These goods may now
be admitted, for exporia-
tion, in any ship ; and in
British ships always for
home wuse; as well as
in Foreigners’, belonging
either to the country where
they are produced or from
whence they are shipped
for England.

With the exception
that Foreign ships are
prohibited from coasting
between our Colonies or
Settleinents, and from
trading direct between
them and this country,
the trade is now as open
to Foreign shipping as
io those of England.+

The United States being
no longer Colonies, most
of their produce is now
imported in American

~ shipping ; and any of the

other States of that
Continent may send their
goods to this country, for
home use, in their own
shipping. As regards
Columbia, it is no matter

+This only applies to such States as, having Colonial Posscssions, give to

Tngland similar privileges.

In order to promote our
own Fisheries, high Duties
were charged on the im-
portation of Foreign Seed,
to prevent its being im-
ported for crushing. A
Bounty was given to ves-
sels in the Greenland
trade, and Oil from New-
foundland admitted free.

The employment of

British shipping was ex-

tended, by prohibiting all
intercourse with those
States that did not grant
the greatest possible free-
dom of trade to them.

how those shipping are
acquired. All such goods
may be imported for
exportation, even from Eu-
rope, in Foreign ships.

Nineteen-twentieths of
those Duties on Seed are
now withdrawn.  The
Bounty is taken from the
ships in the Whale Fish-
eries ; and a Duty of one
shilling pertonis levied on
Oil imported from New-
foundland.

At this moment permis-
sion is given to Foreign
vessels to import goods,
on the most favourable
terms, into this country ;
though, by some of the
Treaties,{  which confirm
to them those privileges,
British shipping are ex-
cluded from importing
into their country, the
only goods which could
afford valuable employ-
ment. ’

t The produce of the Mediterranean may be imported into England by Swedish
ships excepting the enumerated articles; but English vessels cannot take the Salt,
Wine,Brandy, &c. of Spain or France into Sweden, :
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Such are the humiliating enactments of the
British Navigation Laws as they now stand,
compared to what they were a few years back.
Let us next glance at their effects.

~British shipping are at this moment unable
to obtain such freights as leave any prospect of
profit to their owners. Foreign ships can make
the same freights pay well ; and we accordingly
find, that the increase on their inward employ-
ment last year was, upon that of 1822, (when
txh(éy4 had inwards 200,755 tons) upwards of

400,000 tons; the increase of English (upon

290,396 tons in 1822,) was only 128,000 tons.
Thus in four years, from the privileged coun-
t}'ies, Foreign ships have trebled, while English
have not increased one half. In the trade from
all parts, English shipping has not increased
one-sixth, Foreigners in the same time have
doubled. The registered tonnage in 1816, the
year after the war, was 2,783,940 tons; last
year it was less by nearly one tenth. Building
is falling off in as great a proportion. - The
average number of vessels built in the four first
years after the war, (to say nothing of men-of -
war and {ransports added to the mercantile
marine,) was 1045, and during the four last
1003 only; leaving out the two last years of
each average; the numbers were 1066, against
901. One-fifth the number of vessels employed
in the Northern Whale Fishery are now driven
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out of it. The competition with privileged -
Foreigners has reduced freights, from the Médi-
terranean to England, one-fourth; while in the
European trade generally, they are one-third
lower. Thus so many vessels are thrown into
the Irish and Coasting trades, that, joined
to the competition of steam boats, their
freights are reduced one-half. This is very
different from what it ought to have been. With
a decreasing number of British shipping, and
with a declining commerce in them, opposed
to an increasing and profitable employment “for
Foreigners’ shipping,—how can that sover eignty
of the sea, upon which we have so justly prided
ourselves, and to which we are indebted for our
present situation among the nations of the world,

be maintained ? Without that superiority, this
nation cannot continue to preserve the hlgh
rank she now holds. Yet, all those protecting
regulations which elevated our commercial
marine to this station, are now withdrawn ; and
it does appear impossible that we can retain our
present situation, without their restoration, or
the adoption of some other legislative enact-
ment for the support of our shipping.

