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The Board of Railway Commissioners’ Judgment in the Eastern Rates Case.

The Board of Railway Commissioners’
j“d_gment in the Eastern Rates Case
Which was promulgated July 6, sanctions
Increases in freight rates in Eastern

anada, but does not allow all the in-
Creases asked for. Each rate has been
Considered on its merits. Following is a
Summary: It was not until May 11 of

S year that the inereases in grain and
éthl‘am products rates were withdrawn by

€ railways, after negotiations resulting
om the Board being impressed by the
effect of the short mileage of the National
t_l‘anscontinental, and competitive condi-
lons between that line and the Cana-

an Northern north of the Ottawa. This
affects a large item.
perating expenses have increased
8enerally. While from 1899 to 1914
fain mile earnings increased 897, the
5082 of service per train mile increased
b12/o, notwithstanding economies attri-
Utable to increased locomotive power,
OWer grades, better loading and increas-
ed traffic. In the period 1910 to 1914,
farnings increased 10.6%, expenses 17.7%.
1 1?15, eamings increased 5.37, expenses
19-4/0. Railway ties cost 387 more in
45}4 than in 1907; in 1915 they were

7 higher. The cost of fuel to operate
190 miles was 307% higher in 1914 and

15 than in 1907. The average cost of
toel increased 21.87 in the period 1909
th 1914, Salaries and wages represent

Tee-fifths of the total railway expenses.
* S item has increased rapidly. The
crage bill of the Grand Trunk alone in-
5“gased in the period 1909 to 1914 by
Th/o,.and for 1915 the increase was 507.
to? Increase in labor cost is mainly due

lncrqase§ in wages, as there have been
5 d°n0m1es in the number of men employ-

Per 100 miles of track. Decreases in
oagqs are not a feasible means of econ-
lelr}g. The wages on the Grand Trunk

Ve increased by 4.3% since the hearing.
ern e Canadian Pacific divisions in East-
OntaQanada are the Atlantic, Eastern,
Div: rio and Lake Superior. The Atlantic
buzls_lon is operated at a loss. There is
Sor ll’gtl.e_local traffic on the Lake Super-
the ivision. The Canadian Pacific and
i Grand Trunk are both engaged in
Sio ness in the Eastern and Ontario Divi-
thens' and here the freight business of
it tCanadla_n Pacific gives only 207 of
on otal freight revenue, and represents
theYGthree-ﬁfths of the business done by
buj t rand Trunk. The Grand Trunk was
&ia to meet the needs of Eastern Can-
cent It runs into all the large producing
WOrreS; it has a well established and well
it q ed up business. In Eastern Canada
he 0es the largest business and obtains

Itgpeate_st earnings.

Side 1s fair to accept for primary con-
Troation the actual results of the Grand
e‘; S earnings as a basis of rates. The
cost cannot be based on the total capital

4 cOf the Grand Trunk as carried on
Sent Ompany’s books, which would repre-
cana;i cost of $131,000 a mile. The
Tay $ an Pacific’s new lines from Glen
Sud, 0 Agincourt and from Toronto to
$56 0‘61'37 cost respectively $71,000 and
for’ tg a mile. This includes nothing

Tminals. The Intercolonial cost,

including equipment and terminals, $75,-
000 a mile. The Hydro-Electric Power
Commission of Ontario has recently made
an estimate that 138 miles between To-
ronto and London would cost $100,000 a
mile, including terminals and equipment.

The net earnings per mile of line of the
Grand Trunk at their highest in 1913
were $3,500 a mile. In 1914, they were
$3,059, and in 1915 $2,477. The financial
relations of the Grand Trunk to the
Grand Trunk Pacific, as well as to its
United States lines, are analyzed, and it
is rule that outside investments cannot
be considered as bearing on the reason-
ableness of freight rates. KEconomical
financing of the Grand Trunk has been
rendered extremely difficult, if not im-
possible. Appropriations of all kinds have
been cut and repairs have been postpon-
ed. On Dec. 31, 1915, over 4000 cars were
held for repairs, notwithstanding the
lighter traffic of the year. In order to
keep the equipment in proper shape, it
will be necessary to obtain 1,249 new
freight cars at an expenditure of $2,238,-
000. Normal track renewals would re-
quire 431 miles; for the period 1913 to
1915, inclusive, the track renewals were
only 45% of this standard; and for the
year 1915 the remewals fell to 67 miles.
The renewal work on bridges and culverts
during 1915 is $20,000 below the average
yearly expenditure of the period of 1906
to 1915. The economies so made cannot
continue indefinitely without great loss
and inconvenience to the public.