It has been asked, do the shipowners of
England wish their individual interests to be
maintained at the expense of the general inter-
ests of the kingdom? Certainly they do not.
They do not pretend that their personal wel-
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fare should not give place to national prosperity.
But they ask, how can that prosperity be
maintained, without a paramount support being
siven to that interest, whereby this country is
alone enabled to keep itself great and inde-
pendent, amidst those vicissitudes which have
attended the Continental States? When in
the season of war, year after year the shipping
of England was marked out for exclusive tax-
ation, their owners did not complain, because
the safety of their country required those
exertions. They do, however, complain that
now, after so many years of peace, their pro-
perty is selected, without any previous remission

of their eéxclusively heavy taxation, for the first

victim to what is stiled liberal principles. The
ships of England are constructed either of
English grown Timber, kept at a high price
by a monopoly, much similar to that of Corn;
or of Timber imported from abroad. Te the
first cost of this Foreign Timber has not only
to be added the freight and the other charges
incidental to transhipment, but a heavy duty ;
from all of which the untaxed Foreigner is

exempted. = These duties or taxes, there-

fore, operate as a further premium on the
untaxed ships of northern Europe. The sea-
men of these latter States are as good as ours.
There are few qualities estimable in an English
seaman which the Continental mariner does
not possess in an equal degree; and there are
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many points of view in which the seaman of
the Baltic is preferable to ours. = Yet the wages
of the Foreigner are only 18s. to 27s. per
month, while the Englishman receives 45s. to
60s. per month. The difference in the éxpense
of provisions or diet is still more remarkable.
It may be safely affirmed that the expense of
navigating an English ship exceeds that of a
Foreign one in a greater degree, than even the
first cost or equipment of the former does
that of the latter. From the accounts farnished
by Government, through their agent Mr. Jacob,
and from those of individual shipowners, the
cost of navigation may be stated at treble.
Wages and provisions he * estimates, for a
voyage from England to the Baltic and back, or
three months, in a foreign ship of 580 tons, at
£121 4s. 5d. In an English ship, the same
would cost £320. The difference in the cost
of Sails, Cordage, Ship Chandlery articles,
and other incidental repairs, is equally great;
to say nothing of the Insurance, and Interest
upon the greater value of the English vessel.

To form some idea of the importance of the
mercantile marine of this country in a mere

statistical point of view, (though this is certainly -

the least valuable,) let us take the total tonnage

s Mr. Jacob -states, the diet of the crew of a Prussian ship, (from actual
accounts which he details,) consisting of cdpta‘m and nineteen men, for three
months, to be £39 195 11d. Inan English ship, these twenty persons could not by
any means have been fed under fifteen pence per day for éach man; or £115 fox
three months,—the smaller the vessel, the greater the expense.

G
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of 1816, or 2,783,940 tons, at the average
value of twelve pounds per ton. This will
give the total amount then, as being worth
£33,000,000 ; exclusive of which, the capital
employed in their building, and repairing yards;
by the smiths, ‘sailmakers, &c. cannot have
been less than several millions more ; raising
the total value to' at least Zhirty-sixe Millions of
Pounds. The average rate of freight then could
not be under 25s. a ton per month ; but even
at 22s. 6d. which was a very low rate, their
earnings would have been Thirty-seven Millions
per annum. This immense sum thus received
by them, had to be divided amongst a great
variety of almost every description of trades-
men; and a very large proportion went to the
farmer, the miller, and the grazier, for provisions.

The tonnage of Great Britain, Ireland, and
the Colonies, is" now less than in 1816 by
241,724 tons ; and valuing the remainder at
eight pounds per ton, the deficiency in the
value of British shipping is already upwards of
- *Thirteen Millions. The average rate of ships’
earnings was at least 22s. 6d. per ton, or

£37,5683,190 : it is now hardly 16s. which, on "

2,542,216 tons, would give £24,405,270. This
difference, upwards of Thirteen Millions, is lost
to the various interests that. formerly profitted
by its disbursement among them.

v 2,783,940 tons at £12 per ton, gives :£33,407,280
2,642,216 ... £8 ... 620,337,728
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‘It must not be supposed, that this deficiency
in the receipts of British shipping is in any man-
ner caused by a want of employment for them.
On the contrary, thereis sufficient employment ;
but the rates at which it is to be obtained
are those which will afford no profit to the
English, though they amply repay the Foreigner.
The natural consequence is, that English ships
are driven out of the trade in which they are
more immediately in competition with the
Foreigner. Hence arises an excess of British
shipping in those trades which are yet exclu-

sively their own.

The annual expenditure being thus decreased
upwards of Thirteen Millions, to discover to
whom this will be lost, let us examine from
Blackwood,{ page 443; ¢ The trade and em-
“ ployment created by the building of one
“single vessel. First, a large quantity of
“ timber, British and Foreign, has to be cut.
‘“ Then this timber has to be conveyed, much
“of it from beyond the sea, to the builders’
¢ yard ; then there is the labour of the ship-
“ wrights and joiners. Then a great quantity
“ of iron has to be made and conveyed to the
“ smiths ; then there is the labour of the ship-
“ smiths. Then a quantity of copper has to
“ be worked into bolts and sheets; then there

% Sec Blackwood’s Magazine for September, in which is a most valuable
article, entitled ¢ The Shipping Interest.” ’
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“ is the labour of coppering, not forgetting the
‘ conveyance. Then a great quantity of hemp,
“tar, &c. has to be fetched from beyond the
“ sea; then there is the labour of the rope-
« makers; the weaving of the sailcloth, and
¢ the sailmakers. Then there is the convey-
. ance of the materials ; and the materials, and
“ the labour of the block, the mast, and the
“ pump makers, and the boat-builders. Then
“ the materials and labour of the ship-chandler,
‘“ cooper, &c. &c.” And when thus equipped
for sea, follows an immense outfit of flour,
bread, beer, beef, pork, butter, peas, groceries,
&c. to supply the daily consumption.

Such are the variety of persons that profit
by the expenditure of the shipowner. The
shipowners’ interest is one which interferes
with none, while it benefits all. Every other
interest but that of shipping is protected, either
by restrictions or duties against Foreign com-
petition. 'The effect of these regulations is to
enhance the price of every article used in the
construction of the vessel, the labour of her
crew, and the cost of their provisions. - Look

at the two great articles of Corn and Timber.

The operation of the Corn Laws increases the
price of labour here materially ; and the expense
of . victualling a ship is, from the same cause,
much greater in England, where Bread is 17s.
per cwt. than on the Baltic, whereitis from 7s. a

49

9s. per cwt. The duty on Pine Timber from the
Baltic is 55s per 50 feet, double its first cost
there; and the freight nearly the same. The

- duty and freight, therefore, raise the price of

Timber to about four times its cost on the
Baltic. Salt provisions are also double. Yet
the British ship, built of the one and provisioned
with the other, has hardly: any advantages
beyond ‘what are possessed by the Foreigner,

who is exempted from the operation of those

duties and freights.

We will next compare the value of the trade
to our North American Colonies, with that to
some of those Northern States of Europe, to
whom the advantages of the new Navigation
Act have been confirmed by treaty, Letus
take Sweden, Norway, and Prussia, as an
example. The total import from these three
countries, in 1824, was only £721,384, and in
1825 was £863,743. The exports in the former
year were £968,354 : in the last they declined
to £725,700, of this, the amount in British
and Irish produce and manufactures exported
was only £241,082, but of Foreign and Colo-
nial produce £484,618. This is the sum total
of that immense trade, the necessity of which
is so strongly insisted upon by Government:-
What proportion does the benefit this Country:
receives from this trade bear, to that which
Sweden, which