In the Western Rates Case, the Govern-
ment expert computed that 67 should be
allowed so as to provide 47 for interest
charges and 27 for surplus. Money is
now more expensive. Taking the cost of
the Glen Tay-Agincourt line and adding
$10,000 a mile for equipment, the net
earnings would have to be $4,800. If the
Toronto-Sudbury line is taken as a basis,
net earnings per mile would have to be
$4,001; while if the Intercolonial is taken
they would have to be $4,500. Aside en-
tirely from the terminal expenses, the
Grand Trunk net earnings in the best
year are far short of these figures.

The proposed increases on fruits are
postponed until they can be copsni.e;'ed
along with proposed increases In icing
and salt for refrigeration, which are now
under suspension. ;

The Western Rates Case pointed out
the differences between conditions in
Eastern and Western Canada; _and, not-
withstanding material reductions, the
general schedule in the west is higher.
The Railway Act requires and the gen-
eral public interest of the country de-
mands that, if practicable, eastern rates
should be advanced so that the different
schedules may more nearly approach a

parity. The effect of new competing
lines, e.g., the Canadian Northern, con-
is not considered in

structed recently, t :
striking a reasonable basis. The increases

made are justifiable eptirely on the mere
fact of the increases In Grand Trunk ex-
penses, and having regard to traffic of

normal years. .
Besidgs the class tariffs of general

application, meaning the rate scales used

everywhere in connection with the
Freight Classification, the application of
the railway. companies comprises over
150 exceptional or special single rates and
more or less comprehensive schedules of
exceptional rates, lower than the class
rates, apphcal_)le to various commodities.
To quote the judgment: “No flat increase
of 5, 10 or other percentage could be
applied simply to augment railway reve-
nue. FEach rate of necessity has to be
considered, having regard to its reason-
ableness for the service performed.” As
each of these items has thus been separ-
ately dealt with on its merits, it is im-
possible within the limits of a newspaper
article to give any clear synopsis of the
Board’s conclusions. A selection of two
or three commodities, by way of illustra-
tion, would convey no true conception of
the general result and might prove mis-
leading. _The shippers interested in the
several lines of trade represented in the
application will arrive at their own con-
cIu519ns from a study of this section of
the judgment. The application with re-
spect to some of the commodity items
has been declined, and in numerous in-
stances less has been granted them than
asked for by the railway companies.

The findings regarding the class tariffs
may however, briefly be summarized. In
the territory bounded on the west by, but
not including, Port Arthur, and by the
Qeorglan Bay, Lake Huron and Detroit
river, and on the east by Quebec and
Megantic, also between C.P.R. stations
in New Brunswick, the class rates, pro-
vided they are now lower than the
standarq or maximum mileage tariff,
may be increased by 2c. in the 1st and 1lec.
in the 5th classes, the rates for the other
classes to be properly proportioned in
accordance with the standardized scale:
An exception is made of the Canadian
Pacific and Canadian Northern lines be-
tween Ps:rry Sound and Sudbury, on
wlgch no increases are allowed.

ecause of the comparatively low

level of the rates to thI:e Maritir};e Prgl-‘
vinces, greater increases are permitted.
Between points in the provinces of New
Brunswick and Nova Scotia and points
west of Quebec, Levis and Megantic as
far as Montreal and Valleyfield, and north
of the Ottawa river, the 1st class will
be advanced 4c. and the 5th class 2c.; the
other classes in proportion. Between the
same maritime sections and points west
of Montreal the carriers are authorized
to increase their rates by 6c. for the 1st
class and 5c. for the 5th, the remaining
rat«las ﬁlt_;Itmg' in from the standardized
scale. Here, again, an exception i
of the C.P.R. line in the Sré.’ Johrs; rlr'li?rgi
valley, where the rates, instead of being
advanced, will be lowered by the company
so as not to exceed the St. John rates:
this relief being due to the opening of
the National Transcontinental south of
Edmundston, N.B. As the government
railways are not subject to the Board’s
jurisdiction, the Intercolonial and Nation-
al Transcontinental management is, of
course, free to fix its own rates; never-
theless, the judgment provides that the
through rates of the Grand Trunk, Cana-



